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PART 1

PREPLANNING FOR MISHAP RESPONSE

Chapter 1
THE USAF SAFETY INVESTIGATION -- AN OVERVIEW

1.1. Introduction:

1.1.1. Each year, the Air Force trains over 400 military and civilian personnel in safety investigation
procedures and techniques through the Aircraft Mishap Investigation Course (AMIC), the Flight
Safety Officer (FSO) Course, the Jet Engine Mishap Investigation Course (JEMIC), the Board Presi-
dent’s Course (BPC) and other specialized safety investigation training. While many of these people
eventually use their newly acquired expertise to conduct investigations into relatively minor mishaps,
few are ever exposed to the rigors of a Class A mishap investigation as members of a “Safety Investi-
gation Board” (SIB).

1.1.2. Most wings go years without having a mishap requiring a formal investigation. Consequently,
Disaster Response Force (DRF) plans, Mishap Response Plans (MRP), and Interim Safety Board
(ISB) training become low priority items. In addition, investigation management skills get rusty when
they are not used, and the high-pressure, stressful environment of a major mishap is no place to try to
recapture lost knowledge.

1.1.3. Despite the Air Force’s long-standing record of reducing major mishaps, many people still get
the fateful call in the middle of the night. Typically, such a call is the start of the first investigation for
most of the newly formed SIB members. They suddenly find themselves faced with the awesome
responsibility of digging through rubble for physical clues and sifting through literally thousands of
bits of information to determine the cause of the mishap and recommend how to avoid one like it in
the future.

1.1.4. This pamphlet is designed for people already trained in the fundamentals of mishap investiga-
tion. It is a ready reference and a source of guidance and ideas for those who find themselves involved
in a truly life-or-death enterprise -- the investigation of a major mishap.

1.2. Why Investigate Mishaps? The purpose of every safety investigation is to determine all factors
(human, materiel, and environmental) that directly or indirectly contributed to the mishap. This informa-
tion is used by aircrews, equipment operators, supervisors, commanders, staffs, and designers to eliminate
cause factors and thus help prevent recurrence of similar mishaps. The proper use of mishap experience
reduces mishap potential, since each safety investigation adds to the overall USAF mishap experience,
providing a basis for corrective action. Investigative findings and recommendations may determine the
requirements for additional training, validate a need for increased frequency of maintenance, justify
improvements to materiel, establish future design criteria, and achieve other long-range results. Thus, the
accuracy and thoroughness of each investigation determines the ultimate adequacy of action taken to
remove or eliminate factors that cause or contribute to mishaps.

1.3. Using This Pamphlet:
1.3.1. Philosophy:
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1.3.1.1. The key to a successful investigation is proper organization and management of the many
tasks and skills required to determine mishap causes. Since a safety investigation spans a signifi-
cant time, organizational challenges are best addressed chronologically. Since a safety investiga-
tion must dovetail and coordinate with other activities, such as writing the formal investigation
report and producing a briefing for the convening authority, SIB members need to understand how
their activities interrelate, and how to prioritize their tasks to ensure everything comes together.

1.3.1.2. Investigations can be straightforward, or they can be jigsaw puzzles. If the crew survives,
the aircraft is equipped with a flight data recorder, or the crew declares an in-flight emergency, the
SIB at least has a place to start. Unfortunately, the needed clues often lie in the wreckage, the
morgue, or the perceptions of family and associates. In these situations, the SIB must discover
these clues, analyze them, and put the puzzle together.

1.3.1.3. AFPAM 91-211 is nondirective in nature. This is deliberate, since every mishap is differ-
ent, and SIB members are expected to use their best judgment and functional expertise to run an
investigation uniquely tailored to address the circumstances at hand. The prospect of participating
in a major mishap investigation can be daunting, and the complexity of most mishap scenarios
mandates a systematic approach. However, this pamphlet merely provides a starting point, and
serves as a tool for helping boards develop their strategy for conducting the investigation. Nothing
in this pamphlet restricts the use of other investigative techniques; SIB members must feel free to
alter their investigative process to fit a specific situation.

1.3.1.4. The central theme of this pamphlet is continuity. At some point, every task described
must be properly accomplished ensuring a complete investigation, correct findings, and useful
recommendations. Because the primary purpose of an investigation is to prevent future mishaps,
the timely release of pertinent information must also be stressed. Therefore, when faced with a
mishap where the orderly flow described above is not possible, ISB and SIB members must be
prepared to react quickly and improvise as necessary to ensure the investigation is not compro-
mised.

1.3.2. Layout of Material. Reading this pamphlet from cover to cover may lead the reader to conclude
it repeats itself unnecessarily. However, its layout is intended to meet the needs of people reacting to a
major mishap, when time is short and the completion of certain tasks at certain times is critical. The
Air Force Safety Center (AFSC) has designed this pamphlet with the needs of many users in mind,
each of whom has certain time-sensitive concerns. Thus, it may be used at various times by exercise
or disaster response planners, ISB members, or SIB members, before, immediately after, or during a
major mishap investigation. Since their responsibilities interrelate and sometimes overlap, the guid-
ance occasionally overlaps as well.

1.3.3. Target Audience. This pamphlet serves as a ready reference for all assigned board members to
refresh their memories as to their specific duties, and to offer a generic strategy for accomplishing
them. Geared toward the particular needs of flight mishap investigations, many of the techniques
described may be useful when investigating other categories (ground, space, missile, etc.) of mishaps.

1.3.4. Content Review. When using this pamphlet during field investigations, boards will inevitably
find some of its guidance valuable, discard some of it, and modify some to fit their particular needs.
HQ AFSC will periodically update both the pamphlet and investigation courseware to include useful
lessons learned. SIB members should submit suggestions to improve its quality and make it a better
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product. Either direct correspondence with Aviation Safety Division (AFSC/SEF) or Tab Z of the for-
mal report (see Chapter 8) may be used for this purpose.

1.4. Investigation Phases. The safety investigation process can be divided into six phases: preparation,
notification, ISB, SIB arrival, investigation and analysis, and report/briefing production.

1.4.1. Preparation Phase. This period encompasses several activities all of which are ongoing and
recurring, but interact and are essential to effective response if there is a mishap.

1.4.1.1. Disaster preparedness personnel develop, update and exercise Disaster Response Force
(DRF) plans, assisted by their supporting safety staffs.

1.4.1.2. Operations personnel develop, update, and exercise Crisis Action Team (CAT) proce-
dures, which include reaction to downed and missing aircraft.

1.4.1.3. Wing safety staffs develop, update, and exercise mishap response plans specific to their
aircraft, facilities, and operational taskings.

1.4.1.4. Wing commanders or their safety staffs identify potential board members, both for local
use as ISB members and for possible assignment by their Major Command (MAJCOM) to a SIB.
They may be locally trained as ISB members, used strictly to perform duties in response to a mis-
hap at their installation, or they may be fully trained through one of the formal United States Air
Force (USAF) safety investigation courses and available for appointment to a SIB anywhere in the
world.

1.4.2. Notification Phase. Typically, the following sets of actions take place when Air Force personnel
are notified of a major mishap involving Air Force resources:

1.4.2.1. The nearest USAF installation activates its DRF (to respond to the scene of the mishap)
and CAT (to manage the resulting operational impact); in addition, the installation commander
coordinates with the safety staff to assemble an ISB (see para 1.4.3.).

