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The Bermuda Triangle:
A Riddle at a Nearby Shore

WITHIN THE WESTERN North Atlantic Ocean there exists what might be
called a triangle of sea extending southwest from the island of Bermuda to
Miami and through southern Florida to Key West; then, encompassing the
Bahamas, it extends southeast through Puerto Rico to as far as 15° North
latitude, and then from there northward back to Bermuda. This is the
area commonly called the Bermuda Triangle. For all intents and purposes
it appears like any other temperate sea. Yet in the annals of sea mysteries
there is no other place that challenges mankind with so many extraordi-
nary and incredible events, for this is where far more aircraft and ships have
disappeared throughout recorded maritime history than in any other re-
gion of the world’s oceans. With few exceptions the disappearances have
been in fair weather, sending out no distress messages and leaving no
wreckage or bodies. In the last twenty-five years alone, some seventy-five
aircraft and hundreds of pleasure yachts have inexplicably vanished despite
the fact that GPS is now extensively used, that communication systems are
powerful and reliable, and that searches are immediately launched.

Disturbing as these numbers may seem, the circumstances surround-
ing many of the disappearances are what really give rise to the greatest
alarm. From the files of several federal investigating bureaus, eye-opening
details emerge that continue to present difficult questions that as yet have
no answers within the scope of our present knowledge of the sea, aero-
nautics, and navigation. One such disappearance illustrates this point.

It was Halloween 1991. Radar controllers checked and rechecked what
they had just seen. The scope was blank in one spot now. Everywhere else
within the scope seemed normal, and routine traffic was proceeding undis-
turbed, in their vectors, tracked and uninterrupted. But moments earlier
radar had been tracking a Grumman Cougar jet. The pilot was John Verdi.
He and trained copilot, Paul Lukaris, were heading toward Tallahassee,

Copyright © 2004, 2005 by Gian J. Quasar. Click here for terms of use.
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Florida. Just moments before, with a crackle of the mike, Verdi’s voice had
come over the receiver at the flight center.

He requested a higher altitude. Permission was quickly granted and the
turbo jet was observed ascending from 25,000 feet to its new altitude of
29,000 feet. All seemed normal. Some thunderstorms had drifted into the
path of the jet, and satellite imagery confirmed the area was overcast.

But that was no concern for Verdi. They were above the weather. At
their present altitude they were just breaking out of the cloud cover,
emerging into the brilliant sunlight.

The clouds must have been their typical breathtaking sight, billowing
below in glowing white hills and arroyos.

They were still ascending. Verdi had not yet “rogered” that he had
reached his prescribed flight level.

Radar continued to track the Cougar. Until, for some unknown reason,
while ascending, it simply faded away. Verdi and Lukaris answered no
more calls to respond. Furthermore, they had sent no SOS to indicate
they had encountered any hint of a problem. Readouts of the radar ob-
servations confirmed the unusual. The Grumman had not been captured
on the scope at all as descending or as falling to the sea; there had been
no sudden loss of altitude. It just disappeared from the scope while climb-
ing. One sweep they were there. The next—raised brows on traffic con-
trollers: it was blank.

The ocean, sitting under convective thunderstorm activity, was natu-
rally not conducive to a search. No trace, if there was any left to find,
was ever sifted out of the Gulf. When it was all over, the whole incident
was chalked under a familiar and terse assumption: “aircraft damage and
injury index presumed.”

So far, very few disappearances have ever been reported by the press and,
if they are, they’re reported with little attention to detail, or the reports stu-
diously avoid any reference to the unusual. In 1978 and 1979 alone, eight-
een aircraft mysteriously vanished, yet only two or three rated any space
in newspapers. Among these missing planes was a DC-3 airliner; a large
twin-engine charter on approach; and several private aircraft in the nar-
row corridor between Bimini Island and Miami, which are in view of each
other from aircraft altitudes. Yet, nevertheless, all vanished as if surgi-
cally extracted by a hand being careful not to affect the surrounding heavy
traffic on that route, which reported no signs of wreckage or unusual
weather. Even apart from the strangeness of the events preceding and sur-
rounding some disappearances, it appears fairly obvious by the number
that something is very wrong.
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Although it is often publicly recited that the Bermuda Triangle’s repu-
tation is based on twenty planes and fifty vessels posted missing over the
last hundred years, official records vividly show that such a number can be
and has been easily exceeded in any given two-year period. On an average,
however, four aircraft and about twenty yachts vanish each year.

The frequency of those two years is alarming enough. But out of all
the alarming elements in the statistics, it is not the isolated surges of
losses that are the most intriguing. Dossiers on all aircraft accidents,
which include missing planes, are still maintained, and behind-the-scenes
they monotonously document the startling repetition. A “Brief Format,”
usually just called a Brief, is available for perusal from civil investigating
authorities, particularly the National Transportation Safety Board in
Washington, D.C. These handy and mostly terse one- or two-page chits
preserve the known facts. Considering the brevity of the information, the
nickname Brief is not a misnomer, especially prior to 1982 before the
Board enlarged the scope of information contained on the sheets. Their
pages, though, quietly testify to the actual number of missing planes in
the Bermuda Triangle.

Computer searches of the database files of the NT'SB for several time
brackets reveal some sobering statistics. It is quite surprising to examine the
Briefs and notice what is not in newspapers. For instance, between 1964 (the
oldest dates for the “Brief” records) and 1974 thirty-seven planes vanished.
The period from 1974 to 1984 show that forty-one aircraft have mysteriously
disappeared in the Bermuda Triangle. The pattern was the same—mostly
over the Bahamas; it continued: from 1984 to 1994 thirty-two vanished.
And from 1994 to the present twenty aircraft have disappeared. Although it
may appear that the number is on the decrease, this decrease mirrors the
economic downturn of the late 1990s, and dropped sharply after Septem-
ber 11, 2001, when traffic was severely curtailed for a number of reasons.

There is no evidence, however, that the circumstances for disappear-
ances are any less unusual than before. Mystery continues to strike. On
Christmas Eve 1994, a Piper aircraft vanished over West Boca Raton,
Florida—one of the few instances of a plane ostensibly disappearing
over land. Although radar operators could never find a trace of it in their
tracking readouts, a witness below clearly saw the navigation lights of
the Piper. Investigation proved it must have belonged to Laurent Abecas-
sis, who had taken the plane out earlier in the day for some practice fly-
ing. On May 12, 1999, an Aero Commander, while approaching Nassau,
disappeared from radar for thirty minutes, then miraculously reap-
peared, though the pilot seemed unaware anything had happened, be-
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fore the plane and the pilot vanished again, this time permanently. On
February 1, 2001, Casey Purvis was in his Cherokee Six playing radar tag
with a Coast Guard aircraft as a practice maneuver. Suddenly he re-
ported himself in a fog, then vanished. Wreckage from the aircraft was
later found near Marathon, Florida Keys, where he last reported himself.
Weather from both the nearby Coast Guard aircraft and Marathon re-
porting station confirmed visibility was clear for 12 miles. On July 20,
2002, a Piper Lance mysteriously crashed after taking off from Freeport,
Grand Bahama. After having been in flight long enough to have been
halfway to Florida, its fuselage was found only 15 miles from its point
of departure. Radar tracking cannot explain it. The phenomenon of
the bizarre is not abating.

Factual aviation accident reports are available from General Microfilm,
the National Transportation Safety Board’s documents contractor, from
1978 onward. Those prior have been destroyed. Carefully sifting through
these accident reports brings to light a pattern interwoven with tragedy
and mystery. Together they create a sobering picture of sudden and many
times bizarre disappearances at sea in a confined area. Quite often, when
faced with the facts, the curious have come away badly jolted. The pages
they read bare some recurrent themes in the losses and these, in turn,
open the door to some potentially explosive issues.

Everybody involved in one particular case—tower and radar controllers
and listening pilots alike—was dramatically affected by some frantic last
words. Uttered in a desperate voice, they introduced other elements, stark
and frightening, in the mystery of missing planes. While in flight near the
coast of Puerto Rico, on June 28, 1980, about 35 miles out, José Torres,
the pilot of an Ercoupe, signaled that a “weird object” in his flight path was
forcing him to change course. Despite all his evasive maneuvers, the object
continued to cut him off. That’s not all—he reported his equipment was
on the fritz, and he was now lost.

“Mayday, Mayday,” he continued to call. Then, as astounded con-
trollers watched, the plane vanished from the radarscope, with Torres
and his passenger, José Pagan. Minutes later an object reappeared on the
scope and then flitted away. In what manner it fled the scope the report
would not comment.

A search that night cast beams of light on a dark ocean. It was the typ-
ical nothing: a bland ocean surface crisscrossed with streaming beams of
Civil Air Patrol spotlights. The crests and swells were devoid of any trace
of an accident.



THE BERMUDA TRIANGLE 4 5

Many of the other planes have simply vanished while in sight of land,
while coming in for a landing, or after having just departed, occurring, it
should be emphasized, between a single sweep of the radarscope (less than
40 seconds). Others have vanished over shallow waters, less than 10 feet
deep, yet with equal lack of trace or silhouette to mark their position, as if
magically they just faded away, while others have vanished during radio
contact, as in the case above, blurting such words like: “Is there any way
out of this?”; “Stand by, we have a problem right now”; “Oh, Jesus
Christ . . . | 7; “What’s happening to me?”; or reporting that their compass
or directional gyro is going berserk.

The missing boats are not just specks lost on a big ocean. Many have
vanished just at the edge of the harbor, others while cruising around a
peninsula, and others have been found drifting shipshape, lifeless, the
occupants gone without leaving any clue behind as to what happened.

In no search undertaken by the Seventh Coast Guard district (which
has jurisdiction over the area of the Bermuda Triangle), for any airplane
or vessel posted overdue and then eventually declared missing, has a body
ever been recovered. Even when the vessel may later be found, it is always
found deserted or, in the case of aircraft, it is found ditched in shallow
water, the ignition key removed, the doors tightly closed, but no sign of
the pilots or passengers.

The disappearances have not been limited to small craft. A whole
squadron of five Navy torpedo bombers, the famous Flight 19, vanished
on a routine training flight off Florida on December 5, 1945, after the
flight leader radioed, among other things, that both his compasses were
no longer working. Although the airplanes had the latest navigational
devices and sea survival equipment, the patrol never found their way
back, nor was any trace found. Passenger aircraft have included DC-3
and DC-4 airliners, plus several other four-engine models. Military aircraft
have even included an eight-engine B-52 bomber. Large ships have in-
cluded the 504-foot tanker Marine Sulphur Queen, the 520-foot Poet, and the
590-foot Sylvia L. Ossa. In the case of the Ossa, before she vanished she had
just signaled she was near Bermuda—a dramatic reminder of the bound-
aries of the Triangle. Most of these vessels were carrying cargoes that
are fairly safe to ship, such as coal and corn; some have even been in bal-
last—that is, empty and shipping no cargoes at all. None of these are as in-
explicable as “reappearances,” where a pilot’s radio messages are captured
receding hundreds of miles beyond where he vanished and hours after
fuel exhaustion. In the case of the Grumman Cougar jet that vanished
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from radar while ascending to 29,000 feet, the summation of one observer
that “there is just no logical explanation” seems to fit all these incidents.

There is a growing belief that there is something very different out in
the Triangle as opposed to other seas. Since ships and planes disappear in
like manner, there seems to be little possibility that ordinary mishaps such
as pilot error, vertigo, fuel exhaustion, getting lost, disorientation, or nat-
ural disasters like tidal waves, cyclones, or whirlpools can be the sole cul-
prit. While some of the above can be deadly to planes, they are not to
ships and vice versa.

Furthermore, such destructive potential as some of these pose should
also launch into motion devices called automatic alarms. An EPIRB (emer-
gency position-indicating radio beacon) is designed to be activated when
it floats free from a sinking ship, while an ELT (emergency locator trans-
mitter) is jettisoned from or activated within an aircraft fuselage upon im-
pact. Both continue to transmit their automatic electronic maydays for
days, even weeks, not only alerting rescuers to an accident but also guiding
them to the precise point where it occurred. While these signals are rou-
tinely picked up in other accidents around the globe, so far not one signal
has ever been picked up from those planes and ships known to be carry-
ing them which vanished in the Triangle, a total of well over 120 craft (!).

While it is true that this area is heavily traveled, there is an unshakable
feeling shared by many of those who live in and about the Triangle that
there is something far more compelling about these disappearances than
just mere statistical losses. Continuing encounters by pilots and shipmas-
ters, for one or more terrible moments, with unexplained forces involving
electronic drains, radio dead spots, power blackouts, and spontaneous
compass malfunction, with or without unusual fogs, hazes, or luminous
phenomena, are contributing to the area’s growing reputation as a unique
place on this globe.

Attempts to correlate these phenomena to the disappearances have
inspired some of the most innovative and equally unique theories. Some
have seriously proposed that UFOs, utilizing nifty electromagnetic
propulsion systems, enter Earth here and whisk away specimens of Earth
life. The shallow Great Bahama Bank occupies much of the Triangle in
its southern corner. Aerial surveys continue to reveal surprising geo-
metric and apparently manmade ruins below the surface of the ocean.
These have excited the followers of Edgar Cayce, a clairvoyant who
believed that Atlantis was a super civilization of the past. According to his
prophecies, given far in advance of the space age or the Bermuda Triangle
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concept, evidence for its advanced electromagnetic power sources, the
abuse of which disturbed the magnetic and gravitational fields and
sent it to the bottom thousands of years ago, would be found in the
Bahamas. In this theory, the unexplained electromagnetic forces may
be residual from sunken power complexes that continue to operate and
cause disappearances through disintegration of a craft or misleading it
until it is dangerously lost. Others have offered that Time itself may
warp and send ships and planes to other dimensions, while still others
have proposed a plethora of ideas like methane funnels from beneath
the ocean, micro wormbholes, static electricity, “gravity sink,” and sudden
rogue waves.

In the long run, however, the Bermuda Triangle’s mystery is insepara-
ble from its location, and its ultimate solution therefore must be found in
solving the greater mystery of this Earth, this island at the confluence of
the fabulous currents of mass and energy and time and space. For even
now in the opening decade of the twenty-first century, we look beneath
us to our past accomplishments rather than up to gaze at this vast and final
horizon, where the secrets of the very force fields that hold this planet
together remain more unknown to us than was the germ before Pasteur.
The habits of these times are to sit in our parlors somewhat at peace in
our assurance that we have now vanquished the unknown over the whole
Earth, climbed her last high peak, sent bathyspheres to her deepest
trenches below the sea, and swaddled her heavens in speeding satellites.
We spin a globe of our Earth before us, bemusedly contemplating our
dominion over it while blithely forgetting we neither understand nor can
solve the forces involved in its rotation and revolution. As a matter of
argument we are quick to add that we have long tested the strengths of
the magnetic field. However, along with inconsistencies, this has given
us a ponderous cache of unexplained vagaries.

Cold War atomic tests have revealed other mysteries of the magnetic
field. All the Russian, U.S., and British atomic bomb drops in the Northern
Hemisphere were followed by unusual auroras and lights in the iono-
sphere in the Southern Hemisphere at the exact magnetic opposite of
the test site. After the atomic destruction of the city of Hiroshima in 1945,
which lies near 36 degrees North latitude, these same lights and auroras
were also noted at its magnetic opposite in the Southern Hemisphere near
36 degrees South latitude, south of Australia.

This phenomenon of Magnetic Opposition helps to illustrate the puz-
zling interplay between mass and its mysterious energy fields. Instead of
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Black stars represent points of magnetic opposition, as noted in atomic bomb drops. Also,
an object actually falls faster at the poles than at the Equator, a phenomenon dependent
on the rotation of the globe, causing bulging at the Equator and a flattening effect at
the poles. The mathematical notations show in centimeters the acceleration of an un-
supported body at each location per second?. Very accurate atomic clocks have recorded
time passing slightly faster at higher altitudes.

disrupting the entire field line, the energy travels to the exact opposite in
the other hemisphere, where visible reactions occur.

Rotation of the Earth reveals mysteries of gravity. North of the Equa-
tor ocean currents turn clockwise, while south of the Equator they turn
counterclockwise. It is intriguing to contemplate, when considering this,
that the forces of magnetism and gravity may be subject to similar cur-
rents, eddies, and anomalies far independent of our knowledge of their
fields, still waiting to be discovered, charted, and understood.

Acceleration of this sphere’s rotation also varies the readings of grav-
ity from pole to Equator, where, in the latter instance, an object will take
longer to fall to the ground. But the most astounding mystery relating to
mass has come via atomic clocks. Simultaneous readings at sea level and
at orbital heights have revealed to us Time—itself the most mysterious
force—is itself connected to mass and energy, and passes just ever so
slightly faster farther from the center of gravity.
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Subtle anomalies such as these, though interesting to contemplate for
the time being, provide no apparent danger to travelers. But the Bermuda
Triangle poses a different problem altogether inasmuch as its mystery is
not one of permanent duration, and what is causing these unexplained
disappearances remains annoyingly sporadic.

Thousands of planes and ships fly and sail through its boundaries on a
weekly basis, but disappearances happen apparently randomly, without
warning, sometimes within minutes and only miles from where another
ship or plane is cruising without difficulty, and always without reason.
There is no chartable location to record other than their recurrence in
the general area of the Triangle.

Unexpected electromagnetic aberrations continue to be encountered
by pilots and shipmasters at equally random locations in the Bermuda
Triangle, and no plane or ship disappears without the suspicion amongst
those who have experienced it that those who vanished experienced a
more intense form of what they survived. Our growing awareness that
the infinite horizon of electromagnetism extends through mass, across
space, and beyond time is contributing to our knowledge of the alarm-
ing potential of anomalies. But if they are indeed the actual nemesis to
ships and planes, what is causing them remains as mysterious as ever.

The sea itself over which these multiple mysteries occur would seem
the logical first choice to blame. This hydrospace is vast and constantly
in motion and far outside the scrutiny of our daily endeavor. We have, in
due course, mapped the ocean bottoms with sonar and echo sounding.
But that is hardly exhaustive. That is like saying that a NASA photograph
of our land contours reveals the intricacy of our atmosphere. No map-
ping can unlock the potential of this hydrosphere nor expose its inter-
play with the thousands of electromagnetic wavelengths flitting about the
Earth and those force fields inexorably tied to them like magnetism and
gravity. Without this hydrosphere the sea bottoms are merely vast, dry
deserts little different or less changeless than Sahara.

Even varying depths of the oceans and its temperatures have starkly
different attributes and potential in terms of function and interaction with
the atmosphere, surface and submarine currents, and even pressure and
gravity. The bathypelagic zone includes most of the deepest waters, reach-
ing more than 13,000 feet down, while the mesopelagic extends roughly
from 3,000 feet upward to 700 or so feet below the surface. From there the
epipelagic zone extends toward the surface, making this the zone that has
the most potential interactions with atmospheric changes.
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The mineral content of the ocean may provide us with some surprises
as well. Just one of its many metals, mercury, when shaken has been
proven to transmit radio signals.

Perhaps one indication of the mysterious energy interplay between the
ocean and the atmosphere first revealed itself on very low frequency radio
tests conducted by both the U.S. Coast Guard and the U.S. Navy back in
the 1950s. Listening out over the ocean, both picked up sounds that can
best be described as whispering and whistling. What exact force is creat-
ing these provocative sounds remains unknown. It continues to be picked
up only over the oceans today, as verified by several independent VLF
radio owners.

But although the sea and its currents have great untapped and even as
yet mysterious potential, only the Bermuda Triangle stands out for its
anomalies and mysteries to travel. Other areas of ocean continue to be
equally traversed as the Triangle without incident or, at least, the intensity
of mystery. The First Coast Guard district (off New England) handles
about as many search and rescue cases each year (9,100) as the Seventh
district (10,200), which encompasses the Triangle—a reflection of the sim-
ilar amount of traffic and trouble encountered in both areas. But in the
last decade the combined disappearances of planes oftf New England
amounts to four or five in foul weather as opposed to the Triangle’s
twenty in fair weather. Also, accidents over surrounding land bordering
the Triangle, though just as traveled, present no similar statistic for sudden
loss of aircraft and subsequent impact into the ground. It is only after trav-
eling into the Triangle that sudden disappearances occur.

More detailed mapping of the ocean bottom, in particular the
Bermuda Triangle, has been prompted by several unexpected events and
has contributed to the mystery of its missing ships and planes. After the
tragic loss of the Challenger space shuttle in 1986, the Navy used sonar and
underwater cameras to scour the Gulf of Mexico and the Atlantic up to
North Carolina, which covers a large section of the Triangle. According
to the orders, every square foot of ocean bottom down to 6,000 feet was
to be examined and any piece of the shuttle larger than a dinner plate
was to be retrieved. In addition, a $16 billion project called SOSUS (Sound
Surveillance System) is maintained by the U.S. Navy to secure the ocean
bottom from foreign submarines. Part of this is the careful painting of the
bottom by hydrophone sensors to sketch an image from the ocean floor
to the surface in order to detect any anomalous bottom changes that
could indicate foreign subs poised for an attack. Nevertheless, there has
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Despite underwater mapping, the Bermuda Triangle may hold considerable surprises for
us. It has some of the deepest waters in the world, like the Puerto Rico Trench, a 220-mile-
long fissure in the bottom about 5 miles deep, north of its namesake. Other areas of mys-
tery include the deep and unapproachable undersea desert, the Nares Abyssal Deep, just
north of the Tropic of Cancer, and the Hatteras Abyssal Plain.

never come any reports of finding the many large freighters, airliners, or
other distinctive military vessels and planes that have vanished in the
Bermuda Triangle, although it was over this area where they last reported
themselves. It may be that no one was concerned with the shape of a
vessel or plane on the scanner during operations if it didn’t match the
object of their search, nor thought to reexamine the readouts afterward in
light of explaining old sea mysteries. But the release and reexamination of
this data may help to solve some of the mysteries in this book, if the data
is ever made completely public.

It may also mean that there is no mystery to catalog at all, a point of
view the Coast Guard or any other authority is officially quick to embrace.
Skeptics continue to point out that ships and planes vanish in greatest
quantity where the traffic is the heaviest, implying the losses are not only
expected but acceptable. In the case of the Triangle, however, a “statisti-
cally acceptable” number of accidents seem to be made up of a disturb-
ing and unacceptably high proportion of disappearances.
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There are those who would remind us that, given the powerful cur-
rents in the Triangle, like the tumultuous Gulf Stream that runs off
Florida out into the Atlantic, any plane or boat can be broken up into
bits and its pieces unidentifiable on the bottom or carried off far across the
Atlantic until effectively it has “disappeared.” For the Coast Guard’s part,
their feelings are summed up as follows: “The Coast Guard, in short, is
not impressed with supernatural explanations of disasters at sea. It has
been our experience that the combined forces of nature and the unpre-
dictability of mankind outdo even the most far fetched science fiction
many times each year.”

Interpretation of this naturally depends on what one would consider
supernatural. Is the currently unexplained, supernatural? Was wind
shear or clear air turbulence supernatural before both were discovered?
Would disintegration by electromagnetic aberrations be supernatural
simply because there is as yet no cross-reference for them? Is travel
through space or time supernatural? Often “natural” seems to get
equated with “conventional.”

There is no marine or aeronautic authority, including the Coast
Guard, that would place such dogma in a report. Many of these reports,
formerly restricted or secret, have included meticulously researched data,
and have also included phrases or words like “north wall phenomenon”
(referring to the Gulf Stream), “violent unknown force,” and “beyond
probability.” As a part of the catalog of the meager debris retrieved, there
is also included the notation that an unexplained “magnetic particle” was
found imbedded in a recovered nose wheel of a missing aircraft.

While skeptics debate the very existence of the Triangle, even those
who follow it find a bone of contention in its shape. The term “Triangle”
dates only to 1952, when writer George X. Sand’s “Sea Mystery at our
Back Door” appeared in Fate magazine. In it he outlined its most enduring
shape between Bermuda, southern Florida, and Puerto Rico, noting that
“within this watery triangle . . . off the coast of Florida” ships and planes
disappear “without leaving a single clue.” The name “Bermuda Triangle”
dates only to 1964, when Vincent Gaddis added it to the colloquial term
“Deadly Triangle” in an article for Argosy magazine (“The Deadly
Bermuda Triangle”). Out of those who have studied the phenomenon no
two have agreed on a precise periphery, though most concur that the ma-
jority of disappearances occur within the triangle between southern
Florida, Bermuda, and Puerto Rico. “Ellipse” or “lozenge” has been of-
fered, as have a circle or ovoid body off the U.S. East Coast, alternate tri-
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angles connecting to Norfolk, Virginia, and a “limbo” encompassing the
East Coast and even the Gulf of Mexico. To satellite engineers, the “Tri-
angle” extends along the continental shelf farther down into the
Caribbean, a periphery determined by places where satellites sometimes
experience “glitches” and “fritz” but return to normal after passing over.

But long before the “triangle” and the publicity, unexplained disap-
pearances had frequented the area and baffled contemporaries. The Span-
ish kept meticulous shipping records in Madrid (because gold was
involved), and noted the high incidence of missing galleons. Derelict ves-
sels found in the 19th century could not be explained by weather, piracy,
or mutiny.

But when aircraft started disappearing, as ships had before, it added the
greatest element of mystery to the Triangle, of suddenness and no impact
because there were no Maydays and immediate searches found no debris.
But none seem so inexplicable as the first publicly recorded incident in
which planes vanished—an entire squadron of torpedo bombers during
a routine exercise in 1945, and also of a rescue plane sent to search for
them. In a sense we have come full circle, for it is this incident that started
it all. The disappearance of Flight 19 is, without debate, the beginning of
the Bermuda Triangle, the cause of its subsequent shape, name, and the
most enduring part of its fame.

To appreciate the present we must go back—back to the past—to past
events and man’s confrontation with what he thought could never happen.



The Riddle of Missing Planes

THE CURRENT ENIGMA of the Bermuda Triangle grew out of an
extraordinary event that took place December 5, 1945. This was the dis-
appearance of not just one aircraft but five aircraft, flying together in for-
mation, with a combined crew of fourteen, and then later that night the
disappearance of one of the rescue planes, carrying thirteen crew. The
disappearance of six aircraft and twenty-seven military personnel without
trace in one night was so extraordinary that public interest in this mystery
eventually led to journalistic review of earlier and later disappearances
until the Bermuda Triangle’s name and reputation were established.

The flight was designated Flight 19 as it was the nineteenth flight in the
roster to take off that day from Naval Air Station Fort Lauderdale in
Florida. At this base, about 20 miles north of Miami, prospective naval
pilots underwent advanced navigational training before being assigned
to sea duty on carriers.

Flight 19 was executing a basic training triangle. In their case this tri-
angular flight plan started at 2:10 pM. at Fort Lauderdale and was sched-
uled to last about 2 hours and 15 minutes. It would take them no farther
from base than 123 miles east over the Bahamas, less than an hour’s dis-
tance at their cruising speed of 140 mph, in case an emergency required
them to fly straight back to the coast. Part of the exercise involved mak-
ing dummy bomb runs at an old hulk near Bimini, about 56 miles east
from base. Afterward, they would proceed farther easterly for 67 miles,
following a heading of 091 degrees, then north-northwest on a heading of
346 degrees for 73 miles, then southwest back to base, finishing the trian-
gle. Each of the three corners of the triangle was marked by a landfall or
within sight of one. The weather was fair to average, with a gusting
southwest trade wind pushing big, billowy clouds. Each plane was topped
off with fuel and oil, giving the squadron a range of over 1,000 miles.

14
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Navy Lieutenant Charles Taylor, the flight leader, was a veteran of
combat in the South Pacific and had been flying since 1941. The other pilots
were all seasoned servicemen who had switched to the Naval Air Force
late in their military careers. All were graduate pilots with 350 or more
flight hours under their belts. Marine Captain George Stivers Jr., pilot of
FT-117, a 1942 graduate of the Naval Academy in Annapolis, was partic-
ularly honored, having been cited three times for gallantry in the South
Pacific, twice at Guadalcanal and once at Tarawa. Marine Captain Edward
J. Powers Jr., a graduate of Princeton and a marine since 1941, was an apt
officer who had been assigned as a training instructor at Quantico,
Virginia, throughout the war. Marine Second Lieutenant Jimmy Gerber
had enlisted in the marines after Pear] Harbor and worked his way up to
officer and pilot; and although Ensign Joseph Bossi had been in for only
two years, he passed up his discharge so he could continue to fly planes
like the Avenger. In addition to the pilot, each Avenger carried two crew, a
gunner and a radioman, who were undergoing advanced training with
their pilot; Taylor, however, as the flight leader, had veterans on his plane,
FT-28. These crew, like their pilots, were mostly seasoned marines or
naval ratings. When they took off that day they were one man short: the
radioman in Gerber’s plane, F1-81, failed to show up, leaving him with
only his gunner, Billy Lightfoot.

Everything indicated the flight would be routine, if not dull. They carried
out their scheduled bombing practice at Chicken and Hen Shoals, headed
farther east, then headed northwest. Then something happened, sud-
denly and without warning. At 3:50 p.M. Taylor reported to Powers that
his compasses were erratic. Then all the pilots compared their compass
headings, but this merely led to another disagreement. Two out of the
five were sure they should head west, but there was no consensus.

Meanwhile, another flight instructor, Lieutenant Robert Cox, flying
in the vicinity of Fort Lauderdale, overheard the pilots discussing their
headings and compasses. He contacted the flight moments later, and
there ensued the following exchange:

Cox: Plane or boat calling “Powers,” what is your trouble?

Taylor: Both my compasses are out and I am trying to find Fort Lauderdale,
Florida. I am over land, but it’s broken. I'm sure I'm in the Keys, but I don’t
know how far down and I don’t know how to get to Fort Lauderdale.

Cox: Put the sun on your port wing if you are in the Keys and fly up the coast until
you get to Miami, then Fort Lauderdale is 20 miles further, your first port after
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Miami. The air station is directly on your left from the port. What is your pres-
ent altitude? I will fly south and meet you?

Taylor: I know where I'm at now. I'm at 2,300 feet. Don’t come after me.

Cox: Roger. I'm coming up to meet you anyhow.

Cox immediately left his squadron and proceeded to the Keys, where
Taylor supposed himself to be. However, his reception got worse, not bet-
ter as it should have, indicating that Taylor was nowhere in the vicinity.

The next messages overheard from Flight 19 were at 4:25 p.M. by the
Port Everglades Rescue Facility. Taylor ordered Powers to lead the flight
northeast (assuming he had a good compass). This was his attempt to
bring them over Florida Bay to the southern Florida mainland. It was later
asserted that the flight was over the Bahama Cays to the east of Florida and
that therefore this direction took them dangerously far into the Atlantic, a
point of view later shared by both the Board of Inquiry and Lieutenant
Cox. While this is offered as an explanation for why the flight didn’t get
back to land, it overlooks the fact that Flight 19 did not take this north-
east heading for more than 25 minutes before turning west—a heading
that, presuming the above estimate was accurate, would have brought
them to Florida’s east coast and safety within an hour.

Military radio logs reveal that only 22 minutes after Flight 19 flew north-
east, a certain amount of strain was already developing between the pilots
when the coast of Florida did not come into view—proof they were not over
the Florida Bay. Taylor said: “Let’s turn and fly east 2 degrees. We are going
too damn far north instead of east. If there is anything we wouldn't see it”
—still assuming he was in the Gulf of Mexico. “Dammit, if we would just
head west we would get home!” said another pilot (presumably Powers).

Only a minute or two later, at 5:11 PM., a full-scale disagreement broke
out between Taylor and Powers. Instead of flying east for 10 minutes
according to Taylor’s orders, Powers had apparently turned the flight on
his own initiative. Taylor was heard to protest: “You didn’t get far enough
east. How long have we been going east?” Minutes later he or Powers was
picked up saying “We are now heading 270 west,” indicating Powers won
the argument about direction. Then at 5:15 pM. Taylor was heard to con-
firm fatefully, “We will head 270 until we hit the beach or run out of gas.”

Now that they had begun their westward course back to Florida, ten-
sions at Fort Lauderdale were considerably eased, as they had always
assumed Flight 19 was in the Atlantic, and now they were sure this would
lead them back to the coast. But although the flight was presumably
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heading closer to shore, the radio reception never improved enough for
the tower to definitely determine what the problems were.

Lieutenant Taylor was heard to order the flight to close formation.
“When first man gets down to 10 gallons of gas, we will all land in the water
together. Does everyone understand that?” Although this came over clear,
attempts to help direct the flight were thwarted by frustrating blackouts.
Taylor’s answers to repeated calls to change radio channels were: “Say
again?”; “I can you hear very faintly”; “My transmission is getting weaker”;
“Hello, Hello?”; “Repeat once again.” After 30 minutes of this, at 5:54 PM.,,
finally refusing: “I cannot change frequency. I must keep my planes intact.”

At 6:05 M., when radio operators were naturally expecting the flight
to be confirming that the shoreline lights were in view, a surprising dia-
logue sequence was clearly picked up indicating no land was in sight and
that Taylor, as a result, was becoming even more worried.

Taylor was overheard to again insist that they must be in the Gulf of
Mexico and that flying west for the last 55 minutes had sent them dan-
gerously into the heart of the Gulf far from any land. He was overhead
to suggest that Powers turn the flight east yet again. There is no evidence,
however, that Powers turned the flight and headed east, for they all knew
that for the last hour anyway there had been no land behind them.

A high-frequency directional fix on their messages now added to the
mystery. At the time of this dialogue it placed them roughly 225 miles
northeast of Fort Lauderdale, about 150 to 200 miles off the east coast of
Florida, between New Smyrna Beach and Jacksonville. Instead of dis-
pelling the mystery, this fix confirms that the flight had flown much farther
into the Atlantic than was possible and that all the while (almost an hour)
they thought they had been heading west or northwest, they had instead
been heading north. They should have covered 140 miles back to the coast
in that time, but were still incredibly far out in the Atlantic.

By this time it was becoming increasingly obvious that this was not a
typically lost flight. Several personnel at the bases became convinced that
none of the equipment on Flight 19 was reliable anymore. This contro-
versy, one of the most inexplicable surrounding Flight 19, has been sus-
tained by an examination of several confusing statements that were over-
heard. One should remember that following a westward heading, even
according to Powers’s compasses, only took them north instead. Bits and
pieces of other dialogue overheard throughout the unusual in-flight drama
were noteworthy for the tone of mild panic even early on when, assum-
ing normal circumstances, there seems to have been little reason for panic.
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Indications of erratic equipment readings, including compasses, fuel
gauges, airspeed indicators, and perhaps altimeters, might be suggested by
the following recorded dialogue. Soon after announcing they were lost, Tay-
lor expresses with a certain impatient frustration: “We don’t seem to be get-
ting far,” referring to speed and covering ground. Again, when explaining to
Cox how he thinks they got lost, he said, “We were out on a navigational
hop and on the second leg I thought they were going wrong, so I took over
and was flying them back to the right position, but I'm sure now that
neither one of my compasses are working.” Yet given these circumstances
it seems remarkable and unexplainable that none of the other pilots both-
ered to point out to him they were on course to begin with. Instead they
seem to be as surprised (and a couple of them as unsure) as Taylor when
he asks for a comparison of compasses. Neither were IFF signals received
from the planes, though the flight confirmed they were on, nor did their
ZBX gear (homing device) detect Fort Lauderdale’s beacon. At 5:55 PM. one
pilot suddenly interjects, “We may have to ditch any minute,” though the
gauges indicating the fuel crisis must soon have corrected themselves again.

During the last hour of contact with the flight the messages were the
most broken and strained. “Powers, come in Powers,” Lieutenant Taylor
called. “Hello, Powers, I've been trying to reach you”; “What course are
we on now?”’—This Taylor was overheard to ask a number of times until
6:37 pM., when this line was the last message overheard from him. The
faint dialogue finally faded out altogether at 7:04 .M. when Ensign Bossi’s
call sign, “Fox Tare Three . . . Fox Tare Three . . . Fox Tare Three,” came
in surprisingly clear and then abruptly ended.

Out of all the confusing elements of that night, the question of who
was in command is yet another mystery. From earlier dialogue it had
appeared obvious to many listening in that Captain Powers had taken
complete command of the flight and was determined to go west no mat-
ter what. (Although a student, Powers was the senior officer, having five
months’ seniority on Taylor, and could have pulled rank.) In any case, by
6 o’clock Taylor was not giving orders but only “suggesting” course
changes to Powers—something that piqued the interest of the Board of
Inquiry. It is nonetheless irrelevant who was in command. Flight 19, with
their fuel and a westward direction, should have made land.

The mystery of where their compasses were directing them is com-
pounded by the mystery of radio reception. The signals were strangely
erratic: clear one moment, they faded to barely audible the next moment,
died out altogether, or were obscured by heavy static. Pensacola had a far
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greater range (a high-frequency directional finding station) than Fort Laud-
erdale, but though they were about the same distance from Flight 19 at this
time, their reception was little better, with the same frustrating blackouts.
Every time a direct message to help the flight was attempted, there was
interference, but interplane chatter was sometimes surprisingly clear. This
mystery had begun early in the flight; clear or prolonged radio reception
had never been possible even when, as in the beginning, they had been
closer to shore.

This, the mystery of the radio reception, has a counterpart in the mys-
tery of their ETA. The Navy was certain it was 5:23 p.M. This was, how-
ever, an hour past the correct landing time of 4:23 p.M. As a result, the
Navy did not undertake aggressive rescue operations until over an hour

after the flight had been due and, furthermore, about two hours after it
had become lost.

