The Combat Edge November 2001 Engine Fire! Are you ready?


User
Typewritten Text
The Combat Edge November 2001 Engine Fire! Are you ready?

User
Typewritten Text

User
Typewritten Text

User
Typewritten Text







User
Typewritten Text
Accent on Safety




User
Typewritten Text
"Two! The Fire's still burning!"




User
Typewritten Text
by Capt Neil Allen, Seymour Johnson AFB NC








8

The Combat Edge

gjection decision on the ground.
I thought I’d made mine, but
when the time came, I decided
not to. Ilearned the “line in the
sand” we’ve all drawn for our-
selves may very well change de-
pending on the situation. In
fact, it may change several
times before the emergency is
over. The bottom line is: we
used our best judgment in a dif-
ficult situation.

Finally, I must mention a
thought that both the student
and I had on short final. We
were indeed in a hurry to get
home. At 10 miles, we were still
at 250 knots calibrated airspeed
without the gear down. We both
remember thinking of the “hor-
ror video” we’d seen in Fighter
Resource Management (FRM)
training about the F-15C that
landed fast and ran off the end
of the runway. In fact, after an
on-speed landing, the student
had the jet stopped with near-
max braking in just over 7,000
feet with 5,000 feeet of runway
remaining. Chalk one up for
FRM!

It took a few days for the en-
tire thing to sink in. During
this time, I moved from elation
to near depression. Two days
later, I realized how close I came
to leaving my wife, two kids,
and unborn baby alone to spend
the rest of their lives asking,
“Why didn’t he just follow the
checklist and eject?” Watching
the videotape and seeing the jet
have definitely helped put it all
in perspective. It’s also given
me a new appreciation for en-
suring things are “right at
home” each and every day I go
to work.

Do I consider either of us he-
roes? No, I do not. Were we
lucky? Absolutely. Had we
taken the exact same actions
the next week, the results could

have been vastly different. At
the end of the day, we must fall
back on our training, absorb
outside advice, and make our
own decisions.

Had we applied the checklist
from start to finish, we’d have
handed the jet back to the tax-
payers in some farmer’s field.
We chose to stay with it and re-
turn it to maintenance. I reit-
erate how important it was that
we followed the checklist pro-
cedures to the best of our abil-
ity while at the same time
tempering our decisions and
actions with the same profes-
sionalism and airmanship the
Air Force has spent millions of
dollars ingraining in each of us.

I’ve spent the better part of
my 10 years flying involved
somehow in weapons and tac-
tics. Sure, I listen at the safety
meeting, do my Situational
Emergency Procedures Train-
ing, and log my required simu-
lators, but that’s about it. The
next day, I mentioned to an in-
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structor pilot that I didn’t feel
like my emergency procedure
knowledge was what it should
have been. I walked quickly to
the first Dash-1 I could find and
spent the rest of the afternoon
reading about fuel systems and
engine fires.

I've also had a chance to see
thejet in impound since the acci-
dent. As I peered at the trays of
metal fragments, burned engine
bays, and unrecognizable parts,
I remembered some wise words

from a former instructor: “Never

let your guard down at the flying
training unit ... those young pi-
lots will kill you.” How ironic, 1
thought, that the young pilot I
was with that night did the ex-
act opposite. I take little credit
for the recovery of the aircraft. I
give much credit to everyone
who’s had a hand in training the
student I was with. We both did
some things right and wrong that
night. But we did enough right
that we’re both around to fly an-
other day. )
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By Capt. Neil MacLauchlan

“here 1 was, several
years ago, returning
from a surface attack
range ride on a clear
sunny day. I was number three
in a four-ship of A-10 mighty
hogs (subsonic all weather day/
night ground attack aireraft).
We had all dropped nine BDU-
33 practice bombs and strafed
100 rounds of 30 mm on the con-
ventional range. The sortie had
been basically uneventful with
good bomb scores and excellent
strafe scores. The range bet was
standard, and I had lost track
of who was the big winner. We
flew most of the way back to
base at 500 feet above ground
level and then split into separate
two-ship elements so we could
accomplish different approach
and landing requirements.
When we arrived back at
base, the Visual Flight Rules
(VFR) pattern was busy, as
usual. Lead chased number
two through a simulated
single-engine approach and
then went out to reenter the
VFR pattern. I led number
four up initial, and tower in-
formed us that we were follow-
ing a three-ship of F-111s. 1
had the F-111s in sight, so we
fell in behind them.

