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“During the deployment sortie, the
time zones and a sun that never set,
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rapid transition through multiple
impacted our circadian rhythms.”
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Low-level locusts Think through any potential consequences of any plan
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By Ly Col Raymond Turek, Barksdale AFB LA
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Global Hawk
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The Global Hawk Unmanned Aerial Vehicle (UAV) provides battlefield commanders near-real-
time, high-resolution, reconnaissance imagery. Flying at extremely high altitudes, Global Hawk
can survey large geographic areas with pinpoint accuracy to give military decision-makers the
most current information about enemy resources and personnel. Through satellite and ground
systems, the imagery can be relayed in near-real-time to battlefield commanders.

Wingspan: 116 feet Length: 44 feet Range: 12,000 nautical miles Altitude: up to
65,000 feet Speeds: approaching 400 mph @ Endurance: 35 hours.
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Pilot Safety
Award of Distinction

M aj. Jeffrey Olesen was flying his U-2S above
70,000 feet in support of Operation SOUTH-
ERN WATCH. Three hours into the sortie, the en-
gine began to experience “rollbacks.” The fuel-flow
fell toward zero with an accompanying severe loss of
thrust. The rollbacks each lasted approximately 1 sec-
ond, followed by the engine accelerating back to full
power. Olesen turned immediately toward Prince Sul-
tan AB (PSAB), Saudi Arabia, and followed the tech-
nical order guidance of placing the engine mode to
secondary. In secondary mode, however, the engine
began to vibrate violently, causing the aircraft to shud-
der, and all the engine instruments began to roll back
toward zero. Expecting imminent engine seizure,
Olesen placed the engine mode switch back to primary,
which significantly reduced the vibrations. As theroll-
backs became progressively more pronounced and
more frequent, Olesen tried to stabilize the engine at
different revolutions per minute settings. Realizing
that the engine could flame out at any moment and
that the plane would not sustain sufficient thrust for
a return to PSAB, Olesen began a descent toward a
divert field 80 miles away. At idle power, the rollbacks

Monthly Award Winners

subsided. At 20,000 feet in, Olesen tried once again to
find a reliable power setting other than idle, hoping
that the difference in altitude may have helped. Un-
fortunately, idle continued to be the only safe throttle
setting, which meant that, while he would have the ben-
efit of electric and hydraulic power, there would be ab-
solutely no go-around option on this approach. Once
he was definitely within flameout glide range of the
divert field, Olesen lowered the landing gear and con-
figured for a flameout landing. There is no checklist
that covers a descent from high key
with the engine stuck inidle. Olesen
had to rely on his best judgment to
establish a high key altitude and
maneuver to a safe landing. He also
had to land without the assistance
of a qualified “mobile” officer which
is a U-2 pilot that follows the air-
craft down the runway in a “chase”
car, giving assistance over the radio.
Maj. Olesen descended in a series
of figure eights over the field, man-
aging his energy so as to arrive at
the proper high key altitude. He
then flew a flawless flameout pat-
tern and landing, preserving a valu-

able national asset for future use. Beale AFB, Calif.

Ground Safety
Award of Distinction

O n Oct. 5, 2001, at 7:00 p.m., A1Cs. Ted Rossman
and Travis Turnbow were heading east on In-
terstate 10 approximately 40 miles east of Defuniak
Springs, when they came across a semi-truck travel-
ing approximately 75 miles per hour. They noticed
sparks coming from the trailer’s left rear axle.
Rossman, upon seeing the sparks, pulled along side
the truck as Turnbow attempted to get the driver’s
attention. They managed to get the driver to pull over
to the interstate shoulder. They informed the truck
driver of the dangerous situation with his wheels.
Upon further investigation, they discovered the tires
on the left rear axle were blown and the axle was
twisted at an unsafe angle. They assisted the truck
driver by escorting him to the next exit, which was a
few miles away. The clear thinking and decisive ac-
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tions of A1Cs. Rossman and Turnbow prevented the
truck driver from possibly losing control of the vehicle
and causing a major accident.

A1C. Travis L. Turnbow
58th Fighter Squadron
33rd Fighter Wing
Eglin AFB, FL.

AIC. Ted A. Rossman
58th Fighter Squadron
38rd Fighter Wing
Eglin AFB, FL.

