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T here you are: On a CONUS peace-
time mission with a catastrophic
failure in your aircraft, which is un-
responsive to all proper Dash One proce-
dures and results in an ejection. The ejec-
tion goes smoothly. The post-ejection life
support procedures are urieventful. You are
basically OK medically and are boots-on-
the-ground near an urban city. Now what?
This article will address some of the post-
parachute landing fall ejection experiences
I had following a very similar incident.
Also included are some ideas for safety of-
ficers or commanders who are responsible
for training aircrew or Air Force incident
response team members (both safety and
medical personnel).

Ours is an information society. The
local community emergency first-respond-
ers (i.e:, firefighters, police, and ambu-
lance) will each ask you a whole litany of
questions (e.g., base of assignment, rank,
full name, social security number, home ad-
dress and home phone number, etc.). They
will then broadcast any and all information
you provided over their radios (see next
paragraph). Wing safety offices should
consider consulting local first-responders
so a decision can be made about the mini-
mum information that must be provided
by downed aircrew members. All aircrew
members then need to be briefed on this in-
formation release policy so they are ready
in advance. 1 had to make these decisions
on the fly. As a starting point, I recommend
aircrew limit their on-scene initial informa-
tion release to: base of assignment, aircraft
type and call sign, military rank, last name,
and last four of social security number.

Radio scanners are everywhere.
Therefore, expect the press to be on scene
very quickly, even possibly before local
emergency first-responders. The press will
push for an impromptu interview or com-
ment. If you answer any of their questions,
you might pre-empt the Air Force’s need
for thoughtful press interaction or poten-
tially compromise the Safety Board or Air-
craft Incident Board’s respective missions.
Your best bet is to sanitize your uniform (if
your squadron does not fly training mis-
sions sanitized) and politely, but firmly,
refer the press to your installation’s Public
Affairs office.

The safety and medical personnel on
the nearest Air Force installation’s incident
response team might play a bit of tug-of-
war over who has priority with a downed
aircrew member. To avoid this, each base
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needs to clearly establish their incident
response team’s priorities; it should be
relatively easy. First priority should be
for an Air Force flight surgeon to verify
the Airman is or is not injured and to en-
sure all aviation physiological hazards
are properly addressed. If the Airman
is injured or an aviation hazard needs
attention, the medical team will keep
priority. If not, then the flight safety
officer should gain priority to provide
the Airman their safety privilege brief
and capture the Airman’s initial testi-
mony. Furthermore, I recommend each
base’s incident response medical team
is trained on the locations and capabili-
ties of civilian medical laboratories in
the communities surrounding that base.
They also need to be comfortable using
them. The continuing Base Realign-
ment and Closure process makes it more
and more likely a near-scene civilian
medical facility might be the best option
to collect the required blood and urine
samples.

Cell phones are a blessing and a
curse. Expect almost every member of

i
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the incident response team, both at the
nearest Air Force installation and your
home station, to have a cell phone. Ifthe
respective team leaders do not control
cell phone usage, the whole incident re-
sponse process can quickly devolve into
too many phone calls and not enough
action in a timely manner. In my case,
most of the cell phone calls appeared to
be asking for the same information from
multiple levels in the chain of command.
Other than the incident team leader, I
recommend the other safety and medi-
cal responders turn off their cell phones
until they have completed their piece of
the response. A good policy is: Do your
Job first; talk second.

Finally, interaction with your home
station can get a bit tricky. You will have
to balance what level of information is
or is not proper to release to your home
station’s chain of command prior to the
arrival of the Interim Safety Board per-
sonnel. You have several options for
your first call back to home station: com-
mand post, supervisor of flying, or your
squadron. I recommend your first call be

made to your squadron commander, op-
erations officer, or Top-3. Let them keep
the chain of command informed until
the battle staff is up and running. Once
the home station battle staff is stood up,
I suggest you then route your communi-
cations only through them. It was clear
that my home station chain of command
had a “need to know” about: my loca-
tion and health status, the location and
status of the aircraft, and any potential
bio-environmental impacts (e:g., weap-
ons, hydrazine, fuel, dropped objects,
etc.). However, the natural human ten-
dency to ask questions on the sequence
of events and any potential causes could
breach the Interim Safety Board’s sphere
of influence.

