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elcome back from the holidays. I sincerely
hope that everyone had a fun-filled time
with family and friends. Now that we’re all
ready to settle back into our hectic routines, let me
remind you that January is one of our most hazardous
months of the year. The holidays afforded many of us
the opportunity for extended periods of leave and
time off from the job. As a result, there are a lot of
subtle differences in our mindsets and abilities that
may not be readily apparent when we return to work.
For example, do you catch yourself in the “back to
work” syndrome, wishing that your time off or leave
had lasted just one more day? Whether you realize it
or not, you’re not as good as you were when you
stopped flying before the holidays. Your limitations
are not the same as they were. You also have to
consider that you’re not the only one that may be a
little behind. Everyone else is experiencing a gradual
return to their normal operating abilities as well.
Another factor that makes January so hazardous is
the significant transition to “real” winter weather that
occurs. Nearly all ACC bases will move into serious
winter conditions this month. What will your re-
sponse be to that reality? Have you considered the
changes that must occur in your normal routine:
more clothes to keep you warm, longer preflights,
longer time to taxi out to the runway due to ice and
snow? Or, do you act as though nothing has changed?
January holds just as many challenges for the non-
flyers. All of you working on the flightline, at the
missile sites and around the base such as crew chiefs,
securuy police, supply folks and evetyg.mr: else nﬁeg_
< 0 0

~tionto commanders and

how weather conditions will impact your daily rou-
tine.

As we go about our
daily work routine, how
often do we see some-
thing done that is
important to our mis-
hap prevention effort? I
would dare say more
often than we realize.
Our ACCsafety awards
program was developed
to recognize deserving
people, groups and
units. However, to be
successful, we need
your inputs. My ques-

supervisors is how of-
ten do your quality
performers go unrecog-

nized? People are

constantly working to improve our culture of safety,
and yet we have awards with no nominations. Please
take the time to recognize your workers -- we’ll help
in any way we can. There are too many “negatives”
for us to pass up opportunities to provide positive
recognition. Flood us with award nominations.

Colonel Bodie R. Bodenheim
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Safety in To
Changing Air

~ Force? One we hav
~ pay attention to is the
uncertainty caused by the
many changes going on
around us, and with these
changes, a natural ten-
dency to let them distract us from the mission at hand -- thus
Lieutenant General Thomas A Baker setting the stage for an unsafe act or mishap. If a pilot or crew
Commander, 12 AF chief becomes too focused on the personal implications of an
Bergstrom AFB TX early-out program or a unit deactivation, then they are natu-
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authortty'r doesn’t mean that the “old

heads” cannow abrogatethelr own responsibility to

ensure that common sense and good judgment still
prevall Our Air Force of the future will have fewer
field grade officers and senior NCO supervisors
assigned to our operational units. The challenge
will be to build this quality culture by developing
our younger leaders along a track that ensures they
keep safety and good judgment integral to mission
accomplishment.

We also know that we will be operating our future
Air Force with fewer dollars. We know that this
smaller budget will impact the size of our forces, but
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 remain the sam

safe is a profesaona{'amtuda rcqmmd of all Air' e

_Force leaders from the bottom to the top--it’sbeen

true up to now, and it will be true in our future. We
have done remarkably well in recent years in reduc-
ing the number of mishaps, saving precious lives
and important resources. We accomplished our all-
time lowest aircraft mishap rates through quality
training, attention to detail, self-discipline, proper
risk assessment, and solid leadership. As we tran-
sition into the Air Force of the future, let’s continue
these winning ways and make our concern for the
safety of our people a top priority of our mission.
n



User
Typewritten Text
Safety in Today's Changing Air Force

User
Typewritten Text




User
Typewritten Text
Let Fitness Enhance your Life, Don't Just Pass the Test





The Temperature Factor


User
Typewritten Text
The Temperature Factor

User
Typewritten Text

User
Typewritten Text


Capt Dan Charchian
329 CCTS/DOI (AIFC)
Castle AFB CA

ou have just been cleared for the approach and departed
Hyson, the IAF for the LOC 1 RWY 5 at Elmendorf AFB,

Alaska (Figure 1). You’re expecting to circle east of the field for a left

base to RWY 15. The weather is above approach minimums, and the

checklists are complete. Nothing left to do except land the aircraft.
Right? Well, that depends. What’s the temperature outside?