Photo by William M. Plate Jr.
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By thls tlme

ere was no
- : < ing to
“have enoug spa g 'b land be-
hind me and number four. All
three of the F-111s did a low ap-
proach and then stayed right on
the deck and did what they do
best — go fast. I landed as the
second F-111 pulled closed to in-
side downwind. The last F-111
pulled closed almost 2 miles be-
yond the departure end of the
runway as number one went over
me for insufficient spacing. Num-
ber one requested “closed” and
tower cleared him closed “follow-
ing the third F-111.”

Number one looked over his
left shoulder and saw one of
the F-111s on the perch, and
the second one at midfield
downwind; so he assumed the
other one had already turned
base. Since F-111s are hard to
see from the pointy end, he did
not see the third F-111 that had
pulled his closed 2 miles past the
departure end and was still al-

- ﬁointi,n_g

| Number one’s hair stood up on the
back of his neck, and he rolled out of

p tﬁem
nd number four
ger pattern to keep ’!

£, a ' ed}uate paci!

out and 1

his bank and picked up the F-111
pointing right at him.

i

hard and deconflicted with the
F-111 in sight and was breaking
out. No radio calls were made
from the tower during this pe-
riod. All three F-111s landed
and number one reentered and
landed uneventfully.

So, can we learn any lessons
from a “close call” like this? Ac-
tually, we can learn quite a few.

There is no replacement for
good visual lookout with the old
Mark-1 eyeballs. We must be
ever vigilant and search not only
where we usually see traffic, but
also where we seldom see traf-
fic — especially in the VFR pat-
tern at a very busy base. In this
case, it seems everyone involved
was conditioned to see what we
get used to seeing almost every
day — A-10s in the pattern fly-
ing A-10-sized patterns! I
pitched out with spacing that
would work if following another
A-10, but not an F-111.
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used, not giving the pilot any in-
dication that the pattern was re-
ally stretched out. Perhaps
tower should have expanded
their call to say, “cleared closed
following the third F-111 on
downwind, 1 mile past the de-
parture end.” This would have
given number one a heads up
that the pattern was messed up
and a clue as to where to look
for the traffic he was to follow.

Lastly, when number one
pulled closed, someone in the
tower should have seen the con-
flict and made a radio call. Pi-
lots, controllers, and SOFs must
all be on the alert for the danger-
ous situations that can develop so
rapidly in the aviation world. We
cannot allow ourselves to get
“conditioned” to expect the same
old thing. We cannot allow “con-
ditioning” to turn a good range
ride into a mishap — nobody wins
that range bet. )
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Phoro by 58g1. Andy Dunaway

The AC-130 gunship’s primary missions are close air
support, air interdiction, and force protection. Missions
in close air support are froops in contact, convoy es-
cort, and urban operations. Air interdiction missions
are conducted against preplanned targets or targets of
opportunity. Force protection missions include air base
defense and facilities defense.

Primary Function: Close air support, air interdiction and
force protection * Builder: Lockheed/Boeing Corp. - Power
Plant: Four Allison T56-A-15 turboprop engines - Thrust:
4,910 shaft horsepower each engine ° Length: 97 feet, 9
inches ° Height: 38 feet, 6 inches * Wingspan: 132 feet, 7
inches - Speed: 300 mph * Range: Approximately 1,300
nautical miles - Ceiling: 33,000 feet * Maximum Takeoff
Weight: 155,000 pounds - Range: 2,700 nautical miles
Ceiling: 25,000 feet - Maximum Take off Weight: 155,000
pounds - Armament: AC-130H/U: 40mm cannon and
105mm cannon; AC-130U: 25mm gun warfare officer and
eight enlisted (flight engineer, TV operator, infrared detec-
tion set operator, loadmaster, four aerial gunners) * Deploy
ment Date: AC-130H, 1972 -« Unit Cost: AC-130H, $132.4
million; ¢ Inventory: Active duty, 8
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Monthly Award Winners

