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Let's go hunting.. but let's do it safely
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st time, each hunting adven-

brings a “new experience!”

It can be good or bad depending on the
WHO, WHAT, WHEN, WHERE, and HOW.

WHO you hunt with is important as far as their
experience, habits, and general knowledge of wild game
and its habitat. Normally, an experienced hunter will
ask a potential partner tons of questions to determine
whether they want to go hunting with them or not. This
is especially important when you consider that around
40 percent of the hunters injured each year are acci-
dentally shot by their hunting partner while another 35
percent figure out ways to shoot themselves! For the
sake of your own safety — as well as that of your partner
— make sure you take into account both parties’ skill
levels and knowledge base.

WHAT type of wild game are you planning to
hunt? Some of the most common are deer, elk, bear,
duck, turkey, quail, pheasant, squirrel, rabbits, grouse,
fox, and raccoon — not to mention skunk, boar, wood-

q.mk, coyote, weasel, and porcupine! And guess what?

-

The seasons overlap each other. So, if you're not careful,
there’s a big window of opportunity out there for you to
become some hunter’s trophy! Keep in mind, however,
that the most serious accidents typically occur during deer
season. This is mainly because of the greater shooting dis-
tance and destructive power associated with high velocity
rifles. o

WHEN are you going hunting? You may want to
consider scheduling your foray when the level of activity
for big game — like deer or bear — is low. Since the total
number of hunters is highest when big game season first
opens up, scheduling your hunt in the middle or last part
of hunting season will reduce your risk of accidentally be-
ing shot by another hunter.

WHERE you hunt could be the difference between
life and death! It would seem totally ridiculous for hunt-
ers to just jump in a 4x4 and drive for hours to hunt in a
place they have never been before or haven't visited since
last season, but it happens. You need to do some pre-hunt
scouting to visually check the areas you plan to hunt. This
includes checking to make sure the land is open to hunt-
ing; checking for trails, ponds, game, etc.; determining if
your cellular phone operates or locating occupied areas
where telephones or help may
be available; and talking with
focal officials and residents.

HOW you hunt will largely
determine whether you succeed
or not. Just as seasons overlap,
the weapons you use to hunt
with may also-have some over-
fap. You can use muzzleloaders,
assorted firearms, and the good
old bow and arrow (archery), as
long as you obey the rules and
guidelines set by each state.
Each state usually publishes their hunting regulations and
includes pamphlets with special game permits that are
a “must read” for all hunters. Cellular phones, two-way
radios, etc., are very important in keeping hunters in con-
tact and obtaining help in the event of an emergency. A
backpack with food, water, first aid kit, flashlight, blan-
kets, tools, etc., always comes in handy. It's not a bad
idea to include signaling devices such as mirrors, flares,
etc., whether you are in a remote location or not! Most
states also ask or require you to wear hunter orange cloth-
ing. This helps other hunters to be absolutely positive of
their target. Consider what is behind your targeted game
to ensure your projectile doesn’t glide through buildings,
people, or in the direction of a road. One of the oldest

safety messages is the control of your firearm's muzzle.

Also, ensure that your firearms are properly secured and
stored on base. This can be accomplished through the
Security Forces Armory. '

To summarize, don't forget to communicate your
planned courses of action for any potential situations,
wear that hunter orange clothing, pick your hunting bud-
dies with care, and “keep your gun barrel pointed in the
right direction!” Jp
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hat can you do that is just as dangerous
as driving under the influence of
alcohol, is just as wrong as DUI, but
is completely legal? = Driving while
fatigued is something that nearly all of
us have done — quite regularly in some
cases — but perhaps without considering the potential
consequences. The National Highway Traffic Safety
Administration reports 100,000 crashes occur each
year due to drowsy driving.