1.4.2.2. The MAJCOM owning the aircraft involved in the mishap selects and notifies qualified
individuals to serve on the SIB.

1.4.2.3. On Class A flight mishaps involving a destroyed aircraft or fatality, HQ AFSC deploys an
action officer to serve on the SIB. AFSC representation on other SIBs will be considered in those
cases where AF/SE or the convening authority deems AFSC representation crucial due to the
nature of the mishap and the significant and broad-reaching implications to the Air Force. In those
cases, AF/SE will determine availability and extent of participation.

1.4.3. ISB Phase. The ISB plays a vital role in the first few hours, and sometimes days, after a mishap.
The ISB president assumes control of the wreckage when the DRF's on-scene commander declares the
site safe (in rare cases, the on-scene commander may also be identified as the ISB president). The ISB
ensures perishable evidence is preserved by identifying air traffic control tapes and surveillance video
tapes for impoundment, notifying the owning installation of the need to collect aircraft and crew
records, impounding all equipment which may be related to the mishap event, collecting perishable
fluids, photographing the crash site, removing to a secure location the voice and flight data recorders,
and advising en route installations and airports visited by the mishap aircraft prior to the accident so
servicing people and equipment can be identified. The ISB also lays the groundwork necessary to
ensure a smooth hand-off to the SIB. Chapter 4 and Attachment 3 cover ISB procedures.
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1.4.4. Arrival Phase. This is the time immediately after the SIB arrives at the mishap location. The
ISB briefs the SIB members on the location and condition of the scene, the status of evidence collec-
tion and preservation, and other relevant information as necessary. They also refamiliarize themselves
with the specific requirements and duties of the position they hold on the board (investigating officer,
pilot member, recorder, etc). Ideally, these steps are accomplished before the SIB proceeds to the
scene to make an initial walkthrough.

1.4.5. Investigation and Analysis Phase. The SIB spends most of its time in this phase, gathering,
sorting, and evaluating evidence to discover any deficiencies that may affect safety, which should be
addressed immediately and for the production of a completed report, final message and briefing for
the convening authority.

1.4.6. Report Production Phase. This begins from the first moment the Air Force is notified of a major
mishap, and continues throughout the investigation. Factual information, including flight plans,
weather forecasts, maintenance and training records, etc., is assembled and merged with the board
members' analysis to develop a clearly written, well-documented report. Therefore, components of the
report are gathered by the ISB, but the SIB is responsible for the final product. In most cases, the SIB
president develops his briefing on the mishap concurrent with the preparation of the written report.

1.5. Unusual Circumstances. As stated previously, no two mishaps are alike. The preceding paragraph
is generally applicable to typical mishaps. However, planners and potential SIB members should remem-
ber that there are a number of possible scenarios where the sequence of events cannot be neatly organized.
The following represent a few such possibilities, each of which could present different investigative chal-
lenges:

1.5.1. Aircraft from X Air Force Base crashes at X Air Force Base.
1.5.2. Aircraft from X Air Force Base crashes at Y Air Force Base.
1.5.3. Aircraft from X Air Force Base crashes at a civilian facility.

1.5.4. Aircraft from X Air Force Base crashes in isolated area in the Continental United States
(CONUS).

1.5.5. Aircraft from X Air Force Base crashes near a sister service installation.

1.5.6. Aircraft from X Air Force Base crashes away from Air Force facilities outside CONUS.
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Chapter 2
INTERIM SAFETY BOARDS AND SAFETY INVESTIGATION BOARDS

2.1. Introduction. Most major Air Force mishaps are investigated by a board of officers convened by a
MAJCOM commander under the provisions of AFI 91-204, Safety Investigations and Reports, AFMAN
91-223, Aviation Safety Investigations and Reports, and the applicable MAJCOM Supplements. This
board is referred to as a “Safety Investigation Board” (SIB) to distinguish it from the “Accident Investiga-
tion Board” (AIB) that is convened under the provisions of AFI 51-503, Aircraft, Missile, Nuclear and
Space Accident Investigations. The AIB is often referred to as the legal board. The minimum required
membership for a given SIB is at least partially dependent on the circumstances surrounding the mishap.
However, some SIB members are mandatory for all mishaps involving Air Force aircraft. Paragraphs
2.3. and 2.4. below provide a brief discussion of each SIB member’s responsibilities and duties.

2.2. Types of Safety Boards. There are two types of boards, each of which performs a specifically
defined function.

2.2.1. Interim Safety Boards (ISB). Interim safety boards are convened by individual wing/group
commanders to provide an organized, evidence preservation-oriented response to major mishaps
within their area of responsibility before the arrival of the SIB. The Air Force does not impose specific
training requirements on individual members of ISBs, since their duties are only minimally analytical
and technical in nature. ISB members are characterized by and selected based upon their respective
expertise within their normal professional specialty.

2.2.2. Safety Investigation Boards (SIB). SIBs are convened by the MAJCOM commander, normally
in response to Class A mishaps. Lower echelon commanders may also convene a SIB if the broad
expertise and objectivity afforded by their structure is desired to investigate a less serious mishap,
Class B or below. SIBs fulfill the requirement imposed by DoD directives to fully investigate major
mishaps with the objective of preventing the recurrence of similar mishaps in the future. They are
sometimes referred to as “formal boards” because of the product -- the “formal report” -- they develop
documenting their investigations’ analysis, findings and recommendations.

2.3. ISB Membership. AFI 91-204 deliberately avoids prescribing a specific list of mandatory members
for ISBs. However, experience has proven that initial fact gathering and subsequent hand-off between ISB
and SIB members is greatly facilitated by the SIB members having a direct counterpart on the ISB. It is
convenient to divide information collection tasks functionally, and it is helpful to have people of like
expertise and training communicating with each other when it is time for the SIB to assume responsibility
for the investigation. Generally, an ISB will consist of at least the following:

2.3.1. ISB President: The ISB President is, typically, the supporting wing’s Operations Group com-
mander or equivalent. The ISB president ensures initial investigative responsibilities are carried out,
evidence is preserved, and the installation is prepared to provide all necessary support to the SIB upon
their arrival.

2.3.2. ISB Investigating Officer (I0): A trained flight safety officer whose principle function is to
ensure preservation of physical evidence at the scene of the mishap and is the ISB counterpart of the
SIB’s investigating officer. Under ideal circumstances, the ISB 10 is supported by a second trained
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flight safety officer, who assists the ISB president in the systematic gathering of documentary and tes-
timonial evidence.

2.3.3. ISB Pilot Member: A pilot, preferably qualified in the mishap aircraft type, whose main func-
tion is to assemble as much factual information as possible regarding the history of the mishap flight
and the qualifications of the mishap crew.

2.3.4. ISB Maintenance Member: Is normally a maintenance officer or senior Non Commissioned
Officer (NCO), with experience in the mishap aircraft. His chief function is to assemble as much
information as possible regarding the history of the mishap aircraft, its most recent servicing, and the
qualifications of the individuals who most recently worked on it.

2.3.5. ISB Medical Member: This member is a flight surgeon whose main function is preservation of
medical evidence. This member is also utilized in the following ways:

2.3.5.1. Assumes responsibility for the post-mishap medical history, examination, care and toxi-
cological testing of mishap crewmembers as well as collection of their medical and dental records.
They work to ensure human remains are photographed, preserved and documented. They also
coordinate medical care at the mishap site and advise the ISB on environmental hazards found
there.