Pilot Safety
Award of Distinction

O n June 5, 2001, Capt. John Foncannon was operat-
ing as number two bandit in an F-15 2-verses-2 air
combat training mission. Foncannon heard a “bang”
noise that he thought was an afterburner blowout. He
noticed that the number one engine was operating nor-
mally and the engine oil pressure on his number two
engine was pegged above the scale. He called for a flight
knock-it-off, deselected afterburner, and turned his air-
craft towards home base. He pulled the number two
engine throttle to idle and noted that the oil pressure
indicated 100 psi that exceeded engine-operating lim-
its. He informed his flight lead of his situation and be-
gan to accomplish the oil system malfunction checklist.
With the engine still reading well above normal limits,
Foncannon shutdown the number two engine, and re-
ceived a battle damage check from his flight lead. He
and his flight lead finished the checklist cleanup items
for the number two engine shutdown, declared an emer-
gency and began the recovery to home station.
Foncannon began to dump fuel, and the two-ship briefed
the Supervisor of Flying on the game plan. During the
approach, Foncannon perceived that he was low on glide
path and attempted to correct by increasing the power
on the number one engine. As he increased power,

the engine stalled, produced several loud “bangs,” and
shot flames from the exhaust section that was seen
by ground personnel and his flight lead. Foncannon
scanned the engine instruments and noted no anoma-
lies. Uncertain where the “bangs” were coming from,
Foncannon elected to abort the approach to allow time
for his flight lead to complete a second battle damage
check. During the go-around, the engine continued
to produce loud “bangs,” and his lead stated that the
number one engine was
shooting flames from the
exhaust. Foncannon re-
tarded the throttle and de-
termined that at a reduced
power setting the engine
seemed to operate nor-
mally. Climbing to pat-
tern altitude and with the
field still in sight, he set
himself up for a second
single-engine approach
with-limited thrust from
the operating engine.
Capt. Foncannon expertly
executed a second single-
engine straight-in ap-
proach to a full stop
landing.

Capt. John W. Foncannon
58th Fighter Squadron
33rd Fighter Wing

Eglin AFB, Fla.

Crew Chief Safety
Award of Distinction

hile performing duties as a dedicated crew

chief, SrA. Christopher Rice undoubtedly saved

a valuable combat asset while he conducted a routine
- start sequence to get his F-15 jet airborne. During
the pilot’s pre-flight checklist procedures, the pilot
noticed a series of abnormal warning lights through-
out the cockpit. At the same time, Rice noticed black
smoke emanating from the Bay 15 panel on the outer
skin of the aircraft. In order to investigate the smoke,
he directed the pilot to disengage the number one en-
gine. Nearing the vicinity of the panel, Rice recog-
nized the distinct acrid odor of burnt wiring. His
astute recognition of the fire led him to direct the pilot

ACC is proud of our monthly safety honorees
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to shutdown the number two engine, in order to mini-
mize any further damage,
and safely egress the air-
craft. With the engine
shut down, electrical
power was removed from
the aircraft and the fire
ceased. Rice’s prompt rec-
ognition and actions re-
sulted in negligible
damage to the aircraft.
SrA. Rice’s quick response
to a dangerous electrical
fire not only saved a $37
million combat asset, but
also averted serious injury
to both the pilot and main-
tenance personnel.

SrA. Christopher R. Rice
58th Fighter Squadron
33rd Fighter Wing

Eglin AFB, Fla.




Flightline Safety
Award of Distinction

hile serving as an End of Runway (EOR) inspec-

tion team member, SSgt. Ronnie Robinson ob-
served an F-16 entering the EOR inspection area after
landing with both main brake stacks glowing; a serious
hot brake condition which could result in a brake fire.
Realizing the extreme seriousness of the situation,
Robinson immediately alerted the EOR team to prepare
for an impending fire emergency. Shortly thereafter,
the aircraft’s right brake stack sparked and exploded
into flames. Robinson directed SrA. Ruben Martinez
and A1C. John Johnson to man the emergency fire bottle
and proceed to the distressed aircraft. In order to pre-
vent the aircraft from entering the temporary EOR area
and endangering other de-arming F-16 aircraft,
Robinson ran to alert the pilot of the fire and stop the
aircraft in a safe location away from the other aircraft.
Martinez and Johnson arrived with the fire extinguisher
and, without benefit of any flame retardant fire gear,
fought the fire that was now just inches from the
aircraft’s external fuel tanks. Working together as a

& Flight ‘7
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team, the three were able to quickly ex-
tinguish the fire and prevent further po-
tentially catastrophic damage until fire
trucks could respond to the aircraft. The
quick thinking, and courageous response of SSgt.
Robinson, SrA. Martinez, and A1C. Johnson saved an
F-16 from serious damage.