A study at the University of South Australia re-
ports that when a person has been awake for over 17
hours in a row, their physical and mental performance
is similar to those of a person who is at a 0.05 Blood
Alcohol Concentration (BAC). The study goes on to
show that if you have been awake for 24 hours, your
performance is diminished to that equal to a person
who is at a 0.1 BAC, well above the legal limit to oper-
ate a motor vehicle. Even without ever taking a drink,
your performance can be impaired to dangerous levels
just because of your sleep status. Driving while fatigued
IS Just as dangerous as driving while intoxicated.

Driving while fatigued, just like DUI, puts you at
risk. And just like DUI, fatigued driving puts others
at unnecessary risk as well. Recently, in our country,
individuals who have been involved in accidents due

- to drowsy driving have been held responsible for the

T

photo by SSgt Austin Knox
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damages they've caused. Legal precedent has been
established, and while completely legal, driving while
fatigued is just as wrong as driving under the influence
of alcohol.

At no time in the history of our Air Force have
we needed to rely more on every member of the team
to contribute to the mission. We simply cannot afford
lost duty time due to preventable accidents or injuries.
While operational demands may breed fatigue, it is a
risk that is still manageable by each and every one of
us. Consider the following options to manage your fa-
tigue:

- Get enough sleep. It may come as no surprise
that the most common cause of fatigue is lack of sleep.
in order to prevent yourself from getting behind the

—— -

-
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by Capt Troy Faaborg, Whiteman AFB, Mo.

sleep curve, get enough sleep each night. If you
are tired throughout the day, it may be an indicator
that you need more sleep each night.

- Don’t take on too much. Resist the temp-
tation to start that 10-hour drive immediately upon
getting off work on Friday afternoon so that you can
get an early start to the weekend on Saturday. We
have limitations, and not recognizing them can put
ourselves and others at risk. Consider your options
and make safe decisions when it comes to driving
when you might be fatigued.

- Be careful driving at night. Driving in the
wee hours can be dangerous for a number of rea-
sons, the first of which is that our bodies are de-
signed to be asleep during the night and will make
every effort to get there — sometimes at the least
opportune times! Try to avoid driving between
midnight and 0600. Even if you are not too tired
to drive, others on the roads may be!

- Acknowledge the indicators. If you be-
come aware that your head is bobbing and you are
occasionally nodding off, you need to take correc-
tive action immediately. Experts suggest that if you
recognize these microsleep episodes, that many
have already occurred without you knowing it and
that you are already at great risk while driving.

- Take action when necessary. Pull over
and sleep in a safe area. Call someone for a ride.
Drink some caffeine if it helps, but do not continue
to drive if you recognize that you are overtired. You
are putting yourself and others at great and unnec-
essary risk.

Driving while fatigued is just as dangerous
and just as wrong as driving while intoxicated.
Know what operational countermeasures are avail-
able to you and use them to prevent fatigue-related
accidents that can impact our mission capability.
While fatigue may at times be inevitable, aware-
ness-of the problem, knowledge of our options, and
a series of good decisions can help to manage this
risk and greatly reduce its negative effects on our
performance. W

!
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“An Airman left his base at 1030 on a Friday to drive
1,300 miles to Louisiana. He slept a few hours, spent

the day visiting with family and friends, got anoth-

er 6 hours of shut-eye, and then headed north at
0600. Twenty minutes later, he swerved into
the median, where the car spun, flipped

and ejected him through the sun-

roof. The report says he “knew

beforehand his trip was

questionable.”

re you tired as you read this ar-
ticle today? Have you ever found

yourself accidentally nodding off during
an afternoon meeting? Just about every
one of us, at some point in our career,
has experienced fatigue. In fact, many people that you

mance. In its simplest form,

work with may be fatigue experts — which is not some-
thing to boast about in this case!

