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loss of life—

In the way of a Stakeholder’s report, the com-
mand continues to do well in Weapons and Ground
Safety and is basically holding its own in the Flight
Safety area. Our trends in off-duty mishaps/fatali-
ties seem to remain steady—failure to use safety
restraints (seat belts and harnesses) and excessive
speed causing loss of control. Two recent mishaps
were the result of failing to yield or stop. In both
cases, the vehicles were hit by other vehicles—in
one instance, an 18-wheel cement truck. I guaran-
tee you won’t win that contest and seat belts in this
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toward a cultural approach to safety that makes
each and every one of us question the need to take

or accept unnecessary risk in our flight operations.
Too much in terms of lives, resources, and combat
capability are at stake—fly smart and safe!!

Lastly, I hope you are all gearing up for next
month’s command-wide SAFETY DAY. We’ve
come a long way over the past ten years but cannot
rest until we reach our stretch goal of ZERO
MISHAPS. WE CAN DO IT!!

,+f- i

Colonel Bob Jones

Chief of Safety

ABOUT THE COVER

The photograph for this month's cover was taken by SSgt
Blake R. Borsic, 33 CS/SCCV
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The Sign of 1§ he

Lt Col James D. Teigen
HQ ACC/SEF
Langley AFB VA

ebster defines
Gerrymandering
as: “1: todivide (a
territorial unit) into
election districts to give one po-

litical party an electoral majority_
in alarge number of districts while

concentrating the voting stre 1gth
of the opposition in as few dis-
tricts as possible 2: todivide (an
area) into political units to give
special advantages toone group’
Each base looks at its surround-

ing area and physically divides
the country up into areas of re-:

sponsibility  for
investigations and disaster con-
trol/response force actions. In a
sense, we gerrymander the coun-
try into areas of responsibilities.
In case you’re wondering, this is
per the guidance in AFR 127-4,
Para 1-2,d. and the sub para-
graphs. You knew that; you're
just wondering where this is go-
ing.

Now that the Base Realignment
and Closure (BRAC) commission
isareality, we have another prob-
lem cropping up. What happens
if the base that adjoins your area
is scheduled for closure? Who is
responsible for mishap investiga-
tions and disaster control/
response force actions? When

mishap | )
" The Numbered Air Force an-
swered this one with a good

il

imes!

(DEALING WITH THE REALITIES OF
THE BRAC COMMISSION)

will there be a transfer of the
responsibilities?
All of these are good questions.

Recently we had a base ask just™™

those types of questions, and I'd

“to take this opportunrty to
d1scuss the answers given.

The first question was since the

base was slated for closure in FY ~ bi

9X, what was their end respo
bility time? They were asking
could they arbitrarily “draw ali

in the sand” and say that aftertt
date they could no longer [
form their major mishap respons
or investigation responsibiliti€

answer “That is dependent on
he particular unit and is depen-
ent on the time when 1t1s

unls capabl
mishap board no la -
the qualified individual is on sta-
tion to perform those duties, then
the roster and duties should be
maintained. While we’re at it, the
answer should not delay normal
rotatio of the unit of those
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individuals identified as members .

of the unit’s mishap.response
force. om ™

e third question was who as-
sumes the unit’s mishap response
duties when it does close? The

answer to this involves all the

other bases. As the unit’s

assist in the mrshap in-
vestlgatlon processes.
adjomrng bases will be. re

i process We in ACC experienced

a mishap at a non-USAF base
some time ago. Initial response
was provided by the sister ser-
vice. After the board had formed
and was in need o nuing
as cal for help ‘went

pia=
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out to all. To the surprise of
many, some of the answers were:
“We’ve looked at our maps.an

that’s prett Other
- went down hill from
there. I got to hear stories about
how much money it would cost,
how broke the unit was, and more.

ACC base

, and nearly the last folks on
the base but their “can do”

to the foll

budget request for a pot of money
for ha gations. If the
' OM doesn’t red line that,
the Air Staff will. Indiyiduz

going through their ‘res
funding channels, thfou
NAF/DirectReporting Unit to
MAJCOM Comptrolle
Air Staff. The key “buz
is “unfunded requirement(
Where the monies comé from,
how fast, and how the sy stin
works is past my simple example,
and beyond my need to know.
That’s what the money experts
are for — use them. B

Aviators w1]] be able to 1€ ate‘!

d”

of aviation

$ are not unknowingly
dropped.