From left to right: SSgt. Ronnie Robinson, SrA. Ruben Martinez,
AIC. John Johnson, 27th Operations Support Squadron, 522nd
Fighter Squadron, 524th Fighter Squadron, 27th Fighter Wing,
Cannon AFB, N.M.

Unit Safety
Award of Distinction

O nduly 12, 2001, Kansas City Air Route Traffic Con-
trol Center (Center) advised Whiteman Radar Ap-
proach Control Facility (RAPCON) of a crippled air
carrier jet that needed to land immediately. The air-
liner, an MD-80 with 138 passengers and crew, lost its
left engine and had smoke in the cabin and cockpit. The
RAPCON coordinator, TSgt. Robert White, immediately
relayed this information to TSgt. James Williams, in the
Whiteman control tower, who activated the crash phone.
With the emergency response agencies notified, the con-
trollers went to work. Center was reluctant to change
the disabled jet to approach frequency, yet had lost ra-
dar contact due to the jet’s low altitude. RAPCON had
radar contact so White gave vectors to Center, who re-
layed them to the jet. At 4 miles the jet had the runway
in sight and was switched to tower. The tower local con-
troller, SrA. Christopher Hay, cleared the jet to land,
and A1C. Bethany Bryant, the ground controller, expe-
dited the runway entry of crash fire rescue and security
forces units after landing roll. The superb coordination

of RAPCON, Center, and tower contributed to a success-
ful emergency recovery. Credit for the flight’s safety goes
not only to those individuals named, but to the critical
crew resource concepts applied by the Whiteman Air Traf-
fic Control team.

Tower personnel (front row) left to right: SrA. Christopher
Hay, TSgt. James Williams, A1C. Bethany Bryant. RAPCON
personnel (back row) left to right: MSgt. Thomas Heffernan,
TSgt. Robert White, SrA. Michelle Thigpen, AIC. Fabrice
Bazilme, 509th Operations Support Squadron, 509th Bomb
Wing, Whiteman AFB, Mo.
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Monthly Award Winners

Aircrew Safety
Award of Distinction

O n May 30, 2001, an RC-135S crew was prepared
to fly aroutine training mission from Offutt AFB,
Neb. Mission preparation went as usual with nothing
abnormal to note. The weather was such that a full-
power takeoff was required. The takeoff roll was nor-
mal, but at approximately 300 feet above ground level,
there was a loud bang with associated yaw to the right.
Immediately recognizing the loss of the number four
engine at high thrust setting, the aircraft commander
retarded the number four throttle to idle, advanced the
three remaining engines, and raised the flaps to gain
airspeed. The crew ran the appropriate engine failure
after takeoff checklist and shut down the number four
engine. At slow airspeeds, on a humid day and at high
gross weight (285,000 lbs) margins of safety were re-
duced. Once the aircraft was safely climbing away and
clear of the 1,000 foot bluffs less than 8 miles from the
runway, the copilot was directed to declare an emergency
and inform Air Traffic Control of their intentions to
climb out on heading. The crew was able to climb to
only 9,000 feet mean sea level given the weight and
weather conditions and began to further analyze the
situation. No immediate cause was apparent and the
crew began to trouble shoot any possible additional
malfunctions while the Inflight Maintenance Techni-
cians (IMTs) scanned the engines for any visible dam-
age. The IMTs reported some smoke but no visible

damage. The crew determined there were no further prob-
lems with the aircraft and proceeded to reduce gross weight.
They then reviewed all technical order guidance and check-
lists for landing with an engine out. The crew discussed all
possible scenarios resulting from the loss of the number four
engine and how this might affect their approach and land-

ing. The entire crew was briefed and they commenced the

approach. The weather was warm with an 800 to 1,000 foot
overcast ceiling and gusty crosswinds. The approach and
landing were uneventful and the crew and aircraft were re-
covered safely.

Capt. Peter J. Fagan, Capt. Jeffery A. O'Grady, Capt. Bryan J.
Doppenberg, 1st Lt. Erin J. Anderson, Lt. Col. Robert M.
Morrison, Capt. Matthew D. Buehler, Capt. Erich J. Kessler, L.
Col. Steve A. Cornelison, Capt. Jose Gutierrez, 1st Lt. Chirstopher
M. Floyd, MSgt. Lenord Galloway, MSgt. Keith E. Maciorowski,
45th Reconnaissance Squadron, 55th Wing, Offutt AFB, Neb.

