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he abort decision has been a part of my

training since the first flight in the

mighty T-37. 1 remember long conver-

sations on critical field length, decision

speed, go-no-go speed, and the different catego-

ries of takeoffs. Fortunately, all through pilot

training, I never had to utilize any of this knowl-

edge. Later, flying C-141s and C-5s, 1

™ learned of critical engine failure speed

and rotation speed. Still later, 1

transitioned to the F-15, adding much more

powerful afterburning engines and cable arrest-

ing gear into the equation. After five significantly

different airframes, with a myriad of abort con-

siderations specific to each type, I have a suffi-

ciently jumbled mix of knowledge in my one brain
cell to confuse almost anyone.

Fortunately, over the past 8 years of flying, I've
been able to practice the appropriate procedures
in simulators and gain the sort of proficiency I'll
need in case I ever have to use the knowledge.
The simulator generally prepares you for the
worst-case scenario known and builds both reac-
tions and skills to handle these situations. For all
my practiced abort scenarios, I’'ve only had to use
these skills twice In my career.

The first situation was during a category III
takeoff while flying a maxed-out C-141. For those
of you that may be a little rusty on the category
I1I departure, rotation speed is less than critical
engine failure speed, placing the aircraft in a sce-

nario where you are getting ready to lift off; but if

akes...

By Capt Michael T. Morgan, Eglin AFB, Fla.
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you lose an engine,
you wouldn’t be
able to control the
aircraft using the
flight controls. I
was performing the
takeoff from the
right seat, and after
passing rotation
speed, I noticed a
thrust reverser
“Not Locked” indi-
cation in the cockpit
— generally not a
good situation. I
had seen this
scenario before in
the simulator and
aborted the takeoff,
in accordance with
the boldface proce-
dures, safely getting
the plane to a stop
and returning it to
maintenance.

The second and
only other time I've
had to stop an air-
craft from taking
off came after about
900 flying hours in
three different air-
frames. This time,
I had my F-15C
Eagle all ready for
flight, prepared to depart on
an Operation NOBLE EAGLE
sortie. The aircraft was con-
figured with three external
fuel tanks and four missiles on
the wing pylons. I was cleared
for takeoff, lined up my forma-
tion on the runway, waited for
my wingman to get into posi-
tion, ran up the engines, and
switched to departure fre-
quency. After my wingman in-
dicated that his jet was good
to go, I released brakes and be-
gan my takeoff roll. Opera-
tions were normal at this
point; we were about to be air-
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borne via a 15-second trail de-
parture. Unfortunately, the
next 50 seconds of my life
proved this was not going to
happen.

Passing 120 knots, with an
abort speed of 133 knots, I felt
an increase in the nose wheel
shimmy on my jet. This be-
came violent as the speed ap-
proached 130 knots, and I
elected to abort. After apply-
ing the initial Dash-1 proce-
dures, and reducing the
throttles to idle, I heard a loud
bang and the nose of the air-
craft impacted the runway as

... | heard a loud bang and the nose of the aircraft i

the nose landing gear failed. I
concentrated on keeping the
jet on the runway centerline
using rudder actuation and
differential braking. I also
called my wingman on the
auxiliary radio to let him know
of the situation. I then
switched back to tower fre-
quency and told them I was
aborting. Apparently anyone
who was watching the takeoff
was aware of the failed take-
off attempt and was able to see
the nose of the jet sliding down
the runway. Based on the
high-speed of the aircraft, 1



dropped the tail hook in case I
had to engage the departure-
end cable. As the aircraft
slowed down, I placed the
throttles into the “OFF” posi-
tion to prevent further dam-
age to the engines.
Unbeknownst to me, the aft
end on the jet had become en-
gulfed in flame, and the only
indication I had was tower in-
forming me I was on fire. As
the situation appeared to be
under some semblance of con-
trol, I decided against ejecting.
The jet was staying on runway
centerline, and I began pre-

pacted the runway as the nose landing gear failed.

paring to emergency ground
egress once it was stopped.
Once the F-15C stopped, I no-
ticed fuel pouring onto the
runway from a ruptured
centerline tank. I quickly
jumped over the left side of the
canopy rail and ran away from
the jet.

