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wA SI travel around the Army, I continue to be impressed with the dedication and true grit
ogf our Soldiers! We are an Army at War, transforming for the future. This means

increased exposure and lots of changes. High OPTEMPO and change are thenorm--not the exceptions.

SOur Soldiers are mission focused. They don't want "admin or safety" to get in the way of
prgress. I agree and want to focus this month on how safety fits in the feedback we're getting from

thefied.Maye i'sthe name saeythtsgetting in the wyof Composite Risk Management

SanaAis andusinwa

....... nsolidmission ang troop-leading procedures to reduce risk should

S..... . ~ .... .... a..• ,' ,

s lppe very high risk or even impossible. So

inrae exposur an lot ouf chnes cihanceso andcpihange tasks that

ton't think Mafbet think CRM and get after

My hallenge to each of you: Look
d t what will kill you or

put control measures
ttejob done

oecome
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it's time to assess how Army Aviation did in fiscal year (FY) 2004. Overall, we
experienced 103 aviation Class A through C accidents, costing the Army more thall
$131 million. Engine overspeeds and overtemps were the most common events
in these accident categories, followed by tree strikes. According to the accident
reports so far, 41 percent occurred in Operations Enduring Freedom (OEF) and
Iraqi Freedom (OIF). That's a disturbing trend considering some delayed reporting
will make that number go even higher. There were 26 Class A aviation accidents,
slightly better than 29 last year. The FY04 Class A accident rate also was lower
than in FY03 (2.4 versus 2.7 flight accidents per 100,000 flying hours, respectively).
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link to ensuring units arest
In particular is the last and most cru.

• he flight of three CH-47Ds, based at airspeed, Chalk 2 becam en e d n us 114
fl Logistics Support Area Anaconda (Balad, Although the PC had no visual contact with the

Iraq), headed southeast in a free cruise ground, he chose not to apply sufficient power to
* formation at approximately 130 knots and execute a go-around and continued for landing. The

with an altitude of 300 feet above ground aft right landing gear struck the ground and was torn
level (AGL). Approximately 1 hour into the mission, from its mounting points. The initial impact caused
the flight encountered blowing sand, which led to the aircraft to rebound upward and to drift to the
a rapid decrease in visibility Chalk 1 announced to rear. The aircraft struck the ground a second time
the flight that he was slowing to 90 knots. Chalk 3 within the right aft quadrant of the fuselage, in the
acknowledged the speed change, but Chalk 2 did not. vicinity of the ramp. The aircraft then began to roll
As the flight began to slow, Chalk 2 began to overtake to the right until coming to rest on its right side. The
and overfly Chalk 1. Chalk 2 executed a right crew suffered minor injuries, however the aircraft
turn. The pilot on the controls lost sight of Chalk was destroyed.
1 during the turn, so the pilot in command (PC)
took the controls. As a result of the right turn and Lessons learned
an inadvertent climb, Chalk 2 was now at 600 feet The accident investigation revealed the aircrew
AGL. At the same time, the flight engineers and crew did not receive adequate environmental training
chief lost visual contact with the ground and other upon arrival in theater, nor did they complete
aircraft in the flight. The PC stabilized the aircraft the integration phase of RSO&I as outlined in the
and descended to 200 feet AGL. As the visibility theater's Helicopter Procedures Guide (HPG).
continued to decrease the PC, who still had visibility Proper application of integration principles
with the ground, decided to land and wait until the provides the commander with a better understanding
weather passed. Chalks 1 and 3 initiated inadvertent of a specific unit's capabilities and limitations. A
instrument meteorological conditions (IIMC) break- subordinate unit's capabilities and limitations must
up procedures and recovered to their base airfield be known to the commander so he or she can
without incident. effectively identify, assess, and control risks arising

At approximately 50 feet AGL, with near zero from operational factors and make decisions that

8 FlWiVIL



balance risk cost with mission benefits (Field Manual foundation for decisions involving the unit's
(FM) 100-14, Risk Management, Chapter 1). employment timeline, sustainability, and

The integration phase is the synchronized supportability.
transfer of authority over units and forces to a The unit had been in theater only 6 days. The
designated component or functional commander mission tempo was extremely high when the accident
for employment in the theater of operations (FM unit arrived in theater. Nearly all available CH-47Ds
100-17-3, Reception, Staging, Onward Movement, were required every night to complete combat and
and Integration (RSO&I), Chapter 6). There are two combat support missions. This constant requirement

rereguisites for unit integration: for mission crews and aircraft generation did not
i.rhe unit must become operation and allow the unit to complete RSO&I, specifically

mission ready. It must be able to move, fight, and integration, in accordance with FM 100-17-3 and
communicate at nominal levels of capability, the CJTF-7 HPG. The unit did not receive any task