1. The Triangle represents Prob. Nav. 1. 2. Taylor last reported: “We just passed over a
small island. We have no other land in sight” just before they headed 030 degrees north-
east. Most assume it was Walker Cay, Bahamas. Following his course orders, by 6 p.m. the

flight should have been approaching Banana River. 3. Instead, a directional fix found them
within a hundred-mile radius of this area.
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Then there is the mystery of their fuel endurance. Their fuel was orig-
inally estimated to be exhausted by 6:30 P.M., then 7 P.M., then lastly by
8 p.M. that night. But these estimates did not take into account the possi-
bility that the pilots would adjust their control settings and throttle back.
This way they would stagger their fuel and prolong their already impres-
sive fuel range—though they would be cruising at a reduced speed. This
may account for the appearance that they had been making little progress
back to the coast but not explain, of course, how they got so far north in
the first place. They could possibly, as some TBM Avenger pilots empha-
size, have extended their total flight time to 7 or 8 hours. This would
have given them a flight time of possibly 2 hours after the flight’s last brief
message was received at 7:04 PM.

Then there is the mystery of the delayed call sign “FT ... FT” heard by
search pilots hours after the flight was estimated to have exhausted their
fuel. They were dismissed as wishful thinking, though in retrospect, as-
suming they throttled back, they very likely were from the flight. But this
adds yet another element of mystery: where were they during these
hours?

Then there is the mystery of the search by a big PBM Mariner, with
thirteen crewmen. It was airborne only 20 minutes, heading directly out
to Flight 19’s last known position, when it too was swallowed up into the
void. Off the east coast of Florida, at 7:50 P.M., the sky tore across a color
amber and red, as a fireball 100 feet high pulsed with explosion. The
freighter Gaines Mill reported it was directly overhead. Meanwhile, the
USS Solomon’s radarscope lost the PBM blip in the precise area. Regardless
of being in the immediate vicinity, the Gaines Mill could locate nothing
but an oil slick. Nor did any of the other search aircraft, being redirected
to this area, locate anything.

Besides the mystery of the PBM, the actual search for Flight 19 presents
many peculiar mysteries of its own, including unexplained lights described
variously as streaking or dancing or as flares. They were seen as far as from
the Keys to the Atlantic off Jacksonville, labeled inconsistently as red, green,
or white, but their sources remained unidentified—a phenomenon seen to
this day after other disappearances.

Daylight search operations started at 6 A.M. the next morning. This
included all aircraft from the entire east coast of Florida and numerous
warships and civilian merchant ships that had been rerouted during the
night and were still continuing to search. This search, maintaining an
average of 200 planes each day and dozens of search vessels, was finally
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discontinued on December 10, with appended advice to “keep a sharp
lookout and report anything pertinent,” a command which three decades
later one author, Richard Winer (The Devil’s Triangle), emphasized was
never rescinded.

To this day no trace of the five Avengers has yet been found despite
undersea cameras, sonar, and extensive bottom mapping of the area of
the Gulf and the Atlantic as far as North Carolina, every place Flight 19
could have reached. Weeks after the incident members of the Naval
Board of Inquiry that had been convened to unravel the case were not
able, in the words of the information officer, Captain W. C. Wingard,
“to make even a good guess as to what happened.” Captain William O.
Burch, the Fort Lauderdale NAS commanding officer, gave the follow-
ing formal statement: “What happened is unbelievable. Only fifteen min-
utes before the squadron of Avengers left our base at 2:10 .M. that
Wednesday, another flight of five similar planes took off, flew exactly
the same course and returned safely without incident. It encountered
no unusual weather conditions, except the wind picked up ten or fifteen
knots.” After the adjournment, the subheads in the Kansas City Star were
typical of many: “Navy Still Makes No Explanation of Mysterious Dis-
appearance of Five Planes on a Routine Flight Over Florida, Nor Why
the Sixth, a Rescue Plane, Also Never Returned.”

Some of the search pilots, still considering this incident today, are of the
opinion that they had not been searching far enough north. They are quick
to mention that the orders were to search as far north as Jacksonville,
Florida. However, if the flight ditched north of here, the Gulf Stream’s
northward current would sweep debris beyond the search parameters.

Joe O’Brien, a member of Flight 22 that day, has considered the inci-
dent over the last fifty-eight years. Along with Bob Cox, he was one of the
few pilots who had any even fleeting radio contact with Taylor after he
initially announced he was lost. He is of the opinion, as are others, that
the flight may have flown over the peninsula of Florida by that evening
and ironically ended up in the Gulf, where Taylor first thought he was.
While the last stations that overheard Flight 19 clearly both bordered the
Gulf of Mexico, namely Pensacola, Florida, and Houma, Louisiana (high-
frequency direction-finding stations), neither recorded anything after
about 6:45 p.M. It is unlikely then that Flight 19 headed toward the Gulf
since a continuation of this course would naturally have brought them
closer to Pensacola and Houma and their radio signals would have become
clearer, not fade away as they did.
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Captain Don Poole, then a lieutenant commander and the flight officer
at NAS Fort Lauderdale, who took over the operations from the tower
and tried to guide the flight back, perhaps still has the only fair summation
of the many inconsistencies and mysteries of that night: “T'll be the first
one to admit that we don’t know where in the hell those planes finally
ended up.”

David White, then a lieutenant and one of the search pilots, recalls hav-
ing their evening poker game disturbed by the duty officer when he burst
in and told them to muster at 5 A.M. “We take off at 6 .M. We have an
entire squadron missing.” He recalled his reaction. “I thought, how could
we have lost five planes!” A similar reaction came from Joe O’Brien, who
recalled that at one point in a conversation with a buddy that night, he
said: “What are people going to say twenty years from now if we lose an
entire flight?”

In the decades since 1945, these sentiments, along with their ninefold
of consternation, have been embraced by a greater and greater number of
people. There seems to be no logical explanation for the disappearance
of five aircraft or for the many confusing reports that night. Attempts to
blame Taylor overlook the fact that Powers could not bring the flight back,
even with enough fuel and following a “westward” heading. Blaming any
pilot cannot explain the lack of debris or bodies at sea. When pondering all
of these, it is not surprising that the enigma of the Bermuda Triangle
developed and in turn maintained a tight grip over the incident. An entire
flight of five planes plus one rescue plane—carrying a combined total of
twenty-seven men—completely vanished.

If this had been an isolated incident, it would remain a great mystery
of aviation. However, continuing disappearances of aircraft afterward,
many in the same area and some with drawn-out and confusing radio
messages like Flight 19’s, indicate that perhaps it is only one of many, all
sharing a similar cause or at least some crucial factor before meeting the
same fate.

On July 3, 1947, a big four-engine C-54, the military equivalent of a
DC-4 airliner, vanished. The military cargo flight left Bermuda early that
morning for Morrison AFB in southern Florida. A search eventually found
a large oxygen bottle and cabin paneling, indicating the aircraft must have
been obliterated. A later study of the radio communications and reported
headings curiously revealed that never once had it been on its correct
course. Nor, apparently, were its many navigational errors apparent to the
pilot, Major Ralph Ward, a veteran of considerable reputation.
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The disappearance of the Tudor IV airliner Star Tiger just seven months
later, in the predawn of January 31, 1948, is one of the most startling events
in the Triangle. The airliner, with twenty-nine passengers and crew, had
left hours earlier from Santa Maria, Azores, one of its many fuel stopovers
from London to Havana, Cuba. While approaching Bermuda the pilot,
Captain B. W. McMillan, made the expected contact with Kindley Field, his
next stopover, requesting a radio bearing to calibrate his navigation and
make sure he was still on course. The response indicated the plane was
slightly off course. Its position was corrected after Bermuda relayed a
first-class bearing of 72 degrees from the island. At this point, Star Tiger was
less than 2 hours away from Bermuda, and it confirmed its ETA at 5 A.M.,
an hour late due to headwinds. This was the last transmission ever heard
from the aircraft.

Rescue operations were aided by the fact that the plane’s last known
position report was precise, placing its disappearance within a confined
track line northeast of Bermuda. In spite of this, no trace was ever found,
and the search operation was discontinued, with negative results.

The report issued by the Civil Air Ministry contains an impressive offi-
cial recital of what could not have happened to the plane: “There would
accordingly appear to be no grounds for supposing that Star Tiger fell into the
sea in consequence of having been deprived of her radio, having failed to
find her destination, and having exhausted her fuel.” Whatever occurred, it
was concluded that it did so extremely rapidly: “There is good reason to sup-
pose that no distress message was transmitted from the aircraft, for there
were many radio receiving stations listening on the aircraft’s frequencies, and
none reported such a message.” Weather information proved “the weather
was stable, there were no atmospheric disturbances of a serious kind which
might cause structural damage to the aircraft, and there were no electrical
storms.” The aircraft could not have gone off course. After the broadcast
bearing from Bermuda, with the winds prevailing, Star Tiger would have
been brought to within 30 miles of Bermuda: “The aircraft could hardly have
failed to find the island in a short time, in the conditions of visibility which
prevailed.” Engine trouble as a possible cause was ruled out since at this
late stage in her flight, without the added weight of her fuel, she could have
flown safely on three or even two engines instead of the four she had. The
possibility she could lose three engines was considered absurd.

Faced with all the evidence, the board of investigation soberly addressed
the loss of Star Tiger in some of the most eloquent language ever entered
into any accident report:
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In closing this report it may truly be said that no more baffling problem has ever
been presented for investigation. In the complete absence of any reliable evidence
as to either the nature or the cause of the accident to Star Tiger the Court has not
been able to do more than suggest possibilities, none of which reaches the level
even of probability. Into all activities which involve the co-operation of man and
machine two elements enter of a very diverse character. There is the incalculable
element of the human equation dependent upon imperfectly known factors; and
there is the mechanical element subject to quite different laws. A breakdown may
occur in either separately or in both in conjunction. Or some external cause may
overwhelm both man and machine. What happened in this case will never be

known and the fate of Star Tiger must remain an unsolved mystery.

The mystery of the Star Tiger was compounded in a stunning way just
one year later. On January 17, 1949, her sister airliner Star Ariel inexplica-
bly vanished south of Bermuda. She had just taken off from Bermuda on
a fine early morning, carrying nineteen crew and passengers, bound for
Kingston, Jamaica. About an hour later her captain, John C. McPhee,
sent this radiogram to Bermuda, Kingston, and New York’s Oceanic Air
Control: “I departed from Kindley Field at 8:41 A.M. hours. My ETA at
Kingston 1:10 P.M. hours. I am flying in good visibility at 18,000 ft. I flew
over 150 miles south of Kindley Field at 9:32 hrs. My ETA at 30° N is 9:37
hrs. Will you accept control?”

Shortly afterward at 9:42 a.M. he sent a last brief message: “I was over
30 degrees North at 9:37. I am changing frequency to MRX"—both Nas-
sau and Kingston’s radio frequencies. However, although he indicated he
was just switching frequencies, neither aerodrome ever received any word
from him. After 1:10 p.M., the scheduled ETA, Star Ariel was listed as over-
due and a search began within two hours. This search was aided by mili-
tary vessels in the area, Coast Guard cutters and life stations, and other air-
craft flying that same route. It was finally discontinued, with the same
results as in Star Tiger’s case—negative.

The investigation of this disappearance was perhaps even more intense
than that to which Star Tiger had been subjected, yet with equal lack of log-
ical explanation. “There were no weather complications at all. A study of the
weather reports gives no indication of any abnormal conditions. . . . There
were no clouds above 10,000 feet over the whole route. . . . The freezing
level was 14,000 feet, so there was no question of icing.”

Unexplained radio interference was reported during the plane’s flight
time, beginning close to its time of departure and ending eerily around its
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ETA. This ranged from “blackouts” to hazy reception that came and went
without reason, affecting certain stations while not affecting others, and
then vice versa. An examination of this interference, however, yielded no
clue to why a distress signal was not picked up, since a Mayday is an all-
points bulletin and some station would have heard one. The report, under
John Moore, Lord Brabazon of Tara and head of the investigation com-
mittee, concluded it was lost suddenly: “The Captain’s procedure was cor-
rect. That he did not re-establish communication with Bermuda after
failure to contact Kingston or any other Caribbean Station must be as-
sumed to have been because of inability to do so.”

One must inject “lightning-like” since this “inability” struck between
switching frequencies.

While sabotage was suspected (but without evidence) because both air-
craft belonged to the same corporation, an equally astounding disappear-
ance had happened only a few weeks earlier of an aircraft of an entirely
different carrier, on a completely different route (though still within the
Triangle), that is even more impossible to explain.

This was a big DC-3 airliner, a twin-engine aircraft considered to be the
most reliable type of airplane ever built. It took off from San Juan, Puerto
Rico, at 10:03 P.M. on December 27, 1948, with a full complement of pas-
sengers and crew totaling thirty-one people. NC16002 (its official regis-
tration number) circled the field until its transmitter was completely
charged. (The battery was discovered to be low on water when it had
landed.) After successful contact with San Juan, it headed northwest to
its destination of Miami.

At about 3:40 A.M., shortly before its ETA of 4:03 A.M. at Miami, Robert
Linquist, the DC-3’s pilot, was overheard reporting himself just 50 miles
south of Miami—in terms of time just beginning his approach. The flight
was on schedule. The weather was perfect, without any complications
whatsoever.

Nevertheless, the large airliner, with all its passengers and crew, was
never seen again. No explosions were reported—the usual cause of sudden
loss. A thorough search even included the Everglades, because the flight’s
approach to Miami was over shallow, transparent water. The inexplicable
lack of trace of the aircraft in these conditions suggests it might have suf-
fered an unknown navigational breakdown and may have been far off
course. Although this might sound logical, it also presupposes that the
radio ceased to function in the interim as well and that Linquist did not
recheck his position by astral navigation. A combination of the above, it
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should be remembered, was declared “beyond probability” in the case of
Star Tiger. Again, the lack of debris cannot be blamed on any mechanical
or human failure.

A number of unexplained radio quirks during NC16002’s flight time
cannot be blamed on its radio. When the plane was only an hour from
San Juan, Linquist reported his altitude at 8,300 feet. Yet he was not heard
by San Juan but was overheard by Miami, 700 miles away. When 50 miles
south of Miami, it was actually New Orleans, 600 miles northwest, that
picked up the message and relayed it to Miami. This disturbing coincidence
of unusual “voids” in the atmosphere, interfering with the lost plane’s
radio communication, will be noteworthy in other disappearances.

On December 21, 1952, a Curtis C-46 cargo flight disappeared at night
in the same area, with apparently equal suddenness, with its crew of
three, after the pilot signaled he was descending from 8,000 to 6,000 feet,
en route to land at Miami. The weather had been perfect, and the pilot
was within sight of the coastline lights.

Possibly one of the most tragic disappearances in the Triangle hap-
pened to Flight 441 on October 30, 1954. This was a huge Lockheed four-
engine Super Constellation airliner in military transport service, desig-
nated an R7V-1. It was carrying forty-two passengers, all of them family
of U.S. Navy servicemen overseas. Everything indicates that the flight
encountered nothing unusual; its messages were routine from its base of
Patuxent River NAS, Maryland, as far as Bermuda, where it would pass
northward on its course to Lajes, Azores, where it was subsequently
determined to have inexplicably disappeared, by lack of radio messages
thereafter. Its cargo adds another peculiar aspect to the mystery. It was
carrying five life rafts, 111 life jackets (!), forty-six exposure suits, pillows,
and 660 paper cups. An intensive search found no bodies, no parts of the
plane or cabin paneling, nor any sign of its very floatable cargo.

The final conclusion of the Naval Board of Inquiry perhaps best sum-
marizes what can be said of any missing airplane in the Bermuda Trian-
gle: “Itis the opinion of the Board that R7V-1 BuNo 128441 did meet with
a sudden and violent force, that rendered the aircraft no longer airwor-
thy, and was thereby beyond the scope of human endeavor to control.
The force that rendered the aircraft uncontrollable is unknown.”

Among the most astounding disappearances of military aircraft is that
of Pogo 22, an eight-engine Boeing B-52, on October 14, 1961. This was
the first time a jet aircraft disappeared in the Triangle. Operating out of
Seymour Johnson AFB in North Carolina along with five other B-52s,
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Pogo 22 (its squadron name) was participating in Sky Shield II, a secret
Cold War maneuver for strike deterrent preparedness. Its return trip to
base was a large arc extending from Nova Scotia to Bermuda, where the
six B-52s split up to a 10-mile lateral separation and headed west for base.
Pogo 22 was last seen by its “white cell” partner Pogo 13 when 3 miles dis-
tant during the separation. The other five B-52s cruised into base on
schedule, with the exception of Pogo 22.

An immediate search by Coast Guard cutters, Navy destroyers and
cruisers, and C-130 Hercules planes, not to mention all the civilian ves-
sels in the vicinity, covered 280,000 square miles of sea, roughly twice
the area of California.

Wreckage from a B-52 normally should not be hard to locate, since this
type of aircraft is 160 feet long, has a 186-foot wingspan, and is 40 feet
high. It also vanished within a very specified route heading toward the
coast, at all times only 10 miles away from Pogo 13. Any explosion would
have been seen, and any ditching would have been preceded by a Mayday,
no matter how terse. Perhaps a simple explanation for this aircraft’s dis-
appearance can be found; however, its last location in the Triangle is in
itself a disquieting coincidence with the others.

A KB-50 aerial tanker with the squadron handle of “Tyler 41 disap-
peared next in this same area on January 8, 1962. This large four-engine
aircraft, a design based on the B-29 bomber, carried large quantities of
fuel for mid-air refueling. About an hour after it took off from Langley
AFB, Virginia, carrying eight crew, the following message was picked up:
“This is Tyler 41. I am at 37°15' North latitude, 70° West longitude at
12:17 pM. My flight level is 23,000 feet. I am flying on instruments, head-
ing 085 degrees. My ground speed is 385 mph. Endurance is 11+ hours.
My destination is Lajes. Am estimating 37°30' North latitude 65° West
longitude at 1 pM. and 37°35' North latitude 60° West longitude next. I re-
quest that you relay this to New York Oceanic Air Control.”

A peculiar radio communication void preceded the KB-50 disappear-
ance, as well. The 1 M. ETA mentioned would place it in the Triangle
almost due north of Bermuda. When they reached this area, Tyler 41
made several unsuccessful attempts to contact “Harmon Control” on
the east coast of the United States to inform them they were on course
and schedule. Then for the next 15 minutes they tried to contact other
stations along the U.S. East Coast, with equal lack of success. Knowledge
of this comes from a Navy transport plane approximately one hour behind,
also en route to the Azores. They attempted to relay Tyler 41°s messages,
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but encountered the same lack of response. At 1:20 pM. both gave up and
continued on their course.

However, when the Navy transport landed without incident at Lajes,
Azores, they were informed that Tyler 41 was overdue. Though traveling
behind her on the identical course, they had not seen anything indicating
a horrific explosion, nor did they receive a Mayday indicating trouble.

According to COMEASTAREA and COMUSFORAZ, the Air Force’s
various command areas, 162 search and rescue sorties were flown in a
combined 1,369 flight hours by the U.S. Air Force alone, with an addi-
tional seven sorties and forty-nine search hours by the U.S. Navy and
twenty-three sorties in 236 hours by the U.S. Coast Guard. So frustrating
was the lack of trace that five Coast Guard cutters, one abreast the other,
sailed the entire flight track of the KB-50 from Langley to the Azores, a
412-hour search covering 440,820 square miles of the Atlantic, to date
the most extensive search for any lost plane or ship. “No trace of any sur-
vivors or wreckage was ever found,” the investigation concluded, “thus
preventing the accident Board from obtaining any physical evidence upon
which to base their investigation.”

Only five months later, on May 27, 1962, a huge C-133 Cargomaster left
Dover, Delaware, for Lajes, Azores. In this case, the bizarre nature of its
disappearance was verified by radar. The pilot, James Allen Higgins, had
just rogered reaching 17,000 feet altitude. Minutes afterward, at precisely
9:25:50 A.M., the C-133 vanished from the scope. The search, concentrat-
ing in this area, at first found nothing, but eventually a nose wheel was
found and retrieved. Examination of the tire by the FBI lab revealed
minute particles of aluminum, steel, plywood, and paint chips embed-
ded in the rubber—a pathetic cross section, molecularly speaking, of all
that the Cargomaster had been, along with its 50,000 pounds of cargo
consisting of crates, boxes, bags, machinery, etc., though now unusually
disintegrated. The lab also found a “magnetic particle,” but added that
“no significance is attached to the presence of the very small magnetic
particle,” although they admitted they did not know what it was. Tests
also concluded that no explosive material was found on the wheel. This
is just one case of a huge aircraft suddenly disintegrating for no apparent
reason. As a final mystery, this C-133 was carrying 85,000 pounds of fuel,
most of which had not been expended yet, but no oil slicks were located.

By a disturbing coincidence, another C-133 disappeared from radar in
the same location more than a year later, September 22, 1963, after leav-
ing Dover. Before it vanished there was unusual electronic interference, as
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noted by the radar return. The operator had trouble picking it up on his
scope, so he requested that the pilot “indent,” that is, turn on a signal
that makes an SIF (selective identification feature) appear on a controller’s
scope to magnify an aircraft’s image.

Radio reception was also unusually poor for this time of early morning
and for the flight being so close to such major hubs of air traffic as New
Jersey and New York. Pilot Dudley Connolly’s reply was faint: “Roger,
roger.” Nonetheless, no such SIF amplification of the return ever showed
on the controller’s scope. At 2:55 A.M., Connolly was heard to say, “For
your information—ah, we’re 30 miles out of the Sea Isle on the one thirty
eight radial,” to which New York responded, “Report reaching one-four-
thousand.” Connolly’s last words were “Roger, roger.” Only five minutes
later the C-133 blip vanished from the scope.

For the record, this C-133 was carrying 48,593 pounds of cargo and
88,000 pounds of fuel. This time the search found absolutely nothing.

If the disappearance of this last C-133 received little publicity, it was
because in the month before, on August 28, 1963, an incredible disap-
pearance involving two KC-135 jet Stratotankers engrossed the press. Fly-
ing in formation on a return trip to Miami from a point about 300 miles
southwest of Bermuda, they disappeared, apparently simultaneously,
while maintaining about a mile separation in flight, with the lead aircraft
at 36,000 feet and the other 500 feet lower.

A massive search was launched after they failed to arrive at Home-
stead Air Force Base. The search finally located debris identified as coming
from one of them, then days later debris from the other nearby. But it
remained mysterious how they could have collided in midair. We will
see later, however, other incidents where planes suddenly slowed or
changed altitude for no reason, possibly explaining some of the mysteries
still surrounding these two Stratotankers.

The June 5, 1965, disappearance of a C-119 “Flying Boxcar” contains
more unexplained radio quirks that serve only to deepen the mystery
surrounding it. This Air Force utility flight took off from Homestead Air
Force Base, south of Miami, with ten crew, and headed toward its desti-
nation of Grand Turk Island, where it was to drop off engine parts for an-
other C-119 that had lost an engine and made an emergency landing the
day before. Shortly after takeoff at 7:47 pM., Major Louis Giuntoli informed
Miami he was picking up the “Yankee Route” at 9,000 feet altitude and
would follow this air highway all the way to Grand Turk. Giuntoli’s last
transmission at 10:03 P.M. was from the last check-in point on this route,
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designated Yankee 2, roughly 200 miles from Grand Turk. What is
strange is that he was not picked up by any local control, several of which
ring the area, nor by any of the other aircraft flying in the vicinity, nor
by Miami, which was expecting the call. He was picked up by New York,
some 1,300 miles away, as if nearer there than to the Bahamas. They in
turn informed Miami.

When the Boxcar failed to arrive in the next hour, a full though fruitless
search was launched. An examination of the weather provided no clue.
“After a thorough investigation of the synoptic situation and evaluation of
numerous pilot debriefings it has been determined that the weather
between Yankee 2 and Grand Turk at the time and altitude that C-119 was
in the area was VER [visual flight rules] with no apparent hazards.”

Although the disappearance of Flight 19 is the first recorded disappear-
ance attributed to the Bermuda Triangle, a number of aircraft, mostly
military, had vanished during the war years. These remained unknown
because documentation for those lost during the war was not available
until more recently. The most surprising of these involve several PBY
Catalinas, amphibians that can land on water should trouble arise. One
with nine Free French crew left Norfolk, Virginia, July 27, 1944, and disap-
peared; another went missing off St. Augustine, Florida, February 21, 1944;
two others were lost in the Gulf June 5, 1942, and October 2, 1943, with
combined crews of eighteen. Sometimes dates are not even given but
location is, like another Catalina with eleven crew that left San Juan and
disappeared, with only a few “minor parts found.” Numerous Avengers
and Douglas Dauntlesses have vanished, like one that went missing off
NAS Norfolk March 7, 1943, with three aboard; a Dauntless went missing
east of NAS Miami at night on September 11, 1944; another one vanished
about 40 miles east of Fort Lauderdale March 6, 1945. A Lockheed Ventura
disappeared July 10, 1943, while itself on a search mission, with five crew,
out of Guantanamo, Cuba; another Ventura, on convoy cover duty out
of Trinidad, vanished with six crew November 13, 1943; yet another
Ventura was on a search mission September 7, 1943, and went missing
with six crew; and another Lockheed Ventura, with five crew, disappeared
August 7, 1943, believed shot down by an enemy sub. PBM Mariners lost
on routine and training patrols have included one on July 10, 1945, while
over the Bahamas on night patrol, with twelve crew; only a few days later
on July 18 a Navy Privateer also vanished over the Bahamas while on rou-
tine patrol; and a B-24 Liberator on a ferry flight near Bermuda was lost
February 7, 1945.
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Postwar losses include a Grumman Hellcat, oft Key West, Florida,
on November 27, 1950; a Grumman F9F-2 Panther jet after leaving New
Jersey September 11, 1950; and a Lockheed Texan after leaving Cherry
Point, North Carolina, December 5, 1953.

While smaller civilian aircraft have disappeared since the 1940s as well,
these events have been obscured by ruined records before 1964 or, in the
case of the military records above, remain unindexed and will one day
be relocated or extracted with more pertinacious research. Records for
aircraft accidents show that roughly four aircraft vanish on an average
each year. Sometimes there have been single years when no plane vanished,
but then followed by a glut when as many as nine or ten have vanished in
a given year. There is no overall model or make affected. The only simi-
larities are the location, lack of radio reports (or confused reports), and
lack of wreckage. This last point strikes a disquieting chord because many
of the planes vanished over shallow water.

On February 8, 1964, a twin engine Piper Apache, in charter service with
pilot and three passengers, disappeared between West Palm Beach, Florida,
and Grand Bahama. December 5, a Cessna 140 with two persons vanished
off New Smyrna Beach, Florida. A Cessna 182, a high-wing, reliable air-
craft often used for aerial scouting and pleasure flying, disappeared over
the crowded Florida Keys while en route from Marathon to Key West,
with pilot and passenger aboard, October 31, 1965. December 29, 1965, a
Piper Cherokee took off from Caicos Island, heading for San Juan, Puerto
Rico, with pilot and two passengers; it went missing.

A rather unusual disappearance of a cargo plane took place April 5,
1966. Carrying a decidedly nonhazardous load of frozen chickens, the air-
craft, a converted B-25 Mitchell bomber with the civilian tailmark of
N92877, was headed from Fort Lauderdale to Aruba and then to South
America. The last radio report indicated it was somewhere over the
Tongue of the Ocean, the deepest water in the central Bahamas. There-
after, however, the expected routine radio contact never came from the
pilot, Gene Nattress. An exhaustive search found no trace.

Disappearances are sometimes disturbingly frequent. In the first week
of January 1967, three aircraft vanished. The first one, a Chase YC-122, was
lost January 11 between Fort Lauderdale and Bimini, with four persons
aboard, while carrying supplies for an Ivan Tors movie shoot. The second
was on January 14, when Dr. R. van Westerborg and his friends took off
in his Beechcraft Bonanza from Key Largo, south of Miami, and disap-
peared over shallow water. The last, on January 17, was a Piper Apache
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en route from San Juan, Puerto Rico, to St. Thomas, piloted by an ex-
tremely qualified pilot, John Walston, who was carrying three passengers.

Though these received a lot of attention in the press and later con-
tributed to this period being dubbed Black Week, they were only three out
of a total of eight disappearances in 1967 alone. The others received lit-
tle if any attention, among them a Cherokee that vanished July 2 near
Mayagiiez, Puerto Rico, with four occupants; another Piper Cherokee in
the short span between Miami and Bimini (about 50 miles) on August 6,
carrying three people; and yet another Piper Cherokee between Great
Inagua Island and San Juan, Puerto Rico, on October 3. Great Inagua is
the most common halfway rest and refueling point for flights heading
from Florida toward Puerto Rico, and vice versa, thus ruling out fuel ex-
haustion as a possible cause in the last case. When getting lost on this
route, one can easily find land at Hispaniola to the south. Yet no trace of
the aircraft was found and no Mayday was received. Although it is still
easier to get lost on long overseas routes, as in the above cases, it is not
likely on short routes, as in the case of a Cessna 182 that disappeared
November 8 over shallow water between George Town, Great Exuma, Ba-
hamas, and Nassau, Bahamas, carrying the pilot and three passengers.
Lastly, a Cherokee with four persons aboard went missing November 22 in
the vicinity of Cat Island, Bahamas.

On May 29, 1968, a Cessna 172 vanished around Grand Turk Island,
with two persons aboard, after the pilot shouted over the mike: “Engine
quit!” This incident was sensationally revisited a year later when another
Cessna 172, this one with the tailmark N8040L, vanished June 6, 1969,
after a chain of confusing radio messages. The pilot, Carolyn Coscio,
accompanied by her boyfriend, Richard Rosen, was trying to find Grand
Turk to refuel and then head to Kingston, Jamaica. When she should have
been at the island and requesting approach instructions, she radioed
instead that she was lost and was circling two deserted islands and that her
navigational equipment could not detect the Grand Turk homing beacon.
In desperate tones, she finally transmitted “Is there any way out of this?”
before she disappeared. A full search found no trace despite calm seas.

Six other aircraft disappeared in 1969, most of them twin-engine air-
craft with skilled pilots. In none of these incidents did the pilots send any
Mayday, though even if they had lost an engine there should still have
been ample time to do so before ditching. Two of them were along an
identical course—Great Inagua to San Juan—while the others were along
busy routes well within range of several flight unit facilities.
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A Piper Comanche disappeared while overflying the Bahamas Novem-
ber 23, 1970, en route from West Palm Beach to Kingston, Jamaica.

On December 20, 1973, a particularly surprising disappearance involved
a Lake Amphibian—an aircraft designed to land on water—between
Nassau and Bimini, a route mostly over shallow water. Nevertheless, the
plane vanished with its three occupants.

While many planes have vanished on long routes, the disappearances
have nevertheless primarily been confined to the Bahamas, an area that
consists of hundreds of islands and some of the shallowest ocean depths in
the world, thousands and thousands of square miles being the Great
Bahama Bank, with an average depth of only 50 feet and often as shallow
as 5 or 7 feet. This latter depth covers many square miles, even far from
any visible land.

Of all the disappearances, the most unusual have been those lost on
short routes between the Bahamas and Florida, unusual because the ele-
ment of suddenness is inescapable in any conclusion. Often the routes are
so short that a plane is at its cruising altitude for only minutes before
descending. These short routes are usually crowded with other air and sea
traffic—a battery of potential witnesses and rescuers—and the hundreds
of islands and their beaches make potential repositories for debris.
Although many times these disappearances happen over the Gulf Stream,
the Coast Guard takes into account an object’s drift when searching for
any lost plane.

Nevertheless, no trace has been found of any of the following aircraft
that vanished over these waters: a Forney Ercoupe on December 6, 1965,
between Fort Lauderdale and West End, Grand Bahama; again on July 8,
1968, a Cessna 180 between Grand Bahama and West Palm Beach, a flight
distance of 65 or so miles; a Piper Comanche between Nassau and Opa
Locka, Florida, near Miami, January 17, 1970; a Cessna 177 between Andros
Island and Miami on March 20, 1971, timed at 3:18 PM. by an unqualified
call for help; March 28, 1973, a Cessna 172 after leaving West Palm Beach,
Florida; a Navion A16 on May 25, 1973, between Freeport, Grand
Bahama, and West Palm Beach. In this last disappearance the pilot, Bob
Corner, had been informed of thunderstorms on his route and was
rerouted along with all the other traffic, including a plane close behind.
Amidst this traffic, he vanished without trace. On August 10, 1973, a Beech
Bonanza disappeared between Fort Lauderdale and Marsh Harbor, Great
Abaco, with six aboard. A Cessna 172 vanished on a coastal flight in the
vicinity of Fort Lauderdale July 28, 1975, one of two that had vanished
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in less than three months. Previously, on May 2, a twin-engine Cessna Sky-
master had vanished in the same area.

Though weather records are scanty for some of these, and thus bad
weather cannot be ruled out, an alarming possible cause might be gleaned
from a disappearance in 1971 in nearby waters.

Considerable official silence still surrounds the disappearance of Sting
27, a Phantom II jet fighter, September 10, 1971. It was on a short, routine
maneuver out of Homestead Air Force Base, south of Miami, where it took
off at 8:05 A.M. Its last radar return was at 8:22 A.M., 82 miles southeast. The
jet was in a right turn after having come out of Mach 1 speed. At this time
“Blissful Control” noticed Sting 27’s SIF (selective identification feature) get
weaker. “Sting 27, your SIF feature is fading. We’re having trouble identifying
you. Is that you at the boundary of Alpha six?” Lieutenant Norm Northrup,
in training under Captain John Romero in the back seat, responded, “Roger,
Iam in a port turn at this time.” Radar confirmed Northrup’s message. Sting
27 turned left to a northerly heading, then right again: “During the right
turn, radar contact was lost at 8:22 A.M.” states the report.

Despite other Phantoms in the area, and the Coast Guard cutter Steadfast
(which had earlier taken note of Sting 27 in the sky by two sonic booms
as it exceeded Mach speed), no trace was found of the aircraft and no
automatic alarm was detected.

The report on this disappearance is highly redacted. Even the stan-
dard summary sheet, with its many questions and accompanying boxes,
has been subjected to a skilled razor. This extends even to the answer
box for the question “What type of accident?” Usually the answer is “miss-
ing/unknown” and does not require editing. However, at the back of the
report there is a map showing Sting 27 at various points of its flight path.
Among a number of boxes with arrows highlighting key parts of this
path, there is a box reading “suspected point of impact,” miles (according
to the scale of the map) before a pinpointing arrow that leads to another
box reading “radar contact lost.” This vague and overlooked point in the
report, intimating some form of collision or encounter in midair, adds
alarming ramifications to an “object” seen by Sting 29 and Sting 30 when
they were immediately vectored to the last radar spot.

According to the report, only minutes after Sting 27 vanished, Sting 29
dropped down to 1,500 feet to get a closer look at an “area of disturbance”
in the ocean and then described it—in the words of the report—as “an
area of water discoloration, oblong in shape, approximately 100 by 200
feet, with its axis running north/south; its southern tip appeared to be
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This map is based on the official U.S. Air Force Mishap Report map showing Sting 27 at cru-
cial points of its last moments. “Suspected point of impact” comes miles ahead of where
Sting 27 finally vanished. What was it?

below the surface and the northern end appeared to be above.” The re-
port does not offer it as a “UFO” or its submarine equivalent “USO,” for
a gap takes the place of any Air Force opinion or clarification—the ex-
planatory paragraph is neatly hacked out.

Since an oil slick cannot be both above and below the water, nor dis-
perse cross-current, these facts strongly suggest that this was not an oil
slick, as the current, in this case, would have dispersed it northeastward.
Adding to this deduction is that the Coast Guard cutter Steadfast was only
5 nautical miles away when Sting 30 signaled it to investigate. When it
arrived shortly afterward, it found no trace of the “discoloration.” More-
over, this area was searched by sonar in order to find any trace of Sting 27
on the bottom to confirm it impacted with the sea, but no trace was found
in a 5-square-mile grid search.

Equally alarming circumstances surrounded the disappearance of
Fighting Tiger 524 on February 22, 1978. While en route from NAS
Oceana to the carrier USS Kennedy, only 100 miles off shore, the pilot,
Lieutenant Paul Smyth, blurted “Stand by,” followed moments later by
the copilot, Lieutenant Richard Leonard, saying “Stand by, we have a
problem right now.”

Moments later the KA-6 attack bomber vanished from the Kennedy’s
radarscope, judged at only 30 miles distant. As soon as the “downed aircraft”
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symbol went up, the strike controller in CIC (Combat Information Cen-
ter) noted a “raw radar return.” Unlike the one received from the KA-6
attack bomber, this was devoid of any IFF but was definitely a verified
aircraft trail or, one might say in this case, an object trail, since it could not
be definitely confirmed as the KA-6. This heading was completely differ-
ent from the one the attack bomber had been on. (They were last heading
270 degrees, being vectored for landing.) This “raw radar return”
appeared 12 miles southwest of Fighting Tiger’s last position, heading 220
degrees. It lasted for a couple of minutes. But during this time neither
Leonard nor Smyth, if this was them, sent any clarifying message or
answered repeated hails. This radar return then vanished from the scope.

