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any ground safety profession-
als think they will not be called
on to respond to an aircraft mis-
hap. Actuaily, Ground Safely

should be and often is involved
from the start by planning, laying
out, and developing the mishap
site. After the site is organized,
ground safety should remain on
scene observing operations and
overseeing workers' activities to
help prevent another mishap from
occurring.

Since arriving at Luke, |
have responded to multiple air-
craft mishaps. No two were
alike; but | have discovered sev-
eral common themes, and | can
share a few lessons learned.

Do your homework: Re-
view |lessons learned, Opera-
tion Orders, and Situation Re-
ports from previous crashes.
Quite often Crash Recovery
Teams {CRTs) can save hours
of planning by going over these

Pinove By SSgn Dawed Bt
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reconrds. Use them and ensure
you pass on this information to
future teams by listing key facts
of your recovery effort like con-
ditions, procedures and equip-
ment used, and time expended.

Mishap kit: Most Ground
Safety offices already have a
mishap response kit. Augment
it with the following personal
items: a cell phone with a ve-
hicle and a household charger,
a change of clothes, headgear,
a camelback or other hydration
system, a fold-up chair, a cam-
era, and hygiene items to include
sun block and baby powder. Yes
baby powder! It has a million and
one uses, all of which make be-
ing in the heat, dust, and brush
a bit more bearable.

Take your time: Do not
overlook this important step. The
initial instinct Is to run to the site,
but if you can suppress this, you
will be rewarded later. There isno
reason to rush to & crash site un-
less environmental factors are go-
ing to destroy vital evidence. A
good crash recovery team needs
time to assemble, devise an effec-
tive response, and talk over the op-
eration before heading out the
door.

Control access 1o the mis-
hap site: When a major mishap
ocours, it seems every office on
base tries to send a representa-
tive to the crash site. Too many
people interfere with the tasks at
hand, so ensure only personnel
with duly requirements are allowed
on the crash site.

Convoy procedures: Once
essential personnel are identified,
they should travel in a convoy to
the site following a predetermined
route. Each driver should have a
map to the scene and a method
for contacting other drivers. Each
team member should be listed by
name/unit and should check on



and off base through one estab-
lished office. Do not make the
mistake of having muftiple check-
in and send-out points or you will
quickly Iose control of your site.

As a safety advisor, you
should be as near to the front of
the convoy as possible and have
mobile maintenance in the rear.
This allows you to lead the con-
voy keeping speeds in check and
allows mobile maintenance to as-
sist those with mechanical prob-
lems,

En route: Travel at speeds
agreeable to the slowest response
vehicle. Bear in mind, many of
the response vehicles have not
been off base at highway speeds
in a long while. Bringing a convoy
onto freeways and highways is
tricky at best. All vehicles shouid
merge onto the freeway and pull
to the tar right after a mite or so
of travel to allow others to caich
up. DO NOT try reassembling the
convoy immediately after entering
the freeway. This causes a huge
bottleneck and could cause a se-
rious mishap.

Make frequent and
planned stops. At each stop
check the gear stowed on large
trucks and flatheds to ensure ev-
erything is still secure. Why so
many stops? If your crash site is
al a remote location, services
provided by gas stations and rest
stops will be invaluable. Think
about it ...

Arrival: Once you arrive
at a crash site the natural ten-
dency is to take a look and im-
mediately focus on the smoking
hole. Don't! You'll have enough
time later to take pictures and
such. Spend your first few hours
sefting up a proper base camp.
Face all vehicltes away from the
crash site; that way if there is a
need to get up and go quickly,
you can. Also place hydration

stations in several loca-
fions in the camp.
Keep the mishap
prevention hat on: Get
with the on-scene com-
mander and find out what
he wants your roles and re-
sponsibilities to be. Don't
solely focus on the investi-
gation athand. Watch the
people, the trucks, and the
forklifts staying focused on
mishap prevention. | have
seen people wearing full
respirators and body suits
to protect against chemi-
cals and composite fibers

working right next to a fellow with
only a tank top and BDU to protect
him. And they were only 2 feel
apartl Someone needs to think
safety because most folks there are
thinking only about recovery.
Control the crash site:
Work with the commander 1o pre-
sarve the crash site. Many teams
of people will go out to the site
before the interim board even as-
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sembles. There will be
crews working separately
on hydrazine, composite fi-
bers, and unexploded
ordnances 10 name a few.
Know each of their roles,
and heip the on-scene com-
mander control the se-
quencing and flow of the
teams to the mishap site.