2. The unit must be absorbed into the joint force force-sponsored integration. The aviation task
and be abie to communicate and receive command force commander did not ensure the incoming unit
and control from its higher headquarters (FM 100- was fully familiarized with command organization,
1. h 6-2). mission, duties and responsibilities, terrain, and

loping the commander's integration logistical support. The company commander charged
e s ust provide realistic options that take with performing the integration task for the new

inaccoit mission tempo, the tactical situation, unit did not follow a structured integration plan and
ble time, and the operating environment, did not provide the task force commander with any
tactical situations may demand immediate status reports. Most notable is the lack of mission

employment of assets. In these cases, commanders integration. Although the unit did participate in
ye to accept the risk incurred by the lack the minimum required integration training at Udairl

o formal mission and environmental training. Airfield, the task force commander did not ensure
P courses of action (COAs) should include time was allotted for orientation flights, additional
quanifiable metrics that enable the commander to environmental training, and mission-specific training.
track the unit's integration progress. According to individual records, none of the non-

Examples of quantifiable metrics include status rated crewmembers received any documented
of right seat and left seat rides, academic training orientation flights at Udairi Airfield or in theae
progress, and any number of administrative actions The lack of structured integration resulted ithe
ranging from aircraft status reports to personnel unit conducting on-the-job training while
availability. The CJTF-7 HPG spells out requirements missions. In tactical situations
for aircrews: employment of assets, commanders may

'After arrival in CJTF-7 AOR, during unit to accept the risk incurred by the l
integration training, all aircrews must demonstrate mission and environmentlt
flight proficiency in the following tasks: single and of circumstances,W
multi-ship VMC takeoffs, VMC approaches, low- available to cndt a s
level flight, IMC recovery procedures, and hovering
flight. For newly integrating units, commanders must
conduct day flight rehearsals prior to conducting Le w1W -i W
multi-ship NVD missions. Commanders are not thei -e

limited to these required tasks and will identify
and train on tasks essential to the accomplishment
of their mission prior to commencing normal -- bs o
operations. In addition to environmental trainig,
CJTF-7 aircrews are to undergo the followa
integration tasks as determined by their partcul X
airframe..." (CJTF-7 HPG, paragraphs6-).

The unit's progress during th g
process provides the commanderwithi
information. This informationrvieu-h

December 2004 ---



oo many times people undertake tasks they don't fully undesado
Sfrwich they are not prepared. This includes aircraftces It I nt

mon tO have two aviators flying an a i a
few hundred hours between them. Such crew mie rng on awhlne
c lenge in the arena of crew coordination.

e mission was a "routine flight" departed th ttraining area, the PI asd the
for aircrew training manual (ATM) PC questions about cre R iring,
rom oficiency at night in the local in which the y exig the

ainling area. The crew of the Ao- procedure. He told the PI to

reported to work in the afternoon returned to base and he would get out the books

t meet the requirements for crew rest to fly the and go over the procedure.

night mission. They preflighted the aircraft, did While on the controls, the PC made a radio
ca and the aircraft took off to the north to

gt the pformance planning during the afer oon, intercept the flight route off the range. The
aiompany commander's approval on the controlling agency told the crew there would be a

k assessment, and then returned to the aircraft CH-47 transitioning along the route as their only
tabout 2030 local. Since this was ATM training traffic. The PC responded that they would follow

the crw calculated the risk assessment as low, the CH-47 off the range.
whenin fafct it was a medium-risk mission. The As the aircraft proceeded north, the PC
company c~ommander did not correct this mistake. overflew the route and became disoriented.

The pilot in command (PC) was selected as When he determined his position, he continued
aPC a couple of months earlier and had moved north and overflew the northern route, crossing
from flying in the frt seat to flying in the back in front of an MH-47 that was transitioning onto
seat. He had less than 500 hours total flight time. the range. The PC became confused and thought
The pilot (Pl) graduated from flight school about the MH-47 was the CH-47 he was supposed to be
8 months earlier and had not flown with anyone following. The route altitude was 500 feet and
other than an instructor pilot (W). He had just the aircraft was at 700 feet, so the PI told the PC
over 200) hours of total flight time. to check altitude. The PC began a slow descent

The crew proceeded to the local flying area and turned east.
and began their ATM training. Shortly before 2 The crew continued to watch the MH-47,
hours of flight time had passed, the PC decided which they thought was the CH-47 going in
it was time to return to the airfield. Before they the wrong direction. Unfortunately, both pilots

10



watched the MH-47 for almost a minute and a when the aircraft night vision systems were
half, never recognizing that their aircraft was knocked out, and neither crewmember properly
descending. Suddenly, the AH-64 struck treetops transitioned to night unaided flight.
approximately 75 feet above ground level and a Poor crew selection. The PC delayed
tore off the target acquisition designation system, initiating any emergency procedures because
pilot night vision system, the left missile and rail, of his lack of experience and lack of knowledge
and part of the left wing. of emergency procedures. The investigation