Weapons Safety
Award of Distinction

rA. Brandon Christian was assigned as aircraft

launch crew assistant on an F-15C. Prior to pilot
arrival at the aircraft, this highly motivated airman de-
cided to do an additional check of the aircraft stores.
Christian proved his exceptional attention to detail while
inspecting the Captive Air Training Missiles (CATM)
and discovered that the front lug of one of the CATMs
was broken. Christian immediately reported the situa-
tion to his expediter and assisted with the safing and
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downloading of the de-
fective CATM and sub-
sequent uploading of a
serviceable CATM.
Christian’s keen aware-
ness, high standards
and dedication not only
allowed his assigned
aircraft to fly its sched-
uled sortie, he averted
the destruction of a
valuable combat train-
ing resource and pos-
sible loss of life.

B n‘;
)
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SrA. Brandon Christian
58th Fighter Squadron
33rd Fighter Wing
Eglin AFB, Fla.




Ground Safety
Award of Distinction

nly weeks after graduating from Safety Tech School

and arriving at the base to assume duties in the
Wing Ground Safety Shop, SSgts. Theresa Shockley and
Roderick Walker were given the task of organizing the
Wing Safety Day to highlight the risks of the “101 Criti-
cal Days of Summer.” To combat the boredom associ-
ated with a dry briefing, they created a game show
entitled “Who wants to be a Safety Millionaire.” They
developed questions which addressed the hazards asso-
ciated with heat-related stress, water sports, and high-
way safety. Their efforts also raised awareness for
Command Safe Ride programs, suicide prevention con-
cerns, and also emphasized the importance of seat belt
usage. They coordinated with the Network Communi-
cations Center in the
Communications
Squadron for the de-
velopment of a com-
puter program that
would present the
. questions along with

{ visual and audio spe-
g cial effects packaged to
give the impression of
an actual television
game show. Addition-

SSgt. Roderick O. Walker
347th Rescue Wing
Moody AFB, Ga.

ally, they coordinated the donations of
contestant gifts valued at thousands of
dollars from the BX, Commissary, Ser-
vices Squadron, and various private or-
ganizations on the base. They auditioned
“game show hosts” throughout the wing and
selected an individual with the ability to get out the
“safety message” and simultaneously maintain
everyone’s interest. They even oversaw the production
of a video commercial which highlighted the base Sober
Ride program during the game show’s intermission.
This program was presented six times during the day to
allow complete exposure. Over the six sessions, 48 ran-
domly selected contestants competed in front of the
Wing. Every contestant won a prize and everyone in
the auditorium was creatively taught the targeted ma-
terial. The effort was a tremendous success. The Wing
Safety Office received countless comments regarding the
outstanding Safety Day presentation. Thanks to SSgts.
Shockley and
Walker’s innova-
tion and creativ-
ity, the 347th
Rescue Wing was
able to highlight
the hazards of
the 101 Critical
Days of Summer
at a level of suc-
cess never before
achieved.

_~

SSgt. Theresa A. Shockley
347th Rescue Wing
Moody AFB, Ga.

ACC Safety is Proud of All Our Award Nominees

TSgt. Dennis R. Schlitter

Repair and Reclamation Craftsman
33 MXS, 33 FW

Eglin AFB, Fla.

SrA. Jimmy R. Docherty
F-16 Aerospace Propulsion
Systems Journeyman

522 FS, 27 FW

Cannon AFB, N.M.

SSgt. John A. Haden
Dedicated Crew Chief
A1C. Robert A. Peterson
Assistant Dedicated Crew Chief
58 FS, 33 FW
Eglin AFB, Fla.

SSgt. Michael J. Brien is
assigned to the 52 CCS, 5 CCG

not the 52 CCG as misprinted
in the September 2001 issue.
We apologize for the error.
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hether you’ve

hunted for years

or this is your

first time, each

hunting adventure always

brings a “new experience!” It

can be good or bad depending

on the WHO, WHAT, WHEN,
WHERE, and HOW.