These were some of the situations
I encountered, which I had not thought
a lot about or been briefed on prior to
my ejection. Hopefully, this article will
generate some discussions during your
next Situation Emergency Procedures
Training session or your base’s next Ma-

jor Accident Response Exercise debrief. »




ave you ever noticed the

people around you? You

know ... the ones that

play Russian roulette?

They are the people who
get in their cars and drive away without
fastening their seat belts!

The reality is that not wearing a
seat belt is like playing a form of Rus-
sian roulette. Instead of people betting
their lives against a bullet, they are bet-
ting their lives against other drivers’
skills. ‘They are also betting that they
themselves won’t make any driving er-
rors. Those odds aren’t very favorable.
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~Assurance

by Mr. Vincent Dotson, Barksdale AFB, La.

Photo by A1C Samantha J. Willner

As we all know, human beings
operate vehicles, and human beings are
prone to making mistakes and errors in
judgment. As long as this is the case,
there will always be mishaps. This, in
turn, means there will always be a need
for each of us to protect ourselves while
driving.

Most of us buy vehicle insurance
to protect ourselves from financial loss
in the event of an accident. We also
have life insurance to protect our fami-
lies from financial ruin in case of our
death. We spend fortunes on fire, flood,
earthquake, and even wind insurance.

Despite taking these other preventative
measures, many people still seem hesi-
tant about doing the one thing that will
protect them while in an automobile --
fastening their seat belts.

This one simple act is a cheap
Life Assurance Policy. While seat belts
won’t stop an accident from happening
and might not keep you from being hurt,
they can make the difference between
minor injuries and a long painful stay in
the hospital or an eternal stay in a ceme-
tery. Take a couple of minutes right now
to review your Life Assurance Policy. If
you’re not using it, start today. L 4
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NIGHT,y T

a Western Pacific deployment. We
had been spending an entire line
period cleaning out an integrated air
defense system (IADS) that had been
beefed up recently. On this particular
night, [ was flying a suppression of
enemy air defenses (SEAD) mission .
in section as wingman, The strike’s
mission was to hit some targets to the
north in two waves of attack. The Air
Force had a package that was going
to hit the target area first, to be fol-
lowed by the Navy package. Our mis-
sion was to provide SEAD support
for both strike packages. We were
operating in the high altitude regime.
My radar contract was to sanitize the
low block. My radar coverage of-
fered no information about my own
ship altitude as the top of my cover-
age was 4,000 feet below our operat-
ing altitude at max range. In short, |
had to rely on my: flight lead, Link 4,
Night Vision Goggles (NVG) aided
eyeballs, radio-assisted ears and Ra-
dar Warning Receiver (RWR) gear for
situational awareness about contacts
at or near my altitude. As a radar-crip-
pled former Gun School IP, this was
not the position- | enjoyed best but
one | should handle easily.
1 was flying a slightly
stepped-up NVG wing: off
my flight lead’s left wing,
and we were capping a
good distance south
from the target. The
night was fairly
dark with mini-
mal illumination
— just enough
for decent
goggle work.

I t was a typical strike sortie during




To my pleasure, the Link was 4.0 so |
pretty much had the entire picture on my
scope. | watched the Air Force hit the
target on my Foward Looking Infra-Red
(FLIR), and saw their package come off
target as a “gorilla” on the Link. Anti-
Aircraft Artillary (AAA) was sporadic
in the target area, but | could see flak in
the distance there exploding near our al-
titude. I could see occasional light AAA
well below us. Needless to say, the
blood was pumping a little more than
usual. My blood pressure was about to
shoot higher.