The third thing we need to learn
is that in this era of declining
budgets, mishaps can sometimes
occur near the end of the mane
before the calen 0

can give some thin, ngs
v years of safety
~and mhltlple mishaps I’ve helped
out with. No unit can put in a

out. To ,rm
‘Rescue duties. There were train-

s eduled for the low-level route,
just 15 minutes behind, loaded
with fuel. As the second aircraft
passed the mishap site, there was
discussion among the crew as to
how to he]p the mishap®=étew.

dtohe] a ‘

was another aircraft

simply passed to the Federal Avia-
tion Agency.

When I’ ve told this story, other
aviators cringe at the mention that
a fellow “aviator” would depart
the area and leave a downed air-
crew without contact with the
outside world.

So what’s this got to do with
supporting a mishap board or ini-
tial disaster response? Well, if I
have to explain that to you, you’ve
missed the point altogether, and
there isn’t enough paper in this
magazine to dissuade you. If on
the other hand you’re a respon-
sible aviator, or the many others
on every base who support the
initial mishap response force or
the mishap board, it talks to you.
We need to be aware of our re-

f%.‘n sponsibilities to respond and

provide support for mishap in-
vestigations. It won’t get any

easger because of base closures.
“}t will take a constant effort on

e part of those units and bases
ft to ““re-gerrymander” their ar-
s of responsibilities. It won’t

any easier with tighter bud-
s. But the job must be done
and done professionally. To do
that, we need to open or continue
g dialog as bases and units are
tified for closure. We need
to keep everyone informed of the

The fr'eommander e]_ectodﬁ"tlmt s ability to respond to mis-

0 proceed with the pl anned mis-
tto take up Search and

ing events to be accomplished,
and the general area, although
known to be very desolate, was

haps and support mishap boards.
What we don’t need is to ignore
our responsibilities and “fly off
into the night” leaving our fellow
aircrew alone at the site of the
mishap. B
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Capt John Coffindaffer
41 RQOS
Patrick AFB FL

t 1135L on 26 Janu-
ary 1994, the 41st
and 71st Rescue
Squadrons were
notified by the USCG Station
Mayport of an injured seaman
aboard the 67 foot fishing vessel
St. Elmo, located approximately
200 nautical miles due east of
Patrick AFB FL. The injured
fisherman, a 39-year-old male,
had fallen from the roof of the
wheel house onto a metal rail frac-
turing severalribs, puncturing his
lung, and seriously injuring his
back. The St. Elmo had a rup-
tured fuel line and insufficient
fuel to make itback to the Florida
coast.

As the crew of Air Force Res-
cue 811 (HH-3E helicopter), we
quickly organized and planned
the mission and departed Patrick
AFB for the St. Elmo at 1215L.
At approximately 50 miles off-
shore, we rendezvoused with Air
Force Rescue 853 (HC-130
Tanker) and air refueled to make
sure that each aircraft’s refueling
equipment was operating prop-
erly prior to committing our
helicopter outside its normal,
unrefueled range. Ten miles
southwest of the scene, we
dumped 500 pounds of fuel in
order to obtain the proper power
safety margin for a high hover
during the recovery phase. We
also performed health checks on
both engines to ensure engine
performance was not compro-
mised.

Once on scene, I made an ap-
proach over the water, next to the

"

vessel, and deployed TSgt Lowdermilk and SSgt Hehir using swimmer
deployment procedures. I then made a second approach and deployed a
stokes litter as requested by the pararescuemen.

After the pararescuemen prepared the patient for a hoist recovery, I
conferred with the crew and decided that the best and safest means of
recovery would be to have the vessel maintain a steady course 30 degrees
off the wind line at approximately 5 knots. This would provide a stable
platform for the helicopter, from which a hoist pickup could be performed
over a clear section at the stern of the vessel. I held a steady 75 - 80 foot
hover over the vessel for a stokes litter hoist extraction. While the stokes
litter was being hoisted up, a large wave caught the vessel causing it to
pitch up and to the right. As a result, the vessel was an additional 30
degrees off course from its original heading and moving away from the
helicopter. The stokes litter, with the survivor in it, began to move with
a pendulum motion to the left, proceeded to go in between the deck and a
rail, and then entered the water — jamming the hoist cable against the
vessel’s rail. This situation, combined with the forward motion of the
vessel, caused the stokes litter to be dragged under the water (like a water
sea anchor), placing the survivor in close proximity to the vessel’s
propeller. SSgt Hehir jumped into the water, swam to the survivor, got the
survivor to the surface where he could breathe again, and ensured the litter
stayed clear of the boat’s propeller. At the same time, MSgt Mayfield
called for the hoist cable to be sheared. SrA Riddell immediately sheared
the cable, which then entangled itself in the hoist drum rendering it
useless.