The PC increased the power to above determined that had he or the PI been flying with
maximum power available and began a cylic a more experienced pilot, the aircraft may not
climb. At about 600 feet the PI told the PC, have been allowed to descend into the treetops
"Low rotor!" The PC continued to climb with and, if it had struck the trees, a more experienced
power above maximum pilot would not have overcorrected with
power available, and the rotor excessive power inputs.
RPM continued to decay. At . Inadequate training. Despite
approximately 1,000 feet the the gravity of the situation, the
aircraft began to spin to the crew should have realized that the
right and descend. The c first thing required in either a tail
did not seem to be aware of rotor malfunction or loss of engine
his power available, which power is to lower the collective
he had predicted before the (reduce power) to regain rotor RPM
mission, and the affect it lond decrease torque requirements.
would have on the engines Neither crewmember rected to th
and tail rotor effectiveness first emergency-theatre strike-
if he continued to pull more properly and flew
power than was available. The ncontrollables o
aircraft continued to spin as embera
it descended because the PC emergencya
continued to hold the collective
in the full-up position. The
PC thought he had a tail rotor
malfunction, so he told the PI
to chop the engines. The PI
never found the button to chop
the engines. At this point, the
rotor RPM had decayed beyond
the point where the crew
could have brought it back to
a normal operating RPM. At
about 200 feet the electrical
power was lost due to the low
rotor RPM, and the aircraft crashed in a
wooded area. Both pilots

Lessons leared
a Poor cockpit codnto ni

instrument scRan. The ce eaio-
on the MH-47's acions thatthyfie
the required crew codntoa-yd
check their altitudeo:avpel-* ý
mounted displa niorre
systemo. The crw o
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departed for our de ion. explained it to him. a concern during seasonal
Mycpltwas at the controls. The Engine Trend high temperatures, regardless

contro Monitoring System showed a of altitude. This lack of
we recorded ITT exceedance of knowledge, along with
feet and 93 seconds, approximately inappropriate scanning of the

at 17,000. the same time I was focused flight instruments, helped lead
waiting outside the cockpit and on the to the problem. The copilot

fpassengers! After reviewing also wasn't aware of certain
to our final the emergency procedures and instrument functions-a

altitude of FL the aircraft operator's manual, problem that could have been
0we rececked we decided to take the safest resolved during initial aircraft

items course of action and return to flight qualification. However,
a nsettling in home base from our current current Army contract

frthe 1-hour flight. location. The operator's simulator training facilities
The TAG manual and checlist are do not have these types of

Swith me to vague on the appropriate simulators available.
see what our updated course of action during this This factor I believe to be

orsituation. the most important: I was

be at our first ATC of our intentions, and I the PC, and my attention was
n, since our briefed the passengers on the diverted outside the cockpit.

critical. At the situation. We made it back I was overconfident in the
sC cleared our to home base without further copilot's abilities to recognize

ftoL 230. My copilot incident. not only the exceedance
acnwegdthe call, and After 19 years in Army readings on the instrumnwts,

e the thubs-up to Aviation, itnever ceases to but also the aerodynamic
g n climb and aze me how things can factors that cause them. Our

to the TG. After g ong in just a matter of casual attitude in the cockpit
au9 o I twere fortunate due to the decreased workload

n ad also contributed to the
s oincident.

IsAts responsible and
"E" peceing he umeical of he vent tht ocurrd, rofssioal rewembers,
readutýwhih idicaed n te ivestgaton rouht w mut away becognizant

rahdup to pulte a high power setting was rifreeto h aiso
powe leersback and bring already applied. Once thecrwordntnilledo

the engines within normal aircraft was placed in~to asaenducsfl i

ope g l . M

st th c o hou ai .... i
-im a bg lk fo ....
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Camp waray WAprtvehtte o~t~

t ~ ~ ~ w was~ 196ahihee Gem nk irm base tn refue vowagtinglae aswen
I wa ...a band ew nd raetrin t F ndothe dpre ofhm n h

W01 ustoutof ligt wy t reuelwe notied a the wahrwsnteatya h

staiond n Grmny o sicewoul turn adoing andouth it waske him k wh e weres

meant~ ~ ~ of wecmltdaiait hne we lneded anAFto the weather sucked,?hc en
ofisios-irasandts boase, aGemny wathero wnt didn't have theeotin a of

lon-ragepatol, aindgehnita breerwtold sth Ude toather goinegu IF;i was getm g ate
supprt. tows great pac wossed apuroadh procedsures, ito wte was getninrwewr
tolernasaWbbly rules" but piot fon ~ant (PC)t aous littl ov ferli ed, anidImnt io

(IR riigmission. We called and got the OK to was iunable to help him! I had
tokofIRfromn Schwabish return visual flight rules been out of the traffic pattern
Hlanheddnorth to a (VFR). only twice at Schwabish Hal
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and the Euopa maps didn't determined we were only 25
make much sense to me yet. miles from home and thought