Atabout 40 miles north of us, | saw
-a Link track file begin to separate from

Photo by SSgt Jocelyn Rich

the rest of the Air Force package as it
headed south. The Link track was about
45 right on my scope, and had about 45
degrees left target aspect. Just about
any Intercept 101 course would define
this as perfect collision bearing. Throw
in the fact that the Link altitude of this
track was exactly the same as mine, and
'you have a situation warranting further
examination. | remember thinking,
“Where does this guy think he’s go-
ing?”" Flight Lead didn’t say anything
about having radar contact on this track.
1 assumed he did, and was saying noth-
ing because his radar was showing the
track altitude as no factor. Link track
altitudes frequently do not reflect real-
ity, so | thought this was likely the case.
Meanwhile, the contact had closed to
about 20 miles, still on perfect collision
bearing.

At about 10 miles, | couldn’t stand
it anymore and rolled up my radar el-
evation to take a look at this guy. | im-
mediately got an Light Thermal Weapon
Sight (LTWS) altitude hit that was the
same as my own altitude, and noted a
RWR spike from the bearing of the
track. 1 asked Flight Lead if he had the

- guy 45 right at 6 nm, co-altitude. | do

not remember any reply from Lead. At
less than 5 miles, | did not have a visual
yet and | recall “breathing forward™ on
my stick a bit just to change altitude. 1

got a tally on a totally “midnight” air-

craft too late to do much more than say a
quick expletive to myself. Lgot a Visual
[dentification (VID) on.an F-15C pass-
ing directly over my canopy at less than
200 feet. Burned into my memory from

that fleeting instant was a visual [D of

the F-15’s shoulder station missile load.

Applying typical Navy compart-
mentalization, we finished the mission
in support of the Navy package and flew
back to the ship without giving it further
thought. These Approach articles always
seem to include the OK 3 wire and stider
factor, but [ have no idea how my pass
went that night. (You can be sure the
Landing Signa! Officer’s (LSO) prob-
ably unjustly savaged my performance!)
1 guarantee | had a slider though!

On deck, | discussed the situation
with Flight Lead, who had no idca how

close the F-15 and | had come to impact.
We learned later that the Eagle pilot had
lost sight of his formation, and was at-
tempting to rendezvous with us (hence
the collision bearing). 1 learned some
valuable lessons from the incident.
First, as communications that night
were not clobbered, I had time early on
to ask Flight Lead if he had the Link
track. As it turns out, he did not have
the Link picture at all; communication
could have cued him to QC my Link
track with his radar. He would have had
the chance to maneuver the section if
required.
Second, | waited too long to take
a peek at the Link track with my own
radar. | was applying disciplined TOP-
GUN standard radar sanitization, which
generally precludes peeking under most
circumstances when operating as a sec-
tion. However, my mission circum-
stances that night certainly warranted it.
If | had taken a quick look at 20 miles,
| would have had time to communicate
with Flight Lead. Once again, he could
have maneuvered the section as neces-
sary.
Finally, although the F-15 was
lights out, | have to admit that 1 could

- have picked up the F-15 visually sooner

than I did. | know | was not scanning in
the vicinity of the radar track as well as
1 could have been.

My closing words are these: We
conduct thousands of sorties in various
hostile AORs, year after year. It is a
common belief among some of the ex-
perienced aircrew that we are more like-
ly to lose airplanes in a midair collision
than enemy fire in these areas. De-con-
fliction by altitude block is a good thing,
but must be adhered to with discipline.
‘When something doesn’t look right, the
old adage, “a peck is worth a thousand
sweeps” certainly applies.  Minimum
communication is a good thing; it can
even save lives. But this concept was
inappropriately applied in the above cir-
cumstance. Finally, to the young guys,
don’t assume your flight lead knows
what is going on or is even doing his
job. On a long mission we all can suffer
lapses in performance. When in doubt,
ask a question, sooner rather than later. "-
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had gone before. Unfortunately. the bot-
tom part of the hill was very icy, and my
father lost control of the toboggan. And
there, directly in the path of that out-of-
control beast, was my little brother.