Fatigue is defined as a state of mental or physical
deficiency, and can have a dramatically adverse effect on
your performance. Mental fatigue can be brought upon
by high levels of stress or high mental workload such as
preparing for and taking a big exam. Have you ever ended
up tired after a day of hard thinking? While perhaps it may
sound strange, this is mental fatigue that will cause your
body — and brain — to seek rest. Physical fatigue can
be brought upon by hard physical labor, exertion, or sleep
disturbance, resulting in a decrease in physical perfor-

8 ’ https://wwwmil.acc.af.mil/combat-edge

fatigue can be categorized
three ways: acute & chronic
fatigue, and circadian disruption.

Acute fatigue is defined as fatigue that is caused by
short term sleep disruption. For example, if you do not
get enough sleep tonight — and tonight only — you will
experience acute fatigue tomorrow. If you continuously do
not get enough sleep from night to night, you will experi-
ence chronic fatigue, sometimes referred to as sleep debt.
Circadian disruption is when your body's natural 24-hour
cycle is changed, either by a change in work shifts or trav-
eling to a new time zone. When associated with travel,
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“Another Airman had to drive home to help

his family clean up after a fire. He

left on a Thursday evening
to drive 600 miles. He fell
asleep at the wheel at
0530 and crashed into

a culvert. So instead

of helping his folks,

he gave them one

more thing to wor-

1y about while he

spent 6 days in

a hospital and

another month

photo by SSgt Austin Knox

convalescing.”

While you can get by for a short time on less sleep, if

you make it a habit you will experience sleep debt and

an overall decrease in your physical and mental abili-
ties.

If your mental and physical capabilities are lim-

this type of fatigue is called jet lag, and it can impair you
for periods of several days.

The good news is that you can prevent fatigue,
but first, how can you tell that you need to? The signs that
you are suffering from acute or chronic fatigue include
drowsiness during normally awake periods (like mid-morn-
ing and late afternoon), falling asleep within seconds of
hitting the pillow, and difficulty waking up naturally in the
morning. If you experience these, you should make more
of an effort to get more sleep.

How much sleep a person needs from night to
night depends on the individual, but studies suggest that
between 6 and 10 hours per night is required each night.

ited, can you imagine the number of mistakes you could
make while performing duties at work? Even worse, con-
sider how poor your driving will be if you are out on the
road for hours after a long day of work! Driving while fa-
tigued can be deadly. The National Highway Traffic Safety
Administration reports 100,000 crashes occur each year
due to drowsy driving, most of which occur between the
hours of 11 p.m. and 2 a.m., when your body is trying to
follow its natural 24-hour clock and desires rest.

The consequences of fatigue can be dramatic, but
with proper emphasis on getting enough sleep each and
every night, the effects can be reduced and your effective-
ness — on or off duty — can be maximized. W

|
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t was the 14th of December

and the weather was finally
_acting like it should this time

of year. So with work being

slow, what else could we do but go
fishing. SMSgt John Nordquist and |
made the plan to meet at the big loon
on Long Lake by Vergas, Minnesota,
for an evening of ripping lips and talk-
ing smart. It was blustery but the little
walleyes were cooperating enough to
keep things interesting. There was
one other person out fishing when
we got there but he was about 100
yards away; so these fish were all
.ours! Shortly after 5:00 John's wife
dropped off Cody, John's son. By now
it's starting to get pretty dark and hard
to see the bobbers and the other guy
had had enough. After watching him
pack up his portable fish house and
head -off towards shore, we turned

10‘ https://wwwmil.acc.af.mil/combat-edge

our attention back to trying to see the
bobbers.

This is where things got really
interesting. Approximately 2 minutes
after this other fisherman started for
shore, we both heard someone yell
for help. John and | looked at each
other with questioning expressions
on our faces, like what did we just
hear? John's first thought was that of
kids playing, and mine was “someone
caught a big fish and was whooping
it up." When we heard the second
call for help which came shortly after
the first, we realized that something
was wrong. We looked in the direc-
tion that the other fisherman was
heading and saw his lantern on the
ice, and we knew that he had prob-
ably fallen through the’ice. We both
dropped what we were doing and
started in that direction, John told me

by SMSgt John Nordquist and MSgt Gordon,
Air National Guard, Fargo, N.D.