On the return trip,I w couldmakeitsncethe
was flying and the PC was weather cleared.
navigating. It soon became We took off toward home
dark and the weather got with the PC on the flight
worse. The PC, tr read controls and me on the map.

thenmaain adark cckpitWe han't ben in he ai

andnaigae n ad eaher lngand were at aot1

w wer an toktecnrl ha fu. At fistoteP

an aem temp idn't seethe wiresandl I
got worse. The was about to take the flight

weahe deeroraedwhen controls and pull the cletv
the autobahn and for all I was worth. However

<we were down to about 450 he saw the wires in time and
pounds of Tu eLn, out averted disaste. The PC

of owhrefour very large decided to follow the wires
nes a e in to a small town, where we

frn four widceen. The landed in a farmer's backyard.
l the cllective up, We called operations from the

dI ost s i .othe cars farmer's phone and told them
onteatbh.I figured we would have to wait until
we er gingindvrtent the next day to come home.

isrmnmeerlgcl Since we were so close to the*,*
conitins IIM).We made it base, the first sergeant sent us

dontruhthe mist until Sleeping inthe BlackHawk on.* a
wecudsethe cars again, an extremely cold night in the *-

We flw dow thepouring rain was miserable.
auoahSnohr 5 feet Looking back, it was better

utlthe next off <ramp and than being in a never-ending

ladnthe PC's wnows before it even started because
fogdup bcuethe heater we "had to get home." Don't

qi.I coldstl see out the fall into the same trap. Play
widwon mysd, so the it safe when it comes to bad

PC avemethe controls. We weather. The alternative to
laned afly without incident being delayed is never making
soo aferthe rain let up. I it home.*

was pretty happy to be on the -W cw ntyr mayb reached by caling

grudand thought we should I dadmiiyriu~ryml
just stay there, but then
againlIwas aWO1. The PC I
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e wee to depart Cain Am prvous day just in case we had todvit

,Fort Rucker, AL, on around the storms.
across-county flight o San When we that mon f p ,

Antonio, TX, in a C-12D1. The the airplane had only a standar fuellodweathe atythe departure and laving us with only about 4.5 hous of fuel

destination airports was perfect; however, the for a planned 3-hour flight. If we'd had a f
en-route weather was a different storo There fuel load, it would've given us over 5 hour
were significant meteorological information of fgsht time and a lot more room for the
(SIGMENTs) and airman's meteorological expected deviations around the thunder .
information (AIRMETs) galore for low ceilings The preflight was fine, except for onefwite
in Louisiana and lines of thunderstorms along up on the air conditioning (a/c). There a
the entire Gulf Coast. Since the destination problem with the associated vent blower, and
weather was good, no alternate route was the operation of the aic was restricted to in-
required. But we had asked maintenance flight use only. Fortunately, it was pretty r ly
to have the plane "topped off" with fuel the in the morning and the temperatures were sti

wsedbtin



cool, so not having the a/c on the ground was revealed no apparent electrical problems, so we
not excessively unpleasant. dismissed the earlier smell, cranked up our now

It was just our luck that morning that our nearly-full-of-fuel airplane, and departed.
departure time coincided with the Initial Entry Not 5 minutes after departure, we were
Rotary Wing launch period, which is an exodus approaching 10,000 feet mean sea level when
of assorted aircraft (mostly orange and white the smell returned-this time in the form of
TH-67 helicopters) all trying to take off at the billowing white smoke coming out of the a/c
same time from Cairns. This led to a vents. We were in denial; how could
30-minute delay while holding short this be? The pilot in command (PC),
of the runway with both engines T p i who was in the right seat performing
running, waiting in line for our turn m the non-flying pilot duties, shouted
to take off. This cut our extra fuel w in sheer disbelief, "Crap! We've got
even more, but we still had an hour t r s smoke and fumes in the cockpit!"
of reserve fuel. We also were wishing What he had stated was the exact
that we could use the a/c on the name of the emergency procedure in
ground now. Once we got into the t the operator's manual that we were
air, we immediately "cranked up" the p d about to do. I was hand-flying the
a/c and started getting comfortable. i airplane and realized very quickly