An extensive but fruitless search and thorough investigation could only
produce the following opinion:

It is evident that two minutes prior to AB524’s disappearance, the crew was having
some difficulty or experiencing a minor emergency as revealed by the voice tape tran-
scripts. Due to the lack of further radio transmissions, no hypothesis can be made
as to the type or severity of the initial difficulty. It is suspected, however, that a cata-
strophic situation developed after the final radio transmission and Lieutenant Smyth
and Lieutenant Leonard were incapable of coping with the situation. It is further
believed that the crew did not attempt to eject as the concurrent failure of both
URT-33 beacon radios [automatic alarms triggered by ejection] was unlikely. Thus,
this investigation concludes that a catastrophic emergency situation developed, in-
capacitated the crew to the point that they were unable to eject and were subse-

quently lost at sea.

This incident was merely an unsettling foreshadowing of what was to
come. In 1978 more aircraft disappeared in the Triangle than in any other
year. Their courses varied; so did the types of aircraft that vanished. There
seems to be no pattern, except for the disturbing and already apparent one.

On March 25, 1978, a twin-engine Aero Commander 680 disappeared
between Opa Locka, Florida, and Freeport, Grand Bahama. The aircraft
was reported overdue by a client of the pilot, who had been waiting to
inspect his boat on Grand Bahama with the intent of purchasing. The
weather had been beautiful that day, with no hazards of any kind over
the Bahamas.

On April 27, 1978, a Piper Aerostar left Pompano Beach, Florida, with
its pilot, Dr. Anthony Purcell, en route to Panama City, Florida. Again, the
weather provided no explanation for the disappearance. After it vanished
from radar, a 5-second-long auto alarm signal was picked up but was
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abruptly silenced. Hours later two more 2-second signals were heard,
then silenced. These were not identified as coming from the Aerostar, or
from any plane for that matter, and their origin remains unexplained.

While the search for the Aerostar was underway, a Cessna 172 disap-
peared in unusual circumstances on April 30, 1978, en route to Daytona
Beach. The crew of a fishing smack noticed an airplane overhead fight-
ing power loss, its engine sputtering and skipping. Despite this, the plane
continued on without making any attempt to contact the vessel, even by
visual means. This, and its steady course, plus absence of a radio May-
day, suggested to the crew that the pilot may no longer have been aboard.
This unusual scenario, implying a derelict aircraft, has been noted in other
sightings of aircraft that were later reported missing. This plane had left
Dillon, South Carolina, with George Hotelling, a pilot of considerable
experience. The plane continued on until out of sight and sound. No trace
was ever found of it.

It was May 19, 1978, when a Piper Cherokee Arrow III, with four persons
aboard, disappeared between Fort Pierce, Florida, and Nassau, Bahamas. As
part of the investigation, the local flight service unit went over a recording
of Lon Amason, the pilot, in conversation with the radio operator about
weather fronts and scattered thunderstorms in which the operator in-
formed him of a large break in the weather near his position. Amason’s
last words were: “Affirmative, I see a spot here just about due east of my
position. It’s clear through there.”

On May 26, 1978, at 4 PM., a Beech Queen Air departed Port-au-Prince,
Haiti, on a short, 45-minute trip to nearby Providenciales Island in the
Bahamas. The weather was perfect. Thirteen minutes after takeoff, the
pilot made his last radio contact, saying all was well.

On July 18, 1978, a large twin-engine charter Piper Navajo left Santa
Marta, Colombia, for Port-au-Prince with two pilots and disappeared over
the Caribbean.

Among the disappearances in 1978, one of the most remarkable hap-
pened to Argosy Flight 902, a DC-3 charter airliner, south of the Florida
Keys. On September 21 the pilot, George Hamilton, obtained U.S. permis-
sion for a flight to Havana in order to pick up twenty-one U.S. citrus grow-
ers on tour there. He and his copilot, Pete Rustinburghe, were accompanied
by his wife, Barbara Hamilton, and a friend, Pauline Lowe, who acted as
stewardesses. Shortly after takeoft from Fort Lauderdale, Rustinburghe
contacted Miami with his typical levity. “This is Pete Rustinberghe of
Argosy Flight 902. We’ll be going to Havana, Cuba, and I'd like to get the
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weather along the route and all the goodies if I could, please.” The reply
was for fair weather along their course.

When the DC-3 departed the area of the Keys and headed south to
Havana, it began to experience hazy radio communications—a presenti-
ment of disaster, as we have seen in other losses. After about 15 minutes
of this, Havana picked them up loud and clear and tracked them on radar.
The last sweep of their scope, at 12:43 PM., showed Argosy 902 making a
slight turn to the right of course. The next sweep, the scope was blank.

Miami and Havana coordinated an immediate search. U.S. Air Force
and U.S. Coast Guard units raced to the scene, while the Cuban air patrol
made overflights within the first hour. By afternoon the Coast Guard
cutter Steadfast was coordinating the surface effort. The search was
expanded to all traffic, plus four more cutters, a helicopter, and a C-131
with the following cable: “All shipping Straits of Florida-Nicholas
Channel Argosy Airlines Flt. 902 (N407D) is overdue on a flight from Fort
Lauderdale to Havana, Cuba. Desc: white with blue trim. 4 persons on
board. All ships are requested to keep a sharp lookout for debris, yellow
life jackets, people in the water. Signed U.S. Coast Guard Miami, FL.”

There were thirty-two yellow life jackets on board Flight 902. The blue-
gray seat cushions were the floatable kind. On September 24 the search
was discontinued, with negative results. The DC-3 also carried an ELT
(emergency locator transmitter), but, as in the many other disappearances
in the Bermuda Triangle, no transmission was ever received.

Comment on radio and television was lively and up to the minute. At
one point it excited one erratic mind to call the UPI (United Press Inter-
national) in Miami, invent a terrorist organization of which no one had
heard, then claim responsibility for blowing up Argosy Flight 902, before
abruptly hanging up. Although little credence is usually given such calls,
the authorities followed this one up and found it to lack credibility. Any-
way, if the DC-3 had blown up it would have scattered debris over a fairly
wide territory, something that would not have gone unnoticed during
the search. In addition, Argosy 902 would not have turned to the right of
its course before a surprise explosion.

Every available fact about Argosy 902 only leads to improbable suppo-
sitions: if the airplane had exploded, this would explain why it vanished
from the radarscope; on the other hand, debris would also have been
found scattered over a wide territory; if it plummeted to the sea, for what-
ever reason, the blinding impact and implosion would have scattered de-
bris everywhere as well.
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If this incident is hard to believe, less than two months later a twin
engine, ten-seat Piper Chieftain charter aircraft vanished in even more
alarming circumstances. Caribbean Flight 912 disappeared at 7:19 p.M.
while coming in for a landing at Harry S. Truman Airport, St. Thomas. Its
last position off the runway was clearly marked by radar and by visual
confirmation by the air traffic controller, William A. Kittinger, who esti-
mated it to be within 2 miles of the runway. The landing light was clearly
visible as a bright and steady beam. At this moment, Kittinger remembers
he looked down at the radarscope to make sure a Heron DH-114 was
taking off all right. To his surprise, he noticed the radarscope was blank
except for the Heron climbing to altitude. He immediately did a double
take back out the tower window and saw no more landing light. Urgent
radio calls went unanswered, and he declared an emergency.

The search began within minutes when Kittinger redirected a Cessna
172 on approach to search the area. This was followed up by a thorough
four-day-long Coast Guard search. Despite the Chieftain’s last position
being less than 2 miles from the runway, the search found no trace of it.

The mystery of Flight 912 grows more complicated. The Chieftain had
ample radio equipment, which was working only minutes before. The

The radarscope readings as taken from the N'TSB report. The X shows the last position
of Caribbean Flight 912 in relation to the runway.

10 nm

5 nm
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pilot, Irving C. Rivers, the sole occupant, was a charter pilot with more
than 5,000 flight hours; he had just taken off from nearby St. Croix to
come pick up passengers; there is no hint of pilot fatigue or pilot error.
The aircraft also carried an ELT, yet no signal was received.

This exact scenario had played itself out before at St. Thomas. On Feb-
ruary 10, 1974, a Pilattus-Brittan-Norman Islander “signaled approach;
failed to arrive St. Thomas™ at 7:31 p.M., as the official brief so briefly
summarizes. (Earlier that same day another odd disappearance happened
in the Triangle, near the Bahamian island of Great Abaco, after a Cessna
414 with only the pilot on board left the port of Treasure Cay.) A fruit-
less search lasting several days in both locations failed to find a clue. In
1982 a charter Navajo vanished near St. Thomas in familiar circum-
stances. It left nearby Anguilla October 20 and headed for St. Thomas. A
complete search failed to locate a trace of the Navajo (N777AA) or its
complement of eight persons and luggage.

In a disturbing encore, eight aircraft utterly vanished in 1979. Most of
these were over the Bahamas and in and about the nearby islands. Only
one pilot sent a message to indicate they had encountered trouble. The
pilots” amount of experience was very good to excellent. No trace was
found of any of them despite well-coordinated searches.

These aircraft included a Beechcraft Musketeer with pilot Roy Ziegler,
a professional airplane mechanic, and his friend, Brian Fines; it was last
heard from over the Exumas on January 11. In this same general location
Jim Catron was last heard from in his twin-engine Beech E18s while en
route from Fort Lauderdale to Cat Island on April 2. On April 24 a Piper
Cherokee signaled it was turning around while only about 5 miles off at
Fort Lauderdale; the radio transmission was suddenly poor. The pilot
stated no reason (though a rain shower was beginning); it then vanished
from the scope. Along the short route between St. Croix and St. Thomas,
a Cessna 150 went missing on June 30. On October 4, 1979, an Aero Com-
mander 500 left Andros Town, Andros Island, for West Palm Beach and
was last seen passing Bimini. A twin Piper Aztec left Montego Bay,
Jamaica, bound for Nassau, Bahamas, on October 27. It never arrived. A
comparatively crowded route lay below the flight track of a Beech twin
Bonanza that disappeared November 19, 1979, while en route from Delray
Beach to Key West, Florida. The pilot, Jack Houston, was planning to
scuba dive in the Keys. Another Aztec disappeared December 21, 1979,
bound for Caicos from Anguilla, with four persons aboard.
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Not only have aircraft disappeared within sight of land, abruptly halt-
ing any radio dialogue, but, even more strange, on a couple of occasions
radio messages from vanished planes have continued to be picked up by
far-flung receiving stations hours afterward. This element to the mys-
tery, as if to imply the messages were being received as they receded far-
ther away in time or space, is echoed in the following cases.

The most extraordinary example is that of a Beech Baron 58 that left
St. Thomas and headed for Miami February 11, 1980. The pilot was a
young Civil Air Patrol student (last seen boarding his plane in his uniform)
named Peter Jensen. Jensen last reported himself near Miami at 8:38 a.M.,
4 hours and 23 minutes after takeoff. He said he was only 6!/2 miles east of
Miami; both engines had quit and he was about to ditch. What is extra-
ordinary, however, is that this was overheard by Fleming Flight 667 while
in the vicinity of Bermuda, roughly 1,000 miles away, but it was not heard
by Miami.

Jensen’s last words would seem to preclude further contact. Yet at
8:53 A.M. two more flights picked up his Maydays. They were American
Flight 667 and Eastern Flight 924, both, like the Fleming flight, around
Bermuda. Jensen now reported himself at 150 feet altitude, descending to
ditch, but he was now completely disoriented in strange clouds. (The
weather off Miami at the time was ideal, confirmed by an immediate Coast
Guard helicopter search.) Not once did Miami pick him up. Their search
was completely fruitless, including the inability to pick up an ELT signal.

Was it a disoriented novice pilot who was lost and far off course? Is that
all there is to it? If that is the case, then how can one explain an odd inci-
dent that night? The tower on Caicos Island (about midway between San
Juan and Miami, 600 miles away) picked up a radio message at 8:05 .M.
They distinctly heard the call letters N9027Q, the tailmark registration
number of Jensen’s plane. They described it as “a young man’s voice.”
He reported that he was 10 minutes away and wanted permission to land.
Although the tower waited, no aircraft ever arrived. An intense search also
failed to locate a trace here as well.

Subsequent investigation established beyond a shadow of a doubt that
the plane only had 5 hours of fuel on board. Yet 16 hours after takeoff,
Jensen was picked up as still flying. This placed him 600 miles away from
where he last reported himself and over 1,000 miles from where he was
last heard by the airliners . . . and 11 hours after it was even possible!

In developing the ramifications of all this, it is pertinent to note that
there is no place where an aircraft could land and refuel without being
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logged in and out; Jensen was not initiating his own disappearance; and it
was not being reported on the news so that some crank would try and
imitate Jensen and then think to do so 600 miles out to sea by an iso-
lated island.

In later incidents we will see how “electronic fogs” have precipitated
unusual events, as described by those who survived them, some of them
seemingly implying aberrations of time and space. Some might also propose
that Jensen was suspended in a “holding area” or “limbo” where the fuel
was not used before he was released—or escaped. This last suggestion,
intimating direct intervention of the flight by alien or other intelligences,
has also been suggested to explain other cases. Although this may sound
somewhat like an erudite view, only a few months later a plane disappeared
in circumstances that add an alarming dimension to this supposition.

It was a clear summer evening on June 28, 1980. José Maldonado Torres
was flying with his friend, José Pagan, to Puerto Rico in an Ercoupe 4-15D
N3808H. At 8:03 P.M. the Remote Communications Air to Ground (RCAG)
log records the following transcript: “Mayday, Mayday, Ercoupe ocho cero,
eight zero zero hotel [sic], we can see a strange object in our course, we
are lost, Mayday, Mayday [25 seconds later] . . . Mayday, Mayday, We are lost.
We found a strange object in our course.”

Iberia Flight 976, flying north of San Juan, intercepted the message
and replied:

Station calling one two one five Mayday, Mayday, Iberia nine seven six, go ahead.

Ercoupe 4-15D N3808H: Ah, we are going from Santo Domingo to, ah, San Juan
International but we found, ah, a weird object in our course that made us
change course about three different times. We got it right now in front of us at
1 o’clock. Our heading is zero seven zero degrees . . . our altitude is one thousand
six hundred at zero seven zero degrees. . . . Our VORs got lost off frequency.

Iberia Flight 976: Station calling one two one five Mayday, Mayday, Iberia nine seven
six, go ahead.

Ercoupe 4-15D N3808H: Mayday, Mayday, this is Ercoupe three eight zero eight
hotel in flight from Santo Domingo to San Juan, Puerto Rico. We have a very
weird, ah, object, in front of us that made us lose our course . . . our present
heading is 130 degrees at one thousand five hundred feet, sir. . . . We lost signal
off of Aguadilla VOR.

Torres’s last message came at 8:05:45: “Right now we supposed to be
about 35 miles from the coast of Puerto Rico but we have something
weird in front of us that make us lose our course all the time. I changed
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our course a second [unintelligible] our present heading roughly now is
300. We are right again in the same stuff, sir.”

At 8:07 p.M. N3808H vanished from Atlantic Fleet Weapons Range
radarscope while 35 miles out to sea. At 8:15 PM., in startling similarity
to other aircraft disappearances, an object appeared on the scope, this
time tracking 266 degrees. It was never identified and answered no calls.
And, if it was the Ercoupe mysteriously reappearing, Torres sent no more
Maydays. It then permanently vanished. The Ercoupe also carried an ELT,
yet no signal was received.

The search for this aircraft was quick and thorough, rippling outward
from the precise location where it vanished from the radarscope. One
search pilot who was obsessively diligent was José Pagan Jiménez, Pagan’s
father and the owner of the airplane. He was also a lieutenant in Puerto
Rico’s Aero Police. He flew many missions looking for his son, including
the last one in his own helicopter, before search operations were sus-
pended with negative results.

On July 18, 1980, Lieutenant Commander M. R. Adams issued what
might be considered the official opinion of the Coast Guard in a “to
whom it may concern” letter addressed to investigating bureaus in Wash-
ington. He observed: “As of this date nothing has ever been found to
indicate positively the ultimate fate of N3808H. The Coast Guard has sus-
pended active search and barring the development of some new, positive
information indicating the whereabouts of the airplane and/or its crew,
no new search efforts will be undertaken.”

Inexplicably, aircraft have been found ditched and abandoned. Salvor
Graham Hawkes found one such plane by accident between Miami and
Bimini at the bottom of the deep Florida Straights. By pure chance his un-
derwater cameras came across a Piper sitting peacefully in the bottom
mud. The remote camera zoomed in on its interior to reveal a surprising
sight. The ignition key had been removed—yet the doors were tightly
closed. There were no signs of personal effects inside. Hawkes, also on
camera in the control room on the research vessel, commented with
understandable surprise: “Come on, you don’t ditch a plane and then
remove the ignition key.” A Piper Apache is reported to have been found
in the same circumstances. On May 4, 1997, it was reported overdue.
Despite the search, the plane was not found. Then on June 7, 1997, it was
discovered just 5 miles south of Bimini in only 7 to 8 feet of water, as though
ithad been dropped there only recently. There is no explanation for why the
aircraft was never seen for a whole month in such shallow water. Its pilot is
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declared dead, but no final report has ever been issued, and few details exist.

Time and radio discrepancies are unavoidable when examining the
case of the disappearance of a Beechcraft Bonanza, N5805C, on January 6,
1981. The plane, with four persons, was headed from Opa Locka, near
Miami, to Nassau, with an ETA of 11:21 A.M. At 11:41 A.M. the Bonanza
was just technically overdue. However, 100 miles southeast of Nassau
near George Town, Great Exuma, where the plane could not possibly
have been yet, a pilot picked up a Mayday indicating the Bonanza was hav-
ing some kind of problem and had to ditch. All stations were alerted but
none, including Nassau, had heard the SOS. The pilot climbed higher
and tried to regain contact with the Bonanza, without success.

Several hours later, 30 minutes after fuel exhaustion, around 3:00 P.M.,
the messages once again revived. The tower on Normans Cay, one of the Ex-
uma chain of islands but much farther north and closer to Nassau, reported
a garbled SOS from the Bonanza. In another eerie postscript, the pilot of
N2712L reported that, at 5 M., he too heard a Mayday from the Bonanza, re-
ceiving clearly the call letters and the description. This was over an hour and
a half after fuel exhaustion. Yet again the problem could not be discerned.

A bizarre chain of events not only preceded but also followed the dis-
appearance of Flight 201, a twin-engine Cessna 402B charter aircraft fly-
ing between Miami and Bimini on March 31, 1984. For this trip it carried
six people, all employees of the charter company. The pilot was Chuck
Sorren, copilot, Al Warton, and extra pilot, Gerald Lancaster. The others
aboard were Anne LaTarte, Tammy Christie, and Glynis Bernhard.

The aircraft was tracked on radar, with nothing unusual observed.
Then, not even midway to its destination, the target slowed to a danger-
ously low airspeed of a mere 90 knots. They continued like this for an
estimated 4 minutes, without any indication from the pilots that some-
thing was wrong. The plane then “plummeted in a 5,400 foot per minute
dive until it vanished from radar.”

A clue to the fate of Flight 201 only deepened the mystery. An eyewit-
ness at Bimini reported seeing a plane plunge into the sea about 1 mile off
the northeast corner of the island. Further corroboration came from a man
who said he too saw a huge splash in the ocean, though he saw no plane.
They both pegged it between 8:30 and 9 a.M. Although this is during the
flight time of the aircraft, all the information points to the airplane disap-
pearing at least 30 miles away from Bimini. If one supposes that the “ghost
aircraft” that crashed was Flight 201, then it never reappeared on radar and
there had been no SOS in the interim. The incident was completed with
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another mystery: the water in this area is only about 18 feet deep, yet a
search uncovered no wreckage and no trace of the plane on the bottom.

Aircraft disappearances over the succeeding years have been on both
long and short routes and have included a twin Cessna Skymaster carry-
ing four persons which vanished off the Florida east coast after a routine
radio position report on January 14, 1985. A Cessna T210K disappeared on
a long flight from Miami to Port-au-Prince, Haiti, the following May 8; a
Piper disappeared between Nassau and Opa Locka on July 12, 1985, with
four people aboard; on August 3, 1985, a pilot in his Cessna 172 disap-
peared, apparently near Fort Myers, Florida; and on September 8, 1985, a
Cherokee disappeared about 20 miles northeast of Key West after a rou-
tine radio communication at 10:08 p.M. that night.

But of all these, the disappearance of another charter Piper Chieftain
testifies in a vivid way to the unexplained. Its flight route was short, very
short, only 100 miles between Miami and its destination of West End,
Grand Bahama Island. It was carrying six people including its pilot, José
Villa, in absolutely perfect weather on March 26, 1986. Villa’s last message
stated he was 10 miles from West End—in terms of their ETA, about 5
to 7 minutes. Nothing was ever heard from him again. There was no SOS,
no ELT, no wreckage, and no witnesses. This last fact is especially sur-
prising since West End is a customs port of entry into the Bahamas and the
waterway below is often speckled with approaching boats. None reported
any whine or sputtering overhead or any crash into the sea.

This is just another example of a lightning-like disappearance where a
plane seems to “dematerialize” while coming in for a landing—a fact un-
derscored by the impressive list of what could not have happened in that
short time, such as getting lost, missing the island (which was in sight),
losing its radio, or being affected by any navigational aberrations.

Some more unusual circumstances surrounded the disappearance of
a Cessna 402C on May 27, 1987. In this case the plane was clearly seen to
pass over its destination of Marsh Harbour, Great Abaco Island, and to
continue eastward as if the pilot had never seen his destination below.
This course would take it out into the middle of the Atlantic, as there is
nothing beyond Great Abaco. There appeared to be no trouble with the
plane, and the large island was clearly visible in the better than average
weather. No trace of the aircraft or its pilot was ever found. He sent no
distress call of any kind or, that is, none was received.

On June 3, 1987, a large Cessna 401 disappeared between Freeport,
Grand Bahama, and Crooked Island, Bahamas, with four persons on board.
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No trace was found despite broadcasts to be on the lookout for a number
of bright orange life jackets carried on board and to listen for an ELT signal.

On December 2, 1987, Victor Arruberena disappeared along with his
Cessna 152 on a short route between La Romana, Dominican Republic,
and San Juan, Puerto Rico, a course that reminds one of Torres and Pagan’s
tragic flight in 1980.

Among those that have vanished on short routes, there is the interest-
ing case of a Cessna 152 during an instructional flight, in perfect weather,
off the east coast of Florida on January 24, 1990. Although they were always
in view of the coastal lights of West Palm Beach, the flight simply van-
ished without a trace . . . or a peep over the radio or from its ELT.

Another aircraft lost on a short route was a Cherokee N7202F on June 5,
1990, between the islands of St. Martin and St. Croix. The last words of
the pilot, Mary Pomeroy, were unusually faint, consisting of “Zero two
foxtrot four five at the boundary, over,” indicating she was entering U.S.
airspace. Then she faded away for good.

Another unusual disappearance on radar happened on October 31,
1991, when a Grumman Cougar jet was being tracked on radar over the
Gulf of Mexico. The pilot, John Verdi, had just requested ascent from
23,000 feet to 29,000 feet. Radar tracked the aircraft during its climb un-
til, for some unknown reason, it simply faded away. Radar readouts con-
firmed the unusual—the jet had not been captured as descending or
falling to the sea. While there was convective thunderstorm activity noted
in the area, the cloud tops were at 27,000 feet and the jet was last observed
above the weather while on its ascent.

In the last decade, disappearances of aircraft have been along familiar
routes as those before, around Florida or over the Bahamas. On Septem-
ber 30, 1993, a Cessna 172 disappeared between Miami and Marco Island,
near Florida Bay. The pilot was last heard in routine chatter by other
planes; the weather was clear, without complications. A Cherokee 6 went
missing between Treasure Cay, Bahamas, and Fort Pierce, Florida, on
August 28, 1994. On September 19, the following month, a Piper twin-
engine Aztec disappeared over the Caribbean with five persons. And on
the following Christmas another Cherokee disappeared near Florida, over
land, possibly last being seen fighting power loss while flying over a house.
In this last sighting, the pilot never reported a problem.

An Aero Commander 500 performed some unexplained maneuvers
before it vanished from radar near Nassau on May 12, 1999. The Aero
500 was clocked by Nassau radar as steadily descending, but at no time did
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the pilot, Enrique Esme, report anything unusual. The radar then regis-
tered 000 altitude (this was not an amphibian). But 30 minutes later he
reappeared, requested to land at Nassau, did unusual maneuvers which
angered the controller (though Esme seemed unaware of them), then
climbed to 1,300 feet, where the plane completely and finally vanished. A
part of an aircraft wing was found in the search, not definitely determined
as coming from the plane, though it did have gold and blue paint, the
same color scheme as the charter plane.

On October 27, 2000, Hubert Helligar disappeared after leaving Winter
Haven, Florida, to cruise locally near the Everglades in a Cessna 150,
N11214. It was the only time he left without his GPS or cell phone.

Most recently, a Piper has vanished. On September 6, 2002, while in
contact with Nassau Control, the pilot of Pawnee N59684 was reporting
himself en route from Fort Lauderdale to St. Croix. Suddenly, his voice
stopped. The radarscope revealed that his “blip,” which had shown he was
just 20 miles southeast, was now gone.

Throughout the reports a number of pertinent factors quickly become
evident. Each disappearance was very sudden and unexpected. The aver-
age qualifications of the pilots ranged from good to excellent, with sev-
eral hundred to thousands of flight hours’ experience under their belts.
Some figures jump out immediately, like 5,000, 11,000, 15,000 and, in one
instance, 18,000 flight hours” experience.

Engine loss, oil leaks, smoke in the cabin, and fuel exhaustion are all
more “routine” events that have been experienced by any number of
pilots and have precipitated terrible accidents. Nevertheless, in such cases
pilots are able to transmit their problems and often ditch the aircraft
and survive. One pilot, for instance, set out on a long flight without a
functioning radio. Near Caicos Island he ran out of fuel, but he was still
able to use a handheld radio and reached Caicos Tower, informing them
he was ditching. He survived.

By contrast with these more “routine” and familiar hazards that befall
aircraft, the disappearing aircraft at best are capable of sending only con-
fusing and sketchy Maydays, if any, and still never seem to ditch properly,
leave debris, or impact with the ocean and leave an ELT signal; and no
occupants ever survive.

To belabor the point, there is a disquieting contrast between disasters of
known origin and disappearances. For example, in one disaster in 1980 a
DC-3, fully loaded with thirty-four people and flying from Fort Lauderdale
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to Freeport, Grand Bahama, while coming in for a landing was struck by
lightning and crashed into the sea. Rescuers came upon a veritable debris
field of cushions, plywood, life jackets, and numerous bodies. But in the
case of DC-3 NC16002’s disappearance in 1948 in excellent weather while
on approach to Miami, there was no trace whatsoever. It was the same
for the DC-3 N407D in 1978; also for the charter Chieftain at St. Thomas in
1978 while only 2 miles or less from the runway. There are dozens of other
such disappearances in fair weather that have a comparable opposite num-
ber of disasters in bad weather where debris is commonplace.

While it is often argued by those who seek to explain away the
Bermuda Triangle mysteries that they are nothing more than statistically
acceptable accidents, others note that the unusual element seen in many
of them is far more important and crucial to any discussion than the num-
ber. They point out that an accident is different from a disappearance. The
waterways off California and New England, for example, bustle with
activity, and the catastrophe, with all its gambols, is frequent. On the other
hand, these areas are comparatively low in disappearances.

The dividing factor is, of course, the presence of wreckage. The absence
of an SOS may indicate the lightning-like speed with which the aircraft was
destroyed. The absence of an ELT signal might also suggest that the force
was so destructive that it obliterated the device before it could transmit.
But what is so fast and so destructive as to preclude any debris whatsoever?

It may be perfectly natural to assume that the sea is the primary culprit.
After all, unlike land, the sea can hide the remains of a simple crash or dis-
perse it before rescuers come upon the scene. But this can by no means
explain what caused the aircraft to crash in the first place. Nor can the
sea always remove the trace of an aircraft in shallow water a few feet deep
or prevent wreckage from washing up on a beach only 1 mile from the
area of suspected impact.

It is true that in past centuries to be 50—or even a few—miles from
the shore was to be a long distance out at sea. The disappearance of a
ship, and later of a plane, did not indicate anything unusual in itself. Often
a disappearance went unnoticed until the ship or plane was declared over-
due, which could be hours or days later; and long journeys would con-
front rescuers before arriving at the suspected scene of the accident.

But radio and radar coverage and the fast speeds that aircraft travel—50
miles being only minutes timewise—have shrunk the ocean considerably
and thus the amount of time and space it takes for anything unusual to hap-
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pen. Continuing disappearances without trace, without Mayday, without
ELT, even in such narrow corridors as 1 to 5 miles from land, beggar the
imagination. The temptation to reject their occurrence would seem easy,
were it not for the fact they have been so well documented and investigated.

These aircraft have disappeared in spite of every precaution of flight ser-
vice, which includes flight plans (a handy file for tower operators to refer to
a plane’s departure time, course, planned altitude, and ETA), which allows
a tower operator to declare a flight overdue within minutes of its failure to
report itself in the traffic pattern; several navigational devices that safe-
guard the pilot from human error, like VOR (very high frequency omni-
directional range or just variable omnirange), radio guidance signals sent
out from a base station that guide the aircraft to that destination; DME (dis-
tance measuring equipment) that lets the pilot know where he is in relation
to various airfields; transponders that identify an aircraft on the scope so a
controller can sort out which blip is the plane that signaled itself in trouble,
allowing him to quickly judge its altitude and location and render immedi-
ate assistance; weather radar, carried in the larger commercial aircraft, that
detects the immediate weather instead of leaving a pilot dependent on re-
ports from distant stations on what the weather may be like along his course.

Rescue operations are aided now by helicopters and hydrofoil cutters that
travel at fantastic speed, set into motion by the Flight Service Stations which
monitor the frequencies in use. The moment a Mayday is received, the Coast
Guard is notified. Immediate broadcasts are made to all local traffic to be “on
the lookout.” The speeds of the local currents and probable drift are stan-
dard computations in any search and rescue operation. But none of these
have done away with disappearances in the Bermuda Triangle at all, nor
explained why in other oceans the opposite stands true of overwater acci-
dents where debris is still more consistently located, retrieved, and examined.

Aircraft accidents happen anywhere in the world, with sudden and fright-
ening speed. Airways and seaways over the Mediterranean, around Hawaii,
or off Australia are busy with traffic. Yet none have a reputation asa “devil’s
sea” nor, interestingly, have they ever had. But long before the 20th century
the same general area of ocean known today as the Bermuda Triangle was
known by other names by virtue of the many sea mysteries that frequented
it. Our records of modern missing aircraft are only our generation’s con-
tribution to the history of this area, one that unites it with the many miss-
ing freighters and drifting, empty sailboats of the past, a contribution that
equally unites us in bewilderment with earlier generations in contemplating
an area of ocean that has been an observed mystery for hundreds of years.



The Riddle of Vanished Ships

SHIPS HAVE BEEN disappearing in the Bermuda Triangle for a consider-
able period of time. Because many of these disappeared in the days before
radios and scheduled position reports, the exact location where they van-
ished was never known with precision. However, after the Avengers dis-
appeared in 1945 a review of earlier disappearances of ships revealed that
they were concentrated along routes that took them through the area
now called the Bermuda Triangle. Contemporaneous reservations were
no doubt held that storms and mutiny could account for some of them.
But whatever the cause, we today are left with the dramatic picture of
great sailing ships turning toward this area of sea, their masts hidden in
shrouds of billowing canvas, before slipping over the horizon, never to
be seen again.

“Sea of Doom,” “Graveyard of the Atlantic,” and “Sargasso Graveyard”
were names given in the 18th and 19th centuries to specific areas in the
Atlantic, all of which traverse the modern Bermuda Triangle or are areas
sometimes included in the Triangle’s boundaries. “Sea of Doom” was a
general area of the sea lanes around Bermuda, while “Graveyard of the
Atlantic” specifically meant the Virginia and Hatteras capes, and “Sargasso
Graveyard” was applied to the Sargasso Sea, the westernmost part of which
overlaps the entire center of the modern Bermuda Triangle.

The Sargasso Sea has been a mystery since it was discovered. Essen-
tially ovoid or elliptical, it covers the central Atlantic Ocean from 20
to 35 degrees North latitude and 30 to 72 degrees West longitude—
starting about 300 miles off the U.S. East Coast and extending into the
eastern Atlantic. The Sargasso Sea is often considered one of nature’s
greatest oddities, for while the North Atlantic is cold and tempestuous,
this area is largely an immobile body of warm water with weak currents.
Its relative calmness may largely be the result of strong surrounding
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currents completely interlocking and isolating it, making the currents
within it largely entropious (that is, rotating inward and remaining
weak).

But the sky above the Sargasso Sea is also plagued by deadly calms. Its
warmer temperatures make the area high in evaporation, more stable, and
less prone to wind. The Spanish became victims of this first when many
of their galleons en route to the New World would lie becalmed, deprived
of wind and with no strong currents to carry them out. The Doldrums
traverse here, calling attention to the depressed and melancholy nature
of the area, and so do the Horse Latitudes, a name that comes from the
gruesome sight of bloated dead horses floating about, for during the stag-
nant weeks of waiting for wind the Spanish were often forced to kill and
throw overboard their war horses to conserve water.

But the Sargasso Sea receives its name from its greatest oddity—
a unique form of seaweed that floats lazily over its entire expanse called
sargassum, a Latinized word from the Portuguese meaning grape or
grapelike. Tiny, hollow grapelike bladders grow from the stems of the
sargassum and keep it floating. This unique characteristic has fascinated

The area covered by the Sargasso Sea in the central Atlantic. The entire body of water
slowly rotates and changes location, though only slightly, within the Atlantic.
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and confused sailors since it was first observed by Christopher Columbus,
who recorded in his log the following over a period of two weeks, as later
compiled by Brother Bartolomé de Las Casas in his Diario (September
16-October 3, 1492):

Here they began to see many bunches of very green vegetation. . . . When dawn
came they saw much more vegetation and what seemed to be river weed . . . and
they saw much weed, although the day before they had seen none. . . . At dawn
[Friday, September 21] they found so much weed that the sea appeared to be solid
with it and it came from the west. . . . For part of the day there was no weed; later
it was very thick [Saturday, September 22]. . . . The weed was plentiful and they
found crabs in it . . . the sea had been calm and smooth. . . . The sea became very
calm, because of which many sailors went swimming. . . . They saw much
weed. . .. The sea was always smooth and good, many thanks be given to God
always, says the Admiral [Columbus]. Weed was coming from the east to west,
contrary to its usual direction. . . . There was much weed, some very old and some

very fresh, and it bore something like fruit [Wednesday, October 3].

This last observation no doubt refers to the little bladders or pods that
grow from the stems.

Prior to this, seaweed was seen only along the coasts, where it grew
from rocks in the shallows. Columbus, it is said, even sounded the area,
thinking land must be nearby. In his case, the nearest land was miles be-
low on the Nares Abyssal Plain. No bottom reading was particularly
alarming to his crew and one might imagine even to Columbus himself,
especially after weeks of seeing so much seaweed with no land in sight.
Moreover, since the weed was greeted as a portent of land nearby,
Columbus had to be ready each time to dissuade his nervous crew from
possible mutiny by claiming the weed they saw came from nearby, though
unseen, islands just over the horizon—although its presence must have
equally baffled the Admiral.

Now that the oceans of the world are completely charted, the Sargasso
Sea is confirmed as genuinely unique. Seaweed, and the Sargasso Sea’s
other anomalies of wind and sea, provide us with a keen insight into the
greater mystery that the shape, mass, and rotation of our planet play in
this one area, for there is no other area in the world’s oceans where this
occurs. Almost all currents of the world are circuitous and interlock large
ovoid seas in the middle of our great oceans. For example, there are the
South Pacific and Mentor currents, which form the circumference of the
South Pacific, and the Benguela and Brazil currents in the South Atlantic.
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Charted though they may be, and frequently traveled besides, none has a
peculiar history, nor have they indigenous growth so thick and inexplica-
ble. But why is the Sargasso Sea different?

The Sargasso Sea has received popular and often tabloid press for gen-
erations before the Bermuda Triangle mythos developed, a mythos that
may be partly a 20th century incarnation of the earlier legends. Litho-
graphs showed sailing vessels becalmed and being devoured by the sar-
gassum, and even at the turn of the 19th century, seamen continued to tell
tall tales about schooners and barkentines still being found sitting weed-
shrouded in this stagnant void, along with ancient Roman and Phoenician
triremes.

If anything were needed to dispel these old myths, it is provided by mod-
ern steam engines and the development of aircraft. For neither calms nor
sargassum can affect aircraft, nor can they waylay large freighters that plow
through the seaweed easily and steam through calms with little effort.

Of course the mysteries of the Sargasso Sea remain unsolved, a fact
made clear by continuing disappearances and unusual power losses in and
about it and the Triangle. Even within the last twenty years derelict boats
have been retrieved, like the yacht Penetration found on July 26, 1982, and
a nameless British yacht found derelict a hundred miles away one month
later, or the sailboat Sophie, missing for a year, then found dismasted and a
shambles in March 2001. Unusual power loss now extends mysteriously to
electrical generation as well. A dramatic total power loss befell the 13,000-
ton refrigerator ship Andra, which suddenly went dead in the water some
two hundred miles from Bermuda in August 1999. Fortunately, its weak
SOS was picked up by two vessels within a day’s steaming, a sister ship
Frio Vladivostok and the tug Powhatan. The tug towed Andra to Bermuda
while Frio Vladivostok stayed alongside, supplying her with power to save
her 17,000 tons of frozen chicken.