Even though my father frantically
tried to steer away, yelling for my brother
to move. we slammed nght into him. |
expected to see my little brother go flying
through the air as we hit him, but instead
he stuck like glue to the handlebar and
was dragged for a while until we finally
stopped.

All of us were in a panic because 1t
appeared as though the handlebar had gone
right through my brother’s head.  There
was blood all over the place. 1 thought he
was dead.

As it turned out, the handlebar had
penetrated the pile cap my brother was
wearing, but only gashed his head. Thank-
fully, he was not badly hurt. One hospital
visit and a few stitches later, we were on
our way home.

There were many lessons
from this accident. If proper pre-mission
planning had been used by my father, he
would have taken a couple more adults with
him to help supervise all seven children.
My father should have also conducted a
proper safety check of the equipment. The
steering handle had a grip missing, which
is the reason my little brother was injured

learned

the way he was. And last. but certainly not
least, my father never should have allowed

my brother to be anywhere near the path of

the toboggan. He never would have been
hurt il he had been in a saler location.

As you can sce, if my lather had (ak-
en just a few simple safety steps that day,
the outcome ol our otherwise fun-filled day
would have completely changed. 1 think

Photo b); SSgt Connie Bras

my father realized what had gone wrong
that day because the toboggan was lixed
that same day, and he never again took all
ol us out lor rides by himself.

I learned a valuable lesson that day
about Personal Risk Management (PRM)
principles. Nonc ol us that were sledding
that day had properly asscssed the situation
ahead of time or considered the possibility
olanything going wrong. Had we done so,
we might have taken a different path down
the hill that didn’t put my brother in dan-
ger, worked out emergency procedures to
roll off the toboggan. or just have caliced a
“knock-it-off™ and not taken that last trip
down the hill. “Know when to say when.”
1o avoid “pressing your luck.” no matter
what the activity; use those natural pauses
1o reflect and evaluate whether it’s smart,
or safe (0 continue on, as that’s when mis-
haps tend to occur.

Instead of taking my brother’s cue to

call it a day, we pressed on. headed for di-

saster, because nothing had gone wrong up
to that point. PRM principles didn’t exist
by name back in 1970. but common sense
did, and our sledding accident could have
been avoided by simply taking the time
to apply a little common sense/PRM. My
father didn’c hit my brother on purpose: it
happened because he thought he had cvery-
thing under control and found out too late
that he didn’t.

What is the cost ol'being wrong? Take
a look at the whole picture when you're
doing something, and consider the cost
il" something unloreseen happens. 11 you
don’t want to pay the consequences, find a
way o do it sater and smarter to reduce the
chance ol'a mishap, becausc sometimes the
payolT ol making one more run isn’t worth

the risk. K

.- e

Photo by CPO Gregory Sotak, (Ret.)
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General Sledding Safety Tips

Courtesy of the Indianapolis, Indiana
Parks and Recreation Department

» Children should be supervised by a re-
sponsible adult while sledding.

» Your child’s bike helmet should be-
come an even more important sledding
helmet.

+ Dress warmly enough for conditions.
Sledders should wear thick gloves or mit-
tens and protective boots to protect against
frostbite as well as potential injury.

* Sled only in designated areas.

» Make sure the sledding path does not
cross traffic and is free from hazards such
as large trees, fences, rocks, picnic tables,
or telephone poles. :

+ Check slopes for bare spots, holes and
other obstructions, which might cause in-
jury. Bypass these areas or wait until con-
ditions are better.

« Do not sled on or around frozen lakes,
streams, or ponds because the ice may be
unstable.

* Do not build ramps or other obstacles.

» Don’t sled after dark or when visibility
is bad (like when it’s snowing).

» The proper position for sledding is to
sit or lay on your back on the top of the sled,
with your feet pointing downhill. Sledding
headfirst increases the risk of head injury
and should be avoided.

 Teach children to roll off a sled that
won'’t stop. :

« Tell children to never ride into a snow
bank — there could be hidden dangers such
as a tree stump or rocks.

» Don’t double up on a sled unless it’s
made for two or more.