2.3.5.2. A flight surgeon responding to the mishap may turn out to be the interim Medical Mem-
ber. The responding flight surgeon travels to the scene of a mishap with fatalities or injuries in a
professional medical capacity.

2.3.5.3. The interim medical member serves as liaison between local medical authorities or coro-
ners and military investigators, including medical examiners from the Armed Forces Institute of
Pathology (AFIP), if assigned.

2.3.6. ISB Recorder. An interim recorder may be appointed as a part of a base’s Mishap Response
Plan. This individual, normally a junior officer or senior NCO familiar with administrative duties, is
responsible for ensuring the administrative and logistical needs of the ISB are met. If an interim
recorder is appointed, he or she may be retained as the SIB recorder with MAJCOM and local agree-
ment.

2.4. SIB Membership. Primary SIB members are the core team as specified by AFI 91-204. SIBs also
include non-primary members.

2.4.1. The following are normally members of all SIBs:
2.4.1.1. SIB President. (Primary)
2.4.1.2. Air Force Safety Center Representative. (Primary)
2.4.1.3. Investigating Officer. (Primary)
2.4.1.4. Pilot Member. (Primary)
2.4.1.5. Maintenance Member. (Primary)
2.4.1.6. Medical Member. (Primary)
2.4.1.7. Commander’s Representative. (Non-Primary)

2.4.1.8. Recorder. (Non-Primary)
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2.4.2. In most cases, SIB members expand upon the responsibilities of their ISB counterparts. Their
individual and collective expertise is brought to bear on first assembling and then analyzing all avail-
able evidence to arrive at findings and recommendations designed to prevent similar mishaps.

2.4.3. The explanation of how a SIB functions relates to a professional sports analogy; the convening
authority is the team owner, MAJCOM safety personnel are advisors, the board president is the gen-
eral manager, the AFSC representative is a playing coach, the investigating officer is the team captain
and all other members are team players. Because of human dynamics and different styles of leadership
and various levels of experience/knowledge, the amount of participation or direction at each level will
vary for each SIB.

2.5. Responsibilities of Individual Board Members:

2.5.1. ISB Members. Attachment 3, Section A3C of this pamphlet contains a list of individual ISB
member's goals and objectives. At MAJCOM option, ISB members may pattern their collection
checklists after the SIB checklists contained in Attachment 4; however, raw data collected by this
means should not be accompanied by interpretation or analysis.

2.5.2. SIB Members.

2.5.2.1. Attachment 4 of this pamphlet contains comprehensive checklists designed to help most
SIB members collect relevant information toward development of findings and recommendations.
The following SIB members duties are less specific:

2.5.2.1.1. The Air Force Safety Center (AFSC) Representative works directly for the Board
President and is charged with generally facilitating the proceedings of the entire board. This
will include helping the SIB president and investigating officer formulate an overall investiga-
tive strategy and schedule or lending his/her expertise to specific investigative issues. Because
the AFSC representative will normally have completed multiple SIBs and reviewed many oth-
ers, he or she is considered the expert regarding the process and is included in all aspects of the
investigation. The AFSC representative’s specific duties include:

2.5.2.1.1.1. Leading the findings and recommendations phase/sessions of the investigation
by first educating SIB members on the process and then guiding the SIB through the devel-
opment of factors, findings, causal findings, and recommendations as well as Other Find-
ings and Recommendations of Significance.

2.5.2.1.1.2. Ensuring that the formal report is complete, consistent, and in compliance
with AFI 91-204, AFMAN 91-223 and the applicable MAJCOM Supplements, particu-
larly with regard to protecting privilege. The SIB recorder will rely upon the AFCS repre-
sentative for direction in virtually all aspects of his or her position.

2.5.2.1.1.3. Acting as the SIB’s conduit for requesting technical assistance or manufac-
turer/contractor participation.

2.5.2.1.2. The Commander’s Representative for flight mishaps is typically a pilot, usually
qualified in the mishap aircraft, not necessarily trained as a flight safety officer. However, it is
not unusual for the commander’s representative to be a maintenance officer if the mishap ini-
tially appears to be maintenance related. This individual is considered the expert on local pro-
cedures, local command relationships/structure and unit personalities. He may also be
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employed as an additional interviewer, courier for components requiring personal escort for
teardown or other analysis, and other general-purpose board operational and support tasks.

2.5.2.2. Depending on the level of investigative effort associated with a particular mishap, the SIB
president may elect to subdivide the board into functional teams. Under this arrangement, most
primary members become leaders of their respective functional teams. Figure 2.1. illustrates a
typical division of labor for complex investigations.

2.6. Hand-off Between ISB and SIB Members:

2.6.1. An official hand-off between ISB and SIB members is essential to the continuity of the investi-
gation. In its simplest form, such a hand-off need only involve individual members meeting with their
counterparts to review physical, documentary, and testimonial evidence collected to date. More struc-
tured handoffs may include a formal mass presentation chaired by the ISB president. This formal pre-
sentation is designed to orient the SIB members to the crash scene, local conditions, and logistical
arrangements. This is preferable and should be used any time the scene is at a significant distance
from the prearranged workcenter, when there are significant hazards associated with the scene, or
when a significant amount of evidence has already been collected.

2.6.2. The hand-off between boards marks the end of the ISB’s involvement in the investigation. This
is typically a difficult transition to make, particularly when the mishap aircraft and crew came from
the ISB’s home base. SIB’s must consciously draw a line between the activities of the ISB and their
own. The ISB must be politely but firmly excluded from the SIB’s deliberations, and they must be
removed from the roster granting access to the crash site as soon as practical. Nevertheless, the ISB
represents corporate knowledge that must remain available to the SIB for some time after the
hand-off. ISB members must be prepared to verify the accuracy of transcripts produced from any wit-
ness interviews. ISB members generally need not remain readily available more than about five work-
days following the SIB’s arrival; however, they should not assume they are no longer needed until
definitely excused by the permanent SIB president.

2.6.3. A sample hand-off briefing is provided at Attachment 3, paragraph A3.11.3..
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Figure 2.1. Safety Investigation Board Organization (Typical).
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Chapter 3
PREPARATION FOR MISHAP RESPONSE AND INVESTIGATION
Section 3A—Base Disaster Response Force (DRF)

3.1. Introduction. Although the activities of the base DRF are not the responsibility of the safety staff,
ISB or SIB members, local safety personnel actively participate in developing and testing DRF proce-
dures. This participation provides a feel for what other base agencies do when a mishap occurs, and helps
safety personnel determine the kinds of assets available on base while giving them an opportunity to help
educate DRF members in investigative "DOs" and "DON'Ts." This section familiarizes safety personnel
with general DRF planning and execution principles. It should be used in formulating mishap response
plans and as a part of initial and refresher training for ISB members.

3.2. DRF Response. The DRF normally consists of four elements: command post, control centers, disas-
ter control group (DCG), and specialized elements. Membership in these elements varies due to the
resources available at the installation and the location of the mishap. The key element of the DRF is the
DCG because it is headed by the on-scene commander (OSC) who responds to the scene of mishaps. The
DCQG in turn is divided into two sub-elements: initial response element and follow-on element. The fol-
lowing describes these sub-elements for both on-base and off-base responses.