We entered the area of low why hand-flying is a bad idea in an
ceilings, poor visibility, and emergency I couldn't let go of the
developing thunderstorms about controls to put on my oxygen mask!
30 or 45 minutes later. At FL 240 a The airplane was trimmed for a 155
it wasn't much of a problem, but c knots indicated airspeed climb with
we soon could see that we would the power near 100 percent. If I
have to deviate north of our planned let go of the yoke with both hands,
route to avoid the lines of thunderstorms even for a minute, the nose might rise and the
that were already building. As our deviation airspeed would probably decay, possibly to near
requirements increased, our extra fuel stall, and certainly slower than normal flying
decreased. We knew now that a fuel stop in speed for a fixed-wing aircraft.
Louisiana would be wise. We started listening In the meantime the PC was busy He
to the Automatic Terminal Information had donned his oxygen mask, changed his
Service for the nearby airfields. Everyone microphone switch so he could talk, gone
was down to around 300-foot ceilings and through the checklist for the emergency
visibility under a mile. We settled on Lakefront procedure, and declared an emergency with air
(KNEW) because they had contract fuel and traffic control (ATC). I had managed, wit
were above minimums for the instrument help, to get my mask off the hook behind
landing system (ILS). During the descent and seat and hold it to my face with my righ
approach into KNEW, we thought we smelled and fly the airplane with my left. I coudt
something burning-something electrical, but use my right hand to reduce thie power
we attributed this to pollution sources around start a descent because I wouh t
the airport. Eventually the smell in the cabin the mask, which was ut oft
dissipated, or we otherwise became used to it. the cockpit was
Nevertheless, we made an oath to check it out electrical fie. The ms a h uc-aln
while we were on the ground. Emergenc~y RsiaoyOye ytmt

The approach and landing at KNEW were with the inltbehabn.A4 a *
uneventfuil, and we picked up the runway about was srquez wosil lvr adte

amile out on the ILS. The ground checkout wol nataregupad
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through. In theory, it works fine with your you'll be familiar with the switch location and
headset off. But with a headset, sunglasses, how it sounds with oxygen flowing into the
and smoke in the cockpit, I couldn't get that mask.
thing to open up large enough to fit my head m If you suspect a mechanical problem
into and at the same time fly a multi-engine like when we first smelled the smoke, try to
turboprop airplane. Nor could I reach up and determine the cause and get it taken care of by
switch my microphone over to maintenance before flying the aircraftOXYGEN MASK so I could tell the . again. The range of fixed-wing

PC about my little problem. aircraft takes you far away from your
I shouted several times, but support base; too often fixed-wing

the PC was busy coordinating with pilots think they have only themselves
ATC for an emergency landing a b t to rely on when unexpected events
at New Orleans International aga y occur. Both the PC and I had personal
(KMSY). Eventually he heard me cell phones. Once we landed at
and took the controls. Finally, I Lakefront, we should've called back
could put my mask on properly to maintenance for advice. They
and I didn't have to "eat smoke" t C probably would've told us not to run
anymore. Plus I could change h t the a/c because it was the failure
my microphone switch so I could of the motor in the associated vent
communicate. Within a minute blower that caused the smoke in the
or two, I was able to take the cockpit.
controls back and fly an ILS m Don't forget the passengers.
to minimums at KMSY for an Smoke or fumes do not automatically
uneventful landing. If you haven't activate the passengers' masks Most
worn an oxygen mask before, airplanes require some type of crew
and I hadn't, the worst time is during a real action to manually activate oxygen flow to the
emergency. The smoke began clearing after passengers. In our case we had no passengers,
the PC "dumped" the cabin, but the aroma but if you do, don't forget to activate their
remained long after we landed, supplemental oxygen after the crew completes

(Editor's note: For clarification, "dumped" donning their masks.
refers to a switch on the cabin pressurization m Have a course of action ready for a•y
control.) takeoff emergencies. As part of your

briefing, discuss an emergency returnplnLessons learned Ihu
w Preflight the oxygen system thoroughly. ton he a n meteorol

Make a commitment to always check the tur
microphones in the oxygen masks during we had disrgesed rern a

preflight. I failed to check the microphones ap ifcse e trn thL f

that morning, even though it used to be a part IA te u a I-
of my preflight. Had the microphones in the
masks not worked, the situation would've been
even more difficult. Puttin the oxygen mask
on in an emergency is not the time to discover
the microphone is broken.

* Practice quick-donning the oxygen mask th ok olerhwtus'
during training. Determine if the style ofbetrppadfo ner$"
mask will require you to remove your h~eadset. _0Lta W R0*W
Practice using the microphone in the mask so M U (344W
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416 akandteds *wne% exclamed

t*-in my airplane ag I Slng

l~e thn wen itode tat lesninalingawineota erodynamics exlin ng weehy sipng an

ibuldng amultiengine airplane is poor airmanship."

AeroCommnder inThe owner, an experienced captain in manyilotopeatio. A opprtuity amedifferent airframes, explained that slipping a
46rmetoinerie for a better position wih multiengine airplane causes cavitations in any
copm wnied by5 a TWA captain. He invited me fluid-dependent systems. This could possibly

to St. Louis, MO, for an interview, and part of the cause an engine failure from fuel starvation or
interview would include a flight with him in his a hydraulic pump failure from hydraulic fluid
multiengine Beechcraft. foaming. He then pointed out that airframe