to grab my ice picks and Cody to grab
my floatation cushion. We realized
that in order to approach him safely
we would be better to angle towards
the shore and come at him from shal-
lower water. When we got to him, he
was very cold and he was panicking,
so John started to talk to him and got
him to calm down. | laid down on my
belly and pulled my self out to him. |
gave him my ice picks and told him
how to use them, but it was apparent
that he was too tired to pull himself
up. He was very reluctant to let go
of the ice. John suggested that | grab
his portable fish house and have him
hold onto that so we could number
one put some distance between us
and number two it was easier and
more solid for him to be able to grasp.
| should mention that everything we
asked him to do we needed to re-



User
Typewritten Text
Finding out about thin ice the hard way!


peat at least 3 or 4 times for him to
comprehend. Once we convinced him
to let go of the ice and grab the fish
house, | crawled back away. John and
| each grabbed on to the tow rope and
pulled. He came out so easy that we
thought that he had let go. Once out of
the water John told him to reach be-
hind him and grab his lantern, which
was still burning on the edge of the
hole. After dragging
him a safe distance
from the thin ice, we
asked him if he could
stand. He couldn't, so
John and | each took
a side and put an arm
over our shoulders and
started for shore. He
was reluctant to walk at first but then
started moving his legs a littie (like
baby steps) but never really walking.
Once we got him to his pickup
truck, we got his keys out of his coat
pocket and got it started to warm it up.
As the truck warmed up, we removed
his coat and his cover-alls, we tried
to remove his boots but they wouldn’t
come off. Once we got his wet clothes
off of him, we put him in the truck
and wrapped him up in a jacket and
a blanket that he had in his truck. At
this time another pickup came down

to where we were and said that his
wife had heard someone yell for help,
so he put some boots and a different
jacket on and came down. As John
talked to this gentleman, | sat in the
truck with the other fisherman and
kept the RPMs up on the engine to get
it to warm up quicker and to talk to
him to keep him awake. As it turned
out, this other guy knew the guy that

“We were told later by the father
that he was asked to stay home from
work for 2 weeks and rechecked
by the doctor

every 2

fell in and asked if he should get his
dad. He said yes and that his mom
and dad were at Billy’s Bar in Vergas.

Once his dad arrived, we told
him what had happened. His dad
took him home where his brother,
who is on the Vergas Fire and Rescue
and is also an EMT, examined him and
determined that he needed to go to
the emergency room in Detroit Lakes
where he was treated and released.
We were toid later by the father that
he was asked to stay home from work
for two weeks and rechecked by the
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doctor every two days. Once his dad
had him, we went out and retrieved
our fishing gear, which had two more
suicidal walleyes on the line.

After the adrenaline rush faded
away and we had time to really think
about how quickly things happened
and how we had gone about rescu-
ing this young man (he is 22 and
I'm pretty sure that he will see 23).
| don't recall thinking
about falling through
while | pulled myself
toward him or the
other dangers involved.
| am not usually a big
risk taker, but my only
thought was to get him
out. John says that he
felt the same way. In a situation like
this it seems that there isn't a whole
lot of time to think things through;
you have to either react on your train-
ing or you improvise. We did both. As
ironic as it may seem, that very morn-
ing | had watched the training video
that our Safety office sent out on Thin
ice Safety. if you, think training is a
waste of time, | ask you to rethink
that. With the information | learned
from this video and some common
sense, we were able to save a young
man’s life. 3¢

days.”
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by Squadron Leader John Franklin, RAF

il

ith the current high levels of operational tempo
W and the rapid changes in the way engineering sup-

port is provided, more and more is expected of our
aircraft technicians. With constant pressure on mainte-
nance personnel to achieve operational and training imper-
atives, there is a very real chance that maintenance error
will occur and this could lead to catastrophic accidents if
not identified and managed.