Since so much of the Triangle overlaps the Sargasso Sea, the Triangle’s
connection with loss of power, whether wind or electrical, may be said to
be a recorded mystery for hundreds of years. It seems more than coinci-
dental that the one place on Earth where nature remains a mystery should
also be a place where travel remains an equal mystery. The conundrum of
missing planes and ships may be no greater than the conundrum of the
very place where they so utterly vanish.

The most reliable records of ship disappearances in the Bermuda
Triangle date back to the 18th century. The earliest registers list the fol-
lowing U.S. warship. In 1780 the General Gates mysteriously vanished. An
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engagement with a British warship is a possible explanation, but no war-
ship claimed to have engaged her.

Long after the American War of Independence, terse entries in marine
journals continued to list disappearances. Curiously, many of them are
warships—more mysterious than merchant vessels, one might imagine,
since they are sturdily built, heavily gunned, and manned by large num-
bers of well-trained crews. In September 1799 the USS Insurgent, a thirty-
six-gun French-built warship with 340 crew, vanished. The USS Pickering
disappeared on a voyage to the West Indies in 1800, around August 20.
The USS Wasp, which mercilessly pummeled British shipping in the War
of 1812, mysteriously disappeared in the Caribbean in October 1814. This
fate was anticlimactic to her last sighting, an engagement with the British
brig Atalanta, which she won by capturing the vessel and sending her back
with a prize crew. She then sailed off on her next cruise and was never
seen again.

The voyage of the USS Epervier in 1815 had an auspicious occasion. She
carried the peace proposals for ending the War of 1812. She left Algiers for
Norfolk, Virginia, and vanished, delaying the ending of hostilities.

The USS Wildcat, with thirty-one crew; the schooner Lynx, with forty
men; and the schooner Hornet (which had won a notable victory over
HMS Peacock in 1812) all vanished in 1824.

The first recorded merchant ship lost to mystery was actually not the
ship at all but her crew. In August of 1840 the Rosalie sailed through
the Sargasso Sea bound for New Orleans and was found abandoned in the
Bahamas in perfect condition and then brought into Havana. An astute
London Times reporter recorded:

A singular fact has taken place within the last few days. A large French vessel,
bound from Hamburgh to Havannah, was met by one of our small coasters, and
was discovered to be completely abandoned. The greater part of her sails were
set, and she did not appear to have sustained any damage. The cargo, composed
of wines, fruits, silks, etc., was of a very considerable value, and was in a most
perfect condition. The captain’s papers were all secure in their proper place. . . . The
only living beings found on board were a cat, some fowls, and several canaries
half dead with hunger. The cabins of the officers and passengers were very elegantly
furnished, and everything indicated that they had only recently been deserted. In
one of them were found several articles belonging to a lady’s toilette, together with
a quantity of ladies’ wearing apparel thrown hastily aside, but not a human being
was to be found on board. The vessel, which must have been left within a very
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few hours, contained several bales of goods addressed to different merchants in
Havannah. She is very large, recently built, and called the Rosalie. Of her crew no

intelligence has been received.

The writer’s mistake in naming her destination as Havana may be at-
tributed to the fact that another derelict, the Rossini, which was bound for
Havana, had run aground and been abandoned by her crew. She was
picked up around the same time as the Rosalie and taken to Nassau. Her
crew got to shore. However, the fate of the crew of the Rosalie was never
known. Records today merely list her launch date as October 1838 and
note that she was built of 222 tons of wood.

Subsequent disappearances include another U.S. schooner-warship
Grampus in March 1843 after sailing south of the Carolinas. The passenger
ship City of Glasgow vanished with 450 passengers after she left New York
in 1854 en route to Liverpool (taking the southern route). A particularly
tragic disappearance is that of the British training brig HMS Atalanta in
1880. She had departed Bermuda for home with 290 cadets and was never
seen again.

The upsurge of interest in nautical history has extended to the infor-
mation age. Hugh Brown, a former London police officer, now a ship-
wreck researcher in Canada, maintains the International Registry of
Sunken Ships, containing a database of several thousand entries on ship-
wrecks, salvage operations, and treasure discoveries extending back sev-
eral centuries. Some of these include piquing and precise data on Spanish
armadas down to individual ships, like the caravel El Dorado, which left
Santo Domingo, Hispaniola, with thirty-one other vessels in July 1502.
Heavily laden with gold and treasure, she was subsequently lost in a
hurricane that sank all but five ships of the armada in the Mona Passage,
near Puerto Rico. Records even exist as to the rumor she was carrying a
gold table weighing one and a half tons! Ten of the vessels have so far
been located, but El Dorado, along with seventeen other vessels, remains
undisturbed somewhere below the Triangle.

Brown'’s continuing searches and updates of his records have brought to
light a number of missing ships as well, aside from his general interest in
underwater archaeology and his goal of wreck discovery. These records
include the 385-ton Canadian brigantine Arbutus, which disappeared
January 1, 1899, on a voyage between Jamaica and New York; the schooner
Chicopee, 55 tons, last reported in the Gulf of Mexico on September 29,
1915, heading toward the Triangle; the 382-ton schooner Doris, last seen
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in the Gulf of Mexico on August 8, 1915; the steamer Mountain Girl, last
reported in the Gulf on May 5, 1896; the 5,273-ton Santa Rita, which set sail
from New Orleans to New York on October 20, 1921; Theodor, a Norwe-
gian steamer-barkentine of 2,638 tons, which sailed from Tampa, Florida,
to Yokohama, Japan, on March 2, 1906; the Thomas B. Schall, a 62-ton sailing
yacht last reported in the Caribbean on December 14, 1942; the 1,555-ton
Benjamin F. Poole, which went missing after leaving North Carolina and
heading south in January 1914; the 605-ton schooner Sedgwick, which was
last seen oft South Carolina on February 11, 1922; the cargo schooner Annie
Hendry, which left Turks Island in cargo of salt on December 16, 1911; the
eighteen-gun Spaniard Ardilla, which was probably carrying silver when
she vanished en route from Louisiana to Spain in 1808; the steamer Arkadia,
of over 2,200 tons, which left Louisiana in October 1910; the 790-ton
schooner Baghdad, which sailed from Key West on October 27, 1921; the
steamer City of Everett, which departed Santiago, Cuba, on October 1,
1923; the 139-foot Canadian cargo schooner E. E. Armstrong, which left
Kingston, Jamaica, British West Indies, on August 17, 1918, in cargo of
flour and mangrove bark destined for the French colony of Martinique; the
243-foot Austrian clipper Miroslav bound for Fiume, Italy, from Delaware via
the Bahamas, which disappeared in February 1886; the 150-foot Canadian
Nova Queen, of 432 tons, which was bound from Turks Island to Nova
Scotia in cargo of salt and disappeared on December 4, 1934; the subma-
rine Dorado, which disappeared be-
tween New London, Connecticut, and
her destination, Panama, but was sus-
pected sunk between Cuba and Florida ., N \
by friendly fire around October 1943. T o o il

It is impossible in any discussion of
sea mysteries not to mention the strange
case of the Ellen Austin, later relayed to British naval officer, Rupert T.
Gould. She was a 210-foot schooner, one of Grinnell, Minturn & Co.’s
Blue Swallowtail Line of London-New York packets. North of the Sargasso
Sea in August 1881, she encountered an unusual sight, a derelict schooner.
Her captain, A. J. Griffin, placed a prize crew aboard to sail her in tandem
back to New York. After the vessels had been separated for a couple of days
by a squall, the Ellen Austin again came upon the schooner, sailing errati-
cally. The vessel was once again completely and mysteriously deserted.

In 1909 the famous solo world circumnavigator Joshua Slocum sailed
out of Miami on his treasured yawl Spray. He was never seen again and no

A converted bark/steamer.
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trace was found. Theories included the possibility that he was run down
by a freighter.

But freighters also disappear without any reason. By the 20th century
the steamer had command of the sea lanes. Welded steel double hulls and
dual engines, plus flares and several lifeboats, were together thought to
amount to a guaranty for secure passage on the ocean. Plus, a new
invention was about to change the picture. As Warren Tute, in his Atlantic
Conquest, writes, “By the time the twentieth century dawned, although
Marconi had proved his invention, the crew of a ship in any kind of trou-
ble still fought a battle for life in utter loneliness when in fact help might
be there to hand a few miles beyond the horizon. Wireless telegraphy was
to deprive the sea of its ancient terror of silence.” Of course, like steel
hulls, steam engines, flares, and lifeboats, wireless telegraphy and then
radiotelephony have failed to provide a fail-safe for disappearances. The
modern terror of the sea is now a silence qualified.

No SOS messages were picked up from the following ships.

Between March 6 and 27, 1917, the 1,579-gross-ton freighter Timandra,
bound for Buenos Aires from Norfolk, Virginia, in cargo of coal, disap-
peared; she carried twenty-one crew, under Captain Lee.

The fact that the U.S. Navy collier Cyclops never sent any kind of dis-
tress signal before disappearing was considered one of the greatest mys-
teries surrounding her. She left Rio de Janeiro in cargo of manganese ore
for Baltimore, Maryland, in February 1918; 309 Navy crew and passengers
were on board, including the U.S. consul in Rio, Alfred L. M. Gottschalk.
She made an unscheduled stopover on March 3 at the British colony of
Barbados, where her master, George Worley, raised some eyebrows by
requesting extra money from the U.S. consul, Brockholst Livingston, to
pay for more coal and more food supplies, alleging that his coal was inferior
and wouldn’t burn properly. Although Livingston was unusually reluctant
to pay the sum ($775), he nevertheless did. He found Worley personally
unlikable and also no-
ticed that the Cyclops’s
crew stayed away from

local British crews.
The Cyclops left the USS Cyclops, lost 1918, sister ship of Proteus and
Nereus, lost 1941.

next day and was last

heard to report “All’s well.” Over the next two days she was twice seen
by a British patrol boat, which each time found her off course and guided
her back to her correct heading. After this, the Cyclops fades away into
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the annals of sea mysteries. She sent no distress call, and no trace was ever
found in an incredibly large and prolonged U.S. Navy search.

The mystery hardly stops there. The loss of the Cyclops is literally
chock-full of coincidences that can suggest almost any unusual theory.
First, both Gottschalk and Worley were discovered to be very pro-German.
(The Cyclops was operating in American waters because during her last
voyage, off France, certain acts of sabotage had been committed aboard,
including lifeboat falls tampered with, gun lenses put in backward, and
an unauthorized signal lamp attached to the top of the mainmast.) This
led to the belief that pro-German elements aboard the Cyclops betrayed
her to the Germans, and she was interned into a German port. Sabotage
was considered also because a Rio newspaper published a notice that a
requiem mass was to be held “for the repose of the soul of consul
Gottschalk who was lost when the Cyclops went down at sea,” but it was
published before the Cyclops was posted overdue; at this time only the
upper echelons in the Navy knew she was overdue. It was wondered if
this article was not some form of tip-off by German spies signaling that
a sabotage attempt on the Cyclops had been successful . . . but how would
they have been informed unless someone survived?

Mutiny was also suggested. Consul Livingston sent a telegram to
Washington detailing his personal investigation on Barbados. It contained,
in part, the following: “Master alluded to by others as damned Dutchman,
apparently disliked by other officers. Rumored disturbances en route
hither, men confined and one executed. . . . Number telegraphic or wire-
less messages addressed to Master or in care of ship were delivered at
this port. . . . T have to suggest scrutiny here. While not having any definite
grounds, I fear fate worse than sinking though possibly based on instinc-
tive dislike felt towards Master.”

The Cyclops carried three prisoners being returned to the United States,
one for a twenty-year sentence, another for life, and the third to be
hanged. It was not certain if there was trouble over these prisoners or if
Livingston merely misunderstood someone saying there were prisoners
aboard and that one was destined for execution. (Worley would never
have held a banana court and an illegal execution at sea unless he had
been sure he was not going home to Baltimore.) Livingston also discov-
ered that Worley’s excuse about his need for coal and food was a lie.
“From different sources gathered the following: He had plenty of coal,
alleged inferior, took coal to mix, probably had more than fifteen hundred
tons. . . . I have ascertained he took here ton fresh meat, ton flour, thou-
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sand pounds vegetables”—all of which suggests a prolonged sea voyage.

The mystery of the Cyclops deepened after the war. Immediate
searches of German ports proved the Cyclops had not been captured or
betrayed to them by Worley and taken to Germany, as many rumors had
insisted during the war. German records revealed no sabotage attempt
planned against her.

Any number of theories prevailed afterward, including splitting in two,
capsizing, cargo shifting, and combustion caused by coal dust (from her
earlier cargo) in contact with manganese ore (her present cargo).

Splitting in half was proposed as much as forty years later by Conrad A.
Nervig, who wrote a delightful (and possibly fanciful) story in the Naval
Institute Proceedings about his voyage south to Rio on the Cyclops as an
officer on board. He not only painted Worley as mentally unstable (given
to striding around the Cyclops in his long johns, walking cane, and derby
hat), but said that the Cyclops’s deck creased up and down with the waves.
Nervig’s story and insights have been widely circulated despite Bureau of
Navigation records proving that no officer named Conrad Nervig was on
board the Cyclops on her voyage south.

In any case, what the Cyclops amounts to in the end is a veritable riddle
of the sea. As much as ten years after the fact, newspapers still referred to
it as “The Greatest Mystery of the Sea” whenever rehashing the incident.
The Navy opinion, maintained by its historical society, concludes: “The dis-
appearance of this ship has been one of the most baffling mysteries in the
annals of the Navy, all attempts to locate her having been proved unsuc-
cessful. Many theories have been advanced, but none that satisfactorily
accounts for her disappearance.”

Subsequent disappearances of freighters have included the tramp
steamer Cotopaxi, which last signaled herself in difficulty off the Florida
east coast on December 1, 1925. She reported she was listing from dam-
age in the Number 1 hold, then went silent.

(The 770-foot Leader L. experienced a similar problem in March 2000
while northeast of Bermuda. But in this case twelve crew were able to get
off and be rescued. Contradictory reports from them still cloud exactly
what happened to the huge vessel. The first report was that a metallic
object struck the vessel and sank it in 45 seconds; a second report states
that a 45-foot hull plate fell off. The last would explain the flooding of one
hold, but not the flooding of other holds enough to sink the vessel or sink
it so rapidly. A third scenario considered that both the previous reports
were accurate: that an object hit the Leader L. in one hold with such force
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that it penetrated the hull and shuddered the vessel so violently that a loose
hull plate fell off, causing two holds to flood and drag the vessel under in
less than a minute.)

Disappearances have included the Suduffco, with twenty-nine crew,
which sailed in March 1926 from New York to Los Angeles with 4,000 tons
of assorted cargo. Although the waterways to and from the Panama
Canal and U.S. East Coast are heavily traveled, no ship reported hearing
any distress call or seeing any wreckage.

In 1938 the 420-foot Anglo Australian, bound from Cardiff, Wales, to
British Columbia, with a crew of thirty-eight under Captain Parslow, last
signaled herself off the Azores—"Passing Fayal this afternoon. All
well.”—and was not heard from again. Her course to Panama would next
take her through the Triangle.

Various theories such as mines (the Spanish Civil War was in
progress), sudden tidal waves, and piracy were entertained to explain this
incident as well as other disappearances. However, in the case of the
Samkey, the Board of Investigation went way beyond speculation and in-
sisted that the vessel keeled over. The Samkey, with a crew of forty-three,
was last reported in the same vicinity of the Azores in February 1948.
Her last transmission was the same: “All well.” Although some stray
mine from World War II might have crossed her path, the Board was
adamant and insisted that she had capsized, although the vessel had only
been in ballast (no cargo) and there wasn’t a scrap of evidence found to
suggest anything. Her course would have taken her through the Triangle,
with her next position report due just as she would have been entering
the area.

During World War II a torpedo often spelled sudden death for
freighters. However, in many cases survivors were able to scramble to a
life raft or onto floating wreckage of some kind to be rescued later by
passing vessels. Although both the Anglo Australian and the Samkey were
sailing in peacetime, they were heading deep into the Atlantic, far from
any rescue station and passing vessels.

But freighters sailing along the busy U.S.
East Coast have also disappeared. The 185-
foot coaster Sandra, with a cargo of DD,
left Savannah, Georgia, for Puerto Cabello,
Venezuela, on April 5, 1950. She last reported herself off Florida.

The coastal freighter, Imbross, with seven crew, vanished on December
18, 1975, after a brief and garbled SOS. The vessel had been en route to

A small coaster, like the Sandra.
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Québec from Mobile, Alabama, with assorted cargo. A court case involv-
ing her was not settled until 1998. The court, not being able to establish
any bad weather, blamed the owners.

Disappearances of smaller vessels (yachts, sailboats, schooners, and
fishing vessels) are more numerous. The Bahamas attract many yachters
from Florida and the U.S. East Coast. Moreover, the Bahamas are them-
selves, in a way, like a huge Venice, where a boat is indispensable for trav-
eling between settlements on nearby islands. A boat is valuable property
in the Bahamas, which remain one of the few places in the world where
piracy is still punished by hanging.

It can be variously estimated that anywhere from a couple of hundred to
10 times that amount have vanished in the last twenty-five years, depending
on how the Coast Guard wishes to incorporate boats into “statistics,” while
at the same time constantly reminding any inquirer that they maintain no
statistics on missing boats. But district offices can maintain a database list of
vessel names, for whatever reason, and within these can be found the des-
ignation “overdue,” which for the pedantic is considered a very different
thing. Asking for information on “overdue vessels” can produce about 120
such cases a year in the Seventh District alone. Although they may be
searched for or alerts raised to be on the lookout for them, since the Coast
Guard cannot investigate them (nor does the NTSB), the ultimate outcome
remains forever in limbo if a boat is not quickly found.

A rough idea of the nature of some of the vessels lost over the last fifty
years can be gleaned from inexplicable circumstances documented in
other, more detailed, cases. While he was head of the U.S. Coast Guard
Search and Rescue, Captain John Waters observed: “When a vessel
equipped with reliable long-range radio disappears, we must presume
that whatever occurred was the result of such sudden and overwhelming
disaster that the stricken ship was unable to transmit even a brief call
for help.”

A perfect example of this may be found in a case Captain Waters per-
sonally remembered. The Home Sweet Home left Bermuda for St. Thomas
January 13, 1955. A weather front was scheduled to move into the area
from Louisiana in a day or two. But Waters remembers a radio call com-
ing into RCC (Rescue Coordination Control) Bermuda only hours after
it left. “RCC Bermuda, this is the HSH.”—"It was a calm, steady voice,”
Waters recalled. Nevertheless, Home Sweet Home never replied to
Bermuda’s hail to go ahead. No trace was found of the sailing yacht and
its four persons in a subsequent search.
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Other yachts have disappeared without trace, though not always so
dramatically between routine calls. In January 1958 the schooner Bounty
disappeared when sailing between Miami and Bimini, a distance of only
fifty miles; on April 16, 1960, the Ethel C. went missing off the Virginia
capes en route to fishing grounds; around April 5, 1961, the Callista III was
sailing from Norfolk to the Bahamas; in 1962 the schooner Evangeline; in
November 1962 the 56-foot schooner Windfall disappeared en route to
Bermuda with five crew; the 36-foot ketch Dancing Feathers, in 1964 en
route from the Bahamas to North Carolina; the Enchantress, a 58-foot
schooner, on January 13, 1965, 150 miles southeast of Charleston, after it
signaled a strong wind had suddenly heeled it over; L’Avenir in November
1977, en route to Bermuda from Maryland with four persons. The only
vessel to leave a trace was Revonoc, an all-weather racing yawl that set sail
from Key West to Miami January 1, 1958. This was its dinghy Revonoc Jr,
which turned up 80 miles north of Miami at Jupiter Inlet.

The dinghy of the yacht Evelyn K. was also found in bizarre circum-
stances in March 1948. Al Snyder (a famous racing jockey) and two friends
went fishing on the Evelyn K., but it was then later found moored in the lee
of one of the Florida Keys without a soul on board. There was no imme-
diate worry since the dinghy was gone and the three were thought to have
taken it to do some fishing closer to shore. A search, however, found the
dinghy weeks later across the Florida Bay in an area called the Ten Thou-
sand Islands. The dinghy was damaged, its motor ripped off, and it
seemed that one of the men had tried to tie himself down in it to pre-
vent being taken.

Among the cases of missing boats, the case of the Sno’ Boy has a stun-
ning element to it as well. A PT boat converted into a fishing vessel, it left
Kingston, Jamaica, for Northeast Cay on July 2, 1963, with forty paying
passengers aboard. When it failed to return from a two-day fishing excur-
sion, a search was mounted that found among its floating fishing poles its
two dinghies, one right side up but completely empty. Not one of the forty
made it into a lifeboat or, if any did, they did not remain for very long.

In the catalog of inexplicable disappearances, the case of the Witch-
craft is the most striking. On December 22, 1967, it left Miami with its
owner, hotelier Dan Burack, and his friend, Father Patrick Horgan.
Horgan had at long last accepted Burack’s invitation to go out in his
25-foot cabin cruiser to see Miami’s Christmas lights from the sea. They
were going no farther than 1 mile from shore, remaining in the vicinity
of buoy number 7 at Miami harbor’s entrance.
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At 9 PM. RCC received a call from Burack for assistance. He told them
he would need a tow back into Miami, for he thought he had struck some-
thing underwater and damaged his prop. A Coast Guard cutter was dis-
patched immediately, and at 9:19 .M. it was in the general vicinity await-
ing a flare Burack had promised to fire to pinpoint his position. But no
flare was ever forthcoming and an expanded search out into the Gulf
Stream as far as 1,200 square miles never located a trace of the Witchcraft.

Burack was keen on boating safety and had a number of life jackets
aboard; also, all his seat cushions were floatable. He had also taken the
precaution (and extra expense) of adding built-in flotation to the boat.
Although this does not imply buoyancy, it does mean that some part of
the vessel, even when waterlogged, should remain visible above the water.

A cryptic conclusion by the Coast Guard, “We presume they are miss-
ing but not lost at sea,” may have been influenced by the fact that every-
thing points to the impossibility that the cabin cruiser could so utterly
vanish. Although a squall hit later that night, it could not have drawn the
disabled Witchcraft beyond the reach of the Coast Guard in 19 minutes.

In March 1974 the 54-foot luxury yacht Saba Bank disappeared while on
her maiden voyage, with four crew, in the Bahamas. Dutch Treat was sail-
ing between Cat Cay (near Bimini) and Miami on July 24, 1974, and never
arrived. A year later, Meridian, bound to Bermuda from Norfolk, never
made port. The motorsailer High Flight disappeared between Bimini and
Miami in April 1976. On December 16, 1976, a 40-foot sloop with seven-
teen passengers disappeared between St. Kitts and Dominica.

In April 1980, the 43-foot Polymer III disappeared between the Bahamas
and Florida. The yacht belonged to Lester
Conrad, the former CEO of a chemical
company (hence its name). Along with his
friend, William Faulkner, the two were re-
turning to the United States from a vaca-
tion. The failure to find any trace prompted
Conrad’s wife to post a $25,000 reward for A long-distance yacht, like

. . Polymer I11.
any information about her husband.

During the night of November 5-6, 1984, the 32-foot sports fisherman
Real Fine also vanished between Freeport, Grand Bahama, and Fort Laud-
erdale, with three crew aboard. Two Canadians vanished with their
25-foot cabin cruiser between Freeport and West Palm Beach on February
22,1985.

Although fishing vessels and oceangoing tugs are usually better
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equipped for sea, a number have strangely disappeared in the Triangle
without any clue as to what befell them. On April 22, 1975, the 73-foot
shrimper Dawn was last seen at sunset off Smith Shoals Light, near Key
West. The next day she was gone, along with her four crew. The ocean-
going tug Boundless vanished in December 1975. The Mae Doris, with four
crew, left Cape May on October 27, 1992, and was never seen again. On
April 15, 1999, the Miss Fernandina, of Fernandina Beach, Florida, an 85-foot
shrimper, last reported herself experiencing an electrical drain and that
her net was caught in her propeller. Other nearby boats responded, and sub-
sequent Coast Guard overflights spotted what appeared to be one of her life
jackets floating on the water.

When a boat disappears in any of the Triangle’s southern waters
(Bahamas and the Straits of Florida, near Cuba), the possibility of piracy
or hijacking must always be kept in mind. This suspicion has proven valid
on a number of occasions. In one instance, a pertinacious investigator was
able to prove, some eight years after the fact, that the yacht Flying Dutch-
man, which had vanished in 1976, was still around and trafficking drugs.

Piracy even surfaced in 1963 in the case of the Marine Sulphur Queen, a
504-foot T-2 tanker with thirty-nine crew. Her last report placed her
approaching the Keys from the direction of the Gulf of Mexico (she had
departed Beaumont, Texas, for Baltimore with a cargo of molten sulfur).
The message consisted of a personal call from one of the crewmen to
his stockbroker about a purchase. When marine radio tried to send the
reply several hours later it could not raise the ship; no contact could be
made. The Coast Guard later used this time period to establish her disap-
pearance around February 4 between 1:30 A.M. and 11 A.M., roughly plac-
ing her approaching the Dry Tortugas.

An intensive search operation was ordered February 7 when she failed
to arrive in port. This search involved numerous cutters and aircraft, even-
tually covering 348,400 square miles of ocean in 499.6 search hours. Not
one shred was found of her. (As an aside, the Coast Guard located forty-
two other vessels that might have seen her, but all signaled negative—
an indication of how busy the traffic is along the Gulf Stream.) On
February 13 the search was discontinued.

Yet one week later, near Key West, debris was spotted. This jump-
started a new search, which eventually turned up a couple of life rings, life
jackets, a fog horn, and even a broken wooden signboard bearing part of
the vessel’s name: “arine Sulph.” Where the debris had come from remains
a mystery, for a sonar search conducted between March 20 and April 13
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in the area indicated to be the most likely, according to drift tabulation,
revealed no hulk of a sunken vessel near the Dry Tortugas that could not
be explained as another sunken vessel.

One piece of debris was particularly suggestive of manipulation. This
was a life jacket around which was tied a seaman’s shirt. The shirt was
examined by the Bureau of Fisheries, which concluded it had been worn
by a sailor. They also noted several thrash marks on it consistent with
those caused by blows from predatory fish. Before this discovery several
stories had been circulating about the MSQ having been hijacked to Cuba,
which was at its most volatile since Castro had taken over. The discovery
of the debris seemed to conveniently belie these arguments, although it
remains hard to explain why a crewman would tie his shirt around a life
jacket, or why a shark would attack a shirt without a man in it. But no
trace of the Marine Sulphur Queen in Cuba has ever come to light and noth-
ing could ever be proved, however obvious a clue the shark-thrashed shirt
on the life jacket appears to be.

Other large vessels have since vanished, all of them on routes within
the Bermuda Triangle but far from Cuba. Among these, the disappear-
ance of the 590-foot Sylvia L. Ossa is noteworthy. Relaying from on the
scene, one Coast Guardsman observed: “It’s not easy to miss a 590-foot
long ship on a day with visibility of more than 40 miles and calm seas. So
it doesn’t seem too hopeful that the ship is still afloat.”

Her last message, on October 17, 1976, was a routine position report
indicating her ETA at Philadelphia, where she was bound from South
America with a cargo of ore. Her last position was given as 140 miles
southwest of Bermuda, from where it was later determined she must
have suddenly disappeared. This was shown by the discovery (as in the case
of the MSQ) of a piece of her shattered wood signboard reading “L. Ossa”
floating in the near vicinity. Then a lifeboat was found, intact. But the
lifeboat had not been launched; it had been ripped from the ship by a ter-
rific force.

The Poet, a 520-foot cargo ship carrying grain (number 2 yellow corn to
be precise), was last known to be within only a few hundred miles of this
same area in 1980 before she and her thirty-four hands disappeared with-
out trace. In her case, there
is the added element of no
EPIRB signal being picked

up. She had been in transit R ———

between Cape Henlopen, SS Poet, in final configuration, 1980.
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Delaware (which she had left October 24, 1980), on a rhumb-line course
to Port Said, Egypt. Her next position report was due October 26, when
she should have been northeast of Bermuda. Since the report was never
forthcoming, it was deduced that she vanished before this while passing
north of Bermuda.

Theories about the Poet’s disappearance included a “freak storm” with
70-mile-per-hour winds that came from nowhere; a “rogue wave” (which
had sunk the ketch Wandering Angus in the same vicinity on October 26, as
well as the yacht Polar Bear; both crews survived, making the disappear-
ance of the 11,000-ton Poet intriguing by comparison); the idle accusa-
tion that she was a “rust bucket” was disproved (a common accusation
after any ship disappears); also disproved was an imaginative theory that
her cargo of corn may have gotten wet from a leaky hatch and expanded
until it burst the hull and sent her down like a rock. A combination of
the above, like a rogue wave and a leaking forward hatch, was also con-
sidered. The Marine Board of Investigation favored the hypothesis that
she capsized in quartering or following seas, but the commandant over-
ruled this in favor of a “loss of hull integrity.” An “ingress of water could
have gone undetected by the crew” until the ship sank by “plunging, cap-
sizing or foundering.” There was also acrimony involving her owners,
Hawaii Eugenia Co., for not reporting her overdue after she failed to send
her October 26 position report. But ultimately there was no trace upon
which to base any theory.

The Poet was not the first vessel to vanish without even its automatic
alarm signal being detected. The 337-foot freighter El Caribe vanished as
utterly, in calm seas, in October 1971, after signaling itself only two days
from its destination of Santo Domingo.

Among the many mysteries that have come to pass in the Bermuda
Triangle, the occurrence of deserted ships are the most striking. There is
nothing more provocative than boarding a lifeless ship and gazing at the
reminders of interrupted life. The sensation has caused even the most
level-headed to elaborate upon their discovery with innumerable adjectives
to the point of sensationalizing it. Not a few have been Navy and Coast
Guard officers who were first to board such vessels. Such is the case with
the Ruth in 1997 and the Rubicon in 1944, both of which turned out to be
easily explained by having broken their moorings and drifted out to sea
while their crews were ashore.

Unexplained derelicts, however, usually recur within similar locations
within the Triangle. A disturbing number happen where ships often tend
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to disappear more frequently as well. The luxury yacht Connemara IV was
found abandoned 140 miles southeast of Bermuda in September 1955.
The vessel was sturdy enough to have survived three successive hurri-
canes without a crew before it was discovered. It then conveniently sank
while under tow by the freighter Olympic Cloud. What had happened to
the crew was never answered, since the clues, if there were any, went to
the bottom of the sea with her.

Several yachts continue to be found derelict east of the Triangle and
southwest of the Azores. This can be explained by the east-northeast cur-
rent of the Gulf Stream conveying a pilotless ship. In 1969 alone five
yachts were found derelict northeast of the Sargasso Sea. Two of them
were found keeled over, and one of these was noted to have barnacles on
it—a good indication it had been floating aimlessly for awhile before being
spotted by a passing freighter. One vessel found upright was identified as
the Vagabond, belonging to Peter Wallin of Stockholm, who had been sail-
ing around the world. Where exactly the crews had disappeared, jumped
ship, or were removed, is not known, but the currents in the area suggest
they may have been in the vicinity of the Sargasso Sea or on its perime-
ter in the stronger Gulf Stream currents, north of Bermuda.

This appears to be the scenario in the case of other deserted vessels:
after the crews had left (or been removed) the unguided boat succumbs
to subsequent rough seas. In the case of Michael Plant, his sailing yacht
Coyote may have drifted hundreds of miles on the North Atlantic Drift
until it was found, capsized and deserted, near the Azores in 1991. Plant
was last heard from north of Bermuda in a radio message that was both
weak and unintelligible. Earlier he had reported to a freighter that he
had lost electrical power and the use of his long-range radio.

Most of these yachts had only one person on board. The most prosaic
explanation is that they all fell overboard. Although tethering is common
and recommended practice, each skipper may have fallen off when not
tethered, when an unexpected wave hit the boat or a sudden gust surged
the vessel and heeled it over before it righted itself again.

But deserted vessels have been found that had had more than one man
aboard—in some cases from three to eleven crew. The late biologist Ivan
Sanderson, an accomplished sailor and British secret agent during World
War II, made an independent study of the Bermuda Triangle, which he
published in many articles and books. On the inexplicable nature of
derelict vessels, he observed in Invisible Residents: “Certain facts should
be noted. First, even an inexperienced or leaderless crew seldom if ever
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abandon ship because of [a] storm. To do so is obviously asinine, because
if the ship won’t hold up, no yawl, gig, or other small lifeboat can do so.”

In each of the following cases there is no reason why the crews aban-
doned ship, like the eleven crew of the Carroll A. Deering off North Carolina
in January 1921, although murder and mutiny were possible. The Lucky
Edur, having left port with three fisherman aboard in 1971, was found aban-
doned, throttle engaged, and out of fuel off Cape May.

The British cargo schooner Gloria Colita was found derelict in unusual
circumstances in February 1940. The schooner was waterlogged but not
sunk; her cargo of lumber had prevented her from sinking. The crew was,
however, gone. There were indications they had been stopped in the mid-
dle of rigging sail since one of the lines was found fouled and dangling.
Bad weather no doubt came along afterward and swamped the unat-
tended vessel. The boarding party of the patrol boat Cartigan noted that
her lifeboat was gone, but it was not certain if it had been launched or
washed off by the subsequent bad weather.

Among the more modern is the unusual case of the Hawarden Bridge, a
coastal freighter credited with having been the first Allied vessel to enter
Dunkirk Harbor after its liberation in 1944. Sold off to a Barbados company,
she plied her trade along the West Indies until she became a modern Mary
Celeste. When she was found drifting on March 14, 1978, on her course to
Miami, the Coast Guard boarded her to discover and record: “Cargo holds
dry/empty. Two life rafts missing, no gyro, magnetic compass removed, no
communications equipment, engine room
flooded. No persons on board.” Neither
Lloyd’s nor the Coast Guard could find
a trace of what happened to the entire crew,
nor was evidence left behind to suggest  1he Hawarden Bridge; she had
why they fled, other than the unexplained  from five to seven crew.
flooded engine room.

Derelict vessels have continued to turn up in unusual circumstances at
every corner of the Triangle. Off the Carolinas, in May 1985, three marines
and three children disappeared off an outboard boat, though it was later
found at the end of a trail of their floating life jackets. On January 2, 1998,
the recreational boat Formosa was discovered deserted. And on August 5,
1999, an 18-foot day cruiser was found abandoned except for a barking
dog, the pet of the owner, who had taken the boat out to do some day
fishing. Most recently, a 28-foot cabin cruiser was found derelict off South
Carolina on May 19, 2001. The condition of the vessel, with empty fuel
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tanks and the throttles wide open, suggests that the skipper, Derrick
Smith, forced the boat to the highest speed possible before disappearing.
While the Coast Guard noted that Smith’s wallet was found on board, they
did not note if it was found with his clothes.

In another incident, off Miami on May 11, 1975, a 20-foot day cruiser
was found derelict and splattered with blood, and its skipper, a Miami
doctor, was missing. On April 30, just two weeks earlier, a 27-foot cabin
cruiser was found cruising in circles 14 miles off West End, Grand Bahama;
blood splattered the boat; the clothes of both occupants were found, as
well as the owner’s wallet with more than $100 in it, meaning that who-
ever perpetrated these incidents was not interested in clothes, money, or
the value of the boat, merely the people.

This same scenario applies to another derelict discovered in July 1980.
The 38-foot sailboat Kallia III, belonging to Bill and Patty Kamerer of
Fort Myers, Florida, was found near Pipe Cay in the Exumas of the
Bahamas. Harry Yourell, an Illinois state legislator, was the first to come
upon it. As he circled it in his fishing vessel, Shark II, the dinghy came
into view. In it was the dead body of a man, his head and upper body
hanging over the side into the water and his lower half covered with
“something blue.”

By the time authorities were able to overfly the area a few days later,
they noted that the body was still in the dinghy. Upon closer investigation
the next day by boat, the body, after all those days, had conveniently
disappeared. A description of what they found:

There were apparent blood stains in the pilot area of the stern of the boat and what
appeared to be gunshot marks on the left side of the stern of the boat. There were
also what appeared to be bullet holes in a red two-gallon tin which was tied to a rail
on the right side of the boat’s stern.

Two spent flare cartridges and four live flares were found at the stern of the
boat. The flare gun was not found. A pair of glasses with brown frames was found
on the deck of the stern. In the galley there were apparent blood stains. . . . There
was a small amount of water in the bottom of the dinghy and on its right side were
apparent blood stains. There was a large amount of maggots on the right side.

There is something of excessive ambiguity in the report on points that
should have been more than clear by the date it was issued (October 1980
and then only because of international pressure). Allegations of a cover-
up continued, especially since by this time blood and bullet holes could be
easily proven.
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Then there is the peculiar mystery of Great Isaac’s Light near Bimini.
This government lighthouse station was found abandoned in August 1969
when a launch came from Bimini to check on it. The two lighthouse keep-
ers, Ivan Major and B. Mollings, were gone, leaving the islet deserted and
silent except for the chatter of nearby passing boats over the lighthouse
CB radio.

Other derelicts in this area include the schooner City Belle, with ten per-
sons aboard, found on December 5, 1946. Later reports by Lloyd’s indicate
survivors were found in a boat and taken to Exuma, Bahamas. However,
the case was then dropped and nothing else was heard, nor was the story
ever confirmed.

On March 23, 1973, the 88-foot yacht Defiance was seen from Cap du
Mole, Haiti, heading out to sea with sails set but her four crew missing.
She had left Puerto Plata, the Dominican Republic, the previous day
bound for Port-au-Prince, Haiti.