Maj. Jeffrey G. Olesen
99th Reconnaissance Squadron
9th Reconnaissance Wing



Aircrew Safety
Award of Distinction

A pproximately 4 hours into a high-altitude training
mission, instructor pilot, Maj. Michael Means, and
upgrade pilot, Capt. Stephen Rodriguez, encountered an
electrical malfunction of a type that had never occurred in
the history of the U-2. Flying above 60,000 feet in one of
only four two-seat U-2s, the crew began to lose electrical
components one by one. Digital airspeed and altitude read-
outs disappeared, followed by the loss of fuel quantity, gear
position indicators, radios, navigation equipment, and
emergency backup systems. In an attempt to preserve
emergency battery power, the crew shut down all electri-
cal equipment. With no speedbrakes or lift spoilers to in-
crease drag, the aircraft took nearly 90 minutes to descend.
Means had to hand-fly the aircraft without any trim. The
U-2 produces so much lift even at idle power, that to land
safely without flaps and speedbrakes, the approach must
be flown on a 1 1/4 degree glide slope, approximately 2
knots above the onset of stall buffet. Means could not af-
ford to fly even a couple of knots faster, as every additional
knot of airspeed when crossing the threshold will cause
the aircraft to float an additional 1,000 feet down the run-
way before it lands. With no fuel quantity indication, Means
had to calculate this critical approach speed based on his
best estimate of the fuel remaining, and the feel of the
aircraft as he slowed it down. Rodriguez, on only his sec-

ond high altitude, calmly ran all normal

checklists to prepare for the emergency

landing. He lowered the landing gear us-

ing the emergency manual system. However,
there were no cockpit indications to confirm
that the gear was locked in position. When
Rodriguez tried to turn the battery back on, it was dead so
there was no intercom for the approach and landing.
Means flew a flawless no-flap approach, and the aircraft
came to rest 8,000 feet down the runway. Maj. Means and
Capt.Rodriguez should be commended for their quick,
smart actions and superior pilot abilities, which were di-
rectly responsible for the safe recovery of a national asset.
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Maj. Michael A. Means, Capt. Stephen C Rodriguez,

1st Reconnaissance Squadron, 9th Reconnaissance
Wing, Beale AFB, Calif.

Flightline Safety
Award of Distinction

MSgt. Thomas J. Niznik
9th Reconnaissance Wing
Beale AFB, Calif.

W hile on a lengthy deployment in support of Op-
eration JOINT FORGE, MSgt. Thomas Niznik
twice discovered discrepancies that could have resulted
in the loss of aircraft. While performing an Exceptional
Release on a U-2, Niznik took the initiative to perform a
walk-around inspection. He noticed a major discrepancy
on the left wing super pod. The aft portion of the super
pod extends 3 to 4 feet aft of the wing’s trailing edge and
is held in place by 24 screws. The pod’s aft body cone
was held on with only one screw. If this discrepancy had
gone uncorrected, the cone would have separated from
the pod mid-body in flight. Wiring bundles connecting
equipment in these two sections of the pod would then

cause the cone to flail against the aircraft airframe, wing,
and trailing edge flaps, causing severe structural dam-
age and possible departure from controlled flight. Once
the wiring bundles snapped, the cone would have blown
into the vertical and horizontal stabilizers, resulting in
possible loss of a U-2 and pilot. In a second instance on
the same deployment, Niznik was performing a walk-
around on a U-2 that was preparing to depart the next
morning. He noticed a small hole in the tail cone that
appeared to be the result of a burn-through and identified
this as the telltale sign of a lightning strike. The existing
technical order data did not provide inspection guidance
for this type of event. After red-Xing the aircraft forms,
Niznik called home station for a depot assist, recalled off-
duty crewmembers and a Lockheed technical representa-
tive to perform troubleshooting actions, and developed a
game plan for inspecting the airframe, accessory, avionics,
and sensor packages. MSgt. Niznik’s diligence and safety-
first team attitude resulted in the prevention of additional
damage to a valuable national asset.
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ACCFY 01 Annual Awards

COMMANDER’'S AWARD FOR SAFETY

12ceh Air Force
Davis-Monthan AFB, Ariz.

OUTSTANDING UNIT WEAPONS
SAFETY AWARD - CATEGORY |

366th Wing
Mt. Home AFB, Idaho

SAFETY OFFICE OF THE YEAR
AWARD - CATEGORY |

2nd Bomb Wing
Barksdale AFB, La.

SAFETY OFFICE OF THE YEAR
AWARD - CATEGORY Il

552nd Air Control Wing
Tinker AFB, Okla.

DISTINGUISHED CHIEF OF
SAFETY AWARD

Le. Col. William H. Stimpson
2nd Bomb Wing
Barksdale AFB, La.