Here at the Defense Aviation Safety Centre (DASC) we are
evolving our Human Factors programs further to better un-
derstand maintenance error. With the work in its infancy, it
is important that, in the meantime, all personnel involved
in aircraft maintenance — and those that task them — ap-
preciate that the first step in fighting the war on mainte-

12| nttps://wwwmil.acc.af.mil/combat-edge

nance error is to understand what error is; then and only
then, will we be able to effectively develop and implement
such a system.

What is maintenance error?

Humans make errors on a regular basis. In fact, humans
make an error on average every 60 seconds. These errors
can be as simple as typing the wrong letter in a word, or
as serious as driving through a red light. In an aircraft
maintenance context, maintenance error is a discrete form
of human error. A maintenance error is the failure of a
maintenance system (including people) to perform in the
manner efpected. |t is different from a violation as the lat-
ter involves a deliberate departure from established rules
and regulations.
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Maintenance error management principles

There are a number of measures that can be put in place
in @ maintenance system in order to catch a maintenance
error before it becomes a problem during the flight of an
aircraft. However, in order for these measures to be effec-
tively implemented, the following principles of error man-
agement must be understood.

Human error is both universal and inevitable

Humans are not machines, so whilst the consequences of
human error may be undesirable, it is important to under-
stand that human error is as much a part of life as eating,
sleeping and breathing. We are always at risk from human
error and although it will never be completely eliminated,
we must understand its effects in order to control the risk
they pose.

Errors are not intrinsically bad

Error is one of the fundamental drivers of human learning.
Without committing errors we would be unlikely to learn
or acquire all of the skills required for safe and efficient
work.

You cannot change the human condition, but you
can change the conditions in which humans work
The problem with most errors is not that they have been
committed, but that they have been committed in a
safety-critical environment. Therefore, it is important to
recognize that we are operating in such an environment,
recognize the error traps within the way we do business
and base the way we prevent maintenance error around
this understanding. ‘
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The hest people can make the worst errors

Errors are not just committed by inept individuals in the
workplace. We must understand that all humans are ca-
pable of making errors and that even the best technicians
are capable of making the worst mistakes. People cannot
easily avoid those actions they did not intend to commit.
Blame and punishment do not make much sense when
the act that was committed was unintentional. This is the
cornerstone of a just culture. This is not to say that people
who have made an error should not be culpable for their
actions; however, punishment and blame will not stop all
errors from recurring.

Errors are consequences rather than causes
Investigation techniques in the past have involved finding
out who committed the error and then punishing that per-
son as a warning to try and stop others committing the
same. However, it is better to see errors as consequences
rather than causes, in that every error has a history and
a chain of events that has led to the eventual outcome.
Determining the factors that contributed to the error, and
removing one of these factors from the error chain, is far
more beneficial. All occurrences are as a resuit of a chain
of errors. We do have a tendency to focus mainly on the
last error in the chain rather than the earlier, organizational
ones.

Maintenance error is ahout managing the
manageabhle

We cannot control the uncontrollable. That is to say
that there are certain human characteristics, such as be-
ing prone to distraction, forgetfulness and preoccupation,
which cannot be eliminated. Situations and people cannot
be controlled completely but they can be managed.

Managing maintenance error

There are a number of measures that we currently have
in place to prevent maintenance errors occurring. These
include training, authorizations, supervision, inspection,
quality audits, procedures, publications, ruies and regula-
tions. However, despite the many checks and balances in
the system, maintenance errors still occur and a signifi-
cant proportion of incident reports are put down as Human
Factors (non-aircrew). Our understanding of these events
could be better and we could certainly do more in the way
we investigate and learn from maintenance errors.

As a first step, management techniques within any mainte-
nance organization must identify behavior that is inappro-
priate and undesirable. This includes poorly documented
maintenance, failing to use or follow approved mainte-
nance procedures, perceived pressure, and a perception
that we work in a blame-free culture where personnel can
deliberately commit violations without fear of retribution.