I can safely say that I had
never experienced a simulator
that adequately represented my
situation that day. However, all
the “routine” aborts I’d practiced
ingrained the appropriate proce-
dures into my mind. When the
time came to recall this knowl-

edge, it was readily
available. Looking
back, I feel this situa-
tion could easily have
turned out a lot worse.
I'd like to think it was
some of my actions that
prevented this from el-
evating to the next
level: loss of life or the
jet.

As pilots, we take off
and land everyday. This
is, by sheer definition,
part of our flying lives.
On the other hand, I've
learned over the years
not to treat any takeoff
or landing as routine.
Abort procedures are
very similar among
many Air Force air-
craft, with minor differ-
ences such as thrust
reversers or tail hooks
to help the situation.
Dash-1 procedural
knowledge is a must,
and I review these prior
to each takeoff I per-
form. Simulator train-
ing is invaluable in
honing your skills for
handling emergencies.
Learn all you can in the
simulator, especially those emer-
gency procedures that hopefully
do not happen on your daily sor-
ties. Finally, recurring hanging
harness and egress training is
generally seen as something that
simply “needs to get done.” Take
the time to review your egress
procedures and equipment just in
case you have to get out of an air-
craft.

As a parting shot, should
something unusual happen dur-
ing a routine area of flight,
make a decision and execute.
Time is of the essence during an

abort. }
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Fighting Falcon F-16
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Fighting Falcon F-16


Primary Function: Multi-role fighter « Builder: Lockheed Martin Corp. @ Power Plant: F-16C/D:
one Pratt and Whitney F100-PW-200/220/229 or General Electric F110-GE-100/129 @ Thrust:
F-16C/D, 27,000 pounds @ Length: 49 feet, 5 inches © Height: 16 feet © Wingspan: 32 feet, 8
inches @ Speed: 1,500 mph (Mach 2 at altitude) @ Ceiling: Above 50,000 feet © Maximum Takeoff
Weight: 37,500 pounds © Range: More than 2,000 miles ferry range @ Armament: One M-61A1
20mm multibarrel cannon with 500 rounds; external stations can carry up to six air-to-air missiles,
conventional air-to-air and air-to-surface munitions and electronic countermeasure pods @ Crew:
F-16C, one; F-16D, one or two © Date Deployed: January 1979 ;
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Pilot Safety
Award of Distinction

C apt Michael Ferrario had been the flight lead
in an F-16 night flight lead upgrade sortie when
he began an Instrument Landing System (ILS) ap-
proach. He attempted to extend the landing gear,
but the gear handle light did not illuminate to indi-
cate the gear was in transition and neither did the
three green down-and-locked indicators illuminate
once the gear had extended. Capt Ferrario could
not confirm that he had a safe landing configura-
tion and directed his wingman to rejoin with him as
he executed a go-around back to the radar pattern.
After coordinating with the supervisor of flying and
his wingman, Capt Ferrario accomplished the land-
ing gear malfunction checklist. Visual inspection
with night vision goggles indicated the gear was

down and locked, although the cockpit gear lights con-
tinued to indicate an unlandable configuration. Due
to his critically low fuel state and vi-
sual indications that the gear was
safe, Capt Ferrario chose to attempt
a night approach-end cable engage-
ment rather than continue to trouble
shoot the problem. He executed an
ILS approach and successfully en-
gaged the approach-end cable. The
landing gear remained down and
locked, and the aircraft was not dam-
aged by the cable engagement. Capt
Ferrario’s quick analysis under ex-
treme pressure, timely decision mak-
ing, and superior flying skill
ultimately prevented the loss of a
combat asset and potential loss of
life.