Be flexible: There
are 50 many variables st
aircraft mishap sites. Your job is
to ensure the mission gets ac-
complished as safety as possible.
There are going 1o be many haz-
ardous operations and tasks, and
all will not go as planned.

A ground safety professional’s
job is 10 stay on scene and do risk
analysis throughout the operation.
Your efforts witl help ensure one mis-
hap site doesn't become wo.
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Many of ihe precautions lotkays Air
Force takes in fight safely come from
on-the~job experiences of the avia-
lors that came belore u4s. One such
aviator is 79-year-old relired Masor
Cecrl Byrd. Almost 57 years ago in
Fowimere. England, Lt Byrd was
asked to conduct a weather Hight
auning an 18-oay period i1 Decern-
ber 1944, whern very poor fying
weather had grovnded s fighter
group, the 33%ih. The decisions
maae that olay affected ihe safoly of
ATy IONVIOUSIS fUsSt 83 Ve Coorsions
we meake foday ofien oo.

By Maj Cecil Byrd, Retired '

Major “Flak™ Tower, our
Squadron Operations Officer,
had appeared angry that morn-
ing when he finished his con:
versation on the feld phone and
jammed the receiver back into
its leather bag. He angrily an-
nounced, "Group Headquarters
wants an airborne weather
check.” I'm sure he looked
straight at me when he asked
for a volunteer. A formidable
German ground force, backed
by tanks and heavy armor, had
begun 8 major counter offensive
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a few days earier. The brunt of
the attack was near & Belgiumn
town named Bastogne, which had
unnerved Allied Gommand Head-
quarters. The Germans took ad-
vantage of the tast that our Air
Forces probably would not be
able to fumish air support for the
hard pressed Uniled States
ground trcops. Eventually, this
attack became known as the
Battie of the Bulge.

Colonel John B. Henry, our
339th Fighter Group Commander.
entered the control tower when |
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took off for the weather check. |
know he went thare to give me
all the support he could. Henry,
an outstanding officer and one ol
the youngest colonels In the
Army Air Corps, pinned the
eagles on his shirt collar at the
age of 28. His rank and age re-
flected the high pilot attrition rate
we suffered early on in the batile
against the Third Reich. Henry
surely watched with anxiety as
my P-51 disappeared into the fog
and freezing drizzle after take-
off. He called me on the radio.to

4

remind me of the twin, 200-foot
radio towers just south of the air-
field. The towers, shrouded in
the low fevel clouds and fog,
possd another hazard to avoid
while maneuvering al low altitude
near the airfield. lce began to
form on the aircraft surtaces as
soon 85 | had the wheels in the
well, but | emerged from the iop
“bf the cloud layer within a couple
of minutes and the ice buildup
rapidly disappeared. | didn't
know the aliitudge of the clouvd
tops when | ook off, but surpnse
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and delight grested me as ! broke
out into the brght sunshine at
3,000 deet.

Brilliant sunlight surrounded
me as | popped through the top
of the cloud layer, and | immedr
ately telt the warm rays thal pen-
etratedthe Plexigtas canopy ot my
P-51 Mustang. Ascending from
the dark interior of the clouds into
the glare of ithe sun bhinded me
temporarily. | couldn't spot a cloud
anywhere above my present
altitude. Below, all the way to the
ground, the low tevel scud hid the
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earth from view in all directions. In
pilot jargon, it was really socked in.
During climb-out, a coating of ice
had formed on the leading edge of
the wings and other surfaces of the
airplane. Characteristically, the ice
began to evaporate when | reached
the clear alr and sunlight, but be-
gan to accumulate each time that |
entered the clouds, and evaporate
once | entered clear air again as |
skimmed over the cloud tops.