These must be replaced with appropriate behavior that en-

sures maintenance personnel work within recognized risk
boundaries using the established maintenance regulatory
framework at all times, regardless of the external pres-
sures. This is especially relevant on operations; corners
are often cut for operational reasons, but the adverse con-
ditions and increased pressures of this type of environment
mean maintenance perscnnel are far more likely to make
errors than in the more benign environment of Military Op-
erating Base.

If the system is wrong, it should be changed to ensure that
it is right for others in the future. However, when doing so,
we must be aware that what might be perceived to be the
right way to do something at the individual or squadron
level, might not be considered correct by higher manage-
ment. To that end, it is vital that changes are staffed ap-
propriately before they are implemented. A consequence
of this is that personnel in the command chain must en-
sure that suggested changes are actioned, one way or the
other, as quickly as possible. A local work around can only
survive for so long before it results in an incident. At all
stages any change process must be clearly understood by
all involved in it, regardless of their position in the chain
of command.

All maintenance incidents and near misses should be re-
ported and investigated with the aim of identifying and
eliminating error-promoting conditions. An example of the
kind of error-promoting conditions that regularly pop up
during Flight Safety occurrences are summarized by the
‘Dirty Dozen.’

When it comes to investigating and reporting techni-
cal faults and errors, the focus should not necessarily be
on what has been done to the aircraft to return it to a
serviceable condition; this is the purpose of the mainte-
nance documents. It is more useful to understand WHY
the event occurred and WHAT can be done to prevent it
from happening again. In Aviation Safety, there are rarely
new errors — just old ones waiting for new people to have
them, so the wider lessons must be publicized as widely
as possible.

The prevention of maintenance error is a hugely complex
issue, mainly because people are at the heart of it. For
the successful prevention of maintenance errors, a just
culture is vital to ensure that unintentional errors are not
punished. Instead, the chain of events leading to the er-
ror should be investigated with the aim of determining all
the contributing factors, and enabling maintenance man-
agers to develop defenses that will stop that event chain
from occurring again. In this way, we can ensure that our
skillful technicians are given every assistance to enable
them to deliver our flight crews with a safe and airworthy
product.".

nsure that it is right for others in the future.”
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Air Force Culture Assessment Surv

courtesy of Air Force Safety Center

safety culture

quadron commanders have a
new tool to help assess their
unit's safety culture and its im-
pact on operational readiness
- the Air Force Culture Assess-
ment Survey Tool (AFCAST).
AFCAST is a web-based survey pro-
cess (www.afcast.org) that provides
commanders rapid access to their
unit members’ perceptions regarding
operational and safety-related issues.

In 2003, the Secretary of Defense
(SECDEF) established a goal of reduc-
ing preventable accidents by 50 per-
cent. SECDEF increased this goalto 75
percent in 2006. To support this effort,
the Air Force has been aggressively im-
plementing safety programs and tools.

The AFCAST program is one part of
the Air Force Safety Center's overall
safety assessment program. AFCAST
is a proactive mishap prevention pro-
cess that aids commanders and senior
leadership in risk assessment and in-
tervention strategy development. AF-
CAST focuses on operations, mainte-
nance, and other areas directly related
to flight safety. The AFCAST process
involves collection of data from or-
ganizations by means of on-line sur-
vey measurement tools that quan-
tify respondents’ safety perceptions.

20\ https://wwwmil.acc.af.mil/combat-edge

Three Questions:

What is your g)erception of your organizational

How accurate is your perception?

How does your organizational safety culture
affect your unit’s operational readiness?

AFCAST tools are based upon High
Reliability Organization (HRO) the-
ory pioneered by Dr. Karleen Rob-
erts from the University of Califor-
nia Berkeley. HRO theory discerns
key attributes of organizations that
operate in hazardous environments,
yet have very low rates of accidents
and incidents. Dr. Roberts studied
several kinds of organizations, and
identified air traffic control, nuclear
power plants, and U.S. Navy aircraft
carriers as examples of organiza-
tions that performed well as HROs.
She believed these organizations
have certain key characteristics in
common, such as: sound safety
management policies, standardized
procedures, adequate resources
and staffing, defined system for
risk management, strong leader-
ship styles, and other key factors.