DISTINGUISHED PILOT
SAFETY AWARD

Capt. Joseph N. Daley
357th Fighter Squadron
355th Wing
Davis-Monthan AFB, Ariz.

OUTSTANDING ACHIEVEMENT

SAFETY AWARD

552nd Air Control Wing
Tinker AFB, Okla.

EXCEPTIONAL WEAPONS SAFETY

INDIVIDUAL AWARD
o ol MSgt. Gary L. Beasley
Sth Bomb Wing
Minot AFB, N.D.

DISTINGUISHED FLIGHT SAFETY
OFFICER AWARD

Lt. Col. Phillip P. Taber
49th Fighter Wing
Holloman AFB, N.M.

DISTINGUISHED FLIGHT SAFETY
NCO AWARD

MSgt. Joseph H. Gray
2nd Bomb Wing
Barksdale AFB, La.

DISTINGUISHED GROUND SAFETY
ACHIEVEMENT AWARD

SrA. Nicholas Butterfield
509th Maintenance Squadron
509th Bomb Wing, Whiteman
AFB,; Mo.

ANNUAL TRAFFIC SAFETY

AWARD - CATEGORY |

Sth Bomb Wing
Minot AFB, N.D.
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Using the "ORM Box"


RM Box'

By Lt. Col. Steven J. Morani, Hill AFB, Utah

Imagine going from base to base
without a common set of rules
and procedures. My cranium
hurts just thinking about it.
Each time a troop was to PCS,
they would have to relearn and
redefine the way they were ex-
pected to do business.
They would have to figure
out by trial and error
which methods are the
most efficient and the saf-
est to meet mission re-
quirements. This is way
too risky.

AF1Is standardize orga-
nizational structure and
procedures to enable rou-
tine decision-making that
uses proven methods. In
the case of AFIs, we have
learned that less isn’t al-
ways better. The more de-
finitive the guidance
provided, the less likely of
venturing off in a direction
that will lead to failure.

SIDE TWO
SAFETY STANDARDS

The second side of the

to proven safety practices
and protective measures,
risk of personal injury can
be minimized. This side of
the box is there for personal
protection. When a troop
chooses to step over this
side of the box, personal in-
jury usually follows.

Every Monday morning, my
squadron safety NCO hands me a
folder that contains mishap re-
ports from the previous week or
weekend. In almost every case,
they are preventable. In my squad-

ron, back injuries seem to top the
list. During my squadron immer-
sion, I went out to Ammo and built
up some BDU-33 practice bombs
with a crew. Once assembled, we
had to stack them in a container
that was about 3-feet deep. As I
leaned over the container to lay the
first row of bombs into the con-
tainer, I felt my back talking to me.
Because I had learned this lesson
before, I went to the support sec-
tion and cinched on a back support.
In this case, common sense kicked
in. Often with ORM, if it doesn’t

ORM BoXx

Air Force Instructions

T.0. le—‘J-% Acc] 241-107)
Decision
Tools

AFMAN 91-201  AF| 24101
AFOSH Std 91-3

box is framed by Safety
Standards. These include
AFOSH standards, safety
operating instructions, and
occupational health stan-
dards that minimize expo-
sure to risk. By adhering

spaepue}s Ayajes

i)
c
V)

coligmd)

e

w
.
V)

=
c
©
£
£
o

o

Technical Guidance

25

March 2002 The Combat Edge






Operational Risk Management

Lt. Col. Craig K. King, ACC Flight Safety

M
Assess the

Environment
for Risk

&
AN 1
e 9

%

Consider Options
to Limit Risk

Take
Appropriate
Action

Time critical or
off-duty situations

F rom virtually day one of the
Air Force's adoption of
Operational Risk Management
[ORM), we in Air Combat Com-
mand (ACC) have consistently
promoted three themes:

1) Commanders and supervi-
sors must tailor their units’ use of
ORM to their mission and local
hazards. There is no single ORM
application or “program” that will
work universally well for every unit in
the command. Unique missions,
hazards, environment, personnel,
resources, and countless other
factors combine to render that
approach ineffective. Too little
attention paid to risk management
will result in blind acceptance of risk
from hazards that could have been
identified. Too much formal ORM —
applied blindly — could infroduce its
own hazard: inefficiency ([promoting
the notion that an hour invested in
ORM must be more valuable than
the same hour spent doing some-
thing else). Commanders must
ensure the proper balance for their
organization.