Capt Michael Ferrario
4th Fighter Squadron
388th Fighter Wing
Hill AFB, Utah

Ground Safety
Award of Distinction

Sgt Craig Gorowsky’s proactive approach as the

squadron’s ground safety Noncommissioned
Officer (NCO) resulted in a reduction in overall safety
incidents by 50 percent last quarter. These included
zero on-duty incidents during the month of October,
thereby keeping four maintenance bays and 19 offices
at the highest safety standard. Upon his appointment,
he immediately cleared aging annual inspection dis-
crepancies within the squadron like removing an im-
properly grounded grinder in the support section. For
wing Safety Days, MSgt Gorowsky created and pre-
sented PowerPoint presentations on Fiscal Year 2001
safety results, 101 Critical Days of Summer summary,
monthly safety topics, and product-specific safety is-
sues. He keeps unit members abreast of any safety
issues through electronic bulletins highlighting prod-
uct recalls, safety concerns, and child safety issues.
Last quarter, he conducted 132 random seat belt in-
spections, covering all three maintenance shifts. This
new awareness led to zero discrepancies! During one
of his spot inspections of the maintenance facilities,
he highlighted a hazardous oil spill on one of the han-
gar floors, traced it to a faulty oil-servicing cart, and
contained the spill. This prevented the hangar water
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supply from becoming contaminated and eliminated a dan-
gerous slip hazard. As wash rack supervisor, he noticed
improper drainage in the work area, documented the safety
hazards for wash rack personnel, equipment, and aircraft,
and forwarded them to wing safety personnel and quality
assurance evaluators. He was the hands-on safety advo-
cate during a squadron deployment to Tucson Interna-
tional Airport. While conducting two facility inspections,
he ensured current safety policies were displayed and that
all deployed maintenance members were briefed on fire
exits and evacuation routes. Because of lighting issues, he
pounded the ramp to make certain that reflective belt us-
age was at 100 percent, which contrib-
uted to 412 mishap-free training and
cross-country sorties. MSgt Gorowsky
has also maintained engine run cur-
rency, tow supervisor, and aircraft
marshalling certifications, which in-
creases his visibility on personnel
safety and technical data usage. Asa
youth leader for the Lutheran Pio-
neers, he provided instruction on
proper outdoor and fire safety precau-
tions during weekend camping trips
ensuring multiple incident-free
campouts during his tenure. MSgt
Gorowsky is the epitome of a ground
safety NCO, both on and off duty.

MSgt Craig S. Gorowsky
357th Fighter Squadron
355th Wing
Davis-Monthan AFB, Ariz.



Aircrew Safety
Award of Distinction

D uring an Operation ENDURING FREEDOM sor-
tie in Afghanistan, Rambo 34, a fully loaded B-1B,
experienced an uneventful takeoff roll until past deci-
sion speed and immediately prior to rotate. At this point,
the crew noticed a loud explosion, followed by a shudder
and left yaw. The number four tire’s outer tread had
separated and had been ingested by three of the four
aircraft engines. Engine number three was largely un-
affected, however, engine number two suffered some
damage, resulting in noticeable performance degrada-
tion. Engine number one was severely damaged and
suffered a classic compressor stall at liftoff. Following
rotation to liftoff attitude, the aircraft remained on the
ground for an unusually long roll and finally lifted off
with 1,000 feet of the 12,000-foot runway remaining.
After being in ground effect for an extended period in
order to gain energy, Capt Kent Payne began a shallow
climbout while Capt Brian Meade retracted the gear and
began retracting the flaps at one-quarter intervals. The
tower controller reported a large flame trailing the air-
craft, so Capt Meade checked cockpit indications and shut
the number one engine down in accordance with bold
face procedures. The crew dumped the majority of the

aircraft’s 190,000 pounds of fuel and Capt 5

Ken Boilot further reduced aircraft gross A

weight by jettisoning all 24 of the 2,000-pound

Joint Direct Attack Munitions. Finally, the su-
pervisor of flying inspected the suspect gear as the
aircraft executed a low approach. Twenty minutes af-
ter initial takeoff, the crew executed a safe landing and
shut the aircraft down on the runway. After consulting
with the wing commander, the crew stepped to the com-
bat-loaded spare aircraft and completed their mission.

Capts Brian Meade, Kent Payne, and Ken Boilot
1Lt Jason Pax, 34th and 37th Bomb Squadrons,
366th Wing, Mt. Home AFB, Idaho

Crew Chief Safety
Award of Distinction

SrA Matthew D. Luketina
A1C Ryan A. Rambo
94th Fighter Squadron
1st Fighter Wing
Langley AFB, Va.

