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E ven in a culture imbued with quality and

embracing continuous improvement, we
sometimes fall short of our goals. Such is the case
with our mishap prevention efforts in relation to
Flight and Ground Class A mishaps for FY 92. In
weapons safety, however, we experienced a 4 percent
reduction in Class A, B and C mishaps.

Our established flight safety goal for 1992 was to
foster a culture of safety by maintaining the ACC and
ACC-gained overall aircraft mishap rate below 2.0
and the ACC and ACC-gained command-controlled
rate below 1.5. We failed to meet our goal in either
category.

In ACC, we experienced 16 Class A mishaps, 10 of
which were command-controlled, for an overall rate
of 2.5 and a command-controlled rate of 1.6.

Our projected statistics for ACC-gained units also
reflect an increase over last fiscal year. ACC-gained
Air National Guard units experienced 12 Class A
mishaps; 7 were command-controlled, which yields
an overall rate of 4.9 and a command-controlled rate
of 2.9. ACC-gained Air Force Reserve units had 4
Class A mishaps; 3 were command-controlled, for an
overall rate of 7.8 and a command-controlled rate of
5.8.

When we aggregate the ACC and ACC-gained
losses, we find that we had 32 Class A mishaps, 18 of
which were command-controlled. However, even
more tragic than the loss of 32 airplanes are the 16
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fatalities that occurred. Sixteen fellow aviators and
over a squadron of airplanes are no longer with us -
- we can do better. Command-controlled mishaps,
ones that could have been prevented by ACC people,
accounted for over half of our Class A losses and

require increased atten-
tion and effort. We can
gainsignificant benefits
by applying our quality
techniques to reducing
the number of com-
mand-controlled
mishaps. This area is
ripe for improvement.
In the ground safety
arena, we had 45 Class
A and 11 Class B mis-
haps. Again, the most
tragic aspect is that we
experienced 36 fatalities
(32 off duty), a 20 per-
cent increase over last
year’s combined SAC/
TAC total. Off-duty

fatalities continue to be

the area of greatest concern. We are constantly
looking for better ways to stop off-duty fatalities, but
we need your help.

Does not meeting our goals mean that we failed in
our mission? No, it doesn’t. It means that we didn’t
do as well as we wanted to. The goals are still valid
and attainable and the quest is worthwhile. We have
the quality tools, knowledge, desire and leadership
support to improve. Can we obtain our goals this
fiscal year? YOU BET! The upcoming holiday
season gives us a perfect opportunity to show what
we can do. Let’s all work toward reducing mishaps
through the “We Care” program this holiday season.
In the air and on the ground -- we can do better!

Colonel Bodie R. Bodenheim
Chief of Safety
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Lt Col James D. Teigen
HQ ACC/SEF
Langley AFB VA

STE

THE HARDEST

' he plane lay upside down, leaking JP-4.
The engines were still so hot that you could
feel the heat all the way out to the cordon we had set
up.

The aircraft had sustained major damage; and yet,
looking at it, “all” that was wrong was a bent
vertical stabilizer, bent wing tip, and the canopies
were damaged. Still, it was upside down, and
getting it back on its gear would be a major under-
taking. The wing commander got word to me to go
to his office as he was going to call Headquarters
and needed all the details.

The first question as I entered his office was:
“Why didn’t he take the barrier?” I could only shake
my head and shrug my shoulders.

The initial interviews with the student and Run-
way Supervisory Unit (RSU) controllers helped to
answer the nagging question of why wasn’t the
barrier used. The story unfolded along the follow-
ing lines.

The solo student had some difficulties in the final
turn, overshooting and just missed rolling out lined

LAt the comier, iy Mullalesga-adouads

~student down. I’'m sure visions of a “save” were
- M- 1r;-l‘.‘-f= . Ll

turn, line up and land before he ran out of gas. I’'m
sure those same thoughts were also running ram-
pant in the student’s mind.

The controller asked the student about his fuel
state and received the chilling news, “800 pounds,
on the go, request closed.”

The controller began to give instructions to the
student, talking him through downwind and correc-
tions for the pattern winds which proved to be the
student’s biggest problem. This is where the plot
thickens.

The RSU controller had arunning commentary on
the overall performance of the student’s ride to date,
and based on the fuel state and the need for instruc-
tion, was now convinced that if the student rolled
out somewhere near final, to let him land. The
student lived up to everyone’s expectations.

The mishap final turn was one of those overshoot-
ing turns, where there was no way the aircraft was
going to make it around within the prescribed ground
track; and, of course, it didn’t. The RSU controller
was giving instructions and basically talking the
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airspeed he might have lost and to carry just a few
extra knots to help get his jet aligned with the
runway. The overshoot was almost to the center
runway; and, as such, in hindsight, landing on the
center runway may have solved everything. The
student made corrections to realign with the outside
runway, still carrying extra airspeed, “just in case.”

The RSU knew the student was hot, but the
alignment was looking better and the feeling was
that the student would get it on the ground with this
pattern. They allowed the student to continue. The
mishap aircraft cleared the threshold with airspeed
and altitude to spare.

The aim point drifted, and the aircraft began to
flair, high and hot. The student had the throttles
back into idle, and the jet floated well past the prime
touchdown zone. The RSU controller hesitated a
fraction of a second too long, hoping and praying
that the student would get it on the ground. The jet
finally settled to the runwayj, still too fast, and with
too much runway behind him.

The student tried to aerobrake, and the aircraft
begantobecome airborne. The RSU observer noted

the “unalithonzodﬂtght” andr éched‘fﬁ&nm;cr& o Ihe mse whae(# s&wrmg switch eagaggd 'ﬂm air-

THING TO KILL

stance. The student began to apply wheel braking.
He didn’t understand that with the excess airspeed,
his braking efforts would not affect his jet the same
way that it had on other rides. He quickly realized
that the jet wasn’t slowing down. Much to his
amazement, the end of the runway was quickly
approaching and he still had too much airspeed.
Somewhere in the student’s thought process, the
concept of taking the barrier was not an option.
Whether this was taught in a formal context, in a
classroom setting, or from a flightline “word-of-
mouth” situation, the student knew that “bad” things
would happen if he had to take the barrier. He
applied his maximum effort toward applying the
wheel brakes. In so doing, he blew both main tires
in quick succession. He was still going way too fast.
With little concrete left in front of him and just a
raised barrier followed by 1000 feet of overrun, he
made a snap decision which continued the mishap
chain of events. The student saw the high speed
taxiway approaching on his left and with his aver-
sion to taking the barrier, compounded by two flat
tires, he chose the turnoff. He fed in left rudder with
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Ground Safety Individual Award of Distinction Some deserve individual or team could have been featured here!
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team to accomplish the mlsj‘ quafcly The aircraft com-

mander may haye the ate responmb}iﬁy Wctmg

this team, buf'the ean hlso has a responsi o the
aircraft corﬁmand “"Be alert to prothy devclop,
question deviations, and rccomxpghd corre tﬁbuctlo S

Overall we’re pretty good at what we do becay IS¢
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