3.2.1. On-Base or Near-Base Response:

3.2.1.1. The initial response element consists of the following representatives who respond
directly to an on- or near-base mishap site:

3.2.1.1.1. Fire fighting.
3.2.1.1.2. Medical.
3.2.1.1.3. Security forces.

3.2.1.1.4. Additional representatives as directed by the OSC (depending on the situation),
including maintenance, civil engineering, and munitions or explosive ordnance disposal
(EOD) personnel.

3.2.1.2. The follow-on element consists of the following representatives who respond directly to
a preplanned assembly point for a directed response. The follow-on element departs when directed
by the initial OSC (Fire Chief) who determines a safe route into the scene.

3.2.1.2.1. Readiness Flight.

3.2.1.2.2. Civil engineering.

3.2.1.2.3. Bioenvironmental engineering.
3.2.1.2.4. Maintenance.

3.2.1.2.5. Munitions or EOD.

3.2.1.2.6. Public affairs.

3.2.1.2.7. Safety officer.

3.2.1.2.8. Additional medical and security personnel, as required.
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3.2.1.2.9. Mortuary affairs.

3.2.1.2.10. Transportation.

3.2.1.2.11. Chaplain.

3.2.1.2.12. Procurement.

3.2.1.2.13. Tenant unit representatives.
3.2.1.2.14. Finance.

3.2.1.2.15. Staff judge advocate.
3.2.1.2.16. Alert photographer.

3.2.2. Off-Base (Remote) Response. If the mishap site is off base and its exact location is unknown,
or expeditious travel to the site is in doubt, the initial response element proceeds to the predesignated
assembly point and awaits further instructions. If available, the DRF should scramble helicopter sup-
port for the initial response element and OSC.

3.2.2.1. The initial response element consists of the following representatives, who respond to the
designated rendezvous point when the mishap requires an off-base remote response. The first heli-
copter scrambled, (if available) or the first vehicle to depart, transports the medical representa-
tive(s) and any of the remaining members of the initial response element who are ready for
departure. Space may be at a premium, so thought must be given to which members are the most
logical to send - this will depend solely upon the circumstances of the mishap and the amount of
information available. Once the medical representatives are aboard, departure must not be delayed

for other personnel. The following remaining element personnel convoy to the site when directed
by the OSC.

3.2.2.1.1. Medical.

3.2.2.1.2. Fire chief (if fire is not extinguished).
3.2.2.1.3. OSC.

3.2.2.1.4. Security forces (2 persons).

3.2.2.1.5. Safety officer.

3.2.2.1.6. Alert or on-call photographer.
3.2.2.1.7. Maintenance.

3.2.2.1.8. Civil engineering.

3.2.2.2. Follow-on element members are the same as those in the on-base or near-base response,
except that the public affairs and mortuary affairs representatives should travel by helicopter to
remote mishap sites if possible.

3.3. Locating Downed Aircraft:

3.3.1. General. The DREF is responsible for pinpointing and determining how to reach an off-base mis-
hap as quickly as possible. There is nothing more frustrating than to know that a mishap has occurred,
then learning that the fire trucks and ambulance are unable to reach the scene because the location has
not been properly identified. Locating wreckage in overseas areas may present additional challenges,
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particularly where terrain is rough, communications are sparse, or language barriers are present. Host
government military personnel or local nationals from US overseas installations can be extremely
helpful.

3.3.2. Maps. Base civil engineering normally prepares the base grid map and keeps it current. The
Readiness Flight staff (or equivalent) should identify maps that cover their base's area of responsibil-
ity for off-base mishap response, preferably with a grid system for easy location of any point on the
map. Detailed specialty maps, such as US Forest Service maps, are especially valuable if available.
Copies of the off-base response area map should be posted at base operations, control tower, crash res-
cue and fire sections, hospital, security forces office, wing command post, and control centers, and
should be immediately available in the base safety office. They should also be available in sufficient
numbers for a copy to be provided to all vehicles and search aircraft used in response to an off-base
crash.

3.4. Emergency Communications. The host installation safety office must be on at least the secondary
crash net, and should participate in regular system checks.

3.5. Proceeding to the Scene. When a mishap occurs on an airfield, crash/fire/rescue (CFR) crews usu-
ally reach the scene with minimum delay. For off-base mishaps, it is likely that post-impact fire will have
done its damage by the time the first trucks arrive. However, crewmembers will require medical attention
and aircraft wreckage can start secondary fires that local authorities may not be equipped to fight alone.
Depending upon mishap circumstances, i.e. in a congested area, civilian injuries and damage to structures
are also possible. Because of these possible situations, CFR vehicles usually constitute the first of two
separate convoys sent to a mishap scene. The CFR convoy is then closely followed by a second convoy
made up of vehicles associated with the initial response element described above.

3.5.1. CFR Vehicles and Ambulances. Immediately upon notification, CFR vehicles and ambulances
proceed directly to the scene, using a grid map for directional instructions. Additional medical person-
nel go directly to off-base scenes by helicopter (if available). The chief of safety should ensure CFR
and ambulance personnel are periodically reminded to accomplish their primary tasks with the fewest
possible disturbances to the wreckage to prevent loss of or damage to physical evidence.

3.5.2. Other Essential Personnel. Other essential personnel not in the immediate reaction group con-
voy to the scene as required. Readiness Flight personnel designate an assembly point, such as base
operations, and ensure the person leading the convoy is well acquainted with the roads and has a
radio-equipped vehicle.

3.6. Command and Control at the Mishap Site:

3.6.1. The fire chief or senior on-duty fire fighter is in command of the mishap scene until the fire is
extinguished and rescue efforts are completed, or until relieved by the OSC. The fire chief's crash site
responsibilities include fire and damage control, rescue, and first aid, with emphasis on recovery and
treatment of survivors.

3.6.2. After extinguishing the fire and ensuring casualties are under the care of qualified medical
staff, the fire chief briefs the OSC on the mishap site status and subsequent priorities. The OSC then
assumes control of the mishap scene. Normally, the OSC will not assume control of the scene until it
is declared safe.
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3.6.3. The OSC sets up a control point, establishes communications with the parent installation, and
directs the activities of support and supplementary services, including the following:

3.6.3.1. Casualty clearance (coordinating assistance for rescue and medical personnel at the casu-
alty site).

3.6.3.2. Helicopter and ambulance access (selecting and controlling helicopter landing zones,
ambulance routes, and marshaling areas for casualty evacuation).

3.6.3.3. Security Forces (traffic and crowd control, security of wreckage, and support vehicle
parking plan/execution).

3.6.3.4. Other fire services, including civilian auxiliary fire service assistance as necessary.

3.6.3.5. Engineering (specialist support as required for recovery of the injured and clearing of
access routes).

3.6.3.6. Public affairs (handling information requests from the news media).

NOTE: Safety participants in the DRF must ensure that all personnel likely to be moving about the crash
site know not to disturb the wreckage, and are aware of the hazards associated with the mishap. These
include shock and fire-damaged components such as carbon fiber, hydrazine, fire extinguishers, pressure
vessels, landing gear and tires, and other pressurized and flammable systems, as well as other hazardous
materials used in the construction of the mishap vehicle. These hazards are discussed in detail in Chapter
S.