The temperature! That’sright,
the temperature. If the outside air
temperature is less than -4 degrees
Fahrenheit (not an unusual occur-
rence at Elmendorf or other
northern locations), you MUST
reference the temperature correc-
tion chart on page D-14 in the
Flight Information Handbook
(FIH), and adjust your HAA/HAT
accordingly.

Ashighlighted in the FIH, “Pres-
sure altimeters are calibrated to
indicate true altitudes under Inter-
national Standard Atmospheric
(ISA) conditions. Any deviation
from these standard conditions will
result in an erroneous reading on
the altimeter. This error becomes
important when considering ob-
stacle clearances in temperatures
lower than standard since the
aircraft’s altitude is below the fig-
ure indicated by the altimeter.”
For the math majors, the FIH fur-

ther explains: “The error is pro-
portional to the difference between
actual and ISA temperature and
the height of the aircraft above the
altimeter setting source. Height
above altimeter source is consid-
ered to be published HAT or HAA
for the approach. The amount of
error is approximately 4 feet per
thousand feet for each degree Cel-
sius of difference.” A lot to
consider when on final approach
at 150 KIAS.

Luckily, the FIH has an easy-to-
read chart (Figure 2). The left
scale isin degrees Celsius, and the
bottom scale is either HAA or
HAT. The correction values in
feet are subdivided into “recom-
mended” and “mandatory” areas.
Recommended values may be
added to required altitudes;
whereas, mandatory values
MUST be added to required alti-
tudes to ENSURE REQUIRED

OBSTACLE CLEARANCE.
These corrections “will only be
made for decision heights, mini-
mum, descent altitudes and
altitudes inside., but not including,
the final approach fix.” The lower
the temperature or the higher the
HAT/HAA, the larger the correc-
tion value. The combination of
the two factors (low temperature
and high HAT/HAA) quickly
places you in a mandatory versus
recommended situation.

In our example: The HAA is
607, and the outside air tempera-
ture of -4 degrees Farenheit is
equivalent to -20 degrees Celsius
(see page D-2 of the FIH). The
resulting mandatory correction is
+80feet. Therefore,the new MDA
is 900 feet not 820 feet as pub-
lished on the instrument approach
plate.

If all of this information doesn’t
get your attention, let’s use a more
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direct and user-friendly approach.
If you don’t apply the correction,
you have used up atleast 80 feet of
the 300 feet required for obstacle
clearance. Don’t forget, you can
take off withupto 75 feet of known
altimeter error. Now that’s 155
feet total. Instead of having 300
feet of obstacle clearance, you may
now have only 145 feet!

A good habit pattern to develop
is to check the FIH when the out-
side air temperature is below 0
degrees Celsius (32 degrees Fahr-
enheit). Practice flying the
recommended correction values.
Expand your airmanship and de-
velop a sense about when the high
HAA/HAT and low temperature
combinations will require a MAN-

DATORY correction -- then fly
it! Fly smart/Fly safe.
AUTHOR’S NOTE: Generi-
cally, Central Air Data Computers
(CADCs) only sample outside air
temperature to correct True Air-
speed, not altitude. Please consult
your specific aircraft T.O. &

FIGURE 1
= IDORF AFB (EDF)
IlS ] RWY 5 AL-1196.01 {USAF) ELME':NCH&AGE. ALASKA
ATIS % =9
1243 77135 —
ANCHORAGE APP CON

NORTH ARRIVALS 118.6 290.9
SOUTH ARRIVALS 123.8 259.3
ELMENDORF TOWER
127.2 255.6 /
GND CON
121.8 275.8
CLNC DEL
121.8 275.8
ASR/PAR /aNC

5]

R315

R

ifR-2203 is active

CAUTION: Terrain rises FlGURE
rapidly fo the 5 and E.
e TEMPERATURE CORRECTION CHART
Erh i Yt (FEET)
/ AIRPORT )
e TEMP °C RECOMMENDED MANDATORY
\
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MISSED APPROACH BV 213 |
HYSON T i Ry hoading. o 700 0 o 60| B0 90 M0 120 140 180 240 300
ANC R-215
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~Crcing Tp cros S of By 3 and W of Ruy 33 not auoried
Landing RWY 23: Circle' N of the fie

Londing RWY 15 or 33: Cnm"we ulnng Rwy 5, circle E o field.
CAUTION, Winds in vicify of Higher terrain {Chugach Foothills

CAURGN: CAT E mum« <|rc||ng fo all runways remain within 3 NM
to avoid rapidly rising terrain.