* Keep all equipment in good condition.
Broken parts, sharp edges, cracks, and split
wood invite injuries.

+ Inner tubes, saucers, and snow disks
are not recommended because of their fast
speed and lack of steering capability.

» Show respect for younger children who
may be near you. Be polite and courteous;
wait your turn.

» Don’t cut off others on the hill. Don’t
run into others, even for fun, someone will
get hurt.

» Make sure children understand that
riding a sled being pulled behind a moving
vehicle (car, 4-wheeler, or snowmobile) is
extremely dangerous.

» Never use alcohol or drugs while sled-
ding or while supervising children who are
sledding. .

» Make sure someone has a cell phone to
call 9-1-1 in case of an emergency.
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light Line Safety

strated outstanding attention to detail, expert technical knowl-

edge, and exemplary judgment in detecting and fixing an engine
fuel leak. SrA Box was accomplishing the duties of ground supervisor
during an F110-GE-100 engine idle operation on an F-16C aircraft.
During the engine run, SrA Box noticed a mist emanating from the en-
gine exhaust nozzle. He directed the engine run operator to shut the
engine down immediately, and upon shutdown, SrA Box found a 10-
inch wide streak of fuel at the 3 o’clock position on the exhaust duct
finer and exhaust nozzle. SrA Box notified his production superinten-
dent and contacted the Propulsion Flight to help investigate the fuel
leak. TSgt Etters and SSgt Black were dispatched from the Propulsion
Flight to the flight line to troubleshoot the fuel leak. Their efforts to
determine the source of the fuel leak were hampered by the rate at
which the leaking fuel was evaporating, as the fuel was no longer visi-
ble on the exhaust nozzle or duct liner within 20 minutes of shutdown.
SrA Box, TSgt Etters, and SSgt Black were able to determine that the

S rA Daniel Box, SSgt Joel Black and TSgt Robert Etters demon-

eapons Safety

ing two MHU-141 trailers loaded with captive 9M missiles

heading from the Munitions Storage Area to the Holding Area for
Munitions Storage. As he passed by the munitions trailer, he noticed
the odor of burning brakes. SSgt Gonzales immediately turned around
and instructed the driver to pull over. He instinctively performed a
thorough examination of the vehicle and trailers and determined that
both rear wheels on one of the munitions trailers were on fire. SSgt
Gonzales took immediate action to contact Munitions Control, which
then notified the Fire Department and Security Forces. He further
assisted in cordoning off a 300-foot safe zone. SSgt Gonzales' alert-
ness and outstanding efforts averted possible injury to personnel, and
potential catastrophic damage to critical Nuclear Certified equipment.
His swift actions saved $183,000 of already limited aircrew training
assets from damage.

SSgt Gonzales passed a munitions flight line delivery driver pull-
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leak source was not from an augmenter spray bar, but from either a
faulty fuel nozzle or the fuel nozzle manifold. They used a flex scope
to isolate the leak to a fuel nozzle barrel nut. Maintenance personnel
removed the engine and sent it to the engine back shop for repair.
Engine shop personnel removed the engine sump cover and confirmed
that the barrel nut was broken, allowing the number one fuel nozzle to
migrate forward and spray fuel into a non-combustion section of the
augmenter exhaust. A fuel leak of this magnitude typically causes an
engine fire resulting in significant damage. The actions of SrA Box,
TSgt Etters, and SSgt Black i

clearly saved an Air Force o
combat asset. ¥ g,

TSgt Robert B. Etters, SSgt Joel E. Black, SrA Daniel G. Box
27th Component Maintenance Squadron

27th Fighter Wing

Cannon AFB, N.M.

SSgt Martin G. Gonzales

355th Equipment Maintenance Squadron
355th Wing

Davis-Monthan AFB, Ariz.