Section 3B—Safety Staff Preparation for Mishap Response

3.7. MAJCOM Preparation:

3.7.1. Safety Investigation Board Readiness. MAJCOM safety staffs maintain two separate processes
to ensure they are ready to respond to mishaps involving their resources:

3.7.1.1. Candidate Board Member Identification and Training: each MAJCOM establishes poli-
cies and procedures for identifying and training candidates for ISB and SIB duty. These proce-
dures account for all assigned assets, identify personnel availability and shortfalls by weapon
system, and may include establishment of memoranda of agreement for intercommand support of
investigations of mishaps involving small-population or specialized aircraft (helicopters, opera-
tional support airlift aircraft, etc.).

3.7.1.2. Mishap Response: Each MAJCOM establishes policies and procedures for selecting
pre-identified, pre-trained personnel to safety investigation boards immediately upon notification.
MAJCOM/CCs convene boards and publish the appropriate orders IAW AFI 91-204.

3.7.2. Investigation Funding. Major commands provide the funds as necessary to ensure thorough
investigation of mishaps as required by AFI 91-204, as well as their subsequent remediation
(clean-up). Costs incurred during typical investigations fall into two categories: direct and indirect.

3.7.2.1. Direct costs are those that are directly attributable to the loss of an aircraft, associated loss
of life, and property damage directly resulting from the mishap.
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3.7.2.2. Indirect costs are those that are incurred during the investigation process (travel and per
diem costs for board members, specialized technical assistance not provided for by existing con-
tracts, site security, wreckage recovery, site restoration, etc.).

3.7.3. Mishap investigations can be “budget busters” for the installations that support them. This is
particularly the case with installations that wind up supporting another command’s mishap. Therefore,
major commands are responsible for programming sufficient excess operations and maintenance
(O&M) funds to cover the expense of a typical year’s worth of investigations. Two exceptions to
MAJCOM funding as described above are provided in AFI 91-204:

3.7.3.1. Travel of Air Logistics Center (ALC) personnel and technical experts they contract for in
support of mishap investigations is funded by the supporting ALC.

3.7.3.2. Each command funds TDY travel of its assigned personnel who are Air Force SIB mem-
bers IAW AFI 65-601, Vol 1 Budget Guidance and Procedures, para. 7.14.

3.7.3.3. Travel of Air Force Safety representatives is funded by HQ AFSC.

3.8. Base Preparation:

3.8.1. Host Installation Safety Staffs:

3.8.1.1. The host safety staff for each installation develops a Mishap Response Plan (MRP) as
described in AFI 91-202, The USAF Mishap Prevention Program and AFMAN 32-4004, Emer-
gency Response Operations. Major commands may establish specific formats for installation
MRPs; suggested planning considerations are in Attachment 2 of this pamphlet. The MRP should
specifically ensure that at least the minimum support described in AFI 91-204, Investigating and
Reporting US Air Force Mishaps, is provided to the ISB and SIBs.

3.8.1.2. Each installation should exercise their MRP periodically to test it and to train potential
participants and responding agencies.

3.8.1.3. Host safety staffs should ensure they understand and are prepared to manage responses
throughout the local “area of responsibility” established by their base Readiness Flight or equiva-
lent organization.

3.8.1.4. Host safety staffs are responsible for contacting their counterparts at neighboring DOD
installations to ensure all parties understand each other’s response plans and capabilities if there is
an aircraft mishap.

3.8.2. Special Considerations for Air National Guard (ANG) and Air Force Reserve Command
(AFRC) Safety Staffs:

3.8.2.1. Air Reserve Component (ARC) installations maintain as comprehensive a response capa-
bility as practical consistent with local mission and resources.

3.8.2.2. Contact with nearest active duty installations to obtain backfill of unavailable resources is
highly recommended; memoranda of agreement should be concluded between ARC and active
duty installations to ensure adequacy of response and availability of major assets, such as heavy
equipment.

3.8.3. Additional Planning Factors. Base MRPs should consider special needs of tenant or transient
organizations regularly operating aircraft from the host installation. Supporting base MRPs may
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require specific procedures and provisions to secure crash sites and dispatch investigation teams to
mishaps involving aircraft that are regularly operated in detached status (leased or loaned aircraft, test
aircraft, etc.) at non-USAF locations.
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PART 2

RESPONDING TO A MAJOR MISHAP

Chapter 4
WING STAFF AND INTERIM SAFETY BOARD RESPONSE
Section 4A—General

4.1. Introduction. This chapter outlines the immediate steps to limit damage and protect resources, and
emphasizes the areas that should be of interest to supporting wing commanders, group commanders,
safety officers, and ISB members in the wake of a mishap. While the assignment of responsibilities may
vary due to available resources and the type of mishap, the responsibilities themselves stay essentially the
same. The items discussed apply to the most serious, disastrous, or catastrophic types of mishaps. The
degree of response and specific actions required in each case vary and can only be determined by accurate
and timely on-scene judgment. Nothing in this chapter is intended to replace good judgment or imply that
all actions must be taken in every case.

4.2. Objectives vs. Procedures. This chapter is designed to give individual wing staff and ISB members
a general understanding of their respective roles and responsibilities following a major mishap. Itemized
steps for task accomplishment and information gathering must be tailored to individual wing and base
missions; however, generic checklists by wing and board position are provided in Attachment 3 as a
starting point. Wing staff and SIB members should review their procedures and checklists after mishaps
and Major Accident Response Exercises (MARE), or at least annually, to ensure local procedures are
technically correct, properly arranged, and updated as required.

Section 4B—Individual Wing Staff Responsibilities

4.3. General Information. AFI 91-204 requires the nearest USAF installation to respond to and provide
support for mishaps. The following paragraphs explain the responsibilities of supporting wing staffs.

4.4. The Supporting Wing Commander:

4.4.1. Role. The supporting wing commander (WG/CC) may have as many as three broad responsi-
bilities in the aftermath of a major mishap:

4.4.1.1. Providing a timely and effective response to the mishap scene.
4.4.1.2. Supporting the activities of the ISB, SIB and the Accident Investigation Board (AIB).

4.4.1.3. Ensuring complete clean up of the mishap scene once all investigative activities are com-
pleted.

4.4.2. Objectives. The supporting wing commander can best fulfill the above responsibilities by
ensuring maximum support to, and minimum interference with, all post-mishap activities.

4.4.3. Procedures. Refer to Attachment 3.

| 4.5. Mission Support Group Commander:
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4.5.1. Role. The mission support group commander (MSG/CC) is responsible for the success of the
Disaster Response Force, essential security, communications, services, and engineering support
throughout the investigation, as well as all follow-on environmental clean-up activities.

4.5.2. Objectives. The support group commander can best fulfill the above responsibilities by ensur-
ing:

4.5.2.1. Speedy response to the scene.

4.5.2.2. Immediate care for the injured (in cooperation with the Medical Group Commander/head
of medical treatment facility).

4.5.2.3. Prompt, meticulous search and recovery (SAR) team and mortuary affairs operations.

4.5.2.4. Expeditious repairs to private property and handling of claims resulting from the accident
(in cooperation with the base Staff Judge Advocate).

4.5.2.5. Effective security for the scene.

4.5.2.6. Efficient billeting support for permanent board members.
4.5.2.7. Availability of other needed services upon request.

4.5.2.8. (Added) Providing transportation to the scene for all who need it

4.5.2.9. (Added) Supplying any needed personal or specialized equipment, including procure-
ment/contracting as necessary.