O n Feb. 17, 2002, an F-15C aircraft laden with
live munitions was scheduled to fly in support
of Operation NOBLE EAGLE. SrA Matthew Luketina
was driving in the expeditor truck prepared to respond
to red balls and A1C Ryan Rambo was launching the
aircraft. With the number two engine running, A1C
Rambo signaled the aircrew to start engine number
one. At that time, SrA Luketina noticed an audible
pitch difference coming from the jet fuel starter and
immediately investigated to determine the cause.
Upon opening a servicing door, SrA Luketina identi-

fied flames in the Airframe Mounted Accessory
Drive (AMAD) bay, located below the engine. With-
out hesitation, he signaled A1C Rambo to perform
an emergency shutdown and egressed the pilot.
Meanwhile, SrA Luketina doused the flames with
a nearby fire bottle. The team’s ability to think
and act quickly under extreme pressure prevented
injury to the pilot and other personnel and signifi-
cant damage to the aircraft.

A\
iy ™
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Monthly and Quarterly Award Winners

Flightline Safety
Award of Distinction

SSgt Mark D. Nino
366th Equipment Maintenance Squadron
366th Wing
Mt. Home AFB, Idaho

O n Dec. 17, 2001, an HH-60 Blackhawk helicop-
ter was conducting search and rescue operations
from a deployed location in support of the air cam-
paign in Afghanistan and enforcing the no-fly zone
over Iraq. During an attempted night landing at an
undisclosed site, the Blackhawk lurched dramatically
to the left. The pilot quickly lifted off again and the
on-board crew chief reported the left main landing gear
strut was broken and would not support the weight of
the helicopter. The pilot declared an in-flight emer-
gency and returned to base where they were met by
SSgt Mark Nino’s team. Using the resources avail-

able to him, SSgt Nino assigned duties to the people
at his disposal and ensured those who did not need to
be involved were evacuated. If the helicopter could
not remain upright during the emergency landing,
there was the possibility that the flying rotors could
possibly destroy the aircraft, injure, and even kill, by-
standers and the aircrew. SSgt Nino used what he
had available (i.e., pallets, sandbags, and chocks) to
fabricate a platform for the disabled craft to rest on.
He even taped glow sticks to the upper surface of the
structure to help the pilot see how to line up in the
dark for a precise touchdown. The helicopter crew
made four unsuccessful attempts to land. After each
missed attempt, SSgt Nino’s crew had to adjust the
height of the supporting material as the aircraft hov-
ered 100 feet above the ground. On the fifth try, the
helicopter was down, safe, and stable. SSgt Nino and
his crash crew used sound judgment, innovative think-
ing, and went above and beyond the normal call of
duty to avert the loss of the Blackhawk helicopter and
possibly its aircrew.

Weapons Safety
Award of Distinction

SSgt Michael Monroe, SrAs Kurt Scandrol and
John Harper, A1Cs Adam McGee, Marcus Ellis,
Lucas Dorosky, Adam Read, Amber Hull, and
Jeremiah Phelps
7th Munitions Squadron
7th Bomb Wing
Dyess AFB, Texas

S Sgt Michael Monroe was directing his crew of
eight in removing FMU-139 tail fuzes from
MK-82 general-purpose bombs when a crewmember
notified him that some of the fuzes were difficult to
remove. After checking the item technical order, he
found no checkpoints for this discrepancy. He directed
his crew to set aside the bombs that were difficult to
disassemble. The crewmembers later came across a
fuze where the arming wire housing was protruding
about an inch. This prompted additional precaution-
ary concerns from SSgt Monroe and his crew. SSgt
Monroe conducted an operational risk assessment and
up-channeled this information to the munitions con-
trol center for assistance from Explosives Ordnance
Disposal (EOD) personnel. Upon inspection, EOD
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determined there wasn’t a risk of the fuze initiating
the explosives train; however, the excessive efforts
required to remove the fuzes raised concern from the
explosives ordnance technician. The explosives ord-
nance team trained SSgt Monroe and his crew to prop-
erly remove the fuzes without causing additional
damage to the fuzes. The EOD technician commended
the crew for properly using Operational Risk Man-
agement (ORM) and technical data for this abnormal
condition. It was discovered that the fuzes created a
vacuum seal inside the cavity because there was an
excessive amount of corrosion prevention compound
inside the fuze well. The proper use of technical data
and the decisive use of ORM kept this situation from
escalating into a mishap. SSgt Monroe and his crew
are to be commended for their precautionary efforts
and safety awareness.