Without any definite explanation one way or the other, several other
yachts have turned up derelict and are still under investigation, such as
the 45-foot Scarlet found near St. Martin in 1994, and the fishing vessel
Hemingway off Cuba in 2001, abandoned by captain and crew.

If those who feel Norfolk and the Chesapeake Bay area constitute a
fourth nodal point in the Triangle are correct, then the continuing disap-
pearances there may be considered, like the Erica Lynn on August 10, 1998,
which was not known to have disappeared until a life ring was found with
its name stenciled on it. The Carolina vanished in November of that same
year. On November 15, 1999, a 22-foot day cruiser with two persons on
board went missing in the short distance between Frying Pan Shoals and
Frying Pan Light.

In the Triangle’s more southern waters, the 65-foot Intrepid disap-
peared 30 miles off Fort Pierce, after a garbled SOS on October 14, 1996,
with sixteen persons reported on board. The 74-foot Interlude was posted
overdue on a cruise around the Caymans sometime in November 1998.
The last course of the vessel was uncertain, though its owners had listed
Cayman Island as their destination.

More recent disappearances of merchant vessels include the Kurika,
which left Bermuda for the Azores in April 1991 and was posted as an over-
due vessel by Lloyd’s of London; the same for the 357-ton Jamanic K.,
en route to Miami from Cape Haitien in March 1995. The motor vessel
Genesis last spoke with another vessel off the Leewards on April 20, 1999,
at 5:30 M. She was in cargo of 465 tons of brick, water tanks, and concrete
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slabs. When it was determined she
was overdue, a 33, 100-square-mile
search failed to locate the vessel.

It is perhaps easier to minimize the
significance of the disappearance of
ships and boats, as opposed to aircraft.
After all, the sea is very large and a ship moves relatively slowly over its ex-
panse as compared to an aircraft. As a result ships are out of sight of land,
both visually and from radar, for long periods, allowing more opportunity
for something to happen and, frankly, more time for it to happen. Dur-
ing transit, contact is often only every two days, and this is limited to terse
position updates. Weather can turn foul suddenly, and at a ship’s slow
speed it is hard to avoid it, whereas an aircraft can divert around itin a
matter of minutes. For smaller pleasure boats, there is absolutely no
schedule. Neither do they have to report their departures or ETAs. They
leave the U.S. East Coast and Caribbean islands en masse. Often their des-
tination or course is unknown except to a friend or business associate,
who may not become alarmed for their safety until days later, when the
boater does not show up at home or for work.

Storms and hurricanes continue to take their toll on shipping, causing dis-
appearances anywhere in the world. But to be lost in the Bermuda Triangle
implies an element of the unexplained, raising questions about whether
they were lost naturally or from some as yet unexplained phenomenon.
Technically, any incident that occurs within the Bermuda Triangle is a
candidate for mystery, but the term would be a misnomer if applied too
broadly. Once the occurrence of a storm is established, the incident is
removed from the litany, since it is in this sense not a unique event, as a
storm can strike anywhere in the world and provide ample force to send
a ship down.

Because a ship’s track is often thousands of miles between ports, some
have been posted missing in the Triangle by virtue of the fact it lay on their
course. However, when their last position reports become available, these
place them thousands of miles beyond it, as in the case of the freighter
Ithaca Island, which disappeared en route to Manchester, England, from
Norfolk, Virginia, in November 1968, but last reported herself between the
Azores and England, heading north. The Greek tanker Milton Iatrides left
New Orleans for South America and disappeared, but last reported her-
self south of the Equator, off the hub of Brazil.

It stands to reason the opposite is true as well. It is impossible for the
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U.S., British, Canadian, and Bahamian Coast Guards, those authorities
most often concerned with the Triangle seas, to keep track of traffic in
it. Hundreds of vessels sail through it uncounted each month. In essence,
the words of Captain John Waters still ring true: “Small boats, yachts,
and fishing vessels in uncounted numbers disappear. Long searches pro-
duced no sightings and no clues, only speculation.”

Even when a list of vessel names is extracted (with persistent prodding,
one might add) from the Coast Guard, the information can be ambigu-
ous. The Seventh Coast Guard District does not, in the words of Lieu-
tenant Commander Ruvolo, “track the number of persons missing or
presumed dead at sea; it does track lives lost in our area of responsibility.”
A cautionary note added: “Please be aware that at times it is very difficult to
accurately account for the exact number of people on board a vessel
because of poor reporting.” This note may serve to elucidate the follow-
ing chit for part of fiscal year 2000 where an overdue vessel’s name is fol-
lowed by essentially nothing but zeros until it reads “case closed” (see table
beginning on next page).

Of the 130 or so cases for 2000 alone where the vessel is posted as
“overdue,” “odu,” “ovd,” or “unreported” (depending on who is keying in
the results), some of the boats may have made port later, but the Coast
Guard is unaware of it. It may also mean a missing vessel was reported
but with such little information presented there is absolutely no way for
the Coast Guard to even commence a detailed search and evaluation. Or,
it may mean that the Coast Guard never found the boat and therefore
does not know how many persons were on board. Even the clarification
appended to the list does not help—it represents a “statistical listing of
all cases we have kept on file,” although it is not clarified why these were
kept on file. Dozens of missing boats may not have been retained while
potentially insignificant incidents are listed.

U.S. Coast Guard headquarters in Washington, D.C., likewise maintains
that no such statistics for missing boats are kept. It does, however, provide
outcrops that may reflect a culled-down version of those maintained by
district offices. “Missing Recreational Vessels” (which can mean sunk or
not recovered as well) for fiscal years 1990-2000 (for the Fifth and Seventh
Districts) are divided according to cause—weather, hull fractures, fire,
etc. It is not these which are of interest here, since if the cause is known it
means it was a sunken boat from which the crew were rescued. But on an
average sixty boats per year are placed in the category “caused by other fac-
tor,” which is statistical parlance for “nobody really knows.” (cont. p. 77)
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Allowing a certain amount for hijacking, the number for truly unknown
disappearances could tally around twenty to thirty per year.

These are just a couple of examples of how difficult it is to actually
establish a boat “disappearance.” Of the 130 cases for 2000, long searches
were undertaken for Vidar, Aruba to Roatidn, November to December
1999; Adanac, North Carolina to British Virgin Islands, November 1999;
Lucky Dog, destination Florida, December 1999; Intrigue, Bahamas to San
Juan, February 8, 2000—the names go on and on, finally ending with an
appropriate Insanity, overdue from Key West to Costa Rica, September 2000.

Beyond this chit there is little information. Requests for Search and
Rescue Reports are the only way to determine what might be the fate,
what the weather was like, and if there was any unusual radio contact or
SOS. “Report” is, however, a broad term, since there is no investigation.
They are mere records or dispatches sent between vessels and RCC (Res-
cue Coordination Center) headquarters relaying vague details and hours
spent searching this or that location. And if you are determined to be a
nosy inquirer, even these become unattainable, as the Coast Guard can
discriminate among who gets them free and who must pay high research
and photocopy prices.

Some, however, may reveal surprising elucidation. Clues found aboard
derelicts like the Alyson Selene, December 27, 1999, indicate its master,
Coast Guard Petty Officer Bobby Powell, was peacefully fishing in shallow
water 7 miles northeast of Andros Island, with the ignition off, before he
vanished from the boat without trace; and that something disturbed retired
Navy Captain Tom Olchefske on his 38-foot sailboat Tropic Bird, causing
him to stop his noonday log entry on June 8, 2000, and come topside.
The Tropic Bird was next found deserted hundreds of miles away, gently
beached on an Antiguan reef on June 22, out of fuel, frozen food rotten,
freshwater barely touched, with an interrupted entry in the log: “12:56 pM.
Off Grenada, making good time” without finished longitude and lati-
tude notation.

For fiscal year 2001 a comparable number is found. Names run the
gamut: Hardtimes, Fat Cat, Far Side, Shady Lady, O’Daly, La Sabia, Veronica
Jovi, Calypso, Folie Adeaux, Slo-M-Ocean, Imari Trader, Hanna B., Halfway to
Heaven, Sea Hunder, Folle-E-Duex, Cosmic Hippo, Pluto, Antares, Free Spirit—
and so forth. Some are found quickly, others are not.

While it is as true today as it was forty years ago—that the sea is large
and a boat relatively small by comparison—it is not as easy to dismiss these
disappearances as “routine” anymore, at least beyond general satisfac-
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tion. The disappearances within the last twenty years must be viewed
within the context of the vast network of modern electronics, satellite
tracking, GPS, and automatic distress signaling. On the face of it, the sail-
ing challenges appear the same today, but in reality the sea is only as broad
as the length of time it takes a radio beam to speed across its surface.
RCC Bermuda’s Marine Harbor Radio is at the center of an Atlantic
swept by signals. Its log details a host of scenarios. Within the last two
fiscal years, Bermuda picked up the 406 MHz EPIRB signal from the
tanker Chevron South America (November 2000), accidentally activated dur-
ing routine tests off Brazil. In December another 406 MHz alarm was
traced to the yacht Sokar, which was immediately contacted and apolo-
getic for inadvertently tripping the signal. A few days later a 121.5 MHz
EPIRB set the direction-finder working at Harbor Radio, which traced it
to the Bermuda South Shore area, to Ginger Pepper, at anchor; the EPIRB
had fallen because of a broken bracket and started transmitting. While
200 miles east of Madeira the Chiquita Joy also accidentally tripped her
406, and Bermuda immediately traced it. March 2001: Falmouth, England,
picks up another signal registered to a Bermuda ship, which was discov-
ered all right off the Azores; another accidental transmission. Another
Bermuda-registered EPIRB, to the vessel Loretta Anne, traced her to the
Caribbean—another inadvertent triggering. High Noon started taking on
water 850 miles southwest of the Azores, and the two crew abandoned
the boat and activated the EPIRB. The Coast Guard immediately diverted
the bulk carrier Putney Bridge to the scene to rescue them. April 2001: RCC
Cyprus couldn’t raise one of its vessels; RCC Bermuda started transmit-
ting, also without success; RCC Norfolk finally located her south of
Bermuda, having radio trouble. Pasha 1 washed ashore on Bermuda after
having been abandoned in November 2000 by her ill crew 380 miles north-
west of Bermuda. May 2001: another 406 was activated by accident, this
at the airport in Luton, England, and traced by Bermuda. Another 406 at
470 miles west-northwest of Bermuda; a C-130 overflew and discovered it
to be Vesper; water ingress activated the EPIRB and the signal was secured.
Solitude lost her mast 160 miles north-northwest of Bermuda in a gale; the
crew opted to abandon to container ship Sealand Performance, and the
derelict drifted on as a navigational hazard. August 2001: RCC Halifax
picked up another 406 from a Bermudian passenger vessel, European
Envoy. Harbor Radio traced the vessel to the Irish Sea and confirmed it
was an accidental transmission. Near Bermuda the Gringo picked up
wreckage from the freighter Sea Breeze, lost December 2000 off Virginia.
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November 2001: Bon Secour was disabled in rough seas and the crew aban-
doned to Naval Auxiliary Gold River, the derelict was posted as a naviga-
tional hazard. Bermuda aircraft 406 was picked up; it was discovered safe
in Grenada, 1,500 miles south of Bermuda. December 2001: another 406
was picked up, unidentified by registration; RCC Madrid located the vessel
and rendered assistance off the Spanish coast. On January 27, 2002, urgent
calls began for the 34-foot sailboat Manx, overdue from the Canaries to
Miami, without success. May 2002: lightning struck the mast of the 60-foot
sailboat Amule 40 miles north of Bermuda, damage extended from mast to
deckhouse; received help from passing freighter Bermuda Islander. Another
121.5 EPIRB signal was received; the transmitter fell overboard from the
vessel in St. George’s Harbour. Another 406 was received from Leopard
Bay, south of the equator—battery faulty and disconnected. June 2002:
Caliente was found derelict 220 miles northwest of Bermuda by Boomerang;
it was confirmed that the Coast Guard had airlifted the ill crew while it
was 50 miles off Hatteras, North Carolina. Joss hit an underwater object
and transmitted a distress signal, quickly monitored by Bermuda and
located 1,300 miles south, off Aruba. An accidental 406 came from
Bombarino, 160 miles northwest of Bermuda. Bienstar via satellite phone
informed Bermuda their boom and rigging was lost 200 miles northwest
of Bermuda.

Even twenty boats disappearing without sound or trace within such a
web of communication would seem to suggest the unusual, even if the
number itself did not. Even more weird, as in a 121.5 EPIRB beacon
picked up on May 4, 2002, only 50 miles south of Bermuda, quick over-
flights can find no trace but the signal continues, as if from another point
in space or time.

Sometimes this is the only clue to a vessel’s presumed position in the
Triangle—a garbled and ambiguous SOS. Reports from AMVER (Ameri-
can Merchant Vessel Emergency Report) vessels record a variety of such
encounters: “M/V Raleigh Bay reports VHF-FM Channel 16 Mayday
call. . . . Hermina and Sea Monarch diverted thru area. No distress sight-
ings. Search suspended pending further developments” or “M/V
Alabama . . . possible explosion . . . confirmed sighting flash, diverted to
investigate. . . . No significant findings.”

This also underscores the amount of unknown activity in the waters
of the Triangle. The sources for the numerous sightings of unexplained
lights and brilliant flashes on the surface, as above, when investigated
by passing freighters have never been determined, adding yet another
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element of mystery to the goings-on in the Triangle. In many of the
search operations for missing vessels and planes these same lights, often
described as white luminescence, have been reported but never tracked
down and confirmed as flares. It is more likely that these lights are al-
ways present but are unnoticed or unreported unless there is a reason, as
when a ship is alerted to a possible missing vessel or downed plane.
Notwithstanding, it is a curious fact that their source always remains elu-
sive. In one recent search, Admiral Richard Rybacki admitted: “We’ll
never know if we were seeing signals for help, the lights were so far away
and lasted just a few seconds. . . . Each time we had a sighting, it gave
us new hope as we sent ships and aircraft to investigate. Despite a thor-
ough search, we were disappointed each time to find no one in the
area.”

One Coast Guardsman expressed himself more frankly: “It might be
a mile away, or it might be 30 miles away. There are no geographical
references at all on the ocean. On land there are mountains and hills, but
on the ocean all you’ve got is the horizon.”

Although the list of vessels lost in the Bermuda Triangle is always chang-
ing, as some are added and some are removed, those removed have never
been caused by the finding of any vessel firmly established as missing. The
removals have always come after the presence of a storm or by verifying a
vessel had long passed the Triangle while sailing its course. The same applies
to smaller aircraft and boats. Never has any hulk been found, even in the
shallow waters over which many were known to have been sailing.

With relatively few exceptions, most disappearances take place in the
southern waters of the Triangle, in and about the Bahamas archipelago
and southern Florida, where the underlying continental shelves are, in
some cases, so shallow the water is transparent.

Scuba diving is a major attraction in the Bahamas and Florida Keys,
with treasure or salvage being the ultimate goal. The shallows of the
banks of the Bahamas and Keys are a breeding ground for relics, both
old and new. They are also a mine of historical artifacts dating back to
the Spanish treasure fleets that used the Gulf Stream to hasten their return
to Spain, artifacts from the many luckless galleons that went aground dur-
ing storms and hurricanes.

The grass-studded bottom sands of the Keys constantly yield cannons,
anchors, wood spars, ships’ bells, and occasionally, medallions and more
valuable items. It is hard to tell how valuable the material being brought
up is, as the more valuable finds are seldom reported. It is no exaggera-
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Clear areas within the map outline contours of the shallow banks of the Bahamas and
the Caribbean. The changing depths of the ocean around them are indicated by the vary-
ing shades of dark. The landmasses are shown in black. The largest underwater bank is the
Great Bahama Bank into which extends the odd Tongue of the Ocean, a deep canyon of
unusual geologic shape. Many of these banks are only a few fathoms deep.

tion to say that the ocean floor is a veritable museum of artifacts—
one that is all too easily accessible to some of the rankest and most
thoughtless amateurs.

Potholes and trenches are found blown and cut into the sandy bottoms
where some enthusiastic salvors used pumps to blast the sand away from
promising (or random) spots to find artifacts. These depredations are a
constant worry to marine biologists who are interested in preserving the
indigenous sea life and a nuisance to archeologists who would like to pre-
serve the historical value of the ancient shipwrecks for future study.

Several of these finds turn up later. Cannons, anchors, and other Renais-
sance metallurgy gild the fronts of shops or stand vigilant outside restau-
rants. They may not last for as long above water as below, as the elements
are corroding them at a faster rate.

Florida Keys residents have made a museum and placed it in an au-
thentic atmosphere, on the sea bottom off Key Largo. Divers can view
pieces of wrecks, such as cannons lying in the bottom grass, a prostrate
spar, an anchor, and other vintage nautical items, all of which have been
dredged from the Keys’s sandy bottom and spared the dubious antiqui-
ties dealers’ divers.
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But 20th and 21st century contributions to the seafloor aren’t like the
old galleons, brigs, and Cape Horn schooners. Our ships and planes are
steel and fiberglass, sturdy and sometimes incredibly big. They don’t rot
away quickly. They lie broken and snapped on the bottom, a putrid color
green, crusted with coral and crawling with sea life. The wrecks usually
look fantastic, sometimes cloaked in secrecy, and occasionally mystery,
but they are always there. It is true that smaller boats and planes can be
broken up in the tides around coral heads and in the rocky shallows. But
the banks vary in depth from tumultuous shallows to peaceful, though
easily accessible, depths of 40 or 50 feet, where a mantle of Technicolor
blue is seldom disturbed.

Of course there is the possibility that many of the missing in the
Bermuda Triangle have been seen but do not attract special attention.
They may sit peacefully covered by a thin layer of sea dust, stripped of
their valuables a long time ago by salvors who were little interested in
cross-referencing the wreck.

All of the ships and yachts are not just gone in the sense of physical
wreckage—they sailed away silently without one word or clear SOS, even
without their automatic alarms to indicate they sank. Their apparent lack
of existence on the bottom seems to confirm this. An aircraft may spiral
into the ocean, thereupon breaking up into bits that could never be iden-
tified by any diver. On the other hand, vessels sink and remain intact,
easy to be identified, cataloged, and investigated.

Observers of these mysteries, both scientist and lay alike, have not been
reticent to consider a wide variety of theories to account for them. Some
have reached out to laws of physics while others have proposed exceptions
to our own physical laws. Still others suggest that the disappearances can-
not be natural and therefore entities from outer or inner space are inter-
cepting them, and yet others feel the answer may lie not in the Triangle
itself but in the greater confabs of matter, time, and space.

Although we must consider all these in working toward a conclusion,
we must, in a way, follow the knee-jerk reaction of many and reach out to
where many prefer to remain. We must first take into consideration some
of the most common problems in over-water navigation that might affect
both pilots of planes and helmsmen of ships, and silently and unexpectedly
lead them into oblivion.



The TBM was the largest single-engine aircraft used in
World War II. It was designed to carry three crew:
pilot, gunner, radioman. (National Archives)

Attempts to solve the mystery of Flight
19 have even included concocting false

information about its leader, Lieutenant

Charles Taylor, labeling him a drunk,
sloppy, and a careless navigator. He was
in reality an excellent pilot, a light
drinker, and a conscientious leader.
(Author’s collection)

Some of the drama of
Flight 19 played itself out
here, in Operations Radio
below the tower.
(Author’s collection)

An example of an actual Fort Lauderdale-based FT
(Fox Tare). The “F” stood for Fort Lauderdale, “T” for
Torpedo. (National Archives)

Two PBM Mariners in
flight off Banana River,
Florida, in 1945. Just as
shown, Training 49 and
Training 32 took off to
scour the Atlantic for
Flight 19 on December 5,
1945. Training 49 would
disintegrate, while
Training 32 (at right)
would return safely.
(National Archives)
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A big C-54. This was the military transport version of
the DC-4, the largest airliner of the time. (Author’s
collection)

A BSAA Tudor IV, an hermetically sealed aircraft.
BSAA and BOAC operated Tudors around the Western
Hemisphere, but only two disappeared, both in the
Triangle, causing the plane to be withdrawn from ser-
vice. Freddie Laker later led a move to reinstate the
Tudor IV as a cargo plane. As the Super Trader it
clocked more than 3 million miles around the world
without incident. (Courtesy Joan Beckett, from the col-
lection of J. C. McPhee)

John Clutha McPhee, pilot of Star Ariel, was a highly
qualified RAF pilot, a quiet, popular, “intellectual
type.” (Courtesy his sister, Joan Beckett)

disappearance of NC16002 in 1948 would be equiva-
lent to the disappearance of an MD-80 today.)
Thousands of DC-3s were used as military cargo and
paratroop planes in World War II. (Author’s collection)

A C-46 Commando. Many such surplus U.S. Air Force
aircraft were converted to cargo service after the war.
The disappearance of one of these while approaching
Miami on December 21, 1952, is yet another example of
inexplicable losses in the Triangle. (Author’s collection)



A Lockheed Super
Constellation. When a
Navy version of this air-
craft disappeared in 1954
the Naval Board of
Inquiry was only able to
deduce that it “did meet
with a violent and
unknown force.” A
twelve-day search found
no trace. (National
Archives)

What can explain the disappearance of Pogo 22 during . .
a routine maneuver in 19617 (Author’s collection) The KB-50 was an aerial tanker based on the design of
the B-29 bomber. The search for one of these in 1962 is
probably the largest search ever conducted for a miss-
ing plane. (Author’s collection)

A C-133 Cargomaster, the largest USAF plane in ser-
vice. Two of these vanished from radar, near land, full

of cargo and fuel, one without trace, the other leaving A KC-135 Stratotanker. Can the unexplained turbu-
only a life raft and a nose wheel with an unidentified lence and “funnels” of the Triangle explain the loss of
“magnetic particle.” (National Archives) two jets like this in 1963? (Author’s collection)

A C-119 “Flying Boxcar.”
The last message from
this aircraft was picked up
1,300 miles away from its
course. It vanished with-
out trace or reason.
(National Archives)




An ever-reliable, rather
bulbous, Piper Apache.
(Author’s collection)

A Comanche. (Author’s collection)

A standard Piper Cherokee Warrior.
(National Archives)

A Beechcraft Musketeer, competitor to the Piper
Cherokee. (Author’s collection)

A Beechcraft executive Queen Air 65.
(Author’s collection)

Rockwell’s Aero Commander, 500 series, a popular heavy twin-engine plane.
(Author’s collection)



Rockwell’s prototype
Aero Commander.
(Author’s collection)

The ever-popular
Beechcraft V-tail Bonanza.
(Author’s collection)

A Cessna Skylane, another popular air-
plane. (Author’s collection)

A Cessna 310, a rugged light twin.
(Author’s collection)

A Beechcraft Baron. (Author’s collection)




An F-4 Phantom II in a right turn. In such a maneuver
Sting 27 vanished from radar, one of the most puzzling
cases in the Triangle. It left no trace and no automatic
alarm; an unidentified “oblong” shape was seen in the
water moments after, which itself then quickly disap-
peared. (National Archives)

The DC-3 is considered one of the most reliable air-
craft ever built. Out of the nearly 11,000 DC-3s built in
the 1930s and 1940s, hundreds are still in service, many
in southern Florida and the Caribbean islands, where

Captain John Romero, pilot of the the short distances and small airfields make their size
Sting 27, holder of two Distinguished ideal. The disappearance of this plane, N407D, in 1978
Flying Crosses. (Courtesy John defies explanation. (By and courtesy of Alexandre
Romero III) Avrane)

L e

Even more inexplicable was the disappearance of a Navajo Chieftain on November 3, 1978, less than
2 miles from the airport and while under visual supervision for landing. (National Archives)



One of the few disappearances with any clue to what
was happening. José Pagan, shown here, and his friend
vanished in this plane, N3808H, on June 28, 1980, after
a desperate Mayday describing a “weird object.”
(Courtesy Evelyn Rivera)
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What can explain the bizarre disappearance of a char-
ter Cessna 402 over the Gulf Stream in March 1984 and
the ghost image of another aircraft crashing off Bimini
at the same time? Did a mirage cast an image of its
final moments to the shallows off Bimini? (National
Archives)

What overwhelmed an A-6 attack bomber while
approaching the carrier? It happened so fast there was
no time for the pilots to eject. (Author’s collection)

On July 10, 1945, a PBM
on patrol over the
Bahamas disappeared.
Tom Garner, shown here,
was one of the gunners.
The many aircraft disap-
pearances before Flight 19
are emerging from the
records today. Left, stan-
dard Navy telegram
informing Garner’s family.
(Courtesy Don Garner)
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A number of Venturas went missing
during World War II while on routine
antisub patrols or search missions.
(Author’s collection)

A big Privateer vanished on July 18,
1945. (Author’s collection)



USS Cyclops. In one of the greatest mysteries
of the sea she vanished in the Triangle in fair
weather with 309 crew, leaving in her wake
rumors of treason, sabotage, mutiny, mad-
ness, and, most of all, mystery. (U.S. Navy

History Center)

A T-2 tanker identical to
the Marine Sulphur Queen
leaves a port in Texas.
(Author’s collection)

The Poet in wartime con-
figuration as the General
Omar S. Bundy. Part of the
weather data obtained
from the Star Ariel’s flight
came from the Bundy. Her
turn to disappear would
be in 1980, north of
Bermuda, with all hands.
(Author’s collection)

Another view of the Cyclops. (U.S.
Navy History Center)

Coming upon the derelict Gloria Colita,
February 4, 1940. Coast Guard photo
taken from the Cartigan. (National
Archives)




Can It Be That Simple?

THOSE WHO BELIEVE there isn’t any such phenomenon as the Bermuda
Triangle tend to blame the disappearances on very conventional causes like
mechanical malfunction, basic bad weather patterns, and human error.
They also tend to regard the subject only in passing and ascribe popular
interest in it to gullibility, sensationalism, and ignorance. They might
also tend to generalize a solution to the subject by noting that on occasion
a writer or columnist reported a ship’s position in error and that it was
really thousands of miles away from the Triangle when it vanished. They
imply or state outright that all research therefore falls under suspicion,
and they assert that if reporting were better done, a simple solution
would be found for all disappearances in the Bermuda Triangle for which
there is at present no explanation.

In general, they tend to believe that any point of view beyond this can
only be expressing a desire in the supernatural or the occult. Because they
do not display a broad or protracted interest in the subject, they do not
pursue any solution to it beyond that of citing known cases of poor sea-
manship, bad navigating, careless flying, and so on, and then they apply
these to the broad list of missing vessels and planes. The fact is, however,
that those many cases were known because the participants survived to
recount what happened and to be embarrassed by their mistakes.

The assumption is made that the survivors of mishaps at sea were sim-
ply the lucky ones. The others who disappeared simply were not so lucky,
and that no trace of them was found was simply coincidental. They offer
the reassurance that these are just statistical losses that can be placed un-
der conventional categories because they have never heard of, or prefer
to dismiss out of hand, any stories from survivors—the “lucky ones”—
of anything odd or unusual about their accidents.
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They are also more likely to insist on a strict adherence to the trian-
gular shape for the area, and then they exclude any incident from con-
sideration that happened outside it, even if by only a few miles. This
naive approach to argument and debate is tantamount to saying there is
no mystery because there is no triangle.

In a way, however, they are quite correct—there is no triangular shape.
After all, there is no other reference point in the entire western Atlantic
Ocean except Bermuda, without referring to the cumbersome and non-
descript coordinates of latitude and longitude. Miami and San Juan are
well-known cities and ports, and besides being radial points their names
instantly bring geographic recognition to most people’s minds. When
Vincent Gaddis coined the term Bermuda Triangle he did so with this
journalistic codicil: “in and about this area.”

Others have sought to delineate the area more laboriously and have
subsequently come up with varied shapes and sizes. Ivan T. Sanderson,
who dealt extensively with it in Invisible Residents, stated categorically:
“It is not a triangle, and its periphery is much greater. . . . In fact the
area . . . forms a large, sort of lozenge-shaped area . . . which extends
from about 30° to 40° North latitude, and from about 55° to 85° West.”
Investigator Richard Winer in The Devil’s Triangle proposed: “The ‘Devil’s
Triangle’ is not a triangle at all. It is a trapezium, a four-sided area in
which no two sides or angles are the same.” He adds: “The area com-
monly called the ‘Devil’s” or Bermuda Triangle is actually only one quar-
ter the size of the actual triangle or trapezium.” According to John Wallace
Spencer in his Limbo of the Lost, the first book entirely devoted to the
subject, it extends from “Cape May, New Jersey, to the edge of the con-
tinental shelf. Following the shelf around Florida into the Gulf of Mexico,
it continues through Cuba, Jamaica, Haiti, the Dominican Republic,
Puerto Rico, and other islands of the West Indies, and then comes up
again through the Bahamas . . . then up once more to Bermuda.” Ironi-
cally, this amorphous body harkens back in some ways to the very begin-
ning of interest, as seen in E. V. W. Jones’s Associated Press article in 1950
that first broached the subject of an area of mysterious disappearances
off the U.S. East Coast.

Alternative triangles have also been proposed by others connecting
Bermuda, Key West, Chesapeake Bay, San Juan, or Miami—take your pick.
The most seriously considered alternative is the port of Norfolk, Virginia,
about 600 miles northwest of Bermuda. Drawing a line on a map between
all these points would essentially bring to light a sea graphed by four
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Three varied shapes as opposed to the “typical triangle”: the triangle linking Bermuda,
Chesapeake Bay/Norfolk, Virginia, and the Florida Keys; the dotted line is an estimate of
John Spencer’s “Limbo of the Lost”; and the broken line represents Richard Winer’s tra-
pezium or “Devil’s Triangle.”

triangles. Envisioning a somewhat similar territory, John Godwin, in his
book, This Baffling World, amusingly labeled his area the “Hoodoo Sea.”

In any case, for those who believe there is no mystery, there is no
shape. Any disappearance is first blamed on the pilot of a plane or skip-
per of a boat. Usually this is the first choice because weather information
proves there were no hazards. No matter how often this excuse raises
its head, it does so as an accusation, not as an explanation. Since noth-
ing is left from a disappearance, human error simply becomes a category
of suspicion.

So far, the most outspoken proponent of the theory that human error
is a major culprit is the U.S. Coast Guard. They made their position clear
in a two-page form letter prepared about thirty years ago by their head-
quarters in Washington. The continuing disappearances have warranted
them, plus many other U.S. Government bureaus, to keep it on hand for
the inquirer, would-be traveler, and curious correspondent.
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Triangles represent an approximation of where major aircraft and ship disappearances
have occurred based on known course and position last reported by radio or radar. Be-
cause of long courses, scant radio messages, or vague boat plans, many locations cannot
be estimated for those traveling in the Bahamas or to Bermuda, though within the last
forty years a large number must have vanished.

The “Bermuda or Devil’s Triangle” is an imaginary area located off the southeast-
ern Atlantic coast of the United States, which is noted for a high incidence of un-
explained losses of ships, small boats, and aircraft. The apexes of the triangle are
generally accepted to be Bermuda, Miami, Fl., and San Juan, Puerto Rico.

In the past, extensive, but futile Coast Guard searches prompted by search
and rescue cases such as the disappearances of an entire squadron of TBM
Avengers shortly after take off from Fort Lauderdale, Fl., or the traceless sinking
of USS Cyclops and Marine Sulphur Queen have lent credence to the popular belief
in the mystery and the supernatural qualities of the “Bermuda Triangle.”

Countless theories attempting to explain the many disappearances have been
offered throughout the history of the area. The most practical seem to be envi-
ronmental and those citing human error. The majority of disappearances can be
attributed to the area’s unique environmental features. First, the “Devil’s Triangle”
is one of the two places on Earth that a magnetic compass does point towards
true north. Normally it points toward magnetic north. The difference between

the two is known as compass variation. The amount of variation changes by as



CAN IT BE THAT SIMPLE? A 87

much as 20 degrees as one circumnavigates the Earth. If this compass variation or
error is not compensated for, a navigator could find himself far off course and in
deep trouble.

An area called the “Devil’s Sea” by Japanese and Filipino seamen, located off the
east coast of Japan, also exhibits the same magnetic characteristics. It is also known
for its mysterious disappearances.

Another environmental factor is the character of the Gulf Stream. It is
extremely swift and turbulent and can quickly erase any evidence of a disaster. The
unpredictable Caribbean-Atlantic weather pattern also plays its role. Sudden local
thunderstorms and water spouts often spell disaster for pilots and mariners. Finally,
the topography of the ocean floor varies from extensive shoals around the islands
to some of the deepest marine trenches in the world. With the interaction of the
strong currents over the many reefs the topography is in a state of constant flux
and development of new navigational hazards is swift.

Not to be under estimated is the human error factor. A large number of plea-
sure boats travel the waters between Florida’s Gold Coast and the Bahamas. All too
often, crossings are attempted with too small a boat, insufficient knowledge of
the area’s hazards, and a lack of good seamanship.

The Coast Guard, in short, is not impressed with supernatural explanations of
disasters at sea. It has been our experience that the combined forces of nature and
unpredictability of mankind outdo even the most far-fetched science fiction many
times each year.

Enlarging somewhat on their hypothesis, the reason there is “com-
pass variation” on Earth is that there is a difference between true north
and magnetic north. The magnetic field of this planet can be likened to a
bar magnet, with the two ends representing the north and south magnetic
poles. The bar or central line between these two points is its axis or, as it is
called in geophysics, the Agonic Line.

Although we associate the North Pole with the absolute geographic
north on this planet, the compass actually associates magnetic north with
true north. This would present no problem except that the northern mag-
netic pole (magnetic north) is located at Prince of Wales Island in the
frozen Northwest Territories of Canada, about 1,500 miles south of the
North Pole. This causes a great discrepancy for a navigator in the cardi-
nal points of north, south, east, and west because the compass has a tilted
perspective of the Earth.

At the Azores, for instance, magnetic north and true north are about 24
degrees off. A navigator would have to add 24 degrees to his course to
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maintain a true heading north. If heading north, he must steer 024
degrees. Even at the Agonic Line the compass still points to magnetic north,
but here one is, longitudinally, directly south of Prince of Wales Island,
which in turn is directly south of the North Pole. Therefore the compass
needle points to true north incidentally because they are briefly in line.

For practical purposes, the Coast Guard solution could never really
apply, since the Agonic Line is a very narrow corridor of longitude in the
overall Triangle. When the Coast Guard wrote its little chit, the Agonic
Line was off the east coast of Florida. Already at Bimini Island (only 50
miles from Miami) there was a 2-degree charted westerly variation. Fail-
ing to compensate for this slight variation would not have resulted in a
plane lost before Bimini. (Incidentally, if flying over Bimini at 10,000 feet,
one can see Miami.) Moreover, a navigator can get lost from inaccurately
adjusting his heading anywhere in the world, whether there be a 12-degree
difference, 2 degrees, or none. Yet other parts of the world do not have
so many disappearances.

Today their statement is completely outdated (though still in wide cir-
culation) because magnetic north subtly shifts over time in response to
rotational changes in the molten core of the planet. The Agonic Line is
now off the west coast of Florida, beyond Key West—to those detractors of
the Bermuda Triangle enigma completely outside it. Yet disappearances
still continue, many of them along the same routes as before. Most of
them are clearly not in the Gulf of Mexico, where the lack of compass
variation now exists.

Although the Coast Guard blames this simple element of navigation
for most of the losses, it overlooks the fact that if a navigator becomes lost
he can still transmit an SOS. A pilot who is lost and slowly running out
of fuel realizes he’s in trouble and starts calling for help. Nor can it explain
the lack of any debris after, presumably, a plane must have crashed.

The records show that pilots reported themselves lost on only a couple
of occasions. How they got lost we do not know, since they then vanished.
Others vanished after blurting a few sudden words, apparently not having
had prior warning, and some vanished while on radar, in sight of land-
ing. Lost planes that seem to justify the Coast Guard’s scenario are few
and far between.

What is applicable to aircraft is not necessarily so for boats and ships.
There are, in fact, so many islands along the Bahamas that a boat captain
can easily steer by point-of-sight navigating without using his compass.
Should the boat become lost, there is still time to call for help. When it
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The Agonic Line today. It is far out of the strict Triangle and continuing to move west-
ward. The compasses show how “compass variation” happens. Each compass always
points to “N,” meaning magnetic north. But as one circumnavigates the Earth the dispar-
ity between true and magnetic north widens because the compass remains fixed on mag-
netic north, not on the actual true North Pole. Thus “N” can be up to 20 or more degrees
either west or east of actual geographic north.

runs out of gas, it does not fall thousands of feet to the surface—it
remains static on the ocean. Yet far more boats have vanished in this area
than aircraft.

Considering the simple and brief lack of compass variation as a viable
cause, the Coast Guard synopsis presupposes that the majority of pi-
lots and navigators who vanished failed not to compensate, were not able
to call when they realized they were lost, and had subsequently trav-
eled so far off their course that no debris was recoverable. A combina-
tion of the above was deemed “beyond probability” in the assessment of
Star Tiger’s loss.
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It also ignores the fact that many of the pilots were local and well-
experienced charter pilots with thousands of hours flight time. They
were, obviously, familiar with the area’s charted magnetic variations.