All went well in the personal interview, as stresses resulting from excessive rudder
the owner seemed impressed that I was an Army application could cause early failure of the vertical
Aviator and Army instructor pilot. He even tail section attaching points, something that ran
stated that I demonstrated a professional bearing, through my mind many years later after hearing
We then proceeded to the airport for the flight of the American Airlines Airbus accident in
interview. I demonstrated a thorough exterior New York City.
preflight and flight deck inspection. After I was After the systems and aerodynamics lesson, he
satisfied with the comfort level in the flight deck, posed a question to me. "What the hell do you
we cleared the props and started the engines, think your passengers are feeling when they're
I did the required engine checks and got a flying sideways?"
clearance. He was absolutely right. I was absolutely

I was in the rotation, lifting off the runway, wrong, but until then I was unaware and
when the owner reached over and pulled the uneducated. I didn't get the job, but I took away a
left engine to idle, simulating an engine failure. priceless education in airmanship, which I carried
I handled the emergency situation with stellar with me throughout my career.
success and climbed to the en route altitude. At Soon after this experience I landed my
the en route altitude, I announced that I would first job with a commuter airline. During the
attempt a restart. The owner said, "OK!" But it indoctrination training at my new job, the systems
didn't restart. That was my cue to proceed to the instructor posed a question to the class. The
instrument landing system (ILS) and land with question was: "Why don't we slip multiengine
one engine inoperative. airplanes?" I raised my hand and promptly, word

I nailed the ILS, keeping the flight director for word, recited what the TWA captain had told
needles perfectly centered. As the airplane me. This time, I was absolutely correct and began
approached 300 feet above the airport, the owner my airline career, having learned a good lesson
told me that I now had power available in the from experience. It's a lesson I wish to pass
left engine and was cleared to circle to another along to you. *
runway. I did the circling maneuver and found -CW4 Dunham Is currently In the Indiana Army National Guard. He Is an airline pilot

myself a little high on the visual aid, which was a with experience In heavy transport airplanes In International operations. Hie was also
the Director of Safety for Vanguard Airlines. Mr. Dunham can be reached by

visual approach slope indicator (VAS I). I put the e-mnal GCDunham@cs.com.
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SACCIDENT REPORTING Parker Awards: Spotlighting Safety
ARAS-Accident Reporting Made Excellence-March

JAN: Our Arm~y at War: Easy-February
Protectng Or C Safety Center Goes After Accidents-- BIRD STRIKES

4 November A "Thump" in the Night-June
Broken Wing Awards--January

AIRCREW COORDINATION
A Failure to Communicate + IIMC = BROWNOUT

Tragedy-February Blowing the Dust Off Brownout
Coming Soon to a Unit Near You: Initiatives-January
ACTE-April BSAU: Improving Aircrew

Learn From My Mistakes-Speak Situational Awareness During
Up!-September Brownout-October

"Pull Up! "-August Dust Landings-Lessons Learned
War Story: Not My Day-June Over 27 Years-February
"You're Coming in Hot!"--November Fighting Brownout with

Simulation-March
ALSE From JRTC to Baghdad-January
Air Warrior-Response from the TSAS: Can It Save Lives and

PM--October Aircraft?-April
Air Warrior-What's Ahead?-

October CARGO HELICOPTERS
CH-47 Cargo Hook Release Switch

ARMY SAFETY CAMPAIGN and Accidental Jettison of Loads-
A Song to Save Soldiers-July January
An In-flight Movie for Soldiers-C W

April COLD WEATHER
Incoming! The Army Safety Cold Weather Clothing and "ong
Campaign-April Johns"-September

Operation Guardian Angel-April Flying in the Snow-January

ATTACK HELICOPTERS COMBAT ENGAGEMENTS
30mm Area Weapon System- (GUNNERY)
September Aviation Door Gunnery-March

APU Clutch Failures Cause Damage What Crew Chiefs Really Want and
in Apaches-May Need-October

Is the AH-64A/D Tail Rotor
Driveshaft a Fragile Thing?-May COMPOSITE RISK

POSTER: Attention AH-64A/D MANAGEMENT
Maintainers--July DASAFs Comer: We're Listeningl-

December
AWARDS
Broken Wing Awards--January and CREW COMMO

June A Failure to Communicate + IIMC =

New Look, Same Great Message!- Tragedy-February
January Coming Soon to a Unit Near You:
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ACTE-April USAREUR'S Reintegration Program INADVERTENT
Field "Fix" for Intermittent Eases Iraq Retums-April INS UMEN

Communication Signals in the Vessel Shipment of Helicopters- (T.OG)
CEP-October September CNIIN IC

If It'll Fit, It'll Fly!-March War Story: It's Conbat, We'll Be A Failure to Communicate + IIMC
Learn From My Mistakes-Speak Okay!-June Tragedy-February

Up--September IDMC Mailbag-August
"Pull Up-"-August DIRE RATE Recovery Trang-Noveber
War Story: Not My Day-June EVALUATION AND There I Was, IIMC and Nowhere to
"You're Coming in Hot!"- STANDARDIZATION (DES) Go!--ebruary

November Commander's Task List: The Other TSAS: Can It Save Lives and
Option-March AS:CantSae i e