MSgt Mayfield began improvising an extraction device from rappel
ropes and caribeaners, utilizing his knowledge of litter evacuation proce-
dures used in mountain rescue situations. He envisioned a rescue by
clipping the ropes to the stokes litter and pulling in the survivor while the
helicopter was in a low hover or landing in the water. After a successful
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approach to a | foot hover over rough sea, the pararescuemen in the water
were able to clip the ropes to the stokes litter which enabled MSgt
Mayfield, SrA Riddell, and Capt Hurwitz to manually pull the survivor
aboard the helicopter. Once on board, Capt Hurwitz began administering
medical treatment to the patient. Next, we flew an approach back to the
pararescuemen in the water so they could climb into the helicopter using
a rope ladder.

On takeoff from the hover, I made smooth power adjustments because
I knew the jet turbine engines had ingested a lot of salt spray that could
severely degrade the engine’s performance. Atapproximately 200 feet off
the water and 50 knots forward airspeed, we experienced a compressor
stall on one engine. The tell-tale loud bangs of this failure alerted us to the
emergency situation. We immediately followed the procedures outlined
in the current H-3 Dash One Technical Order and were able to stabilize the
engine, avoiding a highly probable engine failure. We performed a health
check on the engines and determined that we did not have normal power
due to jet engine performance deterioration. By this time, the helicopter
needed fuel in order to make it back to Patrick AFB.

With a power critical situation, I requested that the HC-130 fly under-
neath us at 1000 feet to set up air refueling operations. As the tanker came
into view, I entered a shallow controlled descent, engaged the drogue of
the HC-130, and obtained 1200 pounds of fuel — enough fuel for the

helicopter to make it back on its own. The air refueling took place at 1000

feet and 105 knots airspeed over the ocean.

At approximately 90 miles east of Patrick AFB, Capt Kelly noticed the
cyclic stick was beginning to drive forward. Capt Kelly passed the
controls to me, and we decided that the helicopter’s automatic flight
control system (AFCS) was malfunctioning and should be turned off. The
HH-3E is safe to fly when the AFCS is turned off, but flies unsteady.
Meanwhile, Capt Hurwitz and the pararescuemen were providing life-

saving medical attention to the
patient. After conferring with
the crew, I elected to make a mini-
mum power running landing to
Runway 11 and landed without
incident.

The helicopter ground taxied to
base operations where an ambu-
lance was waiting to take the
patient to the hospital.

41 RQS/CC COMMENTS: -

In an outstanding effort, the
crew was able to cope with an
emergency situation on the
helicopter’s hoist system, and
then improvised an alternate
method for the recovery of the
survivor. They responded, in a
cool and professional manner,
lo an engine compressor stall
during the critical stage of take-
off from a 40 foot water hoist.
They also accomplished a suc-.
cessful, emergency helicopter
single-engine air refueling in or-
der to extend the helicopter’s
fuel range and prevent a poten-
tial ditching situation. Finally,
they responded to an automatic
flight control system malfunc-
tion that increased the pilot's
workload during the critical
stage of landing the helicopter
with an injured patient on board.
If not for the gallant efforts and
teamwork of the helicopter and
HC-130 aircrews, the patient
would not have lived from the
injuries sustained during his fall.
In addition, Air Force Rescue
811 crew’s superior airmanship,
along with their expeditious and
accurate assessment of multiple
emergencies, resulted in the
successful recovery of a valu-
able Air Force aircraft and the
saving of all lives on board.
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OH NO...

Not Another
Safety Day!

“What’s wrong with those staff pukes at headquarters? Do they think
we have nothing better to do with our downtime than go through the
motions of another Safety Day? For crying out loud, we just had one
in May. I thought that Safety Day was supposed to be held after the
Christmas/New Year holidays before we get back into flying - so
what’s going on here?”

These comments recently emanated from the mouth of a wing flight
safety officer (FSO) who knew it was his job to set this thing up — an
agenda to propose, coordinate, and get approved — memorandums to
be drafted and distributed — the logistics of time, place, and briefings
tobe worked. The plan needed to involve the whole wing: operations,
maintenance, and support sides of the house. The frustrated FSO knew
it was a lot of work, and they just had that Safety Day in May! So, what
is going on here?

Air Combat Command’s Office of Safety proposed the formalization
of the Safety Day concept as part of a quality effort to meet our
established goals of mishap prevention. Approved by COMACC, the
idea involved using two critical time frames to focus our attention on
the job at hand as well as our off-duty mishap potential. Post winter
holiday Safety Days were a common occurrence, but our new efforts
will take place in May (prior to summer’s 101 critical days) and again
in September. September’s Safety Day spotlights the end of the fiscal
year, reviews the current year’s safety performance, and looks ahead
to meeting the coming year’s safety goals. Our goal is improved safety
performance both in the air and on the ground. Why? Because safety
is much more than the prevention of mishaps; it is the preservation of
combat capability in a climate where every person and every dollar
counts.