ILS 1 RWY 5

—45 50 90 110 140 160 180 210 240 310 360 430 480 550 720 960 1200
—-50 6080 100 120 160 180 200 220 260 340 390 470 520 600 780 1040 1300
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70

056 4.2 NM
from 6.4 DME/RADAR

LOC FAF fo MAP 3.6 NM
mmmlﬁl NOTE: Must round interpoloted values to nearest 10 feet.

S1PIFN-149°48'W

ELMENDORF AFB (EDF) RECOMMENDED: Recommend the values derived in this area be added to required alfitudes.

29

MANDATORY: It is mandatory that the values derived in this area be added to required alfitudes to ensure
required obstacle cleorance.

EXAMPLE: HI TAC Rwy 11 — Minot AFB, temp minus 30°C. (CAT D"

ALTITUDE HAT/HAA CORRECTION  CORRECTED ALTITUDE
MDA STR IN 2000" MSL 332 +60" 2060" MSL
CIRCLING MDA 2220" MSL 552' +90" 2310° MsL
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Pilot Safety
Award of
Distinction

: g S g s T " successful recovery of a valuable
selected S] (-the secondary fue] : ACC asset.
controller) to see if he could get Maj John J. Shields

68 FS, 347 FW

Moody AFB GA
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Hodgklns gxadually climbed and
slowed the aircraft to 350 KIAS while
moving the wings forward to 26 de-
grees of wing sweep. A close inspection
by the wingman revealed no visible
problems. There were no warning lights
or other abnormal indications inside
the cockpit. Although the crew felt
recovery of the aircraft was question-
able, given the limited amount of stick
authority available, they elected to try
an approach at Incirlik following a
controllability check. Declaring an
emergency with Approach Control, Maj
Hodgkins and Capt Bryner continued
to climb the aircraft to approximately

Aircrew Safety
Award of

'v{vekunsucce'smhsmﬂ: Riﬁc.t han
try to “brute force” reposition the con-
trol stick, Maj Hodgkins elected to
attempt to configure the aircraft for
landing with stick “as is”. He gradu-
ally slowed the aircraft to 250 KIAS
and set the wings to landing wing

sweep. After lowering the landing
gear the nose pitched down, but Maj
Hodgkins found he was able to control
it with the limited stick authority avail-
able. The slats and flaps were
incrementally lowered and although
Maj Hodgkins was required to hold
continuous aft pressure on the stick, he
found the aircraft would maintain level
flight. As he turned on to an extended

Distinction

steeper than normal approach, skill-
fully controlling the aircraft’s descent
with poweronly. An“on-speed” touch-
down was made in the first 1,000 ft of
the runway, and although only limited
aerobraking was possible, the aircraft
was stopped on the runway without the
need for departure end cable engage-
ment. Postflight investigations found
foreign objects in the control linkages.
Maj Hodgkins and Capt Bryner’s suc-
cessful recovery of the EF-111
demonstrated superior airmanship and
saved a valuable resource, proving
themselves worthy of the ACC Aircrew
Safety Award of Distinction.



Flightline

Safety Award

of Distinction

for uv: pﬂot who was preparing for
takeoff. Moments later, the 388 FW
pilot successfully accomplished a
heavyweight high-speed abort. He tax-
ied clear at the departure end of the
runway and, suspecting hot brakes,
started for the Hot Brake parking area.
Meanwhile, SSgt Iarossi was working
with SSgt Strate on a basic F-16 tow
job. Iarossi commented to Strate about
the 388 FW F-16sitting on the taxiway
adjacent to the 419 FW parking ramp.
They were not aware that the jet had
just accomplished a high-speed abort.

e
S F all =
/> 1€/

on fire!” Howsden immediatcly

» spr,mted to the 388 FW aircraft while

Strate, Pineault and Iarossi hooked a
flightline halon fire extinguisherto the
tow vehicle. Howsden reached the
aircraft first, alerting the pilot he had a
fire. Once at the scene, Strate armed
the fire extinguisher, grabbed the hose,
and began dousing the flames. Mean-
while, Iarossi chocked one of the tires
as a safety precaution. The aircraft
still had its engine running because
there was concern as to whether a fuel
dump, when the pilot shut down the
engine, would fuel the fire. “He wasin

trons onba-se Wbap:p.rec atet e 41 .