Ground Safety upon himself to go from shift-to-shift to en-

sure everyone got the briefing without in-

Award of Quarter terfering with their assigned duties.

Sgt Jason Schoenbeck organized and imple-
mented a comprehensive Lockout/Tagout pro-
gram for the 726th Air Control Squadron. He
established Maintenance Operating Instructions and
an in-depth training plan that covered all affected
equipment within the squadron. The 355th Wing
Safety and Occupational Health Specialist, responsible
for the wing Lockout/Tagout program, lauded his pro-
gram and uses it as an example for others to follow.
TSgt Schoenbeck also developed a squadron job safety-
training outline recognized as the benchmark for the
366th Wing Safety programs. He also constructed a
squadron briefing covering Operational Risk Manage- TSgt Jason D. Schoenbeck
ment and other safety topics for Air Combat Command’s 726th Air Control Squadron
Safety down day. Due to the shift schedules to support 366th Wing
Operation NOBLE EAGLE, TSgt Schoenbeck took it Mt. Home AFB, ldaho

" RESTRUCTURED ACC SAFETY AWARDS PROGRAM

Based on your feedback, the ACC Safety Awards Program has been restructured to align it with the USAF
Safety Awards Program. A message, dated May 13, 2002, covers the awards program in its entirety (until a
supplement to AFI 36-2833 is published). The following is an excerpt from subject message:

Monthly awards are still due on the 1st of each month. Nominations for monthly awards are for events that
occurred within 45 days of the due date. Each NAF/DRU, HQ AFRC, and NGB may only submit one nomination
per category.

Nominations should be prepared IAW with subject message and forwarded through the unit/wing commanders
to their respective NAF/DRU/NGB/AFRC safety offices, to process prior-to forwarding to HQ ACC/SEM. To win
an ACC or USAF safety award, a nominee must win at wing level, then NAF level, then ACC level. A nominee
must win at each of these lower levels to be forwarded by ACC for an Air Force-level award. All awards will be
submitted electronically. Monthly and Quarterly awards will be submitted using the latest version of AF Form
1206 or the ACC/SE approved MS Word Document format. There is a 25-line maximum length for both monthly
and quarterly awards.

A photograph or unit patch must accompany nominations for the monthly and quarterly awards. Photographs
should be sent electronically using jpeg format with at least 300 dpi resolution. Whenever possible, photographs
should be taken in an environment which illustrates the nominees job. Be sure to coordinate the photo shoots
with the base photo lab. Head and shoulder shots are discouraged and substandard photos will not be published.
A digital graphic file of the unit/wing patch is required for any unit nominations.

NOTE: Please include the date of occurrence (if it’s a one-time act), the wing, (in addition to the squadron), the
type of aircraft (if applicable), and the duty title for each nominee.

Point of contact for the Safety Awards Program is Barbara Taylor, DSN 574-8846, or e-mail at:
barbara.taylor@langley.af.mil.
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Dangerous Waters by TSgt Jeffrey Brown, Hurlburt Field, Fla


at risk of drowning because
there will not be anyone to alert
you to dangerous conditions
and to provide rescue in the
event of distress. Almost all the
drownings that occurred hap-
pened in unprotected waters.

Know and obey local
warning systems. Many
area visitors surveyed stated
they did not know about the
beach warning system or know
what each warning signal
means. Nearly all protected
beaches have a warning sys-
tem established to alert swim-
mers when surf conditions are
dangerous. Whatever beach
you visit, ensure you educate
yourself to the local warning
system and understand its
meaning. When warnings are
given, don’t ignore them.
Warning systems are only ef-
fective if they are heeded.
Most beach officials don’t have
the authority to force swim-
mers out of the water, so it’s
an individual responsibility to
safeguard themselves.