Nevertheless, human error doesn’t have to hinge on the compass vari-
ation issue. It can stem from many other factors. Retired pilot George
Smith, who was trained at Banana River, Florida, in Martin Mariners and
later flew extensively in the Bermuda Triangle, is wary of people who
come to hasty conclusions about the supernatural and calls these expla-
nations “just bull.” From his experience he prefers to concentrate on some
of the basic mistakes in flying, plus some of the area’s unique hazards, as
recorded in a conversation at his home:

You can get confused very easily. Rapid movements of the head, movements of
the aircraft and whatnot. . . . I know specifically of one guy who told me one night
that he was having a hard time making upside down right. He couldn’t tell whether
the stars were the land where he had seen some lights or whether it was the other
way around. He kept rolling that F-3H Demon around trying to discover which was

up and which was down!

Question: The sea off Florida’s east coast is often noted for a white, humid haze. Have
you ever experienced a “white out” in which there is no horizon, where the ocean and sky
blend together?

That’s not as uncommon as you think. You can get it in snow, too. You lose your
equilibrium—you get vertigo is what you can do. It’s not that uncommon at all in
the Florida area if you’re out over water. . . . There are different types of cloud
layers and situations that you fly through at some point in time that you better put
your ultimate faith in your instruments inside the airplane. . . . Lock your eyeballs
inside that airplane and keep your instruments where they belong and believe them
that you’re right side up or in a left turn or right turn or whatever. Because if you
start trying to follow your eyes on the outside of the airplane, the next thing you’ll
be doing is what they used to call a “deadman’s spiral’; you just go down and down
and go into the water, and you don’t even know it. Your mind is telling you that
you’re flying straight and you aren’t; that’s typical vertigo.

Sometimes we think of clouds as being up and down or they’re nice horizontal
layers . . . and they’re not always that way. You have some that drift in sideways or
something like that, and maybe you don’t see the ocean and sometimes you think
you are. You just don’t know! So I don’t have a problem with a pilot being

confused. But he better be looking to his instruments and believe them.
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But he concludes grimly: “If they're wrong, you're in real trouble.”

The National Transportation Safety Board has expressed that overwater
navigation may have been the culprit in some disappearances. To avoid the
strictures of investigative red tape, they list their conjecture as a “remark,”
such as the “pilot exceeded his experience/ability level” or just “pilot’s
first overwater flight.” This was expressed in the disappearance of the Mus-
keteer N922RZ (Ziegler and Fines) on January 11, 1979, although in itself
this isn’t proof that human error played a part in the loss. In the dossier
on the flight of Anthony Purcell, the pilot of the Ted Smith 601 (Aerostar),
the NTSB recorded that the altimeter on the aircraft was known not to
have been working properly. It is noteworthy that Purcell vanished while
descending. Without a working altimeter, he may have misjudged his rate
of descent and banked the plane into a deadly spin, plunging it into the sea.

There were a few more aircraft disappearances where the pilot had a
low number of flight hours experience. But it is interesting to note that
most of the astonishing disappearances were charter aircraft, with the
pilots possessing thousands of hours experience.

The cases where human error could even be inferred, or at least should
be listed tentatively, are still relatively few. So far that leaves us with an
unacceptable amount of losses where there was no official conjecture
offered beyond the Spartan and somewhat annoying “Aircraft Damage
and Injury Index Presumed.”

Ship and boat losses from human error seem harder to accept, at least
with the same degree of danger faced by a pilot, for vertigo cannot result
in a boat plunging miles to the sea and being obliterated by impact. At the
comparatively slow speeds boats travel, getting lost is not going to take
them out of radio range quickly.

Nevertheless, some boat disappearances may be preceded by some
calamities genuinely unique to yachting, like torching the boat from
knocking over the barbecue. In one case, a fisherman spilled gasoline over
his boat which seeped quickly down into the bilge. Desiring to get rid of
the potentially flammable liquid, he opened the bilge plug to let it drain
out, forgetting that the ocean would instead flood into his boat! In
another, a cigar-chewing skipper dribbled gas all along his deck while
refueling his motor from a portable tank. Desiring a smoke he lit his cigar,
took a satisfying drag, then, though there was an ocean around him,
threw the match down on the deck. VARHOOM! . . . He still survived
though somewhat more charred.
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Mechanical failure in an airplane is often harder to imply because,
again, at sea it can only be an assumption. But it happens often enough
in accidents over land where the debris can be sifted and the mechanical
problem exposed. Since disappearances only occur over the ocean, it is
often said that there is really no mystery in these losses whatsoever. The
ocean, with its many currents and its deep trenches, merely covers up
the remains of what otherwise would have been exposed as a “normal”
accident had it happened over land and been accessible for investigation.

It is a fact that some of the most treacherous currents in the world do
exist in the Triangle, such as the Florida Current and the Gulf Stream.
The former, off Florida, moves at the incredible speed of 4 knots—close
to 5 MPH. Merely drifting in this current, a boat can be exceeding harbor
speed limits. Moreover, the Gulf Stream is full of tangential currents be-
low, eddies and undertows. A plane or ship that crashes or sinks here
would effectively be spread out quickly and even be further broken up as
it sank through tumultuous colliding currents beneath.

Coast Guard searches, however, do take into account the drift and
speeds of this current and compensate for it in defining their search areas.
This is dependent, of course, on knowing that an aircraft or boat is in trou-
ble over this area. But with the lack of SOS in most cases, searches can be
hours or days late. In such a scenario it is not surprising that no debris is
found. Nevertheless, there are dozens of accidents over this area each year
in which wreckage is recovered quickly and examined thoroughly.

Power loss in the Gulf Stream’s turbulent waves, especially when its
northbound course is buffeted by southbound winds, can swamp and
founder a boat with low freeboard. It can be such a turbulent ride that
many seasoned yachters prefer to head down to the Keys and use the Gulf
Stream as a conveyor belt rather then cut directly across it, and then glide
off at the Bahamas.

Boats hitting “unknown objects” in the Gulf Stream is not uncommon,
and it accounts for many known sinkings. Much of this is debris pulled
from the Gulf by the strong current. It can range from tree trunks to the
hulls of boats that do not sink all the way because of corking or built-in
floatation. Whatever they all are, the Coast Guard is routinely called upon
to destroy “underwater navigational hazards.”

An example of to what extent people have sought to embrace a prosaic
and quick solution to the mystery of the Bermuda Triangle can be found
in the continued promotion of a near thirty-year-old book by Larry
Kusche, The Bermuda Triangle Mystery Solved and his claim to have exposed
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the “true” and banal facts of each case . . . chiefly via the method of
browsing old newspaper articles.

His title and conclusion, however, become a ghastly canard when the
results of his newspaper browsing is compared to the contents of lengthy
and detailed official accident reports, the repositories of some of which he
knew. Nevertheless, he repeatedly defers to inaccurate or incomplete
sources. For instance, in the case of Tyler 41 he relies on an obscure news-
paper report erroneously claiming Tawney’s last message was sent from a
location where the search later found an oil slick, implying the plane
merely plummeted to the sea. The official U.S. Air Force Mishap Report
made it clear that the KB-50 was heard hours later and hundreds of miles
past the spot. In another case, he “solved” a nonexistent accident with
hearsay information, believing a C-54 in 1947 was a B-29 bomber hundreds
of miles away.

Out of the other sixty or so cases Kusche bothered to present, ambi-
guity is the common conclusion. Most cases remain unsolved, and he
avoids or is ignorant of such hot cases as the two C-133 Cargomasters,
Sting 27, dozens of military flights, plus thirty-seven civil aircraft losses
between 1960 and 1972 and Coast Guard statistics on forty-seven missing
vessels between 1970 and his writing (1974). But he nevertheless claims he
found twice as many that disappeared outside of the Triangle (though he
mentions no names), and deduces that “mystery writers” must have
ignored them in order to make the Triangle stand out.

An example of his investigative process can be gleaned from the fol-
lowing. For one of the most tragic disappearances in the Triangle, Flight
441 in October 1954, he merely reproduces verbatim a New York Times
article then adds this strategic addendum: “the search was abandoned on
November 4 [actually November 11] because of ‘extreme weather condi-
tions” "—thereby misrepresenting the entire incident, for the accident
report clarified the weather was “typical” for this time of year (isolated
thunder showers), and that Flight 441 carried weather radar and was fly-
ing over it. “The weather that Lt. Leonard [pilot] was thought to have
been subjected to was not beyond the capabilities of R7V-1, nor was it
thought to be beyond his own capabilities,” the Board of Inquiry assessed.

His “meticulous research” led to his overlooking the 1,500 papers
amassed on the USS Cyclops and the ten-year search and investigation,
contained in such unimaginable repositories as the National Archives
(boxes 1068-1070, Modern Military Branch). His desire to solve it based
on his own hunches led to a statement that could make even Ripley sit
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up and blink: “I confidently decided that the newspapers, the Navy, and all
the ships at sea had been wrong, and that there had been a storm near
Norfolk that day strong enough to sink the ship.” The documents at the
National Archives and Records Administration make it clear there was
no storm. Yet Kusche wrote: “Contrary to popular opinion, there never
was an official inquiry into the disappearance. . . . Had there been any
investigation, the weather information would surely have been discovered.”
He claimed there was a storm on March 10 off the Virginia capes. But
throughout his entire recital he never mentioned the Cyclops’s ETA at
Baltimore on March 13. If he had, his wishful storm of March 10 would
have been exposed as long before the Cyclops was even due off the Capes.

In the final analysis the acrimony he directed at others can be returned
to him. His solutions were based merely on faulty newspaper articles,
elastic conclusions there from, and on the whole trying to explain away
why there was no debris or SOS. Combined with his inability (or reluc-
tance) to even travel near the Triangle, his research was no more informed
than anybody who browses their Daily Blatt during their morning coffee.
The result was a debunk on popular discourse on the Triangle, rather than
actually documenting it.

In an interview by Wanda Sue Parrott (Riddle of the Bermuda Triangle),
Kusche rendered what is his own impression of his work. “I don’t like
the word debunk because it carries with it the connotation that someone
set out to prove someone else wrong, which was not what I did. My pur-
pose throughout was not even to find a solution but merely to write a
book that reported each incident as objectively and honestly as possible.
The solution was completely unintentional and an added bonus.”

Whether Kusche added the idea of the solution or whether a public-
ity department did, it is in Kusche’s statement of his work that The
Bermuda Triangle Mystery Solved might best still be viewed, for it fits the
contents of his book—it is as a look at the incidents. Many of the cases
he lists neither solve nor, in some cases, even debunk the Triangle. There
is truth and there is error. But it is in comparing the content of the book
with its title that the greatest disillusionment is found with the work.

Although the Coast Guard has also been eager to affix blame for
disappearances to many simple causes, it itself has been blamed for not
actively pursing vigorous searches, not just in the Triangle but in less
hazardous areas like a lake. In one case, a spokeswoman replied to the
press proposal of using sonar to find the fishing boat Linda E., missing in
Lake Michigan, with: “We have done the investigation to the extent that is
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appropriate for this agency. We are not in the salvage business.” When
Congress became interested in the case, the young lady found out that the
Coast Guard does as ordered to do—and the Linda E. was found two days
later by sonar.

The point is expanded by some who see a correlation with the
Bermuda Triangle: because of financing, the depths of the ocean, and
the speed of currents, sonar is seldom used, and searches on the surface
are often ritualistically carried out and discontinued in a few days or even
hours. (However, sonar has been employed twice to find missing craft and
still uncovered nothing.)

And, quite frankly, the more bold will take up this lead and follow it
to the investigation process. Investigators are not allowed to go beyond
listing factually the known circumstances of any accident of undeter-
mined origin. In fact, on the NTSB instructions sheet for the investiga-
tor, always included with every report so the reader knows under what
conditions and to what purpose the report is being made, it reads under
item 21: “This report, when submitted as the N'TSB factual aircraft acci-
dent report, must not contain any opinions or conclusions. All attachments
should be legible, reproducible original documents . . .” The rest of the
instructions concern bureaucratic and interagency handling.

In essence, the case is investigated accurately with only the purpose of
putting together a chain of events, sterile of any insight, devoid of any
desire to draw comparisons or plot cause and effect. The facts are then filed
away. The only items entertained are those that would be considered to
have an immediate impact on the case—those, one must suppose, that fit
the criterion of item 21. Presumably, the facts should be forthright
enough to suggest the obvious answer.

In practice, the Air Force operates under less strict guidelines laid down
by their AFRs—Air Force Regulations. However, according to AFR 4-33,
paragraph 15e, often recited to an inquirer, they cannot and will not re-
lease the opinions or conclusions their investigators come to. These pages
are left out altogether, or such an opinion is expurgated by a razor, leaving
nothing but a large open square in the text of the page—a daunting sight.

It is understandable on the part of investigating bureaus, even advis-
able, that they make no conclusions or opinions, since there is nothing left
from a disappearance upon which to base any conclusion. Most evidence
is only circumstantial, however impressive the repetition may become.

But the investigation of the mystery of this sea does not end here.
There is a growing body of evidence from the experiences of those who
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actually sail and fly the Bermuda Triangle to suggest that very unexpected
elements may have played a role in some of the disappearances. For
decades sailors have spoken about weird mirages, time lapses, strange fogs
and vapors, and ubiquitous electromagnetic anomalies and aberrations, as
though the very fundamental laws of nature ceased to operate in a man-
ner with which we have taken for granted. While it may be easy for some
to dismiss these as modern sea superstitions, the persistence of the stories,
the similar lines along which they continue to play, and the fact that offi-
cial reports now contain allusions to such hot topics as time gaps in radio
calls and weird objects in the sky, the stories are not being laughed off by
an increasing number of conscientious observers.



Those Who Lived to Tell

WHILE IN FLIGHT at 29,000 feet on July 8, 1999, a Continental Airlines
airliner with 155 passengers was struck by two unexplained “jolts” that
caused the aircraft to drop precipitously by 600 feet before the flight crew
could recover. The airliner, a Boeing 737, was about 160 miles south-
southwest of Bermuda at the time, en route to San Juan, Puerto Rico,
from Philadelphia.

A vivid account of what happened comes from one cabin attendant,
Leslie Thomas: “The crew had just completed the meal service and I was
in the back in the aft of the main cabin, approximately row 29, picking
up trays from the meal service. The seat belt sign was off and we were
flying in smooth air with no sign of turbulence. Then all of a sudden,
the aircraft dropped abruptly which caused my body to fly upward hitting
my head on the ceiling. I fell back to the floor on my knees. Approximately
10 seconds later, the aircraft dropped again, causing my head to hit the
ceiling once again. At that point I lost consciousness. When I awoke, I was
very dazed noticing my head bleeding, arms cut and bruised, and back
and shoulders sore.”

The airliner went into a dangerous nose-down descent. The plane’s
captain, Joe Moore, noticed the speed was already approaching MMO
(maximum mach operating speed). Had he not quickly corrected the air-
liner’s sudden descent, it would have increased speed until it would have
been impossible to recover. In commenting on the incident, he confirmed
“no reports of turbulence were reported by ATC [Air Traffic Control]
along our route of flight or in our dispatched paperwork,” while the First
Officer added “it had been smooth . . . there were no visual clues to an
adverse ride. Both radars were on when the aircraft was hit.”
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Whatever force this was, seventy-one passengers were injured, causing
Moore to immediately call Bermuda for permission to divert his course
and land.

In another incident of this type, American Airlines Flight 935, a Boeing
757, was cruising at 31,000 feet approximately 300 miles west-southwest of
Bermuda on April 7, 1996. Unexplained turbulence suddenly shook the air-
craft up and down so violently that an aisle cart became airborne, striking
a flight attendant on the leg and resulting in a serious injury. Flight 935
immediately diverted course and landed at Bermuda as well.

Questions naturally arise whether these are normal CATS (clear air
turbulence) or some other unknown phenomenon. While meteorology
has come far in being able to predict where CATS are likely to strike, in
these cases there was no warning whatsoever. Had there been any fore-
warning of these SIGMETS (significant meteorological information)
would have been in effect and would have been a part of the preflight
weather briefing package, or notice would have been immediately flashed
to the crews when information became available.

It could be, of course, that these were not CATS in the strictest sense,
but something else significantly affecting the atmosphere that might con-
tribute to sudden disappearances of aircraft less resilient than big jumbo jets.

A particularly pertinent fact about this observation involves their
locations. They occurred approximately—and in one instance almost
exactly—in the same position where the two KC-135 Stratotankers
were mysteriously destroyed in 1963 and where the Tudor IV Star Ariel
vanished in 1949. Investigation into the weather along its course indi-
cated that the chance for clear air turbulence was “practically nil.”

Unexplained turbulence or “pulses” and “chops™ continue to be reported
by airliners. Their onset is always sudden and their duration is very short.
These incidents have caused a number of injuries, since the pilots, flight
crews, and passengers have absolutely no warning. In each case, the
weather radar in the aircraft showed no weather conditions that could
instigate turbulence.

In the case of United Airlines Flight 990 on October 22, 1993, while at
35,000 feet over the Bahamas en route to Miami from Rio de Janeiro, the
encounter began with a “light” to “moderate” chop that lasted almost a
minute, resulting in three injuries.

A particularly interesting encounter happened on January 7, 1997,
when American Flight 2009, while en route to San Juan, Puerto Rico,
from Philadelphia was hit at 33,000 feet by “two pulses” separated by only
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8 seconds. Each pulse had a maximum of 1.6 g (force of gravity). This
brief but violent encounter caused one serious injury and five minor ones.
This incident is particularly interesting because it happened at “Champs
Intersection,” where the two C-133 Cargomasters had suddenly vanished
decades before in 1962 and 1963.

An indication these may represent as yet unknown forces in the Triangle
comes from a surprising incident involving a light plane. A Cessna 172 was
just about to touch down at the airport at Culebra, Puerto Rico, on Febru-
ary 15, 1994. The winds were light, only 6 to 8 knots easterly. As the plane
began the landing flare, two severe “blasts” from the right jolted it. John
Macone, an aerobatic pilot of considerable caliber, immediately regained
control and brought his plane back in line with the runway. Seconds later,
however, a third “blast” picked the plane up and threw it 60 to 80 feet to the
left over buildings, over tension wires, across a road, and then slammed it
down into an alleyway, despite any evasive action Macone tried. Both he and
his student, Herman Vander Heide, survived with minor to serious injuries.
In summing it up, Macone recalled: “In thousands of hours of mountain
and aerobatic flying, I have never encountered a condition approaching
the severity of this whirlwind nor the sense of helplessness it created.”

Highly unusual and extremely sudden winds at sea level are a recurring
theme in the Bermuda Triangle. The tall ship Pride of Baltimore, which was
on a goodwill cruise that encompassed part of the Bermuda Triangle, was
suddenly lost 250 miles north of Puerto Rico on May 14, 1986. Bob Foster,
deckhand and one of the survivors, told how: “At that time, the winds were
just from 30 knots that we had been sailing under to God knows what,
70 knots and above I've been told, but I couldn’t judge. Looking back aft, I
could see horizontally blown spray coming up off of the top of the waves,
and I could see the wind—actually the wind—hit the sail, and at that time
the boat just started to slowly roll . . . roll over on her side. It wasn't a fast
motion, it wasn't . . . a rapid motion, it was just a slow heeling over.”

Captain Chuck Willis experienced a more sudden way to disappear in
the Bermuda Triangle while off the Gulf Stream. While asleep in the
early morning hours of May 1, 1998, something happened to his fishing
boat Miss Charlotte II. “The dishes, glasses, everything came crashing
onto the cabin floor. . . . A huge wind had suddenly hit us. It threw us out
of our bunks and cleared everything off our deck.” Since the weather had
been dead calm and the seas perfectly flat, Willis at first thought a water-
spout had hit them and radioed that the deck had been cleared of all gear
and that they were checking for damage. Then, however: “Twenty-foot
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waves hit our boat and sank us in under 2 minutes. We were told later
that Cape Lookout registered 74 mph winds at this same time.” Willis
was able to save himself and his crew by staying together in the ocean.
After 6 hours, they were picked up by a Good Samaritan vessel and
brought to shore.

Captain Don Henry is perhaps one of the most impressive observers of
anything unusual at sea. He is frank, direct, and strikes one as being a true
“sea dog.” It is immediately apparent that he is accustomed to being in
charge. When he politely invites you to sit down, it sounds like a com-
mand. He has a regulation Navy crew cut, and even in his early seventies,
he is a large, powerful man. When he speaks, his keen eyes return to the
sea. His career at sea extends from World War II until his retirement in the
1980s, covering every aspect of salvage. He has been a free diver, hard hat,
and tug captain. In his various capacities he has salvaged Japanese warships
in Tokyo Bay and captained underwater salvage operations along the
entire U.S. East Coast and in the Caribbean.

But out of all the seas he has sailed there is only one event in his
long career he could not explain. It was back in 1966, in the Bermuda
Triangle. Don Henry offers it in a plain and no-nonsense way, without
digressing into any theoretical guesswork. It is best to let him tell it in
his own words.

Well, we were heading to the Miami area where I had a salvage company at the
time. We were on a return trip from Puerto Rico, with a barge in tow. My tug was
the Good News. She was a 160-foot tug with a lot of power, 2,000 horsepower. The
barge itself was about 2,500 tons. We had it on a 600-foot towline. It had carried
petroleum nitrate, but was empty now. We were over the Tongue of the Ocean,
about three days out of Rico.

It was daytime, in the afternoon. I had been on the bridge for some time since
the morning, so I had gone to my cabin for a little rest, which is just aft the bridge.
While I was in my cabin, I heard a great deal of commotion coming from the
bridge. The crew was hollering and screaming. I came running out onto the bridge
and yelled: “What the hell is going on here?!”

The chief officer was there, and he told me to look at the compass. I walked over
and looked. The gyro was tumbling, and the magnetic compass was going com-
pletely bananas. It was simply going around and around. I had never seen any-
thing like that before.

We had no communications of any kind over the radios. There were no lights.

We lost the generators—they were running but produced no energy. There was just
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some kind of electronic drain at this time. There was just nothing. A case of fifty
batteries I had picked up in San Juan had to be thrown away. They were completely
shot. This we found out later. We didn’t know this at the time.

I went out on the bridge. . . . I was going to check on the tug but the sky caught
my attention first. There was no horizon now; you couldn’t see where the sky
ended and the water began. I looked down on the ocean. All I saw was foam; it
was like milk. The sky was the same color. There was just no definition between
the two as there always is, so that’s why I say there was no horizon.

I automatically looked aft to the barge; it was a reflex action. But there was no
barge! I knew it had to be there but I couldn’t see it. The towline was leading back,
the way it was supposed to be, but there was simply no barge.

I ran to the afterdeck, then down to the towing deck, and started to pull the
towing hawser—You can’t pull a 2,500-ton barge, of course, but you can tell if
something is attached. It was. The line was tight. It was very taut. There was some-
thing on the other end all right.

I still couldn’t see it, though. There was a fog or something around it, like
clouds, and the towline was running aft into that. It’s hard to explain. I've likened
it to the old Indian rope trick. The towline was just sticking out of a fog . . . but
the fog was nowhere else. It was just around where the barge should be. The water
was also more choppy immediately around where the barge should be.

I'had heard about the Bermuda Triangle at this time; most every seaman about
those waters had. I thought: “I don’t want to be another statistic!” I ran back up to
the bridge and kicked those throttles full ahead. It wasn’t like “full ahead and clear
for action”—it was full ahead and let’s get the hell out of here!

We plowed ahead . . . or tried to. It seemed that something was pulling us back.
It was like being in the middle of a tug-o-war. We were trying to go forward under
our power but we were being restrained. When you’ve been at sea for any amount
of time, especially on the same tug, you get a feel for it; you can tell when it is
moving and when it’s being restrained; there is a vibration in a ship that is there
all the time; you can tell when it’s going and when it isn’t.

Now coming out of this thing was just like coming out of a fog bank. We could
see the horizon again. We got everything back: the radios, the lights, the gyros,
the generators. We got the damn barge back! The line was leading back to it. That
fog was gone.

We plowed ahead for some time. As soon as we got out of that spot, I wanted to
make sure everything was all right, that the line hadn’t weakened at the coupling
during our struggle. I put a boat over the side and went back. The barge was warm,
much warmer than it should have been. It wasn’t hot. You could touch it. But it was

much warmer than would have been normal.
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Like I've said, this encounter never scared me out of sailing the Bermuda
Triangle afterward. I mean, it scared the hell out of me, but I was never leery about
going back down in there. You can’t avoid the area, anyway. It’s just something that

happened and, as I've said a number of times, it sure made me into a “believer.”

Question: How long did this last?

The whole incident took only about, oh, I don’t know, 7 to 10 minutes, from the
time I came onto the bridge until the barge came out of that fog.

Question: What had the weather been like before this?
... The sea had been flat calm. Visibility had also been good, more than 10 miles.
Question: Had you ever experienced any changes like this in your compass before?

Not like this. I knew a compass could tumble but never saw that on a tug. You
just don’t get that much acceleration. When this happened all I could think of is My

God, I’'m next!

Retired Coast Guardsman Frank Flynn gives a remarkable account of
another unexplained phenomenon at sea level. In his case, he experienced
this while an ensign aboard the Coast Guard cutter Yamacraw on an
August night in 1956. His account has pertinent and surprising relevance
to other cases of unexplained fogs and vapors and electronic drains. He
recalled that at the time of the incident the weather was absolutely perfect;
the sea flat calm, and visibility and ceiling just about unlimited. They were
heading out to sea from the Florida coast, into the Triangle.

At about 1:30 in the morning, we observed on the radarscope a solid line
approximately 28 miles away. We were a little concerned about it at first; it had a
strong resemblance to a landmass. However, a quick check of our navigation equip-
ment indicated that we were right on course approximately 165 miles offshore.

We tracked it and found it was dead in the water. So we carefully approached it
and approximately one and a half hours later we got down to about a half of a mile

from the radar target, and we carefully moved closer to it.

About 100 yards from the strange object, the cutter turned on her
searchlight. The mass was so dense that the light beam reflected off it, and
the carbon arc couldn’t penetrate it. They moved closer, with the search-
light beamed on it. At this point they started a gentle left turn to avoid
approaching the unknown vapor mass head-on. After moving in still
closer, they nudged it with the starboard wing. They veered off several
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times and returned to nudge it again. Since it proved not to be solid, they
returned to normal cruising speed and entered the unknown mass.

Flynn recalled that visibility was about zero within the vapor mass.
On penetration of the mass a surprising phenomenon also happened:
the engine room called up, saying they were losing steam pressure; the
situation was becoming serious. When their speed was down to 4 knots,
they decided to reverse course. Moments later they broke out of the mass.
At the same time all engine and electronic gear returned to normal. Flynn
summed up: “Now, as to what we might have encountered that night, I
really have no way of speculating. Over the years after this happened I
talked to many oceanographers, and none of these people could shed any
light whatsoever on what it might have been.”

Don Welch and Ron Reyes’s encounter with an unusual fog at sea level
is another incident that might be considered a close call with forces in
the Triangle. It was in 1996, off Port Canaveral, Florida.

It was early morning and we were heading out with a moderate wind and seas
at about 2-3 feet. At approximately 5-6 miles offshore we entered a small fog bank.
After just a few minutes, we entered an area with clear skies, extremely calm wind,
fog all around us, and an eerie feeling. It was sort of like entering the eye of a hur-
ricane. We went from a moderate wind into a fog bank and then into an opening
in the fog bank which was a dead calm with sunshine and no sounds. We stopped
to talk about it and have a cigarette and watched our smoke stay in front of us for
a couple of minutes. We then proceeded back into the fog and then back into mod-
erate winds with light seas. All  know is that it was a very eerie event. We have told

this to many friends and they think we are making up a story.

—A reaction that has often proven to be a barrier to those who innocently
seek logical explanations.

William “Al” Kittinger is yet another man who is intimately familiar
with the ocean and sky of the Bermuda Triangle. He has flown them
many times as an experienced pilot based in St. Thomas, Virgin Islands. Al
is also, perhaps, the closest person to being an actual eyewitness to a
disappearance in the Triangle. He was the controller on duty at Harry S.
Truman Airport, St. Thomas, on the night of November 3, 1978, when
the charter Piper Chieftain disappeared while coming in for a landing, a
disappearance that happened between Al’s glance out the window at its
landing light and his double check of it on the radarscope. After 1981,
when the nation’s air traffic controllers were fired by then-President
Ronald Reagan, Al became a fisherman in the Bahamas, a job that made
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him intimately familiar with its many islands and weather conditions over
the next ten years of his career. Along with being an astute and particu-
larly qualified observer, he is a gregarious and level-headed man who now
channels his energy to teaching Tae Kwon Do in southern Florida.

As a pilot and former air traffic controller, Kittinger is also a certified
weather observer and an excellent source of information on visual phe-
nomena in the Bahamas. On a number of occasions he would see fogs hov-
ering over the ocean in the distance. They attracted his attention because
the weather conditions were not right for creating fog. Taking them only
as weather oddities, he never bothered to investigate them more closely.
He is not without his firsthand encounters, however. On one occasion,
while flying his Cessna, Al experienced a spinning of his compass. He had
just taken off from Great Inagua when “I noticed the compass spin around
one full time. I thought it was merely deflected to something nearby. Then
it did it again. That’s unusual. It finally came back onto course. If you
know what’s beyond Great Inagua—nothing—you’ll know how spooky it is
to think you are about to lose your navigational equipment.”

A more prolonged encounter with unusual vapors and fogs, with
accompanying electromagnetic phenomena, did not result in fatal conse-
quences due in part to the exceptionally experienced pilots. This was the
flight of a restored Catalina PBY-6A flying boat, en route between
Bermuda and Jacksonville, Florida, on June 11, 1986. One of the passen-
gers, author Martin Caidin, an expert pilot and engineer, has a complete
knowledge of every aspect of aviation and its history. He has been a test
pilot, instructor, and investigator. Besides this, he has flown almost every
type of aircraft in most every place on this globe and is intimately familiar
with numerous and varied weather conditions. It is best to let him recount
what happened, with all his candor and directness, as he described in his
book Ghosts of the Air, a compendium of unexplained aviation stories.

Now the weather was perfect. We had range up the gazoo. We had a couple of
million bucks worth of special avionics gear. . . . We wanted to know what the
weather was like, we didn’t even have to look outside, we were getting direct print-
out photos on maps from satellites more than 20,000 miles above. . . . One of those
days when you could see forever.

The perfect weather disappeared . . . [we] could only see the nose right in
front . . . the wingtips disappeared into what looked like the inside of a milk
bottle. . . . Maybe it looked more like inside a batch of eggnog. You looked up, you
saw a tiny patch of sky; everything else was yellow mud (or eggnog). You looked
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down, and you saw a tiny patch of ocean, and the rest, you guessed it, was eggnog.

. .. the magnetic compass began to rotate. It picked up speed and went whirling
around as if it were a whirligig. We checked the photo printout from the weather
satellite. . . . The metsat picture showed us in absolutely clear air. The nearest
clouds were two hundred miles south of us.

But we couldn’t see out the airplane. . . . just about that time the metsat print
machine died. . .. The electronic innards of the Catalina, all two million clams
worth, shriveled up inside. The LORAN went out. The electronic fuel gauges
sogged to fuzzy markings. The long-numbered navigation gear [digital] read
888888888. The radios died. Everything still had power, but nothing
worked. . . Why didn’t we simply hold heading with the directional gyro? Because
it was trying to imitate the magnetic compass. We went down low. You could see
tiny details of spray, but not fifty feet ahead of us. We climbed up to 8,000 feet. Lots
of eggnog up there too.

... About an hour out of Jacksonville we seemed to penetrate a curtain. Of an
instant, no more eggnog. We could see forever and ever. The mag compass settled
down. The directional gyro quit its foolishness and steadied. The electronics

emerged from their funk, and everything worked perfectly.

The great aviator Charles Lindbergh was himself a victim of an unex-
plained haze and magnetic anomalies in the Triangle in 1928 while flying
his famous Spirit of St. Louis. After a night departure from Havana, he
headed northward into the Triangle. Shortly afterward, he noticed his
compass begin to rock left to right and eventually it began to spin. His
earth induction indicator (an early navigational instrument) began to
wander and give unreliable readings. Shortly thereafter a haze enveloped
his plane, preventing him from using any form of astral navigation. It
was impossible to make out the sea below (and thereby tell by the white-
caps the direction and speed of the wind). When dawn finally broke, he
noted the sky was a peculiar “dark milk.” This continued for hours, and
then the haze parted and disappeared and land came into view beneath
him. At this same time, his navigational equipment returned to normal.
Using his charts he was able to discern his position by the matching out-
line of the coastline. This, however, contributed to the mystery, since it
proved he had gone farther than his fuel could have carried him. In his
book, Autobiography of Values, in 1976 he first mentioned this incident.
One might imagine because the Bermuda Triangle popularity at the time
took some of the stigma off a pilot reporting the completely unexplained.

Weird navigational discrepancies that neither register to navigation
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equipment nor to pilots, but go hand-in-hand with time and distance dis-
crepancies, have also been reported in the Triangle. Remember the case of
the C-54 in 1947 that was never once on course, nor from the transmit-
ted position reports did it seem apparent to its pilots. Alan Oneida, a retired
Air Force electronics engineer and radar operator, experienced this same,
though not fatal in his case, way of disappearing. It was back in 1980 when
Oneida was radarman aboard an S3A on ferry flight from Bermuda to
Jacksonville, Florida, along almost an identical course as the C-54. He recalls
the Sun set when they were about 150 miles off the mainland. It was now
dark, but the weather was perfect. Soon after, when they picked up the
lights of the coast, the pilot initiated calls to Jacksonville Approach, all to
no avail. “Finally one of the pilots excitedly exclaimed, “We’re over Miami,
we are nowhere near our ADIZ (Air Defense Identification Zone) pene-
tration area, the fighters could scramble on us.””

Far outside of their radio sectors, they were incapable of contacting
any base and informing them who they were. The pilot immediately com-
menced evasive maneuvers and dropped down to an altitude of 200 or 300
feet and then followed the coast up to Jacksonville until, at St. Augustine,
they climbed once again and made contact. Oneida, however, recalls how
close they were to being shot down (the Cold War was still “hot” in 1980)
or, just as bad but a more mysterious fate, how close they were to miss-
ing the Florida mainland as a landmark altogether. “It is my contention
that another 30-40 miles south of Miami and our crew would not have
made it to Jacksonville. We had no idea we were off course. ... We were
300 miles off course; that is a large deviation in my book, especially since
Bermuda isn’t all that far (about 700 miles).” Miami is, however, 1,000 miles
from Bermuda. There is no explanation how the flight arrived on time at
Miami yet was 300 miles beyond its course. One is tempted to feel, how-
ever, that the flight may have just skirted the phenomenon that had cost
so many others their lives.

Everywhere along the Triangle evidence for electromagnetic phenom-
ena is accumulating. Reports of ships disappearing from land-based or
ship-based radar momentarily or for several hours before reappearing
unharmed have persisted over the last twenty-five years. It is later discov-
ered that the ship that had so mysteriously vanished was experiencing
unexplained power drains at the precise time it was invisible to radar or to
the searchers looking for it. As recently as May 23, 2002, the cruise ship
Destiny lost almost all power while off the Leeward Islands en route from
a Caribbean cruise to San Juan, Puerto Rico. According to one passenger,
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Marsha Pilgeram, during this time it was impossible to contact any out-
side line or relay, cell phones were inoperable, and no electrical system
would function, including elevators, air-conditioning, and navigational
equipment, resulting in a completely stranded ship. When the Coast
Guard was finally raised, the large cruise ship could not be found either by
radar or by search craft, but drifted for eight hours completely disabled
until power returned and it cruised to St. Lucia harbor. “After being in St.
Lucia for 4'/2 hours longer than they said we would be there,” she recalled,
“a man boarded carrying a briefcase and a bag. As soon as he was on
board we left. Someone said the Coast Guard was on board with us.”

Further evidence of electromagnetic phenomena interfering with
equipment is the continued and unreliable depth readings recorded by a
number of ships. One such incident involved the Navy spy ship USS
Harkins on a cruise through the Triangle north of Puerto Rico in 1972.
When going east the vessel’s depth recordings were 450 feet, but when
returning along the same course only a day later, instruments indicated a
depth of 1,700 feet. During this time one incident occurred that was
particularly interesting. One of the new Bell helicopters carried on the
vessel had just landed. After the helicopter crew disembarked, the chop-
per shuddered and split in half by about one inch apart along a jagged
line from nose to tail. Navy engineers and the manufacturer’s represen-
tatives waited for the ship to return to port, where the helicopter was
unloaded—and no more was heard about that.

Unexplained magnetic anomalies seem strangely concentrated around
Bimini Island in the Bahamas. One witness to these is author Dr. David
Zink, who, during his protracted research and dives around Bimini study-
ing its famous rock formations, began to note some recurrent and unex-
pected compass readings. “In 1975 at the same time of year [August], we
had apparently experienced a 6-degree magnetic anomaly. What our find-
ings meant so far was that, in addition to local charted 2 degree westerly
variation, we had observed an additional 6-degree variation in August of
1975, and an additional 3 degree variation in August 1976.” He added:
“These observations added to my growing awareness of unexplained
magnetic problems in the Bahamas.”

There may be a simple reason why this sporadic phenomenon has not
gained greater public recognition. Bill Keefe is a no-nonsense diver, with
over eighteen years” experience in the Bimini area. He is also owner and
operator of Bimini’s only dive shop, Bimini UnderSea. He knows the seas
around Bimini, literally from top to bottom. He notes that much of the
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navigating done by the local fishermen is point-of-sight, in which there is
little need to refer to one’s compass. Locals instantly know where they are
by noting a familiar landmark on the horizon. He adds, however, that dur-
ing his eighteen years on Bimini “There have been a number of times when
we have looked at our compasses and noticed that they were pointing in the
wrong direction. We jokingly say, ‘Look, it’s the Bermuda Triangle.””