respondmg as quickly as they did with-
out regard for their own personal
safety,” he said. Lt Col Edward A.
Askins, 419 FW Chief of Safety, said
the response of the crew chiefs was
typical of the 419th; “Our crew chiefs
have great attitudes -- they’re profes-
sionals.” When asked about fear, Strate
-- who has twice won the 419 FW High
Flyer Award for top crew chiefs -- said
it wasn’t at all a part of the scenario.
“They don’t teach you to be scared, he
said; they teach you to do the correct
procedures at the right time.”
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QUESTIONS OR COMMENTS
CONCERNING DATA ON THIS

PAGE SHOULD BE

ADDRESSED TO HQ ACC/SEA, TOTAL ACC ANG AFR
s THRU NOV THRU NOV THRU NOV THRU NOV
NV i=asTeves Y [evsalevas Y [Fros [rvea il " [Fves|Fves
CLASS A MISHAPS 3|46 2 |3 |2 1 (1 ]3 oo |1
AIRCREW FATALITIES oo |5 oo |1 oo |2 o |o |2
* IN THE ENVELOPE EJECTIONS | 2/0| 3/0 |21 [l 1/0 | 20 |10 B 1/0 | 10 |11 |l 0/0 | 0/0 | 0/0
* OUT OF ENVELOPE EJECTIONS | O | 0 | O oo [0 oo o o|lo |0
D
DN K o
Fyoz| 34 | 19| 20| 25| 20| 20| 20| 23| 25| 24| 26 | 25
ACC [Fyez| 20 | 3.1
Fyez2| o 0 0 0 0 0 0 0 0 0 o |o
1AF Fyes| o 0
Fyoz| o 0 0 0 0 0 0 x | 201 | 164 [ 112 | 78
2 AF Fyes| o 0
Fyez| o 0 0 0 0 89 | 76| 66| 79| 58| 44 | 52
8 AF Fyes| o | 11.6
Fro2| a4 | 24| 34| 26| 21| 17| 22| 26| 24| 27| 24| 20
9 AF Fyea| 52 | 55
Fye2| o 0 0 15| 13| 10] 9| 81 14 13| 18] 21
12 AF Fyes| o 0 |
Fye2| o 67| 63| 88| 71| 66 | 56 | 55| 49| 49 | 49| 49
ANG ST 0 | 22 |
I;T'E:;fl | AFR Fyo2| o |109 | 77| 57| 47| 39 67| 87| 78| 70| 84 | 77
Y FY 93 0 0
Fyo2| 23| 37| 35| 43| 35| 33| 33| 36| 35| 34| 36| 34
TOTAL Fyes| 13 | 26
MONTH ocT | Nov | DEC | JAN | FEB | MAR | APR | MAY | JUN | JuL | AuG | SEP

sk (HOURS NOT AVAILABLE)
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Near misses or near hits, you decide Lt Col James D. Teigen HA ACC/SEF Langley AFB Va
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MA was en route to a nearby airfield,
the uncommanded rolling occurred
twice more. The crew declared an
emergency, jettisoned fuel and ac-
complished the applicable checklists
and a controllability check. After
landing, the uncommanded roll was
determined to be caused by a leaking
rudder boost pack. Would it have
turned out the same if it had occurred
just after liftoff, or during a go-around
or even on final, or a LAPES? Three
of the most useless things in the world
of aviation are: altitude above you,
runway behind you, and airspeed you
used to have.

Loss-of-control near misses require
us to look at a couple of more inci-
dents. The first MA was one with a
center line tank on a student syllabus
mission for advanced handling which
included unusual attitude recoveries.
During one of these recoveries, the
MA entered a deep stall due largely to
the student’s slow reaction to the slow
speed warning horn. The IP took
control of the MA and attempted re-
covery, but was unsuccessful until he
jettisoned the centerline tank. The
mishap crew thoughtthey were 10,000’
AGL when they broke the stall, but
were in fact only 4,500' AGL. Final
recovery occurred at2,000' AGL. The
crew was fortunate that: the aircraft
did finally recover and their
misperception of altitude did not re-
sultin ground impact beforerecovery.