2) On-duty responsibilities
entail risks with widely varying
levels of complexity — the amount
of ORM training required for sound
risk management varies accord-
ingly. Off-duty pursuits also involve
risk and account for the prepon-
derance of our serious mishaps.
ACC coined the term “Personal
Risk Management (PRM)” to instill
a risk-consciousness that carries
over into off-duty hours, which is
especially important for our
younger troops. We authored and
approved an abbreviated three-
step ORM process called “A.C.T."
{details available at hitps://
wwwmil.acc.af mil/se/4.1.act.htm)
to account for situations where the
principles of ORM apply li.e.,
always), but where the level of
complexity doesn’t demand the
more formal Air Force six-step
process or when the time available
doesn‘t allow it.

3) Accomplishing ORM is not
optional. The Air Force is irrefutably
committed to our understanding and
application of it, supported by Air
Force publications and messages
too numerous to list.

One of the toughest aspects of
promoting the application of ORM is
getting leaders at the unit level to
think out for themselves how to best
utilize it to educate their people,
support their mission, and preserve
their resources. We at ACC Safety
extend our thanks to Lt. Col. Morani
for his ORM article. It demonstrates
that the 388th Equipment Mainte-
nance Squadron at Hill AFB, Utah,
has done just that. Their approach
may or may not match yours, but
they are well on their way to integrat-
ing and sustaining ORM that works
for them. We would like to publish
examples of successful unit-level
applications of ORM — please send
us yours!

Manage Your Risk !

Likelihood Something

Critical

Would
Be The Moderate
| Impact ?| Negiigibie

7Alway_s Askw «n} Can Go Wrong ?
B Frequent Occasional Uniikely
y Catastrophic

What —

u}Who’s Decision ?

SN o/ cc

‘Medium Supervisor

BESEN Youry

The matrix above is an example of one wing's approach
toward elevating decisions to the appropriate level. Chart courtesy of 49 FW/SEF.
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Mishap Statistics

Aircraft Notes Weapons Notes

Aircraft

As of February 1, 2002 (cont.)
As of 31 Jan, FY02 has S8 AF
not been a good year for _ zation; etc. We under-
flight safety in ACC. We 9 AF stand not all WSMs are
have already experienced i fully trained on mishap
four rate-producing flight 12 AF investigating and report-

Class A mishaps (com- - ing, so we are more than
pared to six in all of FY01), AWFC happy to assist in any

plus several “non-rate way we can. A properly
producers” such as UAVs ANG (ACC-gained) | completed and compre-

hensive report improves
mishap prevention. It
outside the “norm” for the clearly gets the word out
airframes involved (e.g., and allows the AFSC to
few would have forecast a properly file the report
midair collision in the 1 for later trending.

A-10 community). Still,

human factors and life As of January 25, 2002 |
support issues continue to ‘ Ground Notes
plague us, so we continue Class A Class A

and drones. Many of these
mishaps have fallen

AFRC (ACC-gained) ‘

to stress the basics: Fatality Irgury or e et
assertive risk management L CLASS A MISHAP
in the presence of uncom- ”’ 0 1 42 There have been two
monly diverse deployments more Class A mishaps
and operational consider- ’ 0 1 31 this year than for the
ations, adherence to tech- : same time period last
nical orders and checklist ” 0 0 58 : year — a 29 percent
procedures, attention to increase.
detail in all phases of ’ 0 0 6
flight, and strapping into
your aircraft properly to CLASSB & C
ensure the best chance of i 7 MISHAPS
maintaining control in an
unexpected flight regime As of February 1, 2002 Therg has been a 100
and/or the best odds for a percent increase of Clas:
successful ejection. Fly Class C Fatalities g mlshapls o:}el)r FiOl.
' ' onversely, there has
Smart! Fly Safel 8 AF ; 0 0 0 0 been a 19 percent de-
crease in Class C mis-
Weapons Notes
12 AF 0 0 0 0 Congratulations to
TSgt. Janon Beatty,
con?rjg;laé} g;%l;i};o;rtethe AWFC | 0 1 1 0 Grouqd Safety Instructc
down, however mishap ACC Totals 0 1 1 0 [ bE e e
report format errors are ‘ Instrutor of the Year for
up. Highlights include: — S — ghe 436th Training
= ¢ - ratg 4 i d i i FOper| 3 ae bl or mnore
improper number sequenc- | - G 8T R o B 00000 and 81 00000 | O
ing; incomplete findings Class C - Lost Workday; Property Damage between $20.000 and $200,000
and causes; incorrect * Non-rate Producing
classification and categori-
RQ-1 A-10 é /ng é # Fatality
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