It is also possible, as Dr. Zink’s observations imply, that such anomalies
are prevalent only at certain times of the year. Perhaps somewhat tenta-
tively linked to this phenomenon are the rashes of unexplained ground-
ing of ships in the Bahamas and Florida Keys. In one week alone, three
vessels went mysteriously off course and grounded on the same reef.

A possibility that these could be sideline events of acute electromag-
netic aberrations occurring elsewhere is suggested by the intensity of the
unexplained electromagnetic disruption experienced around Bimini by
Bruce Davies, captain of the 26-foot Grandpa’s Toy. While participating
in the Bimini Extravaganza, a promotional boat race to Bimini sponsored
by Salt Water Sportsman magazine, he was approaching Bimini on June 5,
1997, when all of his electronic and navigational equipment suddenly
“fritzed” and he was unable to home in on the island. When he was finally
able to get his VHF radio to work, he was eventually located and discov-
ered to have overshot the island by 8 miles. He was escorted to Bimini by
another boat where, upon arrival at the dock, all his equipment started
working normally again. His pithy reaction is somewhat typical of those
who sail the area, “The Bermuda Triangle did a number on us!”

For aircraft there appear to be levels of intensity to these moments,
often when near unusual or isolated clouds or fogs. The compass seems
the most easily affected. But if the encounter is more severe, the GPS
will go out, as well as the radio. In grading these events one must consider
the encounters where only the compass was affected to be a mild one,
although those who have experienced it confide that this hardly diminishes
the initial scare or the potential dangers of getting hopelessly lost.

Pilot David Angstrom’s summation is perhaps the most concise of what
every pilot has expressed. He was flying two friends (one of them new to fly-
ing) from Andros, Bahamas, to Miami in January 1996. When approaching
Bimini a cloud “came out of nowhere.” His compass started to spin and his
RPMs dropped way off. “I basically almost shit my pants at this point, but
there is no point being afraid. Besides, the new guy was in a right state by
then.” He was able to turn around and luckily found his way back to Andros.
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Bruce Gernon’s experience, involving the formation of a strange
meteorological phenomenon, while passing Andros Island and approaching
Bimini on December 4, 1970, is a graphic illustration of what might be
termed a severe encounter with an unknown “electronic fog.”

It was about 3 o’clock that afternoon and just after takeoff from
Andros Island when Gernon, in company of his father Bruce Gernon Sr.
and business associate Gus Lafayette, saw a lenticular (lens-shaped) cloud
sitting very low over the ocean. They noticed it because it was lower than
anything they had seen before, about 500 feet above the surface, Gernon
estimated. Continuing his angle of ascent (about 1,000 feet a minute),
they noticed that the lenticular cloud was undergoing a metamorphosis
into a huge towering cumulus cloud, which seemed to be rising about as
fast as they were. For a few minutes it engulfed the Bonanza until Gernon
climbed atop it and entered clear skies at 11,500 feet altitude. Gernon,
looking behind him, noticed that the cloud had built into an enormous
squall, extending in the shape of a semicircle behind them. Shortly after
this, they noticed another cloud building before them. When coming
closer, they noticed that the cloud originated from the surface of the
ocean, like the cloud they had left behind, but in this case it extended
about 60,000 feet high. Gernon decided to fly around it. But after several
miles they realized that it curved around them to the east. It was then they
realized that this was the same cloud. Beyond their vision it had formed
into a giant doughnut, extending around them. Gernon felt it must have
had a 30-mile diameter, since visibility was about 10 miles that day and the
clouds extended far beyond his view.

Gernon admits he felt as if he were hemmed in—the cloud was too
high for his Bonanza to fly over, and it was impossible to descend to get
under it. The doughnut-shaped cloud was continually constricting around
them until it was now only about 4 to 5 miles interior diameter. Extraor-
dinary bright white flashes burst about the inside of the cloud, and it grew
increasingly darker.

Gernon takes up the narrative:

I noticed a large U-shaped opening on the west side of the doughnut cloud. I
had no choice but to turn and try to exit through the opening. As we approached,
we watched the top ends of the U-gap join, forming a hole. The break in the cloud
now formed a perfect horizontal tunnel, one mile wide and more than 10 miles

long. We could see the clear blue sky on the other side.
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We also saw that the tunnel was rapidly shrinking. I increased the engine RPM,
bringing our speed to the caution area of 230 miles per hour. When we entered
the tunnel, its diameter had narrowed to only 200 feet.

I was amazed at what the shaft now looked like. It appeared to be only a mile
long instead of 10-plus as I had originally estimated. Light from the afternoon sun
shone through the exit hole and made the silky white walls glow. The walls were
perfectly round and slowly constricting. All around the edges were small puffs of
clouds of a contrasting gray, swirling counterclockwise around the airplane.

We were in the tunnel for only 20 seconds before we emerged from the other
end. For about 5 seconds I had the strange feeling of weightlessness and an
increased forward momentum. When I looked back, I gasped to see the tunnel
walls collapse and form a slit that slowly rotated clockwise.

All of our electronic and magnetic navigational instruments were malfunction-
ing. The compass was slowly spinning even as the airplane flew straight. . . . Instead
of the blue sky we expected, everything was a dull grayish white haze. Visibility
seemed like more than 2 miles, yet we could not see the ocean, the horizon, or the
sky. The air was very stable and there was no lightning or rain. I like to refer to
this as an “electronic fog,” because it seemed to be what was interfering with our
instruments. . . . We were in the electronic fog for 3 minutes when the controller
radioed that he had identified an airplane directly over Miami Beach, flying due
west. I looked at my watch and saw that we had been flying for less than 34 minutes.
We could not have reached Miami Beach—we should have been approaching the
Bimini Islands. I told the controller that he must have identified another airplane
and that we were approximately 90 miles southwest of Miami and still looking
for Bimini.

Suddenly the fog started breaking apart, in a weird sort of electronic fashion.
Long horizontal lines appeared in the fog on either side of us. The lines widened
into slits about 4 or 5 miles long. We saw blue sky through them. The slits contin-
ued expanding and joined together. Within 8 seconds, all the slits had joined, and
the gray fog had disappeared. All I could see was brilliant blue sky as my pupils
adjusted to the abrupt increase in brightness. Then, I saw the barrier island of

Miami Beach directly below.

Both fascinated and bewildered by his experience, he began to do some
math. He checked his watch. He had been in flight only 47 minutes. Yet
the course must have been at least 250 miles. There was no way he could
have traveled it so fast. “I could not logically understand what had hap-
pened during the flight, although I felt it was significant and reviewed it in
my mind several times a day.”
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He heard about the Bermuda Triangle in 1972 and about the theories
of time warps causing some to disappear. “It was then that I realized time
was the key. It should have taken about 4 minutes to travel through the
tunnel, since it appeared to be between 10 and 15 miles long. Instead,
this is precisely how long it took for us to leave the storm and reach clear
skies. The remarkable thing is that we did not come out of the storm 90
miles away from Miami as we should have. . . . We had traveled through
100 miles of space and 30 minutes of time in a little more than 3 minutes.”

Question: Did you notice any blue-green glowing phosphorescence before, during, or

after your experience?

I didn’t notice any colors other than shades of gray. It was the color of fog;

that is one of the reasons I call it Electronic Fog.
Question: Was any turbulence associated with your experience?

I did notice some turbulence related to the fog. When my airplane reached the
end of the tunnel and made its exit from the storm, I felt the sensation of zero
gravity. I also felt as if we were being given a boost in forward momentum. At the
same time and length of this feeling, contrails formed on the edges of the wingtips
for about 10 seconds.

It was at this point the electronic fog attached itself to the airplane. I believe
the airplane was flying in clear weather but it appeared to be IMC [Instrumental
Meteorological Conditions] because the fog was attached to the airplane. In other
words, I wasn’t flying through the fog, I was flying with the fog. It takes a differ-
ent perspective of the mind for a pilot to realize this, and this could be the reason

for a pilot to become immediately spatially disoriented.

While most pilots and ship captains are resigned to accepting their
encounters as unexplained and sudden events, over the last thirty years
Gernon has continued to puzzle over what happened to him. His stud-
ies have led him to the conclusion that after the storm has dissipated,
the electronic fog is capable of drifting around for many hours.

In developing this possibility, many, but perhaps not all, of the encoun-
ters in the Bermuda Triangle with unexplained fogs and electromagnetic
anomalies might have occurred in the aftermath of this type of meteoro-
logical formation. But considering the excitement many have expressed
over the sudden appearance of these “electronic fogs” out of nowhere,
they seem to form randomly and dissipate just as quickly without build-
ing any storms.
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Gernon, having considered what happened to him, has been very alert
when traveling the areas of the Bermuda Triangle thereafter. He has built
up thousands of flying hours’ experience in the area. He is an excellent in
situ observer, with a keen eye for detail and an excellent memory for recall.

On a number of occasions he has noted other phenomena. About
three months later, he observed a “UFO” speeding at him. He recalls a
peculiar coincidence between it and his previous unexplained experience.

We were flying at night about 9:30 p.M. in February and the weather was CAVU
[ceiling and visibility unlimited]. We were over Miami at 10,000 and headed due
east toward Bimini. When we got a few miles offshore we noticed an amber light
far to the east of us. Suddenly it came toward us at an incredible speed. It was on
a collision course with us and within seconds it was right in front of us. It was bright
amber and shaped like a saucer with a diameter of about 300 feet. It was massive and
I felt that its mass was of a solid nature and not just a form of light. I banked to the
left to avoid a certain collision. When I looked back to see where it was, it had
vanished. It may have been an illusion—although we both saw the exact same thing.
It is interesting to note that the UFO was on the same flight path that I had traveled

when I went through the time tunnel and encountered the electronic fog.

UFOs and USOs are frequently seen in the Bimini area and in other
areas of the Bermuda Triangle. Dr. J. Manson Valentine, retired profes-
sor of oceanography at the University of Miami, cataloged many of these
during his near fifty years of zoological and oceanographic work in the
waters of the Triangle. He observed: “There are more sightings in this
area than at any other place. There have been many sightings of aircraft
that we know are not planes and undersea craft that we know are not
regular submarines.”

In collating dozens of UFO/USO reports in the Triangle, Dr. Valentine
has noted how localized fogs and electromagnetic anomalies seem to go
hand in hand with their arrivals and departures. At normal cruising or
hovering, however, they appear merely as unidentified objects or glow-
ing lights. The shape of a USO is usually described as more oblong than
a saucer, many times 100 or 200 feet long (this last feature was also noted
in the area of “water discoloration” after the Phantom II disappeared in
1971), but they display abilities none of our submarines are capable of.

Examples of Valentine’s data include the following account related to
him by Robert Kunhe, a part-time fisherman in Miami. While a few miles
off Fowey Rock, Key Biscayne, in May 1975, he noticed a massive gray-
white object beneath his boat that looked like an underwater cloud. Its
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presence “fritzed” his depth-finder and sonar, and he decided to get out of
the area quickly. Another encounter with a similar USO was experienced
by fisherman Don Delmonico in April 1973 near Great Isaac Rock, near Bi-
mini. The object was light gray, about 100 to 200 feet long, and seemed to
be smooth, without fins, portholes, elevators, superstructure, or any type
of propulsion. It raced underneath his 35-foot boat, traveling about 75
miles per hour. In assessing such cases, Dr. Valentine has offered that these
may not be objects at all but magnetic fields forming underwater, intense
enough to create cloudlike formations caused by the actual object materi-
alizing or disturbing the magnetic field before it does materialize.

UFOs and USOs are often seen around the Tongue of the Ocean or
areas of “drop-off,” the colloquialism for the places where the shallow
banks suddenly drop off to the deep blue abyssal depths. They seem oddly
concentrated around Bimini, reported mostly around Great Isaac Shoals
north of Bimini or south at Moselle Reef, although Bimini’s ever
redoubtable fishermen are more than ready to ad-lib some good stories.

An encounter at Bimini by two members of the oceanographic crew
of the New Freedom is, however, an unimpeachable account of a UFO at
hovering or normal cruising. This was seen during a stroll along the
beach after dinner on a very starlit night, August 2, 1975. Dr. Jim Thorne,
its expedition leader and chief eyewitness, made the following report to
Dr. Valentine:

A single star seemed to detach itself from the others and come towards us. It
hovered directly above us and then moved to the right. It maneuvered first to the
right, then to the left, and back again. It appeared to stop dead in the sky and hover
over different parts of the island and sea around it. I would calculate its speed at
several thousand miles per hour. It seemed to be a bluish-white and also to vibrate. At
times we thought we heard a buzzing sound or, rather, a steady oscillation of sound.
We observed it for a full 31/, minutes. It was close enough for us to see its shape.
When it got close I saw it was lighted with blue-white lights. It started away very fast.

Unusual lights in the sky dematerializing or materializing in association
with strange atmospheric clouds and vapors continue to be reported in
the area of the Bermuda Triangle. The experience of two boaters, Paul
Vance and Doug Gerdon, on June 25, 2001, happened while cruising to
the Bahamas from West Palm Beach, Florida, on Vance’s 26-foot sailboat
Rare Form. Vance, a commercial pilot, is particularly qualified to identify
size, distance, and speed of anything in the atmosphere. He reported
what he saw in a pilot’s cool and spontaneous reportorial style.
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Eleven miles offshore I looked up in the sky to the northeast and witnessed
something strange. There was a single light—I'm guessing about 3 to 5 thousand
feet in altitude—which I assumed to be an aircraft with its landing light on although
not very brilliant. The light then appeared to turn downward which then made
me think it may be a helicopter with a searchlight, although again it wasn’t a bril-
liant light. A swirling mist then engulfed the light as the light slowly drifted down
into the mist. The whole mass of mist then glowed a short time and then dissipated
along with the light. Stars could then be seen and the sky was clear. This happened
at 9:30 .M. EST, and my friend witnessed it too and tried to videotape it but the
boat was pitching too much to get anything.

Questions: What color was the light? Did it disappear as though it landed? Did you
hear any noise in the sky? Was the Moon about to rise?

The light was white. It didn’t disappear as though it landed because the swirling
mist didn’t extend to the ocean surface. Our engine was running so if it made any
noise we probably couldn’t hear it. The moon was already up at about 70° toward
the south. The feeling I got was that the light appeared, waited a moment until
the swirling mist began beneath it, and then it descended through the mist tunnel
and disappeared. It’s like the mist was a door.

It is best to let Vance elaborate on the sighting, as noted in subsequent
conversations.

The light turned downward and descended into the swirling cloud, making the
whole cloud glow. When the cloud dissipated the glow dissipated with it. It was a
single white light. ’'m a licensed commercial pilot with an instrument rating so I
know what planes look like at night. My common sense tells me it was atmo-
spheric, but it sure looked like it was passing through a passage. The weather was
CAVU with a puff of cloud here and there. Wind was light from the east. We don’t

know what we saw but both agreed it lasted 2 to 3 minutes.

Question: Did you notice any changes or deviations with your compass, navigational

equipment or motor?

The motor lost power at the same time we saw the light. It didn’t quit; the
rpms dropped way off and it ran rough. We were so amazed at what we were see-
ing, though, we hardly took note of the engine. The wind was out of the east so we
had to sail back to West Palm and never made it to the Bahamas. The next morning
we were swimming off the boat and noticed a lot of black soot around the exhaust

and I immediately suspected the fuel pump diaphragm as the problem. After
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getting back to Indiana, I began checking out the engine and found the FPD to be
OK. Upon checking the ignition system, I discovered a cracked coil. The coil would
barely jump the spark plug in open air so I doubt that it would fire much under
cylinder pressure. I didn’t mention the engine before because it never got better
after the sighting so I didn’t possibly see how the crack could be related. I’ll have
to admit though, when the engine faltered and I saw that swirling mist, I thought
to myself, “My God, there’s something to this Bermuda Triangle stuff!”

A recent UFO encounter involved the cruise ship Celebrity when four
passengers stargazing for constellations were surprised when one of the
“stars” started to move, much as in Dr. Thorne’s encounter. The incident
took place on October 11, 2001, between 12 and 1 A.M. The ship was a
day out of Nassau, near Bimini, en route to Miami. The sky was clear
and the stars were shining brightly. The object began to circle, moving
alternately in clockwise and counterclockwise motions. After 15 minutes
of this, it started to home in on the ship, in a maneuver that might be
regarded as reconnoitering. “All movements were very deliberate and
were not haphazard.” Three rows of lights in the form of a triangle became
visible on its underside, and they strobed, blue, white, red, green. The
exact shape of the object could not be distinguished beyond these under-
carriage lights. It then recessed to the point of looking like a star again.
Although preferring to remain anonymous in any forum related to the
Bermuda Triangle, two of the witnesses (a corporate attorney and his
wife, a doctoral student in health) did report it to the ship’s personnel at
the reception desk and were assured by a purser that a crew member
would be sent out to verify it. “Her reaction led us to believe that they
get such reports often.”

At the opposite end of the spectrum is Columbus in the early hours of
another October 11 long ago. He is, without doubt, the first person to
record unusual phenomena and a strange light associated with those seas
we today call the Bermuda Triangle. His logbook speaks in an impressive
way over the vault of time, along similar lines with affidavits of more
recent explorers and sailors. During his first voyage to the New World,
no less than five times he recorded unexplained phenomena, thrice
involving the compass, once involving the sea, and once involving an
unexplained faint light rising up and hovering in the distance. Although
his log was eventually lost to posterity, much of its annotations and entries
were preserved by Fray Bartolomé de Las Casas in his Diario:
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Thursday 13 September 1492

On this day at the beginning of night the compasses northwested and in the

morning they northeasted somewhat.

Monday September 17

The pilots took the north [North Star]; marking it, they found that the com-
passes northwested a full point [11'/, degrees]; and the sailors were fearful and
melancholy and did not say why. The Admiral [Columbus] was aware of this and he
ordered that the north be marked again when dawn came, and they found that the
compasses were correct. The cause was because the North Star appears to move

and not the compasses.

Sunday 23 September

Because the sea had been calm and smooth the men complained, saying that
since in that region there were no rough seas [Sargasso Sea], it would never blow
for a return to Spain. But later the sea rose high and without wind, which aston-
ished them. . ..

Sunday, 30 September

The Admiral says here when night comes the compasses northwest one quarter,
and when dawn comes they align with the [North] Star exactly.

The unexplained light, rising and then hovering in the west, is perhaps
the most propitious phenomenon recorded in the Triangle. It happened
on the eve of discovering the New World, and it inspired Columbus and
his crew to sail on and discover the Bahamas. Columbus saw it first, then
Pero Gutiérrez, then “After the Admiral said it, it was seen once or twice;
and it was as a small wax candle that arose and lifted up.” What both
arose (alcava) and lifted up (Levatava) imply is hard to say—whether it
means it rose up, hovered, and then disappeared upward or merely van-
ished while levitating is unclear. Today, it is hard for landfall specialists to
explain it, since Columbus was too far at sea to have seen any bonfire or
torch on land, and local island fishermen would not have been so far at sea
at night with torches to attract catch.

Scholarly debate has subsequently offered to explain the erratic compass
readings by the apparent revolution of Polaris around the celestial pole, an
optical effect for an observer, although this is only visual and not something
mechanical that comes and goes. Aside from this, it has also been suggested
that the dusk and dawn readings varied because during the evening read-
ings a crewman unwittingly placed the compass too near a bucket of nails,
a sword, or some other metal object, which then deflected it.
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Whatever the cause, Columbus may be pardoned for his necessarily
expeditious explanations for these encounters, knowing how a crew can
panic when faced with the unexplained. Whether Columbus believed his
story or not or whether he was simply trying to keep his crew calm and
protect his venture (and life) is another conjecture altogether. It was eas-
ier to say Polaris moved than to admit their equipment was ceasing to
work; that, in essence, the rules that had always governed navigation and
seamanship had ceased to operate in a normal, predictable way.

A similar motive may be responsible, though innocently, for our own
tidy explanations for the unexplained events so often reported in the
Bermuda Triangle. It is perhaps easier to blame our equipment or our-
selves when we find ourselves on unfamiliar ground than it is to admit
there may be something beyond our own present knowledge or control.

It is for those who believe these accounts are not so easily dismissed
to draw parallels between them and the many cases of planes and ships
that simply vanished in fair weather, some in very unusual circumstances,
some, indeed, in unbelievable circumstances. Even the Coast Guard
allows an “open forum” by noting in their chit’s bibliography the work
of other writers, including Vincent Gaddis. The simplest solutions, how-
ever, continue to be promoted by both the Coast Guard and Lloyd’s of
London, agencies that are naturally not eager to promote mysteries and
that endorse enthusiastically any theory that seems the most conventional
and readily understandable.

But an open forum sweeps into the door some refreshing debate, none
of which is allowed in official investigation. The evidence that “believers”
in the Triangle present for their theories is often very impressive, many
times more impressive, and sometimes embarrassingly more impressive
than dry facts accumulated by the limitations of official inquiry. The disap-
pearance of planes while coming in for a landing; radio calls from planes
long vanished and long out of fuel; reports of “weird objects” harassing
planes; plus the pattern of electromagnetic disturbances reported by
many who survived unusual events, form a springboard into a pool of
fascinating and disturbing conjectures. Scientists and researchers into
geophysical data and those involved in the search for new forms of energy,
plus many pertinacious observers in situ in the Bermuda Triangle, have
compiled data individually that, when placed together in a broader per-
spective, may provide a startling solution to some of the mystery.

To understand how an object can disappear we must look at the very
foundation of operating systems, at forces that are themselves invisible.



Space-Time Vortices, Zero-Point,
and Sunken Worlds

THOSE WHO SAY that the Bermuda Triangle is not unique are, in one
sense, correct in that disappearances do happen in other parts of the
world. This, however, does not imply an even spread to these disappear-
ances over the Earth’s oceans. Ships and planes travel all over the seas, with
accidents happening anywhere. Disappearances, on the other hand, seem
to happen more frequently in groupings, such as the Great Lakes of the
United States and Canada and the seas off Japan, between the Mariana
Islands and the East China Sea.

This last area is the only other place to achieve special recognition like
the Bermuda Triangle, inasmuch as Japanese seamen have long dubbed
it the Devil’s Sea because of its history of unexplained disappearances and
unusual events. Also, in the 1950s the Japanese government declared the
area dangerous because of its unpredictable volcanic activity. This activity
may explain some of the electromagnetic disturbances of compasses,
loran, and other electronic equipment also reported here, as well as some
disappearances from huge and sudden displaced seas swamping a vessel
before it can get off an SOS.

But the so-called Devil’s Sea also shares another interesting coincidence
with the Bermuda Triangle: it is located on the exact opposite side of the
Earth and between the same latitudes of 20 to 30 degrees North. But while
this similarity is of apparent interest, it is not half as piquing as its dissimi-
larities. These include the lack of treacherous currents over the shallow
banks of the Bahamas and the lack of strong Gulf Stream currents—
factors for which disappearances are so mundanely blamed in the Triangle
are completely absent off Japan.

Nevertheless, disappearances are not only frequent in the Devil’s Sea, but
some have been singularly spectacular. The most recent cases have included
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the Japanese fishing vessel Dairyu Maru No. 3, which disappeared with
fifteen crew February 14, 1992. The large freighter Vast Ocean last reported
itself off the Japanese island of Kyushu almost exactly one year later, on
February 15, 1993, and was never heard from thereafter. On November 21,
1995, the Alkashem last reported herself approaching this area en route for
Onahama, Japan, and disappeared without trace. The Yuko Maru No. 8,
carrying twenty-five tons of fish, was found derelict off Japan on January 7,
1992, smoldering between her deckhouse and stern. No trace of any of
her crew was found, nor exactly how they left the ship. Most recently, the
23,000-ton Honghae Sanyo, with twenty-eight crew, on April 11, 2001, sent
off a Mayday similar in some respects to those in the Bermuda Triangle,
saying that a strong wind had suddenly hit it. It was southeast of Japan at
the time. No further messages were received. When a search was mounted,
only her empty lifeboats were found. Later one body was located and
patches of oil were sighted rising up from beneath the sea. There is nothing
readily available to blame, since tumultuous seas are absent. Piracy is often
rampant in the Orient, though usually closer to China, in the South China
Sea, in the Straits of Malacca, and off the Malay Peninsula.

In general, no particular kind of vessel seems prone to disappear. The
dominant type of traffic through an area seems to be the victim, no matter
what it is, whether huge merchant ships or daily charters, a fact underlined
by the other area of mystery, the Great Lakes, where there are certainly no
strong currents or pirates or volcanoes.

From 1964 to the present, about thirty private and charter aircraft have
disappeared while navigating over the Great Lakes. Accident records for
the bordering states of Michigan, Wisconsin, Illinois, and Ohio do not
reveal statistical similarities for sudden loss, that is, involving planes that
plummeted to the ground before a Mayday could be sent—the scenario
one must assume happened over the Great Lakes, the only difference being
that the waters cover any remains. Most of the accidents in these states
happened during landing or takeoff, often in the winter when drifting
snowbanks and flurries can confuse a pilot. Since landing and takeoff
maneuvers are not done over the lakes, the disappearances in flight over
the water stand out as even more disproportionate.

Considering the many dissimilarities between these areas, several inde-
pendent researchers have used a process of elimination to uncover any
underlying thread, a process that has led them all to one common denom-
inator—strong geomagnetic lines. This coincidence raises the question
about the potential of this force field.



120 a4 SPACE-TIME VORTICES, ZERO-POINT, AND SUNKEN WORLDS

Magnetic field readouts are the oldest scrutinized geophysical data
available. Their strength, vagaries, and anomalies have been studied for
the past century and a half. Nevertheless, repeat readings and tests con-
tinue to offer puzzling and conflicting results, leaving us with an unsta-
ble foundation for even interpreting its potential. Our inability even to
crack the shell of its origin still elicits qualified opinions similar to those
expressed by Dr. J. Manson Valentine: “To begin with, it happens to be the
only inanimate phenomenon for which we have been unable to conceive
a mechanistic analogue. We can visualize electrons traveling along a con-
ductor and thus ‘explain’ electric current, or we can envisage energy
waves of different frequencies in the ether and thus ‘explain’ the heat-
light-ratio spectrum. But a magnetic field defies a mechanical interpreta-
tion. There is something almost mystical about it.”

The association of this still mysterious force field with an even more
mysterious force—T1ime itself—opens the door on some intriguing theories
on time warps. The possibility of space-time warps is gaining greater recog-
nition in scientific nomenclature, not only as a model but as theoretical
science. Time’s association with magnetism and gravity is vital to Einstein’s
Theory of Relativity, which regards gravity not as a force but as a curva-
ture of space near a massive object. Einstein predicted that even light, itself
an electromagnetic wavelength, which traditionally follows straight lines,
would bend while traveling through curved space (this was empirically
observed when Sir Arthur Eddington detected a change in a star’s position
during a total eclipse in 1919). General Relativity went on to predict that
gravity also distorts time. This was later confirmed by extremely accurate
atomic clocks ticking a few microseconds per year faster at high altitudes
where the Earth’s gravity is weaker.

However, in our experience thus far, these vagaries seem only minute, as
minute as the temperature changes on a spring day or in the slightly shift-
ing breeze in the dead of summer: an atomic clock records Time passing
faster in less gravity; an object falls faster at the Poles than at the Equator. But
nature is subject to violent shifts: a summer breeze to a strong foehn, a bright
spring day to a sudden thunderstorm, a calm morning obliterated by a
tornado into which everything in the surrounding atmosphere is drawn
into its vortex. Are magnetism and gravity subject to the same tumults, the
changing of the subtle variations into sudden and terrifying aberrations?

Places characterized both by concentrations of disappearances and by
the persistence of unexplained electromagnetic (EM) field anomalies raise
the possibility that these areas may contain transient magnetic vortices
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capable of warping gravity locally and in turn even space or time itself.
Ships and planes traveling through or near one of these vortices at the
right moment (or wrong moment, according to your point of view)
might simply disappear by being held in time.

An appreciation of this possibility can be had from the generally
accepted geophysical theory that magnetic vortices do swirl into and out
of existence within the body of the Earth, caused by factors of rotation
and possible shifts of the mantle disturbing the generation of the field.
Considering that this same incline is key to the wide array of weather fluc-
tuations on the surface may help us to envision how certain areas of the
Earth, like the Triangle, may likewise be prone to magnetic vortices
extending to its surface while others are not, just as these same factors
contribute to tornadoes and cyclones—very visible atmospheric vortices—
to swirling into existence only along the same latitudes, with great ferocity,
but in others are nonexistent or freak events.

The greatest mysteries like Time, however, are not found in the minutiae
of scientific hairsplitting, but are often found in those things we take for
granted, things so omnipresent they are rendered invisible. For instance, we
often erroneously think that we live in three dimensions of space and there-
fore we are confused about where to place the domain of time. In fact, we
occupy three dimensions of space, but we live in the fourth dimension of
time. We do not often consider that we are traveling in time and that there
may be varying rates of progression of time depending on the strength of
the curvature of space. By its mass and velocity through space, the Earth
is curving space around it and thereby slowing time fractionally within its
gravitational field, as opposed to its orbital heights. It stands to reason that
the same effect can be created or intensified by the action of a vortex, itself
a smaller version of the great rotating orb of the Earth and therefore
capable of infinitely faster speeds and with this a greater potential to bend
space and then slow time within its clutches.

This is predicated on the belief that the spinning nature of a vortex is
the most essential for creating a “torsion field” around it. If strong
enough, the “torsion field” becomes, in a highly anodyne sense, a vacuum
that could be capable of bending space and thereby redirecting all the
frequencies in a local place, drawing them into a different curvature of
space than they would normally take. Since we see along electromagnetic
wavelengths, the vortex would be invisible, and any aircraft or ship com-
ing within its field would presumably suddenly vanish, just as in the case
of a mirage, itself the result of fractionally bending space.
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We must remember that everything is in vortex kinesis. The effect of
energy is to cause rotation: from the largest galaxies to the tiniest building
blocks of matter—the nuclei of atoms rotate on their axis and the elec-
trons revolve at tremendous speeds around them. To create a dangerous
vortex is merely to intensify the natural action of energy. It is now under-
stood that the atom, of which all matter is composed, is essentially electric
in nature.

However esoteric this may sound, the atomic age has given us a very
real understanding of the possibilities of a magnetic vortex. There are a
little over a hundred atoms in the universe that we know of, which make
up the structure of all matter. The building blocks of the atom are the
charged particles protons and electrons. Any atom consists of a nucleus
that holds an equal number of protons as there are electrons in orbit
around it. The simplest, hydrogen, is a nucleus with one proton inside and
one electron in orbit. The next is helium with two protons in the nucleus
and two electrons in orbit. An atom with three protons in the nucleus and
three electrons in orbit is not a gas anymore; it is the silver-white metal
lithium. An atom that has eight, although a heavier atom, is once again a
gas—oxygen. Lead, a heavy metal, has eighty-two; but radon, which is
heavier, is nevertheless a gas again; it has eighty-six. The point is clear:
they are all protons; they are all electrons; one atom is no different than
the other except in number. Therefore the structure of all matter must
be the energy the varying numbers generate and the fields the different
numbers create, and by their positions interlock, bend, divert, or what-
ever, not in the basic makeup of the particles.

When director of the Moody Institute of Science, Dr. Irwin A. Moon
once observed that the appearance of the atom is that of a mini-solar
system, most of it space. All this space is the electromagnetic energy be-
tween these charged particles that bind substance together. He added:
“Take away the space from matter and all you have left are particles so
tiny as to be invisible even under the most high-powered microscope.”

Phenomenal examples exist within our own scientific reference of
deadly and destructive energy being made to pass through mass (a denser
form of energy) without affecting it adversely by simply changing its
frequency—in other words pass an electric current (electron particles)
through a body (made up of molecules, a combination of atoms). For
instance, it is a fact that 1 million volts of high-frequency electricity at
60 cycles alternating current will be instantly fatal to a human being,
but 1 million volts at 65,000 cycles can be channeled through the body



SPACE-TIME VORTICES, ZERO-POINT, AND SUNKEN WORLDS 4 123

hydrogen

carbon nitrogen oxygen

iron

water

Reality. The atomic structures of five common elements: hydrogen; carbon; nitrogen; oxy-
gen; iron. All atoms are made of protons, electrons, and neutrons (except hydrogen, which
has no neutron). Protons and neutrons (nucleons) rotate within the nucleus, while elec-
trons orbit the nucleus at tremendous speeds. No matter what anything looks like, every-
thing in the universe is made up of a combination of these three charged particles. In
relation to the galaxy and the universe our solar system can be viewed as one atom within
the greater “molecule” of all creation. What greater electromagnetic energy exists
throughout all space and “matter” for an infinite potential of effects, for communication,
travel, time, and being? Manipulation of electromagnetic energy is limitless power.

and discharged out the fingertips like lightning if metal thimbles are
provided as a point of discharge. In essence, an individual may, at the
right frequency, channel through the body trillions of the same particles
that together compose the most impregnable bulwarks.

Noting this, Dr. Moon directs our attention to the fact that it is not
the particles in atoms that prevent us from walking through a wall, but
the mutually interactive frequencies of forces between the wall’s parti-
cles and ours. If an entirely undetectable spectrum of electromagnetic fre-
quencies exists, then: “It is within the realm of scientific possibility that
there could be two worlds, coexistent, occupying the same part of space
at the same moment of time, each world just as real as the other, with its
mountains, valleys, rivers, trees and people, and that each world could
pass freely through the other world without being conscious of the exis-
tence of the other world if you grant just one thing: atomic forces within
the material substances of these two worlds which are not mutually in-
teractive.”

The idea of a space warp and coexistent worlds, as envisioned above,
might be easier to imagine if using a spectrum or hologram card as an anal-
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ogy. Retuning the electromagnetic frequencies may be like turning the
spectrum or adjusting the card and seeing a different image—no mass or
space has changed, but light now brings to our eyes a whole different realm.

Providing what is perhaps a logical extreme, Dr. Valentine further
offers: “It is therefore reasonable to suppose that a genesis of unusual
magnetic conditions could effect a change of phase in matter, both physi-
cal and vital. If so it would also distort the time element which is by no
means an independent entity. . . . Like a tornado, the magnetic vortex
would be self-augmenting and could well bring about an interdimensional
transition for anyone caught up in it.”

Recent breakthroughs testify to the remarkable power even a weak
magnetic vortex has on the mystery of gravity and therefore possibly on
different curvatures of space and electromagnetism. A 12-inch-diameter
device invented by Russian scientist Dr. Evgeny Podkletnov in 1996 at
Tampere University laboratories in Finland appears to have unexpectedly
nullified gravity. The circular device was a doughnut-shaped ceramic su-
perconductor ring placed over solenoids to levitate it magnetically and
start it spinning. The ring was encased in an outer steel casing which con-
tained liquid nitrogen to cool the ring as it spun.

Although the purpose of the test was not “antigravity,” this effect, or
more correctly “gravity shielding” as Dr. Podkletnov prefers to put it, was
noticed when an assistant’s pipe smoke drifted over the operating device
and straightaway rose to the ceiling, where it hovered. When the ring
was made to spin at 5,000 rpm, objects suspended over the device lost a
percentage of their weight. When Dr. Podkletnov tested the area directly
above the device, even to the top floor of the building, he discovered a cir-
cular funnel 12 inches in diameter of less gravity that went through all
floors and perhaps then extended upward into space.

Wilbert B. Smith, a Canadian physicist, discovered something that could
be considered a natural counterpart to Dr. Podkletnov’s gravity-shielding
funnel. His global surveys with Project Magnet in the 1950s discovered sim-
ilar funnels measuring about 1,000 feet in diameter, extending from the
ocean surface to very high altitudes, wherein the magnetic and gravitational
readings gave indication of less attraction to the Earth. He referred to these
mysterious funnels as areas of “reduced binding,” and noted that they were
far more common and pronounced in southerly latitudes like the Triangle.

Like an invisible tornado, these areas moved or disappeared. “When
we looked for some of them a few months later, we could find no trace.”
Commenting on the degrees of intensity of these “holes in the sky,”
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Smith reported: “Some planes, of course, would not be affected by the
conditions, others might fly to pieces in a storm of turbulence.”

The varying intensity of these areas might suggest they are indeed
magnetic vortices. The intensifying factor could be from subsolar storms,
in which the Earth and the Triangle in particular are being bombarded
by charged particles. These particles would be attracted to the magnetism
of the vortex and then turn it into a vortex of charged particles, perhaps
even until it becomes a visible atmospheric phenomenon like an “elec-
tronic” spiraling cloud.

Detection of spiraling clouds on September 26, 2001, after a subsolar
storm, was enough to cause NASA to postpone a launch. Photographs
taken of the clouds captured a telltale clue. They had long whorls—
corkscrew tails—created by the charged particles spiraling around the
lines of force of the magnetic field.

This bears a remarkable resemblance to Bruce Gernon'’s description
of the sudden formation of a lenticular cloud and then the formation of a
vortex within this cloud through which he exited. It is possible that this
cloud contained charged particles. As a matter of interest, he was flying in
the direction of the magnetic field’s lines of force, and this tunnel opened
up along this same path.

This “tunnel” sounds more or less like a natural horizontal counterpart
to Dr. Podkletnov’s magnetic vortex. Gernon even reported a sensation
of zero gravity. Perhaps this could have prevented him from detecting any
g-forces caused by a hyperacceleration this “magnetic tunnel” would have
given a speeding airplane, much like the smoke that zoomed to the ceiling
in Podkletnov’s lab. If so, this also would explain how he could have covered
so much distance in less time and without expending the required fuel.
However, this meteorological formation did not extend near where Gernon
emerged from his “electronic fog.” This once again raises the confusing
conjectures about magnetic vortices and curvature of space and time.