While cultural factors are difficult to
define in terms amenable to obser-
vation and measurement, research-
ers at the Naval Postgraduate
School, Monterey, California, devel-
oped the Model of Organizational
Safety Effectiveness (MOSE) that
incorporated organizational climate
and cultural aspects which underlie
Naval Aviation values and norms.

NGk

N LW

The six MOSE

Components are:

Process Auditing — System of
ongoing checks to monitor hazardous
operations

Reward System and Safety Culture
— Expected compensation/disciplinary
action for safe/unsafe behavior. Safety
culture encompasses a system of shared
beliefs, values, attitudes and norms that
govern individual and group safety be-
havior. Safety climate is a “snapshot”
of individual and group safety behaviors
that are influenced by day-to-day events
occurring within the organization

Quality — Promotion of high-quality
standards

Risk Management — Systematic pro-
cess used to identify hazards and control
operational risk

Command and Control — Policies/Pro-
cedures established/promoted by leader-
ship

Communication/Functional  Relation-
ships — Effectiveness of information
transfer and quality of relationships with
surrounding organizations

“If you score in

in the TOP qu
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QUARTERLY AWARD WINNERS

GROUND SAFET),

Sgt Ladd established a significant
Tsafety program with commander

interaction at all levels; works as
USAF designed. He ensured safety re-
view/risks identification of 1,100 plus
maintenance actions; safest maintenance
ops in AOR. Sgt Ladd has USR oversight
over 100+ Engine Running Ops (ERQ) on/
offloads; ensured 6K passengers moved
without incident. He also established
ground safety monitor system; sections
report status weekly — program lauded
as “best on Sather.” His directed cleanup/
removal of 300,000 gal fuel farm resulted
in the land being reinstated; “Zero” envi-
ronmental impact. He coordinated on the
first ever Expeditionary Logistics Readi-
ness Squadron supply Ol; first Baghdad
International Airport Ol to include aspects
of risk management. Directly supported
Coalition Transition Team; lIraqi's trained

Pl e~

r. Toomer's phenomenal manage-
ment resulted in an “Outstanding”

rating during 9 RW/SE Weapon's

Safety Program Assessment. He's above
reproach! He has received laudatory com-
ments from wing safety personnel during
the weapons safety assessment. In his
infinite wisdom and outstanding initiative,
he implemented cradle-to-grave handling
procedures for all unit assigned munitions
items. Mr. Toomer is truly a dedicated pro-
fessional who ensured all unit personnel
were educated on safe handling and stor-
age principles. He is a superb manager
of the squadron’s weapons safety program
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fuel truck/aircraft receipt; first Iragi Air
Force Petroleum, Oxygen and Lubricants
Safety. He personally sampled 12K fuel
for analysis; DoD specification of 5.5M
gals of JP8; preventing aircraft mishaps.
Inspected warehouse, 300,000 Ibs of
material stored with proper access ways/
safe zones — hazards reduced. Initiated
a complete unit safety program assess-
ment; 100 perecent of workers trained
with job specific technical .orders. Orga-
nized/oversaw buildup of fuel berms; cre-
ated environmentally safe fuel storage for
200K gallons. He physically inspected
six major sections preparing for higher
level inspections; “Zero” write-ups on final
report. TSgt Ladd handled a 7 percent in-
crease in ops tempo/72 percent increase
in fuel storage, while reducing risks of
mishaps. Built steps allowing safe access
infout of bladder areas; workers now have
proper egress over 10 ft berms. He runs
the most active safety program on Sather;

— diligent efforts resulted in zero unit
explosive mishaps. He has keen insight!
Mr. Toomer developed an explosive safety
training program for the unit where one
never existed. Benchmark item! Les-
son plan was adopted by multiple units
to meet strict munitions safety require-
ments. He's proactive!  Continuously
conducts unit self inspections ensuring all
explosive safety standards are being met.
His dedicated efforts in the explosive mis-
hap prevention program resulted in zero
mission-related incidents. He expertly
performed 32 spot inspections identifying
numerous discrepancies which were fixed
at the site.