ACC Safety Days are intended to be proactive. In the recent past,
sister services and reserve components have grounded their fleets and
held safety days in response to a rash of mishaps. These efforts were
certainly warranted; however, they were reactionary in nature. They
attempted to stop an existing problem rather than prevent future
problems by lead turning them. Our Safety Days are designed to be
proactive and prevent future mishaps, not just respond to past mishaps!

Now to the nuts and bolts. You are that FSO in charge of organizing
your wing’s Safety Day. Where do you start? Or you’re the squadron
commander in charge of your in-house efforts. What’s your plan?
Here’s our best guess at getting started.

Start by reviewing ACC guidance on conducting your Safety Day.
We’ve sent out several messages leading up to your Safety Day with
a general focus and theme, and they list plenty of applicable subjects
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- 3. Safety Day will be conducted at
the squadron level and below. Squad-
ron commanders will divide their
units into manageable working
groups. Working groups need to
focus on the main cause of mishaps -
human factors. Not only do human
factors cause most mishaps, human
factor mishaps are the hardest to
prevent. Be honest, be innovative,
and we can find ways to prevent a lot
of human factor mishaps.

4. Use your afternoon session by
having the working groups review
our working tech orders, regulations/
AFlIs, Ols etc. We can make some
concrete good come out of this effort.
We rarely have the time to stand back
and take a comprehensive look at the
rules we work under. By using this




Squadron Main Briefing Rm.

+

e. 1500 'CMandefs Review
Officers Club

7. Commanders, please ensure the
widest possible dissemination of this
letter . Let’s make this Safety Day
count!

/I Signed/ll
Wing Commander

Footnote: We also found that the
success of a Safety Day depends on
Jeedback to the units on the action
taken to correct safety deficiencies
they identified. = Suggest making
squadron commanders responsible
for providing their people timely and
meaningful feedback.

Maj John M. Ogorzalek, Jr.
HQ ACC/SEF
Langley AFB VA

for discussion. Feel free to customize topics to meet your mission
needs. Look at what’s been done in the past at your wing. If something
worked out well, consider expanding it. Call your NAF Safety office
and tell them you want some benchmarks they’ve seen at other wings.
Talking about comparisons, here to the left is a plan that was recently
used at an ACC wing.

Another idea for a Safety Day activity is to promulgate those war
stories. They’re heard in every casual bar on Friday nights and have
educated generations of pilots. The trouble is that for every jock who
learned something from that tail, ten others didn’t hear that one.
Here’s how we can educate the ten who didn’t get the word. Have
every member of the squadron outline a personal event relating to
safety (There I was...) and the lessons learned. Screen these stories by
functional level until you have the top three in the squadron. Give
those three individuals a computer and tell them to put their story in
writing. Forward those stories to wing Safety for review and possible
briefing at a safety meeting. For our wing Safety folks - get those
stories to us and we’ll publish them in our command safety publica-
tion, The Combat Edge. Then hundreds of people can get the word.
One of the most proactive things we can do in safety is to share the
lessons learned, otherwise we end up relearning them the hard way.

Don’t forget the ground side of safety. Especially since ground
safety covers activities both on and off duty. Your choice of ap-
proaches to ground safety activities are limitless. Such activities as
spending an hour or so identifying and correcting physical hazards in
your work areas or going to various work centers and holding open
discussions on your philosophy on safety are just two potential activi-
ties. You could even center your discussion on the latest trend in
mishaps sustained in your unit or base-wide; this information can be
obtained through your host base Safety office.

Although taken for granted many times due to the recent successes
in this area, weapons safety deserves continued attention because of
the ever-present potential for catastrophic destruction. Worthwhile
pursuits could be a review of your unit’s adherence to Technical
Orders and a thorough review of your public safety efforts over the
past year. In the weapons business, strict adherence to Technical
Order procedures is literally a matter of life and death and must be
continually emphasized. Remember that the ultimate goal of Safety
Day is to foster a climate of safety in all your unit activities.

The big point to remember is that Safety Day is like anything else —
you’ll get out of it what you put into it. Have a plan and run it by the
wing commander early — getting the word out in advance is a must.
It doesn’t have to be boring! A little team building activity would be
a fine way to conclude your Safety Day. Good luck and have a
productive Safety Day.
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