Suddenly, it occurred to me
that the weather check flight had
been ordered to prove 1o higher
command thal we could not fly our
assigned missions without placing
the aircraft and pilots at excessive
risk. Uneasiness crept into my mind
as | began to ponder the serious-
ness of my predicament, and | be-
gan to think | had been pretty stu-
pid when | volunteered for the flight.
In a combal situation against enemy
aircrait or anti-alrcraft fire you can
usually take evasive action or fight
back. Fighting bad weather with no
low approach landing aids seemed
aimost futile.

1 passed the weather report to
the tower and then configured my
Mustang fof landing by running a
routine cockpit check: fuel tanks,
fuel mixture control full rich, propel-
iat control forward, pitot tube heater
switch on. | was unable to iocate
the airfield on my first descent back
into the clouds and climbed back

into the sunilight above 3,000 feet.
The tower identified a homing device
operated from a radio shack located
near the airfield. Simply explained,
the homing device was nothing more
than a radio used in conjunction with
a loop antenna. Aircraft position
could be determined within a 360-de-
gree radius of the airfield; provided
you were within radio voice range.
When the radio operator on the
ground received voice lransmissions
from the pilot, such as a slow count
from one to 10, he determined the
bearing of the aircraft from the radio
station and gave the pilol a raverse
compass heading or “steer” 1o the air-
field. N usually worked pretty well,
but could be time consuming. After
climbing back into the sunlight after
my second attempt lo find the airfield,

£3. 1 1§ ; |
| ;‘:‘ﬂ_ | !- '. ' ,:Ir & ]

the tower advised
me that they did not
see the aireraft but
heard the engine
noise. | contacted
the radio operator at
the fleld and ob-
tained a steer to the
field priot it prepa-
ration for my third
landing attempt.
Belore de-
scending, | ran an-
other cockpit check
to contigure the tuel
tanks, mixture, pro-
peller pitch, and
pitlot tube heat.
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Onte again | ieft the open blue
sky and the bright sunshine and
descended into the dark cocoon,
realizing the termination of the
fiight wouid come soon. The rate
of the icing bunldup appeared 1o
have diminished somewhat, but
remained a problem as long as |
was in the clouds and | wonderad
tor a moment what the outcome
ot this attempl would be.

| asked our weather shop,
code named "Gas Pump,” for the
latest ground level weather report.
They reported continuing poor con-
dilions with intermittent freezing
drizzle, one hall-mie visibilrty in fog
and an obscured cloud base. {lev-
eled off in the soup at 300 feet amxd
slowed the aircraft to 150 miles per
hour 1o lower the landing gear.

I had set my altimeter on zero
belore take-off and Gas Pump ad-
vised that the barometric pressune
hatl not changed. It was then that
| realized why "Flak” Tower had
sent me to the Link Insttument
Fiight trairer a week prior. “Watch
your needle, ball, and airspeed ...
trim the aircraft controls and keep
it level” was all | could think as |
brought the Mustahg lower.

The Gontrol Tower called me
on the ‘radio and shot Rares a3 |
passed over the aifield at 300 feet,
oh & northeast heading. | did not
see the flares. | knew | had to stay
close to the aidieid and seek some
visual contact with the ground, sol




held my heading for about 10 sec-
onds and began a slow descent.

| was straining to make out
any familiar landmarks as I leveled
off at 200 feet above the ground.
The local farmland was all practi-
cally the same elevation, and | knew
the area surrounding the airfield and
the local English countryside topog-
raphy quite well, but even at 200
feet, | still had no forward visibility:
Eventually | could make out the dim
outline of the treetops directly be-
low, and realized it was the tree line
just west of the airfield. | felt a strong
urge to stare at the treetops but re-
alized such a tactic probably meant
vertigo and disaster at this ex-
tremely low altitude. Normal instru-
ment flight procedures while ma-
neuvering close to the ground de-
manded a pilot’s full attention, and |
had to try to remain in control. After
several more seconds, | left the tree
area behind, made a left turn to the
southwest runway heading, and be-
gan a slow descent.