Award of the Quarter

TSgt Terrance L. Ladd
447th Expeditionary Logistic
Readiness Squadron
USCENTAF

25+ Safety briefs conducted all over the
unit; “awareness” Job #1. First to es-
tablish unit CC mishap reporting policy on
Sather AB; set the standard for other units
to follow!

Award of the Quarter

Mr. Charlie Toomer

9th Maintenance Squadron
9th Reconnaissance Wing
Beale AFB, Calif.
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Mishap Statistics Scoreboard

FYO7 Aircraft  Asofoctober 1, 2007
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Aircraft Notes

ACC experienced three Class A mishaps since 1 Aug. For-
tunately, none involved injuries (besides the bird), and none
were destroyed aircraft. An MQ-9 was damaged during a
hard landing in CONUS. An F-16C experienced an engine
malfunction with a post landing fire which was contained
by fire crews in the AOR. Lastly, an F-15E was damaged by
a bird strike while practicing for an airshow. FYQ7 mishap
rates were double those for FY06 due to multiple factors:
human factors, BASH and MX/logistics. Winter is upon us
as well as the IMC we must endure. Engines run poorly af-
ter eating several pounds of ice, and wings loose significant
lift with as little as a frost coating. All are good reasons to
review your cold weather procedures, 11-217, and weather
divert options while at ground speed zero.

Ground Notes

FYO7 did not end as well as the previous year. The com-
mand sustained 23 Class A ground mishaps — an increase
of 9. There were 2 on duty and 21 off duty and the com-
mand lost 22 warriors. Lack of Personal Protective Equip-
ment, speeding, fatigue and alcohol were factors in 10 of
the mishaps. With the start of the new fiscal year, now is
the time to impress upon Airmen to be ever watchful of
their Wingman, and to always practice sound Personal Risk
Management strategies.

Weapons Notes

We have reached the end of another fiscal year without a
Class A mishap! This, of course, is the good news; how-
ever, we did have a negative trend with regard to the type
of mishaps we experienced this year. That trend is the ac-
tivation of explosive devices. ACC experienced 25 mishaps
this fiscal year, and 13 of those mishaps were the activa-
tion of some type of munitions item. This is something we
must correct. Each of us needs to take an aggressive ap-
proach through our mishap prevention program to reverse
this before it becomes a bigger problem. The cause of the
majority of the mishaps is simply not following technical
orders. Keep up the good work and do your part to put an
end to inadvertent activation of munitions.

Class A - Permanent Total Disability; Property Damage $1,000,000 or more

Class B - Permanent Partial Disability: Property Damage between $200,000 and 51,000,000 * A

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

** Non-rate Producing
* Fatality
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Symbols for Mishap Aircraft
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Consider an artificial free (they are much safer and cleaner).

A real free should not lose green needles when you tap it on the ground.
Cut 1 inch off the frunk to help absorb water.

Leave the tree outside until ready 1o decorate.

The stand should hold at least 1 gallon of water.

A 6" tree will use 1 gallon of water every 2 days.

Mix a commercial preservative with the water.

Check the water level every day.

Secure the tree with wire 1o keep it from tipping.

Keep tree away from floor heaters, fireplaces, or other heat sources.
Use only UL-listed lights, and no more than 3 strands linked fogether.
Use miniature lights that have cool-burning ulos.

Never use candles, even on artificial trees.

Dispose of the tree properly.

Clean the ree stand 1o improve (e tree's waler
intae, use one capful of bleach (o a cup of waler

furn off Me decorafive Nonts when You Sleep,
OF 1T You Igaue your home for 4 long period of time
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