Couple this with another one where
the MA had just returned from depot
level maintenance and was to be flown
in the squadron surge. The MP took
off for a planned 1V1 BFM sortie.
The first engagement was a 3,000’
defensive setup for the MP. While
maneuvering, the MA began a slow
uncommanded roll to the left with the

Three of the

most useless

things in the

world of avia-
tion are:

 altitude above

airspeed at 220 knots. The MP neu-
tralized the controls, and the MA
recovered within 20 degrees of turn.
The MP felt that he had most probably
induced the left roll by aggressively
maneuvering at slow speed, so he
elected to continue the mission. On
the second setup (again 3,000’ defen-
sive) while maneuvering, the MA
quickly began yawing left with the
yaw tone going to full double rate.
The MP again neutralized the con-
trols, and the MA recovered after
yawing 370 degrees and losing 3,100’
of altitude. The MP elected to abort
the mission and RTB. During the
battle damage check, it was discov-
ered that the right rudder was deflected
inboard approximately 2 inches. The
aircraft was recovered without inci-
dent. Troubleshooting discovered that
a wire lead, going to the cannon plug
for the roll/yaw computer was broken
and, subsequently, provided the PRCA
with incorrect information. Also, at
some unknown time, the right rudder
actuator failed. If the aircraft is not
flying the way we expect it to, it could
be because of some mechanical mal-
function as it was in this near miss.
Luckily, in this case as in the other the
pilots recovered the aircraft after it
departed. Recently, we have notbeen
so lucky.

Anotherarea of near misses involves
aircraft that have experienced inflight
losses of secondary panels; the dam-
age in some cases has resulted in
Class A mishaps. Panels have de-
parted aircraft fora variety of reasons:
latches not properly closed after in-
spections, latches worn beyond limits
which failed inflight, latching mecha-
nisms not inspected/maintained and
lastly, fasteners coming loose and
being ingested. While dropped ob-

26
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jects are not new to aviation, with the
increased cost of our aircraft, result-
ant damage drives the mishaps into
the Class B or even Class A dollar
range. All are preventable, with extra
attention to detail. In some of the lost
panel mishaps,wing tanks were rup-
tured with resultant fuel leaks; and in
several cases, engine damage occurred
which resulted in engine shutdown
and loss of power/hydraulic systems.
While this might sound like a mainte-
nance problem, the aircrew preflight
should have caught some of these
latching problems. In most cases, the
mission was lost; and in some cases,
emergency landings were the result.
It pays to be attentive.

Moving on to another near miss
category, the MP was on the third
defensive engagement of a BFM sor-
tie when the engine stalled and
stagnated. The engine was shut down
and restarted IAW checklist proce-
dures. The MP diverted to a nearby
civilian airfield. In this case, we were
all lucky. What would have happened
had the engine not responded to the
restart attempts? What if there had
notbeen an airfield nearby? We could
just as easily have had another smok-
ing hole to go look in.

There have been numerous near
misses recently due to the aircraft’s
inability to stop in the confines of the
runway. Some were because of bad
judgement: landing long, landing hot,
long/excessive flare, landing down-
wind, wet runway, etc. Some were
because of a misunderstanding of the
braking system in the aircraft: who
has anti-skid, how does anti-skid work,
when to let the anti-skid work and
when to abandon the anti-skid during
a malfunction, and the operation of
“carbon” brakes. Whatever the case,

The only
question that
is really "stu-

pid" is the one
that is never
asked and
leads to a mis-

aircraft have been lost, and aircrews
have been in jeopardy of injury or
death. If you have any doubts about
your aircraft’s braking system, ask
Training Flight, an Instructor Pilot, or
the Maintenance experts from the
brake shop to speak at your next safety
meeting. The only question that is
really “stupid” is the one that is never
asked and leads to a mishap.

The last near miss scenario involves
a MP who was in the observation
position on a KC-135 when he stated
that he had lost his engine. Numerous
attempts to restart in both UFC and
BUC were unsuccessful. The MP
landed engine-out at a civilian airfield
just beneath the tanker track. Subse-
quent investigation revealed the MP
had inadvertently shut down the en-
gine with the fuel master switch. Again
we were lucky, we had a piece of
concrete to set this one down on.
Suppose there hadn’tbeen an airfield?
This was all caused by the MP failing
to adequately analyze his problem.
We could have lost another one.

All of these “nearmisses” and “near
hits” could have just as easily gone
the other direction. Without the in-
tangible elements of either luck,
airmanship, or other outside force(s),
we could have had up to 10 or so more
smoking holes and a group of lost
aviators. We can ill afford the loss of
even 1 aircraft or aviator. Don’t de-
pendorrely on luck to pull it out of the
fire. Use maturity, airmanship, rules
of engagement, leadership, and the
training you’ve been given. Don’t
freewheel; you might not be as lucky
as the aviators we’ve discussed here.
These have been near misses or near
hits. Would you have been as fortu-
nate as these folks? Maybe, maybe
not. The decision is yours. W
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Warning injector hazard gas
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