Perhaps more than anyone else, Ivan Sanderson associated swirling
ocean currents and their patterns with a catalyst for possible “vile vor-
tices” in the world. Studying disappearances around the world revealed
they recurred in roughly lozenge-shaped areas, tilted to the right, the most
volatile to the east of continents. Plotting these areas on a globe revealed
a curious discovery: the areas were at precisely 72-degree intervals, latitu-
dinally. The total number of areas also was interesting. There were no fewer
than twelve areas or vortices—five in the Northern Hemisphere and five
in the Southern—with the Bermuda Triangle and the Devil’s Sea coincid-
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Sanderson’s concept of areas prone to natural vortices based on the strong swirling cur-
rents and the sharp contrasting temperatures. He attributes the prevalence of anomalies
in the Triangle to the fact that it is more heavily traveled.

ing mathematically as two of the vortices, and with one each at the Poles.

Each area shared strong, swirling currents colliding tangentially, which,
according to Sanderson, were “all precisely in curious areas where hot sur-
face currents stream out of the tropical latitudes toward the colder
waters of the temperate. These are the areas of extreme temperature
variabilities which alone would predicate a very high incidence of vio-
lent marine and aerial disturbances. What more likely areas for storms
and wrecks and founderings, and even magnetic anomalies?”

He offers an intriguing supposition that the plane or vessel might be
the catalyst for these anomalies if they “just happened to lock into a phase
with some natural frequency over the area in which they were flying—say
a vortex caused by a cold whirlpool of lower air over a hot sea surface—to
produce something quite else which happened to be the trigger which
set off other natural procedures in that area.” Since “every tiny bit of our
universe,” this planet, “we and all other life forms are essentially electrical
devices,” he rhetorically asks: “What could not happen?”

An answer may come from a surprising source. Unusual and hitherto
“impossible” phenomena have been generated by lay scientist John
Hutchison in his Hutchison Effect, with startling ramifications. A consid-
eration of his discoveries, authenticated by videotape, film, and person-
ally observed by several accredited scientists, aspects of which were then
independently duplicated, is in order.
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Hutchison might be described as the proverbial boy tinkerer. Since his
childhood he has experimented with electromagnetism and electrical
induction. He stumbled onto his “effect” in 1979 when he was attempting
to study the longitudinal wavelengths of Nikola Tesla (an electrical and
radio waves pioneer). Limited by space in his Vancouver home, he
crammed into one room a variety of devices that emit electromagnetic
fields, such as Tesla coils, Van de Graaft generators, radio frequency (RF)
transmitters, signal generators, and others. When he turned them on,
over a period of time things began to happen. While he was working on
his equipment something hit him in the shoulder—an object he wasn't ex-
pecting because it was actually levitating! With further experimentation
he has produced a number of astonishing effects.

Videotape captured a nineteen-pound bronze cylinder rising grandly into
the air. This fact was not only surprising, to say the least, but the distance it
rose was extraordinary: some 80 feet from the center of the “device”—that
is, all the various equipment he had assembled. More inexplicable still, this
marvel was achieved, as its creator admits, with only “110 volts AC.”

Wood, plastic, copper, zinc, Styrofoam, rubber, and even a sixty-pound
cannon ball have all levitated. Objects have suddenly appeared and disap-
peared, and water (or any liquid) in buckets, containers, or even drinking
glasses has spontaneously swirled (mild vortex kinesis), and corona man-
ifestations (exotic lights) have filled the lab.

The antigravity effects are not limited to mere hovering, as noted by
electromagnetic researcher Albert Budden:

The Hutchison device produces effects which can basically be divided into two cat-
egories, propulsive and energetic. It can induce lift in objects made of any material
and also propel them laterally. It has been noted that there are four types of trajec-
tory that affect objects weighing a few pounds, and all of these upward movements
begin with a twisting spiral movement. Also, there has to be a particular geometry
in relation to the direction of gravity, i.e., downwards of these objects, for them to
be affected in this way. Some objects will not take off if you turn them on their
sides, but will if you stand them on their ends. It is evident, therefore, that the re-
lationship of their physical forms to the fields which swirl invisibly around them is

important.

Hutchison’s work has been subject to broad though varying degrees
of interest and approval over the last twenty-two years. Three nations
have aired his work; he was courted by scientists in Japan; he was accused
of treason in Canada when he went to Germany for funds to continue; his
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laboratory was ransacked by Canadian officials who seized his equipment
under the pretense of confiscating his antique gun collection, which was,
however, later returned with no explanations or charges. Los Alamos
National Laboratory has done research on the Hutchison Effect; in 1990
once again the Canadian government seized his crated lab equipment
while in transit to Germany (and never returned it despite a court order)
when he was seeking financial aid to continue his studies; the military of
Canada and the United States have expressed a covert interest; he regu-
larly receives Christmas cards from the White House; he has been arrested
by the Canadian government and handcuffed on his doorstep while his
lab was ransacked and investigated again (under the excuse of checking
his antique gun collection again). This last incident was March 17, 2000,
and may have been instigated by a neighbor who complained to the police
after he thought he might have experienced an unexpected levitation.

Because of all this, which has been ongoing for more than twenty-
three years, Hutchison’s lab has undergone numerous changes, from
completely disappearing into government hands to vital pieces having
been sold off later because of financial problems.

Nevertheless, Hutchison has continued his work. He has tinkered with
and adjusted his equipment and continues to get varying and remarkable
results, many of which have been documented and photographed by
McDonnell Douglas Aerospace and the Max Planck Institute in Germany.

Some of these results give us an alarming view of the potentiality of
electromagnetic effects on matter, its destruction, and transmutation.
Metal turns white hot (but does not burn surrounding flammable mate-
rial), 1-inch metal bars split, shred at the fracture point, wriggle like a
worm, and flutter like a rag in the wind; fires start around the building out
of nonflammable materials like cement and rock; metal warps and bends
and even breaks (separating by sliding in a sideways fashion), and in some
instances it crumbles like cookies.

Perhaps no other scientist has gone as far in reproducing the Hutchison
Effect as noted electrical engineer Dr. George Hathaway. His observations
of his and Hutchison’s joint duplications are worthy of note. Hathaway
reported, among other startling effects, that a aluminum rod was distorted
out of shape and another “was blown into little fibres.” Molybdenum’s
melting point is 5,000°F, but after subjecting molybdenum rods to
Hutchison’s electromagnetic fields, “we watched these things wiggle back
and forth.” He concludes: “In general . . . the collection of pieces of metal
shows that they have been blasted apart or twisted.”
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Another effect is equally astounding. In describing this, one observer,
Mark A. Solis, notes that “dissimilar substances can simply ‘come together,’
yet the individual substances do not disassociate. A block of wood can sim-
ply ‘sink’ into a metal bar, yet neither the block of wood nor metal bar
come apart.” He adds: “There is no evidence of displacement, such as
would occur if, for example, one were to sink a stone in a bowl of water.”

But perhaps one of the most remarkable aspects of the Hutchison
Effect is spontaneous invisibility of metallic materials in the “active zone”
of his Pharos-type Hutchison Apparatus. Hutchison speculates that if his
equipment were properly adjusted, the “cronons” and “gravitons” gener-
ated by his technology could cause entire buildings to disappear.

Observers of Hutchison’s experiments and demonstrations (he has
given over 750) have uniformly expressed astonishment at the weak elec-
trical power that seems to be sufficient to produce very stupefying results.
Since basic outlets in any house supply enough power to operate his many
machines, the power that unleashes all these astonishing effects is believed
to lie elsewhere, such as where the various electromagnetic fields invisibly
interplay. But how these independent fields interact is still largely a mystery.
Even where they interact can be perplexing. Sometimes one must wait
for days for something to happen, and 99 percent of the time nothing
happens at all. To draw an analogy; it is like trying to boil water without
being able to determine the strength of the heat—in such a scenario it is
not surprising that it might take different amounts of time to produce
the boiling effect.

Since the effects and the materials vary greatly, it seems logical to assume
there is some form of disruption of the basic atomic structure, considering
that fusion of nonidentical materials, fires, levitating objects, invisibility,
etc., have nothing in common but the energy from these building blocks
of matter.

Hutchison has long considered this plethora of effects. He suggests
that somehow the surface skins of the masses undergoing this effect may
become excited “and their atoms . . . create an unstable space-time situa-
tion.” He further theorizes: “This might allow the fields from the Tesla
coils and RF-generation equipment to lock up in a local space-time situa-
tion. My thought is that now a small amount of energy is released from
the vast reservoir in space-time at the subatomic level to create a disrup-
tive or movement effect.”

A possible source for all this power is suggested by Mark Solis. “It is sur-
mised by some researchers that what Hutchison has done is tap into the
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Zero Point Energy. This energy gets its name from the fact that it is evi-
denced by oscillations at zero degrees Kelvin, where supposedly all activity
in an atom ceases. The energy is associated with the spontaneous emission
and annihilation of electrons and positrons coming from what is called the
‘quantum vacuum.” The density contained in the quantum vacuum is
estimated by some at 10" joules per cubic centimeter, which is reportedly
sufficient to boil off the Earth’s oceans in a matter of moments.”

One can only pause at this moment to consider what unlimited
power the Earth may have to randomly unleash micro-moments of such
energy if its electromagnetic wavelengths and frequencies are sufficiently
disrupted—and equally to be alarmed at what the results might be to a
ship or plane in the vicinity.

Hutchison is keenly aware of similarities in the Hutchison Effect to many
of the reports in the Bermuda Triangle. In commenting on the applied ram-
ifications, he has speculated: “It is highly probable that nature can form these
fields on her own and create the right situation for the ship or aircraft to
either totally disintegrate or disappear into another dimension or domain.”

But his observation of another effect produced in his lab provides per-
haps the most concrete link between electromagnetism and the Triangle.
“T have personally experienced the grayish-type mist when I was doing my
high voltage research; and this mist would appear and disappear. To look
atit, it looks like metallic. I couldn’t see through it. So it exists.” Somehow
it is easy to recall what Frank Flynn described from the Coast Guard cut-
ter Yamacraw and also the many fogs and vapors reported by pilots that
seem to possess “electronic” properties. One might also recall Gernon’s
impression that the “electronic fog” seemed to travel with his plane and
that the plane was not traveling through it—a prescient correlation to a
“cling of a gray fog” that Hutchison has observed and even filmed (on
8mm) materializing around objects during some tests.

Recalling the unusual spiraling clouds and vapors in the Triangle, and
the effects such spinning matrixes could have on gravity, leads one to fur-
ther speculation on the ships and planes missing in the Bermuda Triangle.
Caught in such invisible magnetic vortices, could an object disappear “up”
instead of down, with bits and pieces ultimately raining down far away?
For, despite official denials throughout history, the fall of man-made
objects and biological aquatic life—and even flesh and blood—from the
sky on clear days have been recorded; these remain unexplained.

Aside from his electromagnetic pursuits, Hutchison has continued to
experiment with a wide range of alternative energy sources. Experimen-
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tation with crystals has produced surprising energy results. Using crystals
of barium titanate, a material capable of capturing the pulses of certain
radio frequencies, Hutchison was able to create his Hutchison Converter.
A demonstration model of this device ran a small motor without batter-
ies or fuel and without any connection to an electrical outlet. In 1996
Hutchison took a smaller version to Japan, where he demonstrated it
before an audience of five hundred in Hiroshima—where it is still
working nonstop.

He believes that this form of energy could be produced by inexpen-
sive refrigerator-size cylindrical batteries that theoretically could be linked
in a series and network in harmony. He further believes this power system
could generate up to 110 to 130 volts and apparently work forever.

Hutchison has noted that all this energy is free; one must simply tap
into it—possibly why several elements look unfavorably on his pursuits.
There are other concerns. Tapping into too much zero-point energy can
be dangerous. He warns: “If you draw too much from the electromag-
netic jitter of zero-point energy, you'll get a minor meltdown. I've had to
clean this area up once because of this.”

One is tempted to believe that the Hutchison Effect is not an effect at
all but the “device” that creates the observed effects of levitating, burning,
disappearance, and so forth. To be more explicit, one is tempted to think
of this invisible interaction between these fields as an invisible device
itself—a vortex or warp, whatever you may call it—created not by Hutchi-
son’s machines and their weak electrical power but by some field or fields
they create in tandem. Hutchison may indeed be the only inventor in his-
tory to have invented an “invisible device”—with astonishing results.

Hutchison’s creation of this portal into the subatomic structure of the
Universe is only a discovery; it has yet to be harnessed or directed or even
consistently reproduced. In a way, he has like a fisherman dipped his net
into the vast ocean of universal forces and pulled out what he chanced at
first to find.

We can now only somewhat wistfully wonder what the harnessing of
such a device might bring. At the very least we should not doubt its
inevitability. We have long been used to satellite communications and
television in which voices and pictures travel on frequencies through the
atmosphere. In a sense we have projected sounds and one-dimensional
images, almost immediately, through space to another point thousands of
miles away and reassembled them for a television audience. These same
frequencies—the billions of fluctuations of zero-point—that Hutchison
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uses or warps may indeed one day be able to send a three-dimensional
object just as speedily to another point in space or time.

It might well be wise for us to consider what abusing these invisible
wavelengths can do. Machine or machines capable of creating or har-
nessing this invisible energy are capable of altering the very structure of
matter and redirecting the energy inherent in it. The effects seem limit-
less, as limitless as the building blocks of matter. It is estimated that the
Universe consists of 1080 atoms, as far as our minds can comprehend
today—infinite. Since all structures are composed of atoms, a harnessing
of such power as exists in the Hutchison Effect could be employed for
everything: for medical purposes (to eradicate cancer and tumors, to
rejuvenate dead tissue into living), for communication, for transportation
and exploration . . . and even for destruction.

In many ways such machines and a civilization capable of harnessing
and directing electromagnetism through them are starkly reminiscent of
the readings of clairvoyant Edgar Cayce (1877-1945). Cayce gained world-
wide recognition during his lifetime because of the advice he gave while
in trances, usually involving cures for various maladies undiagnosed by
then conventional medicine. His readings, however, covered a variety of
topics because he was called on to answer many people’s questions while
in his trances. Although he was often called the “sleeping prophet,” many
of his readings dealt not with the future but with the past.

Between 1924 and 1944 Cayce made startling statements about areas
which today are key parts of the Bermuda Triangle. According to his read-
ings, areas in the Bahamas still hold the remains of a vast prehistoric civi-
lization that sank beneath the sea in tragic increments. He associated this
civilization with our tales of Atlantis, which, according to Plato, our only
Western source, sank some 11,400 years ago in a sudden catastrophic
event after the civilization had thrived for thousands of years in peace
and glory but then spiraled into cruelty, abuse, immorality, and war.

As far as our knowledge extends today, we are little better off than
was Plato in our understanding of this dark epoch in our own history.
Everything before 3100 B.C. is obscured in the vast vault of “prehistory,”
since we have no written records antedating that time. The only records
describing that era are vague, the product of possibly hundreds of years of
oral tradition, until they were written down in the 3rd to 2nd millennia
B.C. It is more than interesting that some of our earliest recorded folktales
speak of a past and glorious civilization, a time of the “gods,” of floods
and catastrophes and the scattering of mankind. This is not surprising
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considering that writing materials, whether clay tablets or papyri, were
not in great abundance and therefore reserved for the most important
information.

What is interesting about Cayce’s readings is that he often called this
prehistoric civilization Atlantean or Atlantic based and also credited it
with the use of what seems to be the technology mentioned above. He
spoke in terms that suggested devices using wavelengths and frequen-
cies, machines that could overcome even gravity, and machines using
forces that could send information through the air and direct and power
any type of aircraft or vessel. He said, furthermore, that the Atlanteans
built and designed these devices to draw upon “universal forces”™—and
he outright blamed Atlantis’s destruction and its eventual breakup and
submersion on the misuse of these power sources. Although these power
sources are often called “forces in the light” or “lights,” he referred fre-
quently to crystals or “stones,” which were part of the apparatus used to
harness and direct these energies and give them practical use.

Cayce, it must be remembered, was not a scientist. He was a lay healer.
He often described what he saw as best he could. Considering that light—
itself an electromagnetic wavelength—is merely the expression of energy,
his repeated references to light as a power source draw an apt parallel with
zero-point energy only now being considered by our own civilization as
the ultimate and limitless power source.

In developing the prescience of what Cayce was trying to convey, one
must remember that these readings were given long before any concept of
these energies. He repeatedly said the machines used forces “not of the
present,” meaning not known or understood circa the 1930s. In referring
back to Atlantis, he added: “And as we find, it was a period when there was
much that has not even been thought of yet, in the present experience.”
These machines came about after the understanding of the “law of uni-
versal forces” from which the machines derived their energies. Also from
“elements that are found and not found in the Earth’s atmosphere.”

A patchwork quotation from a 1933 reading illustrates Cayce’s attempt
to describe the apparatus and its housing:

About the firestone. . . . In the center of a building which would today be said to
be lined with nonconductive stone something akin to asbestos with . . . other non-
conductors. . . . The building above the stone was oval; or a dome wherein there
could be . . . a portion for rolling back, so the activity of the stars, the concentra-
tion of energies that emanate from bodies that are on fire themselves. . . . The



134 a4 SPACE-TIME VORTICES, ZERO-POINT, AND SUNKEN WORLDS

concentration through the prisms or glass (as would be called in the present) was
in such a manner that it acted upon the instruments. . . . The preparation of this
stone was solely in the hands of the initiates at the time . . . among those who di-
rected the influences of the radiation which arose, in the form of rays that were
invisible to the eye but acted upon the stones themselves as set in the motivating

forces.

An oddly prescient statement surrounds the electromagnetic vehicles
used by this ancient prehistoric civilization. In a reading in January 1943,
far antedating any concept of the Bermuda Triangle, UFOs, or USOs,
Cayce described them as “things of transportation, the aeroplane as called
today, but then as ships of the air, for they sailed not only in the air but in
other elements also.”

Even more surprising, Cayce directly linked a harnessing of electro-
magnetism to effects only recently discovered: “In Atlantean land at time
of development of electrical forces that dealt with transportation of craft
from place to place, photographing at a distance, reading inscriptions
through walls even at a distance . . . overcoming gravity itself, preparation
of the crystal, the terrible mighty crystal; much of this brought destruc-
tion.” This destruction, as suggested by a careful reading of Cayce’s state-
ments, continued over a long period of time because the Atlanteans were
completely unable to grasp what was causing the upheavals. As in the case
of the phenomena associated with Hutchison’s electromagnetic tests,
the side effects built up unpredictably.

The catalyst of a period of upheaval and submergence shows a striking
resemblance to John Hutchison’s warnings about the misuses of zero-point
energy: “[They] brought destructive forces by setting up in various portions
of the land the kind that was to act in producing powers for the various
forms of the people’s activities in the cities, the towns and the countries
surrounding same. These, not intentionally, were tuned too high; and
brought the second period of destructive forces to the people in the land.”

It was the last portion of Atlantis to sink that Cayce directly associated
with the Bahamas or, actually, the Great Bahama Bank upon which the
Bahamian islands today are but mere tips of its former low-lying hills.
Cayce called it Poseidia and said it was only a fraction of the landmass of
the original Atlantean continent.

Cayce often comes back to trying to describe these machines more than
the forces they manipulated—understandably, because he could “see” the
machines and not the forces. Enduring substances such as crystals and glass
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The Great Bahama Bank is the only underwater bank in the world that would form a huge
island if the level of the oceans were only 50 feet below their present levels.

and the firestone cut with crystalline facets were repeated themes. Several
of his followers maintain that these ruined machines or parts of them
could still be below the ocean in the Bahamas. According to their view,
thermal energies in the Earth and their wavelengths or frequencies might
still exert an influence on these crystal devices, which in turn capture and
convert them and then, using this pulse of energy, randomly affect a vessel
or plane in the nearby vicinity. They contend that this explains the electro-
magnetic anomalies and, in some cases, even contributes to the disintegra-
tion of a ship or plane.

From our perspective today, the idea of machines without the limiting
need for continuing electrical power, which is dependent on some sort of
fuel or generator, is absurd. The machinery would also be subject to the
need for maintenance, to deterioration over time, and to the physical and
eroding effects of entropy. But however absurd it seems, our own civi-
lization is being made acutely aware of small versions of these machines,
such as the Hutchison Converter, which even Hutchison believes could
run forever and to which crystalline power sources are vital.

Other devices have existed that are remarkably similar to those in Cayce’s
readings of Atlantis. Knowledge of these has recently been unearthed by
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Nick Cook in The Hunt for Zero Point—an unexpected coincidence between
the “universal forces” Cayce mentioned and zero-point energy, a coinci-
dence made more intriguing by the fact that neither inventors nor Cook
were even aware of Caycean Atlantis.

One seems to be revealed from secret tests conducted by the Germans
in the closing days of World War II by which they were attempting to
create energy by a torsion-field effect. The tests were codenamed Lanter-
nentrager (lantern holder) and Chronos (time). They suspended a bell-
shaped metal object down a mine shaft into a specially prepared cham-
ber lined with nonconductive tiles or rubber and spun it at speeds
sufficient to bend space around the orb or channel elements in the
atmosphere into vortex kinesis, reminiscent in some ways of Cayce’s
great power sources contained in chambers with nonconductive material
and long columns for centralizing energy.

Cook notes that the change in code names for the same project may
indicate that they discovered that time was also being affected and then
pursued that angle, only then to be stopped by the end of the war and sub-
sequent capture. Cook also notes that when questioned by the Polish courts
in secret and the Russian NKVD after his capture, one general, Jakob
Sporrenberg, overseer of security for the tests, used such words as “vortex
compression” and “magnetic fields separation,” conveying pieces of phrase-
ology he had picked up from the scientists he had been guarding.

These tests may originally have been trying to duplicate, only on a
grander scale, a device developed by a German scientist, Viktor Schau-
berger. In 1939 this device first worked successfully. An understanding of its
mechanism will lend startling body to the expression “vortex compression.”
The device, called the Repulsine, operated literally on “air” by swirling
into a dense emulsion charged particles such as protons and electrons in the
atmosphere. The Repulsine, shaped like a large bonbon, with a cone-shaped
turbine and air intake on top, had a small motor that drew in air via the in-
take. This air was channeled through a whorl-shaped interior (the spiral-
ing shape of a corkscrew or certain sea shells) between the turbine and its
bonbon baseplate. The vortex movement of the air within the machine rap-
idly cooled and “condensed” it, reducing its volume and creating a massive
vacuum and suction which continued to suck in more air on its own. The
motor could then be turned off and the device operated purely on (what is
the first reference to) “free energy”—the vortex collision and annihilation of
charged particles. This provides yet another corollary to Cayce’s machines
that operated on elements “in the atmosphere.”
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Schauberger was visionary enough to see that a machine capable of
channeling the subatomic world of charged particles, in essence, of mat-
ter in its dematerialized state, was capable of producing limitless power.
He believed that machines capable of vortex compression could power
almost anything, provided that a short burst of energy began the self-
augmenting vacuum. Believing the power of these machines could be
engineered to reduce energy to its matter form, he considered the poten-
tial of a man-made vortex: “I stand face to face with the apparent “void,’
the compression of dematerialization that we are wont to call a ‘vacuum.’
I can now see that we are able to create anything we wish for ourselves
out of this ‘nothing.””

Before Cayce, interest in the ancient legend of Atlantis was restricted to
Plato’s dialogues Timaeus and Critias (4th century B.C.) which first told the
story of a prehistoric civilization “beyond the Pillars of Hercules” (Straits
of Gibraltar). Plato, however, did not claim it as a Greek original, but
rather openly explained how it came from an even earlier period of
knowledge of which the Egyptians were still the custodians. “In the
Egyptian Delta, at the head of which the river Nile divides, there is a certain
district which is called the district of Sais, and the great city of the district
is also called Sais. . . . To this city came Solon [the Athenian lawgiver],
and was received there with great honour; he asked the priests who were
most skillful in such matters, about antiquity.”

Many great and wonderful deeds are recorded of your state [Athens] in our histo-
ries. But one of them exceeds all the others in greatness and valour. For these his-
tories tell of a mighty power which unprovoked made an expedition against the
whole of Asia and Europe, and to which your city put an end. This power came
from the Atlantic Ocean, for in those days the Atlantic was navigable; and there was
an island situated in front of the straits you call the Pillars of Hercules [Straits of
Gibraltar]; the island was larger than Libya and Asia put together, and was the
way to other islands, and from these you might pass to the whole of the opposite
continent which surrounded the true ocean; for this sea which is within the straits
of Hercules is only a harbour, having a narrow entrance, but the other is a real

sea, and the surrounding land may be most truly called a boundless continent.

Plato can be pardoned for skewing the tale of Atlantis into glorifying
the Athenian state, which did not even exist 11,400 years ago. But if his
tale is entirely fable, it is hard to explain his knowledge of the Atlantic, of
its size disparity as compared to the Mediterranean, of the islands be-
yond (presumably the Caribbean), and then of America, “the boundless
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continent” beyond them. This is something even Columbus did not sus-
pect; he thought he would reach India and China on his voyage—the rea-
son why Native American peoples were first called Indians, and why the
islands of the Caribbean and the Bahamas are called West Indies.

There is no reason to suppose that anything more than just the barest
snippets of information trickled down to Plato’s time, leaving him to fill
in the rest. It can be said that the Great Bahama Bank was once “an island
beyond the Pillars of Hercules,” and in many ways the present Bahamas
also fit his broad description of the aftermath of the Atlantean subsi-
dence: “The consequence is that, in comparison of what then was, there
are remaining in small islets only the bones of that wasted body, as they
may be called, all the richer and softer parts of the soil having fallen away,
and the mere skeleton of the country being left.”

Anyway, Plato’s tale seems a great composite, a mixture of flood sto-
ries (popular throughout the ancient world) and the attack on the entire
eastern Mediterranean by the “sea peoples,” of whom the Philistines were
a branch, and which Egypt, not Greece, was able to rebuff. Plato referred
to a stunning alloy called orichalcum (Latin aurichalcum) that made up the
fabulous wall of the citadel of Atlantis. It is hardly unknown; it is a mixture
of gold, brass, and copper. Josephus even said that the altar washbasin
outside the Temple at Jerusalem was made of orichalcum. If the tale is an
admixture, with Plato’s skewing of it to fit Athens into the picture added,
then the tale as we know it today (or even for the last 2,400 years) is so
convoluted that if such a prehistoric civilization existed, our exact knowl-
edge of it is denuded of facts beyond the repeating ones of submergence
and great destruction and that the Atlantic was the epicenter of this.

Because of Plato’s obvious borrowings, the actual location of ancient
Atlantis and its time period have been questioned for centuries. Generations
of scholars have suggested it was the Azores or an island in the Aegean or
Israel, Sicily, India, or, inevitably, after Columbus’s time, America. Edgar
Cayce was the first one ever to associate any part of the Bahamas with the
fabled “continent.”

Needless to say, this bold assertion only underscores the already obvi-
ous differences between Cayce’s Atlantis and Plato’s and these other con-
jectures. But it is nevertheless in this assertion that it becomes the only
one that has ever been corroborated by evidence, which exists in a most
remarkable prophecy and an even more remarkable discovery.

For his one and only time, in what as a result becomes his most sur-
prising reading, Cayce actually mentioned a specific island in the Bahamas
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and then directly associated it with the novel electromagnetic power
sources of that prehistoric age:

As for a description of the manner of construction of the stone: we find it was a
large cylindrical glass (as would be termed today); cut with facets in such manner
that the capstone on top of it made for centralizing the power or force that con-
centrated between the end of the cylinder and the capstone itself. As indicated,
the records as to ways of constructing same are in three places in the Earth, as it
stands today: in the sunken portion of Atlantis, or Poseidia, where a portion of
the temple may yet be discovered under the slime of ages of sea water near what

is known as Bimini, off the coast of Florida.

Earlier, he foretold this temple’s destruction and reemergence: “As
given, the temple was destroyed at the time there was the last destruc-

tion in Atlantis. . . . Yet, as the time draws nigh when the changes are to
come about, there may be the opening of those three places where the
records are one. . . . The temple by Iltar will then rise again.”

In another reading, given in 1940, Cayce added an unexpected and terse
codicil to his Poseidia predictions: “Poseidia will be amongst the first por-
tions of Atlantis to rise again—expect it in '68 and ‘69—not so far away.”

Whether Cayce meant this record exists in some written form or in an
excavation of an actual machine is not specified. Yet to mention the obscure
island of Bimini in 1933 draws us strangely to the only location out of all
those offered above where ruins have been found underwater that cannot
be associated with or credited to any known civilization on Earth.

These surprising discoveries were indeed made in 1968, more than
twenty years after Cayce died, at the unlikely location where he said
remains would be found—the Great Bahama Bank—and in some equally
remarkable circumstances. The unusual chain of events began in routine
overflights. The tides seemed to have been sweeping in different fashion
than usual and had uncovered several odd shapes below. Dimitri Rebikoff,
an underwater photographic inventor and amateur archeologist, first
sighted a rectangle measuring about a quarter of a mile long that seemed
too perfectly formed to be natural. In July, pilots Bob Brush and Trig
Adams photographed a partitioned rectangle near Andros Island that
was suggestive of the floor plan of a ruined building.

But the most extraordinary finds were on Labor Day at Bimini. Dr.
J. Manson Valentine, professor of oceanography at the University of Mi-
ami, diving into the shallow waters off Paradise Point on the island’s
northwest shore, discovered several huge polygonal stones. By their op-
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Bimini in the Bahamas. It is a small island about 50 miles from the Florida coast, with
only a couple of settlements, Alice and Bailey Town. The deepest water in the immedi-
ate vicinity is only 18 feet. Off Paradise Point on the northwest shore lie the Bimini Road
and Bimini Walls: the inverted “J” is the Road; the parallel sections of polygonal stones
are the Wall. Most of the eastern part of the island is marsh.

posing edges it seemed they had once been cut to fit each other with pre-
cision, much like the mysterious pre-Inca stone walls in Peru. Although
they had pillowed by this time—that is, their edges had been worn and
eroded by the action of the surf or currents—it could still be clearly seen
how their angles had at one time fit into the opposing stones. With three
other divers (Jacques Mayol, Chip Climo, and Bob Angove), Valentine
glided over a larger edifice to estimate its size. It extended for about 1,900
feet and was shaped like an inverted J. This structure, later named the Bi-
mini “Wall” or “Road” because it resembles either a fallen wall or a broad
paved stone road, was constructed, as its discoverer observed, “of stones
which were absolutely rectangular, sometimes approaching perfect
squares. The larger pieces, at least 10 to 15 feet in length, often ran the
width of parallel-sided avenues, while the small ones formed mosaic-like
pavements covering broader sections.”

In commenting on his first reaction to this unexpected sight, Valentine
said: “When I saw the regular pattern of these enormous stones I was
so surprised I lost my weight belt. . . . I could hardly believe it; it was
like a dream. I followed it for hundreds of yards to the big stones that go
under the sand.”
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Expanding his searches from the air, Valentine, accompanied by
Dimitri Rebikoff, discovered an array of geometric forms on the shallow
Great Bahama Bank, either by outlines from bottom growth tracing their
pattern or by the lack thereof. In all he has counted thirty sites where, in
his own words, “there are probably man-made remains either on the sea
bottom or below it. For example, between Diamond Point and Tongue
of the Ocean there is a network of modular straight lines intersecting at
right, obtuse, and acute angles. It resembles an architect’s plan for a com-
plex urban development with still more lines in the distance which I call
‘ghost patterns’ since they are vague outlines of other structures too
deeply buried to be traced in detail. . . . All this suggests to me the one-
time presence of ancient peoples.”

Valentine and his discoveries have been subjected to varying degrees of
criticism to this day, with some underwater archaeologists flatly denying
that the Bimini Road (the only one they have heard of) is man-made or
after a brief visit making the unsubstantiated claim that they are granite
or beach rock. Others have first agreed that they were man-made but then
have recanted, possibly because of peer pressure from many archaeolo-
gists, most of whom have never visited any of the sites but are hostile to
the theory of an unknown civilization.

The Bimini Road. It is made of huge stones, and forks past the main lead. The shape sug-
gests a giant bar magnet in its complete form. The most mysterious cultures of ancient
Peru also built temples in a giant U-shape, the remaining half of which the “Road” seems

to suggest.

Parallel sections of the Bimini Wall. They run at an angle to the Road and look very
much like huge fallen Peruvian walls.
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Valentine has subjected the area a much more prolonged and objective
investigation. In commenting on the composition and alignment of the
Bimini stones, he has observed: “These are not squares of beach rock
arranged by nature in neat rows to fool gullible underwater archaeologists.
Many of the stones are of flint-hard micrite, unlike soft beach rock. The
lines are closely fitted, straight, mutually parallel, and terminate in corner
stones. The stone avenue does not follow the curving beach rock-line,
which follows the shape of the island, but is straight.” He adds: “Perfect
rectangles, right angles, and rectilinear configurations are unaccountable in
a natural formation.”

Perhaps no other person has examined the site as carefully after Valen-
tine than author David Zink. On two expeditions in 1975 and 1976, in suc-
cessive dives he mapped and photographed many of the stones of the
“Bimini Road.” In his book, The Stones of Atlantis, Zink notes the discovery
of several critically placed stones shaped like a wedge, an arrow, or a
“chockstone” that match “sacred geometry” used by Earth’s earliest and
still mysterious megalithic cultures.

Although these discoveries have excited the followers of Edgar Cayce,
they have not proven any claims of a past supercivilization contained in his
readings. The discoveries have been controversial enough even with just the
bare inference that they represent an unknown culture highly skilled in
building, much less one with the capabilities Cayce’s adherents believe once
existed in the Bahamas. It is equally true that their belief that the Bermuda
Triangle’s anomalies can be explained by this vanished civilization’s power
complexes hinges only on these readings and on what are only vague out-
lines underwater—no matter how striking or intriguing they may be.

Nevertheless, considerable enigma has been added to Cayce’s read-
ings by evidence supporting the idea that the Bimini stones are in fact
man-made by some unidentified prehistoric culture. A case in point is
the fact that a representation of them has recently been found on the Piri
Reis Map, the earliest surviving map of the Americas, dated to 1513 and
rediscovered only in 1929, when the dethroned Sultan’s Topkapi Palace
in Istanbul was being cleaned out. On the map the stones are shown as a
row of polygonal, prostrate stones marking the center of an island in the
Bahamas group—a gesture on the part of old cartographers to indicate a
unique or salient feature of a specific location—also a clear indication
the Spanish were amazed by them. The native Taino tribe of the Bahamas
also seems to have been aware of their presence on land, referring to Bimini
as the “island of the fallen wall.”
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Every time an uncanny parallel develops in our technological progress
with that of Cayce’s past Atlantis, interest in his readings reaches a new
peak. Today, companies such as TeraBeam and AirFiber are developing
the means to direct Internet and visual information via beams of invisible
light from base stations to various relay towers that would in turn direct
them to a dish at one’s house or office—a completely cordless transmis-
sion of ideas, sound, pictures, and energy, surprisingly similar to Cayce’s
Atlantis and its hubs of buildings and temples with relay crystals atop
them (although neither company was aware of or is remotely interested
in Cayce’s readings of the past).

It is natural, of course, to seek an explanation for the ruins in the
Bermuda Triangle, as well as for the persisting yet unpredictable electro-
magnetic anomalies in the area. This is especially important since these
anomalies may represent an actual or perceived danger to any traveler in
the area and contribute directly or indirectly to a disappearance.

But if one cannot believe the stones are generating them, then where
else can one look for their origin? Somewhere in the past of this planet is
a good guess, with its many geologic scars testifying to horrendous up-
heavals. We may find an answer that can explain how a prehistoric civi-
lization could be cataclysmically destroyed, how parts of it could sink, and
how latent tensions and forces could develop as a result. These electro-
magnetic anomalies may be not the cause of a continent’s submergence
but stresses left over from a catastrophe that may very well connect them
to “Atlantis” in a most unexpected way.

For this answer to the Triangle we must go deeper down, not into any
fathoms of water . . . but into the murky mists of the past.



netic anomalies. (NASA)

An upstanding wheel from the undercar-
riage of an aircraft at Bimini, showing
how shallow the waters are off Bimini
and on the Great Bahama Bank in gen-
eral. (Courtesy Bruce Burgess)

Far from land, the mysterious bulb
of the Tongue of the Ocean. The sur-
rounding rippled bottom sands are
only a few fathoms deep, while the
dark blue (seen as black here) of the
Tongue is 6,000 feet. The dark color,
upper left, is the Exuma Sound,
another area of deep water. Along
here at the edge of its drop-off runs
the Exuma chain of islands. (NASA)

The “drop-off” into the Tongue of the
Ocean. (NASA)

Infrared satellite photo showing Miami
and southern Florida on the left and

Bimini Island toward the center. Within
this short distance of 50 miles countless
ships and planes have vanished. (NASA)

A closer view of Bimini. The drop-off of the Great Bahama Bank
shows clearly. The “white waters” south of Bimini are the currents
breaking in the lee of Moselle Reef. Bimini remains a hotbed of mys-
terious disappearances, strange lights, and unexplained electromag-

The Sapona looks today
as she did when Flight 19
used her for bombing
practice in 1945. Wrecked
near Chicken and Hen
Shoals in a 1929 storm,
she is in 12 feet of water
and rises 25 feet above.
(Courtesy