WHO you hunt with is im-

portant as far as their experi-

ence, habits, and general

's (GO ,u.ii;.J{m

By Michael P. Barnes,

knowledge of wild game and
its habitat. Normally, an ex-
perienced hunter will ask a po-
tential partner tons of
questions to determine
whether they want to go hunt-
ing with them or not. This is
especially important when you
consider that around 40 per-
cent of the hunters injured
each year are accidentally shot
by their hunting partner while

November 2001

avis-Monihan AFB, Anz.

another 35 percent figure out
ways to shoot themselves! For
the sake of your own safety —
as well as that of your partner
— make sure you take into ac-
count both parties’ skill levels
and knowledge base.

WHAT type of wild game
are you planning to hunt?
Some of the most common are
deer, elk, bear, duck, turkey,
quail, pheasant, squirrel, rab-
bits, grouse, fox, and raccoon
— not to mention skunk, boar,
woodchuck, coyote, weasel,
and porcupine! And guess
what? The seasons overlap
each other. So, if you're not
careful, there’s a big window
of opportunity out there for
you to become some hunter’s
trophy! Keep in mind, how-
ever, that the most serious ac-
cidents typically occur during
deer season. This is mainly
because of the greater shoot-
ing distance and destructive
power associated with high ve-
locity rifles.

WHEN are you going hunt-
ing? You may want to consider
scheduling your foray when
the level of activity for big
game — like deer or bear — is
low. Since the total number
of hunters is highest when big
game season first opens up,
scheduling your hunt in the
middle or last part of hunting
season will reduce your risk of
accidentally being shot by an-
other hunter.

WHERE you hunt could be
the difference between life and
death! It would seem totally
ridiculous for hunters to just
jump in a 4x4 and drive for
hours to hunt in a place they

The Combat Edge
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Mishap Statistics

Although final
numbers are still being
crunched, Air Force
and ACC Class A flight
mishaps and mishap
rates will prove only
slightly less favorable
than in FY00 —
relatively low numbers
by historical stan-
dards, as FY00 was our
best year ever.

However, de-
stroyed aircraft and
aircrew fatalities
have increased 50
percent or more
when compared to
FY00. This is due
largely to fatal midair
collisions, Controlled
Flight into Terrain
(CFIT), and G-Induced
Loss of Consciousness
(G-LOC). Simply
stated, our flight
mishaps tended to
be more serious in
FYO01, and we failed
to improve our
mishap rates over-
all.

Ground Notes

ACC tied for the
best year for Class A
mishaps at 16.

ACC’s worst year
was FY93 with 42
Class A mishaps.

Lack of personnel
protective equipment
(seat belts/helmets)
was a factor in 7 of the

Flight

8 AF

As of October 1, 2001

Ground Notes
(cont.)

usage. This area will
be evaluated during a

9 AF

unit’s safety program
management evalua-

12 AF

tion.

AWFC

ANG
AFRC

Weapons Notes

Great News!
FYO01 had the lowest

Aircrew Fatalities

mishap rates for the
command in recent

As of October 1, 2001

history. Mishap rates
were actually reduced
by an amazing 54
percent from previous
reporting record. For
FY00 there were a total
of 53 events. For FY01

we accumulated only 24
events.
No Class A events

for the entire reporting
period — a first for the

command. Overall
losses were a bit over

Class A Class A
Fou Injuryor | ClassB | Class C
Fatality Equi
quip.
0 0 0 147
0 0 129
SR 219
RRIRR:
0 46

$623 thousand —
another first, since costs

Weapons

As of October 1, 2001

have never been below
$1 million.

Class C events
spiked considerably
during the second
quarter then went away.

8 AF 0

Class D and HAP
events took the overall

9 AF

lead in event classes.
Reports are more timely

12 AF

and accurate and causal
factors are in line with

AWFC

the findings in the

ACC Totals

Class C | Fatalities
0 il 0
0 0 0
0 0 0
0 | 0 0
o |1 [ [

reports — leading
cause; personnel error.

Let’s press to keep

12 Class A motor
vehicle mishaps.
ACC’s Ground

Class A - Fatality; Permanent Total Disability; Property Damage $1,000.000 or more

Class B - Permancnt Partial Disability; Property Damage between $200,000 and $1,000,000

Class C - Lost Workday: Property Damage between $20,000 and $200,000

them even lower in the
upcoming FY.

Safety Target Area for
FYO02 is seat belt

A+ ¥

15 Predator A-10 I-16

} & @M

Aircrew Ground Injury Permanent,
Fatality Fatality Injury
November 2001

{
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I
Missile
Mishap
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