A ircrew Safety

the crew of Havoc 21 successfully supported ground troops in

contact with the enemy despite the loss of both primary at-
titude reference systems. En route to the AOR, the attitude warning
flag came into view on the copilot’s attitude indicator (ADI) alerting
him to a discrepancy between his ADI and the pilot’s ADI. The copilot
quickly cross-checked the standby ADI, confirmed his attitude refer-
ence was in error, and immediately switched to his backup attitude
source, which also serves as the primary reference for the pilot’s sys-
tem. The crew continued the mission with both pilots periodically
cross-checking the small standby ADI located well down on the in-
strument panel by the pilot’s right knee. Once established on station,
the crew was notified of troops in contact and immediately proceeded
to the area to render assistance. The Joint Terminal Air Controller
(JTAC) directed the crew to perform a show of force to influence the
tactical situation on the ground. While descending for the mission,
the pilot team observed “OFF” flags on both primary ADIs, indicating
that the aircraft's only remaining primary attitude reference system
had also failed, leaving only the standby ADI for attitude awareness.

D uring a recent Operation ENDURING FREEDOM combat sortie,

l |
ot Safety

P i

tine 3-ship sortie. As he was accomplishing his battle dam-

age assessment check, smoke began pouring into the cockpit
from behind the Vertical Situation Display. A quick glance inside the
cockpit showed off flags in all of his primary flight instruments and
“MPCD Bus Failure” on his Multi-Purpose Color Display (MPCD). He
iost automatic pitch control, and TOT TEMP HI, L GEN, PITCH RATIO,
and EMER BOOST ON were all illuminated on his caution panel. He
quickly set his oxygen diluter lever to 100 percent and ran the electri-
cal fire checklist. It appeared that this helped to alleviate the influx of
smoke into the cockpit, but he was still without any working primary
flight instruments. He notified the supervisor of flying of his situation
and completed another battle damage assessment with his wingman.

Capt Jeffrey “LJ" Rivers was returning in his F-15 from a rou-

Although the B-52 is primarily an IFR airplane, the crew utilized Night
Vision Devices to visually avoid terrain while maintaining attitude with
the tiny standby ADI. The JTAC reported that the crew's show of
force had produced the desired effect and significantly aided coalition
ground forces. With their task complete and at BINGO fuel, the crew
returned to base. Approximately 50 to 75 miles from base, the crew
penetrated thick weather using only the standby system before regain-
ing visual references. The aircrew’s thorough knowledge of aircraft
systems and utilization of other on-board systems led to safe mission
accomplishment and suc-
cessful support of coalition
ground forces, despite the
loss of both main attitude
reference systems.

Capt Aaron Root, 1Lt Ray Dagley, Lt Col Marty Wilson
Capt Allen Phelps, 1Lt Zofia Plummer, 1Lt Mandy Blumetto
96th Expeditionary Bomb Squadron

2nd Bomb Wing

Barksdale AFB, La.

He then elected to fly off of his wingman for a straight-in formation
approach to compensate for not having any primary cockpit airspeed
indications. At 300" AGL, his wingman executed a low approach and
Capt Rivers flawlessly completed his landing without the use of any
primary cockpit instruments or normal pitch compensation. His quick
thinking and thorough check- mugw;
list application allowed him to
handle a myriad of emergen-
cies at once and bring the air-
craft home safely.

Capt Jeffrey J. Rivers
390th Fighter Squadron
366th Fighter Wing

Mt Home AFB, Idaho
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tions towards flight mishap prevention and resource protection

in support of Fort Hood Army Installation. The 3 WS integrated
ACC, AMC, and Army safety programs into a comprehensive and ro-
bust squadron safety program. With available manning at only 59
percent, 3 WS skillfully managed personnel to provide exceptional
support to flight operations and resource protection to the Army’s
Il Corps, 4th Infantry Division (4 ID), 1st Calvary Division (1 CD),
21st Calvary Brigade, and National Guard/Reserve units in-training.
The 3 WS also supported the Homeland Security Operations Center
(HSOC) and 1 CD Tactical Operations Center (TAC) Integrated Sup-
port Operations (ISO) Hurricane Rita relief efforts. The 3 WS provided
briefings to the Il Corps HSOC/1CD TAC that highlighted weather
impacts to resources and flight operations based on Rita’s projected
strength, movement, and damage potential, as Rita initially targeted
Fort Hood. These briefings were leveraged by the Il Corps CC and
HSOC staff to develop an ORM “timeline for actions,” to not only
safeguard Fort Hood's 60K permanent party and TDY populace, but to
simultaneously determine “safe-havens” to preposition rapid-response
aviation assets at the closest/safest airfields. Forecasters’ spot-on
timing allowed ground convoying forces the safest, fastest route to the