4.5.2.10. (Added) Procedures are in place for swift activation of contingency motor pool, supply,
and contracting operations.

4.5.3. Procedures. Refer to Attachment 3.

4.6. Operations Group Commander:

4.6.1. Role. The operations group commander (OG/CC) may have conflicting responsibilities in the
aftermath of a major mishap:

4.6.1.1. As a commander, the OG/CC may have to help subordinates deal with the loss of a mem-
ber or members of their organization.

4.6.1.2. As the ISB president, the OG/CC may have to manage extensive evidence protection/col-
lection efforts, both at and away from the scene of the mishap.

4.6.2. Objectives. The guiding principle for operations group commanders is that people come first. If
a mishap results in major losses, take care of your people first. To do so with a reasonable degree of
peace of mind, make sure your interim boards can operate essentially autonomously for the first § to
12 hours after a major accident. The OG/CC can best fulfill the above responsibilities by ensuring:

4.6.2.1. Their installation’s pre-accident plan is organized, up-to-date, and adaptable to all reason-
ably expected contingencies (loss of own aircraft, loss of transient aircraft, etc.).

4.6.2.2. Their subordinate organizations have procedures in place for efficient capture of docu-
mentary and physical evidence.

4.6.2.3. Their designated interim board members are properly trained, familiar with their respon-
sibilities in case of a mishap, and periodically exercised.
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4.6.3. Procedures. Refer to Attachment 3.

4.7. Maintenance Group Commander:
4.7.1. Role. The maintenance group commander’s (MXG/CC) generally is concerned with:
4.7.1.1. Impoundment actions are carried out promptly and efficiently
4.7.1.2. Testing of involved aerospace ground equipment (AGE) is performed upon request.

4.7.1.3. Their subordinate organizations have procedures in place for efficient capture of docu-
mentary and physical evidence

4.7.1.4. (Added) Their designated interim board members are properly trained, familiar with their
responsibilities in case of a mishap, and periodically exercised.

4.7.2. Refer to Attachment 3
4.7.2.1. Delete
4.7.2.2. Delete
4.7.2.3. Delete
4.7.2.4. Delete
4.7.3. Delete

4.8. Chief of Safety:

4.8.1. Role. The Chief Of Safety (COS) may have as many as three broad responsibilities in the after-
math of a major mishap:

4.8.1.1. Ensure a timely and effective response to the mishap scene IAW with the long-range plan.
4.8.1.2. Supporting the activities of the ISB and SIB.

4.8.1.3. Ensuring complete clean up of the mishap scene once all investigative activities are com-
pleted through the OSC.

4.8.2. Objectives. The COS can best fulfill the above responsibilities by ensuring:

4.8.2.1. A viable pre-accident plan is in place and frequently exercised, preferably in conjunction
with a MARE.

4.8.2.2. Necessary investigation and board support supplies are on hand or immediately available.

4.8.2.3. Interim board members for all assigned aircraft, representing all assigned organizations
and tenants, are appointed in writing and properly trained.

4.8.3. Procedures. Refer to Attachment 3.

4.9. Medical Group Commander:

4.9.1. Role. The medical group commander (MDG/CC) (or head of the supporting medical treatment
facility, as appropriate) will have two principle responsibilities in the aftermath of a major mishap:

4.9.1.1. Providing care to the injured.
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4.9.1.2. Providing ongoing medical support to the investigation including preservation of medical
evidence.

4.9.2. Objectives. Pre-accident planning considers all possible conditions under which care might
have to be rendered within the supporting wing commander’s area of responsibility. Also, that agree-
ment is reached with local coroners/medical examiners clarifying jurisdiction and coordination proce-
dures for human remains and expeditious forensic autopsies. Medical professionals can best fulfill
their responsibilities by ensuring:

4.9.2.1. The SIB’s medical member is accorded full access to clinical facilities, as necessary.

4.9.2.2. The SIB’s medical member receives assistance with obtaining needed medical and dental
records as well as coordinating drug testing blood/urine samples to and results back from AFIP as
expeditiously as possible.

4.9.2.3. All potential medical responders are trained in basic mishap site evidence preservation
and hazards.

4.9.2.4. Appropriate medical care is provided to investigators, security personnel, etc at the mis-
hap site.

4.9.2.5. Critical Incident Stress Management (CISM) is made available and encouraged IAW AFI
44-153, Critical Incident Stress Management.

4.9.3. Procedures. Refer to Attachment 3.

4.10. Safety Member of Disaster Response Force:

4.10.1. Role. The safety member of the DRF may become the ISB investigating officer. However,
until the OSC allows access to the mishap site to the ISB, the safety member must remember the
objectives of the DRF:

4.10.1.1. To rescue the injured.
4.10.1.2. To prevent or minimize fire damage to the wreckage.

4.10.1.3. To remove wreckage obstructing essential air or ground traffic or rescue and fire fight-
ing services.

4.10.1.4. To make the site safe.

4.10.2. Objectives. The safety member of the DRF should always keep two goals in mind. Both
directly relate to preserving evidence.

4.10.2.1. Preserving and Documenting the Mishap Site. The safety member of the DRF must
work with the OSC to keep the mishap site as unchanged as possible:

4.10.2.1.1. Unnecessary vehicle movements must be curtailed, since they can obliterate vital
ground scar evidence; single routes into and out of the area, enforced with cordons, should be
established as quickly as possible.

4.10.2.1.2. Aircraft components must be left undisturbed if they pose neither a threat to survi-
vors nor a hazard to the DRF; otherwise, it may not be possible to characterize damage as pre-
or post-impact.
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4.10.2.1.3. If the site is constantly changing or subject to significant changes in conjunction
with survivor recovery actions, photograph every change as it happens.

4.10.2.1.4. Be cognizant of the potential for weather forces to change or obliterate evidence
such as ground scars. Document conditions and place protective coverings as needed.

4.10.2.1.5. When it is necessary to disturb the site to reduce site hazards, document the condi-
tions prior to their disturbance whenever possible.

4.10.2.2. Locating and Initially Interviewing Witnesses. This is the second most important action
the safety member of the DRF can take, and should begin as soon as the site has been satisfactorily
controlled, preserved, and photographically documented. Observations by witnesses to a mishap
can form an important part of subsequent investigations. It is important to reach witnesses as soon
as possible and record their observations, since memories are perishable and easily influenced by
subsequent information. If witnesses have time to think about what they saw, they will modify
their observations to what they think they should have seen. See Chapter 7 and Attachment 5 for
more details on witness management; see paragraph A3.12.2.2. for an expanded discussion of
how to target the search for useful witnesses.

4.10.3. Procedures. Refer to Attachment 3.

4.11. Public Affairs Officer:

4.11.1. Role. The Public Affairs Officer (PAO) carries out the Air Force’s responsibility to keep the
public fully informed following major accidents, consistent with the needs of operational security.
The PAO performs his/her duties in close cooperation with the supporting wing commander, the des-
ignated on-scene commander, and the ISB president.

4.11.2. Objectives. In the wake of a major mishap, the chief of public affairs is usually the sole indi-
vidual authorized by the supporting WG/CC to interact with news media. In this capacity, the PAO’s
objectives are to:

4.11.2.1. Coordinate with media personnel to help identify and request witnesses or individuals
who possess knowledge, photographs, film, wreckage parts, etc.