DASAF'S CORNER DES: Relevant and Ready-March
Blowing the Dust Off Brownout STACOM Message 0402-May INVESTIGATORS' FORUM

Initiatives-January STACOM Message 0403-June Another Victim of Spatial
Incoming! The Army Safety When the Minimums Become the rientation-Aust

Campaign-April Maximums-March Aviation Maintenance Can Be
Is Perception Reality?-June Deadly-March
Lessons Noted, or Lessons EMERGENCY PROCEDURES C-12 Test Flights: Who ShouldB

Learned?-February Emergency Egress and Some Points Doing Them?-May
Make It Personal.. .Because It to Consider-May Fools Rush In-November

Is!-August Emergency (Procedures) in the Good Crew Mix Essential for Mission
So What's the Biggest Risk When Combat Zone-September Success-December

You Get Home?-November Emergency Procedures and the IIMC Recovery Training-November
The Next Greatest Generation- Non-rated Crewmember-May RSOI-The Importance of Prope

September Smoke in the Cockpit-December Integration-December
Think Outside the Slot-Expand STACOM Message 04-02-May Wrong Place at the Wrong Time-

Your Peripheral Vision-February STACOM Message 04-03--June November
We're Listening!-December "You're in
What's in Store for Aviation Safety in FIXED WING

FY05?-October Don't Ever Do That to My Airplane MATENANCE
Where Are You at Risk?-July Again•-December Aircraft Hydraulic Systems
Why Paragraph 6 Won't Cut It Smoke in the Cockpit-December Contamination Control-May

Anymore-May FOREIGN OBJECT DAMAGE Army Oil Analysis Program-July

DFOD N OAviation Maintenance Can Be
DEPLOYMENT/ (FOD) Deadly-March
REDEPLOYMENT NCO Coner: Shop Talk--July Aviation Unit Maintenance
30mm Area Weapon System- New Perspective on FOD-May tion-July
September Field "Fix" for Intermittent

Aviation Port Operations Safety- FRATRICIDE/NEGLIGENT Communication Signals in the
January DISCHARGES CPdJceber

Can You Lead Us Home?-April Do You Really Know If That Weapon Good Ma Unit
Emergency (Procedures) in the Is Loaded?-April ganization, and Better quipment
Conbat Zone-September "Fire on the North End..."- Can Make the Difference in

Flight Profiles in an Urban September
Environment-September Leading the F Su

From JRTC to Baghdad-January HOT WEATHER Soleaing tFe i n s t
Maintenance Evacuation and Peeing White, Ready to Fight!-April Condition-baed Maintenance-
Battlefield Recovery of Aircraft- July
February HUMAN FACTORS NCO CoJ

"Pull Up!"-August Human Factors in UAV Accidents- NOSTR Core: Shon AH-July
Risk Management During August
Deployment-January

Tactical Risk Management: It's for
Real!-January
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MISCELLANEOUS PERSONAL PROTECTIVE Maximums-March
GEN Schoomaker Sends...Protectlng EQUIPMENT (PPE)

Our Combat Readiness-January Cold Weather Clothing and "Long UNMANNED AERIAL
The Write Stuff-February Johns"-September VEHICLES (UAVS)
Flightfax Readership Survey- NCO Comer: Shop Talk-September Army UAVS-A Systems Update-

February August
USAAVNC Commander Sends...- POSTERS Human Factors in UAV Accidents-
March Attention AH-64A/D Maintainers- August

Remote Altimeter Setting Source- July Shadow TUAV Mission Process-
March Ceiling and visibility, zero-zero... August

Commander's Task List: The Other Leave it PARKED!-January Standardizing UAV Operations-
Option-March Learn From the Mistakes of Others... August

Your Opinions Can Change You Won't Live Long Enough to The Evolving Role of UAVs-August
Things!-April Make All of Them Yoursel-June UAV Risk Management-August

From Our Aviation Branch Chief- Shortcut to Online Safety-May UAVs Are Now Aviation-January
April U.S. Army Safety Center Phone UAVs-OIF Guardian Angels-

Keeping Returning Soldiers Safe- Chart-August August
May Where to Store Gear?-September

Safety Sends-June "Who's in Charge?"--October UTILITY HELICOPTERS
No Rings, No Kidding!-July Wire Strikes are UNFORGIVING!- New Course for UH-60 NCOs!-
HIRTA Messages: Keep Flying November September

Interference Free-July UH-60 Submerged Boost Pump-
Safety Sends 6-July POV March
Caveat Emptor, or "Buyer Beware"- So What's the Biggest Risk When UH-60 Troop Seats: Still
August You Get Home?-November Safeguarding Our Crewmembers

Aviation Task Force, KFOR 5A Beyond Two Decades?-October
Mission Complete-September POWER MANAGEMENT Where's This ELT Go?-July

What Drives AGSE?-October Knowing Your Enemy-April WAR STORIESLaerPinters--'Buyer Beware"-- TRE
October RISK MANAGEMENT If It'll Fit, It'll FlyI-March