The 3rd Weather Squadron (3 WS) made significant contribu-

MARJI‘DN
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Capt James R. Bartran
T-38A Instructor Pilot
I'st Reconnaissance Squadron
9th Reconnaissance Wing
Bealec AFB, Calif.

area of operations so aerial recon operations could begin immediately.
ISO JTF Rita, the relief mission in Texas/Louisiana, both the garrison
TAC and the two-person deployed team supported 24 rotary wing
aircraft, generated 190 weather observations and 48 flight weather
briefings, aiding the successful execution of 45 rescue missions. They
also contributed to the successes of force protection, convoy security,
relief, and MEDEVAC flights with zero weather related mishaps. The
3 WS tackled these monumental tasks while supporting AMC aircraft
deploying troops ISO Operation IRAQI FREEDOM and earthquake re-
lief in Pakistan. At this same time, 3WS deployed a five-person team
of their own to provide flight weather support and resource protection
to deployed 4 ID aviation forces.

=

3rd Weather Squadron
3rd Air Support Operations Group
Ft. Hood, Texas

ACC Safety Salutes
Superior Performance

MSgt Chalmer M. Addison
Lead Production Supervisor
2nd Aircraft Maintenance Squadron
2nd Bomb Wing
Barksdale AFB. La.


User
Typewritten Text
Unit Safety Award of Distinction




User
Typewritten Text
Ground Safety Award of Distinction




User
Typewritten Text
26

User
Typewritten Text

User
Typewritten Text

User
Typewritten Text


e

P

by MSgt n, Hurlburt Field, Fla.
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"HORSE Squadron members s,

deployed to Keesler Air Force’ R -

Base, Miss., to support Hur- <~ ! »
ricane Katrina recovery efforts on August - N

30. These combat engineers usually
build combat support facilities in far off,
austere locations. This time they were
putting their many diverse skills to work
right here in the United States. “I never
thought | would be doing work like this

" T .
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hen given the chance to go

to Keesler Air Force Base,

Miss., to cover the 823rd

RED HORSE Squadron's

deployment, | jumped at the chance. |

had been stationed at Keesler AFB before

and experienced some of the best times

I've known throughout- my 15 years in
the Air Force there.

My journey started when | arrived

at the RED HORSE compound at 5:30

a.m. Although | was offered a ride in a

comfortable six-passenger, pickup truck,

| opted to ride in the passenger seat of a

tractor-trailer with SrA Obie Oglesby at

the wheel. After he checked the several

tons of lumber and building supplies on
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his truck, the convoy headed out with the
rising sun towards storm-ravaged Kees-
ler. SrA Oglesby and | talked about how
satisfying it is to work in a great unit like

‘RED HORSE. We also discussed how

these relief efforts were especially grati-

fying because of the impact it was having

on our Wingmen assigned at Keesler.
About 40 miles from Biloxi, Miss.,

on Interstate 10, | started noticing newly’

damaged trees. By the time we rolled
into the city itself, every tree, sign, and
building had significant damage. . The
damage was just as extensive when
we rolled into the base; trees on top of
buildings, buildings not where they used
to be, and cars that had obviously been

moved by the storm surge. The littered
streets were so out-of-place from what |
had known when | had been stationed
there.

It took the convoy crew just 20
minutes to unload the heavy equipment
and supplies from all six trucks. Shortly
after that, | was taken to a job site where
the RED HORSE Airmen were removing
debris. They were using a backhoe we
just brought in to hoist debris into dump
trucks. Even in the heat and the stench
left after the floodwaters receded, morale
was high. Every RED HORSE Airman |
spoke to was excited about helping with
the recovery efforts. In just 30 minutes,
| saw three dump trucks worth of debris
removed.