Know how to identify arip
current and what to do if
caught in one. Accordingto the
U.S. Lifesaving Association, 80
percent of the rescues made by
lifeguards are the result of rip
currents. It was the cause of
most of the drownings that oc-
curred in the Emerald Coast wa-
ters. In all the drownings,
swimmers tried to swim against
the current toward the shore and
ended up tiring themselves out.
To increase your chances of sur-
vival in a rip current, swimmers
should swim parallel to the shore
until the current lessens and
then swim to shore. Don’t fight

the current. Most rip currents
are narrow and a short swim par-
allel to the shore will bring you
to safety.

Going to the beach will always
be one of the most popular sum-
mertime recreational activities
and the Emerald Coast or others
have some of the finest to offer.
Beaches are only deadly because
individuals fail to recognize dan-

gers or just choose to ignore them
and take unnecessary risks that
endangers their lives. Be aware
of the dangers, avoid the risks
and have fun. }

Editor’s Note: The U. S. Lifesaving
Association is a national agency that fo-
cuses on lifequard training, fitness, and
equipment in open waters. For more in-
formation visit: http://www.usla.org/
index.shtml.

They used poor judgment and took unnecessary

risks that ultimately cost them their lives.

July 2002
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Mishap Statistics

FY02 Aircraft As of May 31, 2002

Class A

Flight Safety (SEF)

A tough month for mishaps here in ACC. We
lost one HH-60 and had two non-rate producing

Fatality

8 AF A K A’ Class As. The first was a B-2 ground mishap and

the second was another Predator loss. The B-2

9 AF 5 mishap did result in injury to several mainte-
nance folks, but we were very lucky we did not

12 AF *++ kill someone. Like we always say: We can build

g = > * new airplanes and fix the ones we break, but we

AWFC 4 4 —im.—_*_—n;‘—_*_—; can’t replace the people. For the most part, people

. have been working hard and making the right

ANG (ACC-gained) '*' decisions. For risky tasks, remember to use ORM
g and ACC’s abbreviated A.C.T. acronym to weigh

AFRC (ACC-gained)

your options: Assess the risk, Consider options,
and Take the appropriate action. Let’s continue
to work hard and think smart. Learn more about
A.C.T. at: https://wwwmil.acc.af.mil/se/
4.1.act.htm

FY02 Ground As of May 28,2002

7 3 69
ACC experienced one Class A sport/recreation
3 T 65 mishap in May 2002. The individual drowned
during a scuba diving class. The investigation is
"""' 7 0 135 ongoing. There was also one Class B mishap
where a person suffered a crushed vertebra in a
"" 0 1 19 Private Motor Vehicle 4 wheel (PMV4) mishap.
On the good news side, there were no Class A or

B mishaps in ACC during the Memorial Day
weekend. Please keep up the emphasis on safe
driving for the 101 Critical Days of Summer.

Weapons Safety (SEW)

Overall, weapons mishaps still remain rela-
tively stable. There are still no significant trends
to report or any MAJOR areas of concern. This
again does not mean that we should ease empha-
sis on personnel and procedures. We are still on
track to have another record-breaking year with
low mishap numbers. Let’s all strive to make this
goal a reality!

Symbols for Mishap Aircraft

Class A - Permanent Total Disability; Property Damage $1,000,000 or more .1#. A .4‘ A
Class B - Permanent Partial Disability; Property Damage between $200,000 and $1,000,000
A-10 B-1

Class C - Lost Workday; Property Damage between $20,000 and $200,000 16 wat

* Non-rate Producing l é /{

RQ-1 QF-4 HH-60

FYO02 Weapons As of May 31, 2002

Class A

0 0

0
0
0

[l = B~
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WHEN AIRPOWER
©  REALLY COUNTS!
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Photo by SSgt Jeremy Lock

P Members of a coalition force prepare to be extracted from a mountainside 7,500 feet above sea level on
May 7, 2002, in Tora Bora for Operation TORII. This past December, the Tora Bora region in Afghani- The Combat >
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\~ ~ in Tora Bora were then bombed with 2,000-pound Global Positioning Syvstem-guided Joint Direct Attack mum —

N~ Munitions with hopes of taking out OBL and his followers while closing caves.