4.11.2.2. Help control news media access to the mishap site.

4.11.2.3. Coordinate news releases with the WG/CC and COS and JA before releasing them to the
news media. Once the SIB is in place, all releases of factual information regarding the status of the
ongoing safety and/or accident investigation to the media must be coordinated with the AIB pres-
ident AW AFI 51-503, Chapter 7. The SIB president and AFSC representative will ensure that
any information provided to the AIB president for public release does not contain any privileged
safety information or documents. Information or photographs released to the press, public, next of
kin, or representatives will not contain the following:

4.11.2.3.1. Any information that speculates on, or purports to represent, the cause of the mis-
hap.

4.11.2.3.2. Any statement suggesting responsibility or culpability on the part of any person.

4.11.2.3.3. Assertions or denials with respect to the proper operation of equipment or facili-
ties.



AFPAMY1-211 23 JULY 2001 27

4.11.2.3.4. Statements that tend to indicate legal liability of the government or persons
involved in the mishap.

4.11.2.3.5. Classified information.
4.11.2.3.6. Photographs of casualties.

4.11.2.3.7. Information of a personal nature about any person involved in the mishap or the
investigation.

4.11.2.4. Bona fide members of the press requesting any of the above information should be
referred to the appropriate MAJCOM/PA. However, if classified information is involved, advise
newsmen and photographers of federal laws (18 U.S.C. 793, 795, and 797) which make it a crim-
inal offense for anyone to photograph, publish, or refuse to surrender classified information to the
proper military authorities.

NOTE: The ISB or SIB will not authorize any release of information related to the mishap. The AIB may
authorize release of information. As a technique, coordinate with the MAJCOM Safety office prior to
release of any information related to the mishap.

4.11.3. Procedures. Refer to AFI 35-101, Public Affairs Policies and Procedures.
Section 4C—Interim Safety Board Duties and Responsibilities

4.12. The Interim Safety Board -- Philosophy and Perspective:

4.12.1. For the most part, participation by the entire ISB in base DRF initial response activities is of
little or no value. The interim board's time is better spent in organizing, reviewing each member's
duties, and assigning immediate tasks.

4.12.2. The ISB is not responsible for determining mishap cause, and nothing is gained by attempting
to do so. The sole purpose of the ISB is to gather, preserve, and protect evidence. Investigation is nor-
mally limited to determining what evidence exists. The ISB only analyzes evidence when it will per-
ish prior to arrival of the permanent SIB. The most frequent complaint voiced by SIBs is that ISBs
excessively disturb evidence in an attempt to establish cause.

4.13. ISB Initial Actions. A well-written and executed MRP has the various participants executing their
functions simultaneously under the direction of the wing (installation) commander and the ISB president.
The number and complexity of initial actions following a mishap require all participants to have a firm
knowledge of their responsibilities and investigative priorities. Personnel awaiting specific direction,
searching for needed equipment, or duplicating tasks that were already accomplished, can lose valuable
time and evidence. This paragraph provides an overview of actions to be taken immediately following a
mishap; see Attachment 3 for detailed lists of responsibilities during each phase of an investigation.

4.13.1. Immediately upon notification of a mishap within his/her area of responsibility, the wing com-
mander and battle staff or contingency support staft (including a safety advisor) should immediately
assemble, receive a status briefing, select and notify ISB members, review the MRP, and initiate nec-
essary disaster response and interim board actions.

4.13.2. The DRF must take immediate action to secure the mishap scene and impound all physical
and documentary evidence. This action is done on the WG/CC’s authority, and is delegated to the
OSC and various members of the ISB as appropriate. Initially, impound all equipment that serviced
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the mishap aircraft, other aircraft in the mishap flight, air refueling aircraft, etc. This equipment may
be at multiple locations. When collected evidence conclusively indicates impounded items did not
play a role in the mishap and do not contain perishable evidence, they may be released. Release is nor-
mally granted from the SIB president. Many times during modern mishap investigations, key evi-
dence is electronic in nature. Surviving aircraft in a mishap flight have flight data recorder and Head
Up Display (HUD) videotape evidence that can easily be overwritten if it is not confiscated immedi-
ately and preserved for the SIB. If surviving aircraft fly for extended periods after the incident or have
ground electrical power applied, the needed information is often overwritten. It is imperative that the
ISB try to collect and preserve such evidence as soon as possible. For example; if two aircraft collide
during a four ship flight, the ISB should procure all Cockpit Survivable Flight Data Recorder
(CSFDR) information, all maintenance diagnostic data, ejection seat data recorder information, HUD
and voice tapes from each aircraft whether or not they were directly involved. The composite data can
be used to recreate the entire mishap flight digitally. The SIB can determine if the data is applicable
and/or useful at a later date.

4.14. Hazards Associated with Aircraft Mishaps. When mishaps occur, the natural tendency is to rush
to the scene to either help or observe. While this attitude may appear commendable, it actually creates its
own safety hazard. Aircraft mishaps contain numerous hazards that can turn investigators into casualties.
The best way to protect personnel during the initial phases of a mishap is to be aware of potential hazards,
stay upwind of mishaps, and remain well clear of the mishap until professional guidance is available.
Most mishaps involve hazardous materials (HAZMAT). HAZMAT are substances that can produce injury
during mishaps in any of the following ways:

4.14.1. Toxicological injury--when the substance is ingested, inhaled, or comes in contact with the
skin.

4.14.2. Thermal injury--when the substance freezes or burns.
4.14.3. Asphyxiation--when the substance displaces oxygen needed to breathe.

4.14.4. Radiation injury--when a radioactive material emits ionizing energy or particles that harm
personnel.

4.14.5. Disease--from microbiological agents.

4.14.6. Mechanical injury--injury by explosive fragments, rocketing containers, explosive overpres-
sures, etc.

NOTE: Many normally benign items, such as tires, batteries, beryllium mirrors, parachute oxygen bot-
tles, hydraulic accumulators, etc., are potentially lethal in a post crash environment.

4.15. Avoiding Injuries at the Scene. The bioenvironmental engineer on the DCG, in conjunction with
EOD and the fire department, can best provide guidance on the hazards specific for a given mishap. In
addition, to avoid injuries to investigators in mishaps, the following four steps are suggested:

4.15.1. Expect HAZMAT to be present in any mishap until their presence has been ruled out. Anyone
authorized to work in and around a crash scene must constantly be alert to indications of the possible
presence of HAZMAT in any mishap. These materials may be indicated by warning placards or signs,
labels on packages, shipping papers, or verbal information from people at the scene. Look for
HAZMAT such as freight cargo, ejection seats, ordnance, fluids, and propellants. Also look for the
presence of fuels, propellants, etc. HAZMAT may be dangerous even if it’s seemingly contained, i.e.
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either packaged or in its usual containment vessel (fuel tank, pressurized system, etc.). Assume that
HAZMAT is present until conclusively established that they are not.

4.15.2. Wait until potential energy transfers (such as fires, explosions, vapors, breached radioactive
materials containers, etc.) are eliminated if HAZMAT is present. HAZMAT can be emitted in many
ways for many reasons. Even worse, it is almost impossible to tell precisely when they will activate
and envelope the danger zone with the investigator in it. Wait for those potential energy transfers to be
eliminated. Use alternative methods for acquiring evidence in the wreckage. For example, aerial pho-
tographs, interviews with witnesses whose duties require them to go into the wreckage area, or subse-
quent examination of physical debris may provide the needed evidence. Consider the trade off
between the value of the data acquired immediately from the wreckage area and the safety risks.
Stressed containers have the potential for abrupt rupture, and the contents have the potential for an
explosion until informed experts provide clear and convincing evidence to the contrary.