As | approached within a few
feet of the ground, it suddenly oc-
curred to me, | was left of the land-
ing area — heading straight for the
Squadron Operations shack. | had
no other choice but to thrust the
throttle forward and start a go-
around. The 1,600 horsepower, 12~
cylinder engine responded without
hesitation and | felt the welcome
pressure of being pressed against
the padded parachute backpack.
The low pitch setting of the four
bladed propeller allowed the engine
to accelerate smoothly to 3,000 ro-
tations per minute. | needed all the
oomph | could get to clear the roof
of the operations building. The ma-
neuver scared me because | almost
wiped out a large portion of the
sqguadron in one big splash — at
least the guys wouldn’t forget me.
Even though | came close to killing
them, they probably didn't want to
trade places with me. After all, they
were safe and secure on the
ground. SAFE? Such a “buzz job”
under most other circumstances
would have been rewarded with
court martial proceedings. | left the
landing gear down and after clear-
ing the roof of the Operation’s

shack, raised the wing flaps, and lev-
eled off.

| caught sight of the Fowlmere
Church steeple just off the right wing. |
had forgotten the church steeple until it
suddenly appeared. The “Old Man,”
Colonel Henry, still in the control tower,
must have forgotten about the church
also, because he never mentioned it to
me on the radio. With that reassuring
sight, | began to have hope for a suc-
cessfullanding, as | planned to use the
church steeple as a reference point to
help line up with the landing strip. My
confidence increased when | sighted
the church steeple, but in my excite-
ment, | forgot to lower the wing flaps.
When | made visual contact with the
ground, I realized that by doing a flaps-
up approach, | would land at least half
way down the field, but | didn’t intend
to go around for another try.

| touched down long, and soon
discovered the pierced steel planking
landing surface was very slippery. Still
on roll-out, | unlocked the canopy and
rolled it back to keep it from jamming
closed if | went off the runway. | closed
the fuel mixture control to shut down
the engine and started turning off
switches. After my forward speed di-
minished somewhat, | moved the con-
trol stick forward to unlock the tail wheel
and attempted to ground loop the air-
craft. | managed to turn the nose of
the P-51 about 45 degrees to the left,
but continued to slide straight ahead on
the pierced steel planking. The red and
white checkered nosed Mustang
stopped abruptly off the end of the air-
field, collapsing the right landing gear
and buckling the wing as the aircraft
piled into a shallow ditch filled with
rocks. My body slammed against the
right side of the cockpit hard enough to
knock the wind out of me. The strong
smell of gasoline penetrated my nos-
trils and prompted me to immediately
evacuate the aircraft.

| slid off the leading edge of the
wing and collapsed to the ground, gasp-
ing for air. | regained near-normal
breathing after a short while, and con-
sidered myself in pretty good condition
except for my pride. 1waited in the cold
silence for what seemed an eternity. |
rnever felt so alone in my life, but it felt
good to have my feet firmly planted on
solid ground again. Suddenly, I heard
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the sound of a vehicle approaching
through the fog.

“GEEZ!” was all 1 heard from
“Flak” Tower and the Squadron Com-
mander as they pulled up in a jeep. |
promised myself | would never volun-
teer for ANYTHING again. Besides,
wasn't any landing you could walk
away from a good one? “Flak” put his
arm around my shoulder and helped
me into the Jeep, and never said a
thing about the broken airplane.

Editor’s Note: [t can be said that
there was a war on then, and moderm tech-
nological advances in weather observation
and prediiction make this story non-applicable
to the current imes. Satellites, computers,
and Doppler radar systems have lremendous
capabilities; but like the weaiher forecasters
of 1944, they are tools and iiterpreters o
aid commanders in the decision making pro-
cess, they are not the sole decision makers.
This is a leadership /ssue, and had the
Squaaron Commander and ‘Flak” Tower
used Qperational Risk Management (ORM),
this weather flight scenario would have
played out very differently.

Decisfons made on the flight line and
throughout the Air Force toaay affect the
safely of people we might never have lhe
opportunily to meet. ORM supports better
decision making, saving lives and resources.
Risk management decisions are not always
black and white, but the principles of ORM
are straightforward and apply to every situa-
tion:

® Don't accept unnecessary nisk.