In order to really see the impact
of Katrina, | asked to go by the military
family housing unit where my family and
| had lived. The first thing | noticed was
a pickup truck that had been deposited
in the front yard of our old home. It lay
against the downed giant oak tree that
had provided shade for my children to
play under during the humid summer
days we had spent there. The house it-
self was empty, so | peeked in through
where the windows used to be. Six inch-
es of mud and a 5-foot-high watermark
greeted me in every room.

We made our way back to the RED
HORSE staging area just in time to see

. Marine One circling overhead. As SrA

Oglesby and | took our place in the con-
voy headed back to Hurlburt Field, |
could not believe we had spent less than
2 hours at Keesler.

On the return trip, the passen-
ger side, front tire blew out on our
tractor-trailer. Others in the convoy said
the explosion lifted the front end of the
truck a foot off the ground. We slid off
the road and through the grass for a
couple of hundred yards nearly hitting
a huge highway sign before SrA Oglesby
wrestled the truck to a stop. Trooper
Randy Lewis, who responded from the
Alabama Highway Patrol, said, “In 15
years on patrol, | have never seen skid
marks and vehicle damage that bad from
a blow out that did not result in a serious
accident.” :

Although the accident added 3
hours to our day, the only thing RED
HORSE Airmen were concerned about
was how much it was going to take away
from the on-going hurricane recovery ef-
forts. 'w
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Class A - Permanent Total Disability; Property Damage $1,000,000 or more

Class B - Permanent Partial Disability: Property Damage between $200,000 and $1,000,000

Class C - Lost Workday; Property Damage between $20,000 and $200,000
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Aircraft Notes

ACC had another good month with no Class A
mishaps and a lower than average mishap rate
for December. We need vigilant stick actuators
to prevent the higher mishap rates we usually
see in January and February. Many units have
had the luxury of liberal leave or reduced flying
over the holidays. Take the extra time to review
EPs and get back into the Dash-1 after your well
deserved break. Keep up the great work and
continue using ORM.

Ground Notes

ACC experienced one fatal mishap in December.
The mishap occurred when a member re-entered
a burning home to retrieve a family pet. This un-
fortunate mishap was the fourth ground fatality
in FYO6. To date, the command has experienced
three fatal mishaps resulting in four fatalities this
FY. Two motorcycle mishaps have accounted for
three of these four fatalities. Changing safety
behaviors and eliminating risk is a message
worth repeating, we need your to help to remind
fellow Airmen to act and make good decisions
to keep themselves safe. These mishaps clearly
show that we can never take safety for granted.
Airmen engaging and leading others, and work-
ing together, can prevent mishaps.

Weapons Notes

During this period we had no Class A or B mis-
haps, although we had several other minor in-
cidents that could have been prevented. Atten-
tion to detail and sometimes that second look
can save you a lot of problems and money later.
If something seems out of order, it probably is.
Stay sharp and don't fall into the old “we've al-
ways done it that way.” Have a safe new year!

Symbols for Mishap Aircraft

+ A 4 At

A-10 B-1 F-16

=<4 X A2

Q-1 F-4 HH-60 F-15

A K

F/aA-22 B-52 E-3C C-130

RQ-4 T-38






The loss
of an aircraft
is unfortunate
but the loss of
itsCrew is
tragic...

The Combat Edge dedicates this issue to the pro-
fessional men and women serving in Life Support units
across ACC. The loss of any aircraft is unfortunate, but
the loss of its crew is tragic. Our cover contains a pow-
erful safety message of confidence in our technology

. and our equipment. Ultimately, it is a testament to the
training, skill, and commitment of our unit Life Support
personnel who make it possible for crewmembers to fly
and fight another day.

The Combat Edge

poomly auuie) I8SS Aq uonensnilj 0joyd