Military Flight Operations Quary ASMIS-1: Clearing the Road Know Your Crew Limits-December
Assurance-November Ahead-January Learn From My Mistakes-Speak

Aviation Safety Investment Strategy Up!-September
NCO CORNER Team-April Special Edition of War Stories-June
A Salute to NCOs-October NCOs Play an Important Role in Risk The Weather Sucked! -December
Emergency Procedures and the Management-October There I Was, IIMC and Nowhere to

Non-rated Crewmember-May UAV Risk Management-August Go!-February
NCOs Play an Important Role in Risk Trust Me, There's Fuel There-

Management-October SAFETY MESSAGES November

Shop Talk-July STACOM Message 04-01-March
Shop Talk-September STACOM Message 04-02-May WIRE STRIKE
The Last One-June STACOM Message 04-03-June Fools Rush In-November

POSTER: Wire Strikes areWhat About the Non-rated STANDARDS UNFORGIVING! -November
What Crew Chiefs Really Want and When the Minimums Become the Wire Strikes Are BAD -- November

Need-October M ums-MarchEATHER

OVERCONFIDENCE TRAINING Aviation Weather Support

War Story: A Buffet of Trouble- Aviation Safety Officer Refresher Transformed-February
June Course-July Can You Lead Us Home?-April

Coming Soon to a Unit Near You: Flying in the Snow-January
PERFORMANCE ACTE-April War Story: Respect the Weather-

FY04 Aviation Safety Wrap-up- Honing the Edge of the Aviation June
December Safety Team-July War Story: The "Bad Old Days"-

IIMC Recovery Training-November June
When the Minimums Become the
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AH-64

1MM1F M X Model n Class C: Aircraft's
a Class D: The a Class C: The crew m Class A: While right main landing gear

crew was conducting a was performing a conducting a proficiency veered off the side of
weapons harmonization standard autorotation flight the pilot in the runway, causing the
on the M230 after during series command made a right propeller to con-
completion of a 6- qualification when the mayday call, followed tact a runway light. The
month service. The tail stinger and tail rotor by the aircraft making aircraft was repositioned
aircraft was at 100 contacted the runway. a vertical descent to on the runway and shut
feet above ground No other details were impact with the ground. incident.
level and had fired reported. A post-crash fire incident.
three 10-round bursts destroyed the aircraft. s Class C: Aircraft
when the gun stopped The pilot, an Army sustained a lightning
working. Damage contractor, was killed on strike during flight.
was found to the gun impact. Post-flight inspection
barrel, chain, bolt, and V11 model revealed damage to
carrier assembly. The s Class B: The _ the #2 engine propeller
damage is suspected to crew received a mast * U blades and exit damage
have been caused by a overtorque time limit to the rivets on the right
restricted lot of M789. message after applying 4**1 wing's trailing edge.
The gun was replaced, power to avoid an s Class C: Aircraft's
and th~e aircraft was obstacle. No other tail rotor struck trees
released for flight, details were reported. during a hoist operation

a Class C: Aircraft in a confined area during $4 dow modelreportedly struck a low-level flight. The air-
s Class A (Damage): tree during flight. The craft was repositioned e Class B: Air

The crew was conducting i- vehicle's instrumenta-
day systems (bag) without further incident. ther incident. Damage tion indicated a sharp
training with the aircrft No other details were was reported to the increase in RPM, fol-
leveland a~t 25 to 30 reported. right-hand stabilator and lowed by the vehicle's
~knots indicated airspeed ___________ all rotor tip cas descent and impact with

when the aircraf the ground. The vehicle
atepigt ad was on short final for waCas dest iroyed. cl

Th aicrf bea to 4#b landing when a large experieced spiklce
spin and impacted the a Class B: Aircraft the #as eninges int in engine cylinder and
gr~ound. No other details experienced a hard The #1engine mnlet. rotor temperatures

weerpre.landing following a Tengemaewhining noise, and the shortly after launch. The
a Class A (Damae.): standard autorotatlon. crew landed the aircraft vehicle descended to

Aicrf experientced~ a The impact spread without further incident. impact with the ground
tailrotr failur~e during the landing gear, and The engine was removed without deploymelnt of
Mght.t The crew lost the aircraft~s under- and maintenance the recovery chute.
cotolo the aircraft side struck the ground. was perfonmed on Edior' noe .omto ulsewhil coducingtrafic The aircraft sustainled the GG rotors. After Intisscto Is lbased on prlmnrpaters t hebae ignificant structural maintenance personnel misapsepmrts submitted by units

aril.Teps-damage. reinstalled~ the engine, and to subject to chugs. Fro move
acciden Investgationthe aircraft was released Infrmtsion an seetd accident btsls,

reveaedimpoper or flght. all ON#8550152 (334-255-955) or
mantnac onit th tilDS 58-Ul 0 (34-255-3410).
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