» Make risk acceptance decisions
at the approprate level,

® Accept risk when benefit
outwelghs the cost:

w /nlegrate risk managerment into
all levels of activity.

We continue to learn from past rmis-
haps, and in the case of the airbome weather
check, It violated all four ORM principles. A
combination of better instrumentation, bet-
lter approach aids, and strict adherence fo
weather minimums would make it easier for
ltoday s pifots to make the call notto fly. Like-
wise, inforrmed commanders would never
force the decision down to the crewmember's
level. Supervisors at all levels must under-
stand the level of risk they can accepl, and
n tum ensure their subordinates know the
amount of risk they can accept at their fevel
of responsibillly. When decision makers at
all levels understand what constitutes unnec-
essary risk, ORM is truly infegrated at all lev-
els of the operation. Finally, there Is no rea-
son to risk losing an aircraft or pilot simply fo
satisty a supervisor’s curiosily, or provide
proof that a mission is too risky o complete
in the first place.
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Mishap Statistics Scoreboard

FYO04 Aircraft As of July 31, 2004

In July, ACC had one Class A. An F-16’s
brakes failed on landing roll in the AOR at night.
8 AF The aviator walked away. Let's put the rally caps

- on for the home stretch! Thig month completes

9AF * the 101 Critical Days of Summear and 1 month re-

mains in this Fiscal Year. Fight the temptation to

12AF lat your guard down with “get-home-itis.” Stay fo-

cused ... stay vigitant ... and follow the rules. Lis-

AWFC i ten to the hairs on the back of your neck. Check
yourseif before you wreck yourseli. Fly Safe!

Aircraft
Fatal Destroyed

ANG

ACC-gained)

l.»\‘z‘(l"jl}i::d) Ground Notes

Since the start of the 101 Critical Days of
Summer campaign, ACC has lost five valuable
FYO4 Grounnd' As of July 31, 2004 : members to fatal mishaps. All of our fatalities in-
volved the operation of private motor vehicles
(three PMV4 and two PMV2 mishaps). Exces-
sive speed was a major contributing factor in 60
percent of these highly preventable mishaps. Al-
though tragic, these five fatalities represent a 37
percent reduction over the same time period for
Fyo3.

Weapons Naotes

The ACC weapons safely community en-
> joyed anothar month without a Class A or B mis-
J hap. Your diligence, attention to detail, and will-
FY04 Weapons PROT iy X, S0 ingness to go t?we extra mile is certainly paying off.
However, we don't want to rest on our laursls, we
still have plenty of room for improvament in the
Class C and D arena. Statistics show compliance
with technical data continues to be a problem.
Technical data is our strongest ally if we just make
sure we use no matter how familiar you are with
the task at hand. Remember, not foliowing tech-
nical data is not indicative of how well you know a
task; it's an indicator of how little you reaily under-
stand about preservation of precious AF assets.
Stay focused!

| Legend | Symbols lor Mishap Aircraft
Class A - Permanem Total Disability; Property Damage $1,000,000 or more + A &\
Class B - Permanent Partial Disability; Property Damage between: $200,000 and $) 000,000

8- us2 E-4

Class C - Lost Workday; Property Damage between $20,000 and $200,000 A-10 F-16 Be2
* Non-ratc Producing
A v 4 e
RQ-1 oF-4 HH-60 F15 RQ-4 T.38
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“MINE! Call EOD!”
That one short phrase brings all work lo an immediate haf, gets everyone'’s
aitention, and makes your breathing siow, as minutes tick by ke hours unti
the Explosive Ordnance Disposal Team amves to “‘defuse” the sitvation,
From responding o stateside calls for assistance from civilian authonties, io
ihe disposal of unexploded military munitions from previous conliicts around
the worla, fo kesping our deployed! locations n sugport of Operalion EN-
DURING FREEDOM, and IRAQI FREEDOM safe. Air Force EOD isarms
are on call24/7. The highly trained personne/ that make up owr EOD lesrmns
work behind the scenes to kegp e war on ferror rolling, and for Hral. we at
THE COMBAT EDGE saiute you!