4.15.3. Follow, rather than lead, others into the wreckage area. A good rule of thumb is to stay away
from the wreckage containing HAZMAT until a competent expert is available. Ask the expert to pre-
dict the behavior of the HAZMAT in that emergency. Ensure the predicted behavior poses no threat to
personal safety. In those circumstances it may be permissible to follow him or her into the wreckage
area. (Investigator ability to predict HAZMAT behavior is normally very limited because this is not
usually his or her area of expertise.) If someone requests assistance or information, refer the person
making the inquiry to the CHEMTREC emergency toll free telephone number (800-424-9300) for
expert advice and assistance. Obey evacuation instructions of EOD, security forces/police, bioenvi-
ronmental engineers and fire fighters. In no event follow fire fighters or other emergency or rescue
personnel into the wreckage area. Two rules of thumb are to stay at least 2,000 feet upwind from any
fires burning in wreckage where HAZMAT are present and to stay out of any plume of smoke from
the site.

4.15.4. Watch for potential hazards. If uncertainty about potentially destructive HAZMAT behavior in
a mishap area exists, don't take chances by entering the mishap site. There is very little to be gained,
and much to be lost, by risking personal safety. Remember, the investigator's role is to determine what
happened, not to be a part of what is happening.

Figure 4.1. Delete

Figure 4.2. Delete
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PART 3

INVESTIGATION PROCESS AND TECHNIQUES

Chapter 5
SAFETY INVESTIGATION BOARD PROCEDURES
Section 5SA—Becoming Eligible for SIB Duty

5.1. Qualification. AFI 91-204, AFMAN 91-223 and the applicable MAJCOM Supplements establish
minimum training requirements for some primary board member positions. Specifically, board presidents
must be graduates of the HQ AFSC Board President’s Course (BPC), which trains brigadier generals,
colonels, colonel-selects and lieutenant colonels to perform board president duties for both safety and

accident investigation boards. In addition, investigating officers must be graduates of the FSO’s Course or
the AMIC.

5.2. Appointment:

5.2.1. MAJCOMY/SEs determine specific procedures for identifying and tracking potential board
members. In most cases, this is accomplished through unit-level nomination of qualified individuals.

5.2.2. All rated action officers assigned to HQ AFSC/SEF and the Policy, Plans, and Programs Divi-
sion (AFSC/SEP) are eligible for duty as the HQ AFSC representative to a Class A Safety Investiga-
tion Board upon completion of in-house training. HQ AFSC representatives to SIBs must be graduates
of the BPC and either AMIC or the FSO Course.

Section 5B—Assignment to SIB Duty

5.3. Convening Authority Actions:
5.3.1. MAJCOMs establish command specific procedures for:
5.3.1.1. Nominating potential members to the convening authority.
5.3.1.2. Dispatching selected members to the mishap locations.
5.3.1.3. Issuing administrative orders appointing primary and non-primary members of the board.

5.3.2. Three types of board members may be drawn from a base experiencing a Class A mishap at
MAJCOM option:

5.3.2.1. Commander’s representatives (see paragraph 2.5.2.1.2.).

5.3.2.2. Pilot member. If at all possible, the pilot member should be from other than the mishap
wing. Certain circumstances (limited number of current and qualified pilots for a specific weapons
system, only one base possessing a certain airframe within a command) force the convening
authority to weigh this requirement with the actual availability of qualified personnel within the
command. At the MAJCOM Commander's discretion, the pilot member may be chosen from
within the mishap wing rather than going outside the command. This decision needs to be care-
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fully weighed to ensure the integrity of the investigation process and not to place the pilot member
in a difficult position. For these reasons, it is imperative that the pilot not be from the mishap unit.

5.3.2.3. Recorders. Normally, recorders come from the installation providing support to the SIB.
However, many SIBs investigate mishaps in isolated or overseas locations and then return to cen-
trally located USAF facilities to finish and publish the report. Ideally, a recorder should be
selected based on the individual’s qualifications and availability to the SIB from the beginning
until distribution of the final report.

5.4. AF/SE Actions. The Air Force Chief of Safety dispatches a qualified member of the AFSC staff as
the Air Force Safety representative to each Class A board convened under AFI 91-204 which involves a
destroyed aircraft or a fatality. Immediately upon selection of the AFSC representative, SEF will provide
the convening authority’s chief of safety with all necessary identifying information (name, rank, SSN,
organization) for the nominated HQ AFSC representative to facilitate publication of orders.

Section 5C—Initial Activities Upon Arrival

5.5. First Meeting. It is generally preferable to gather as many of the primary board members as possible
at the work center set aside for deliberations before going to the mishap scene. This establishes an early
opportunity to raise board members mishap awareness and allows for early delineation of tasks to estab-
lish a common board purpose and avoid wasting time due to duplication of efforts. It also gives the board
president an opportunity to assess members’ qualifications. In addition, the first meeting permits the SIB
to collectively examine itself for gaps in expertise beyond the standard complement of board members
required by AFI 91-204 (see paragraph 2.4.). Some of the following members may be required:

5.5.1. Commander's Representative. AFI 91-204 provides for a commander's representative to the
SIB. The convening authority may provide this option to the commander possessing the aircraft or the
commander to whom the crew is assigned if that commander so requests. Commander's representa-
tives are non-primary members (see paragraph 2.5.2.1.2.).

5.5.2. Crew Counterparts. While AFI 91-204 only requires a pilot member to deal with opera-
tions-related issues, consider obtaining crew counterparts (boom operators, flight engineers, etc.) as
non-primary members when actions by those crewmembers may be factors in sustaining the mishap
sequence.

5.5.3. Missile, Nuclear, or Explosives Involvement. If the mishap involves missiles, nuclear compo-
nents, explosives, or other hazardous materials, an appropriate officer should be added to the investi-
gating SIB structure IAW AFI 91-204.

5.5.4. Non-DoD Official Observers. If the Federal Aviation Administration (FAA), other services, or
other governmental agencies (federal, state, and local) are directly involved in the mishap, allow them
to provide a non-primary representative to the SIB. A similar invitation will be extended to foreign
governments directly involved in the mishap as required by NATO Standardization Agreement
(STANAG) 3531, bilateral country-to-country agreements on investigative participation, or Status of
Forces Agreements (SOFA) when appropriate. Such observers will be representatives of other
nations’ services. They should not be permitted access to any privileged information or the completed
safety report without the approval of the disclosure authorities specified in AFI 91-204 (see Chapter
9).
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5.5.5. Life Support Member. The convening authority normally appoints a life-support officer to the
SIB any time the mishap involves aircrew equipment, egress, or survival. This member works directly
with and for the medical member of the SIB.

5.5.6. Weather Officer. Appoint qualified weather officers to assist the SIB when weather or weather
services were (or may have been) a factor in the mishap. The weather officer should possess expertise
in the weather phenomenon suspected of being a cause factor, for example, turbulence, induction
icing, warm fog, tropical storms, arctic weather, etc. Once appointed, their duties include providing an
analysis of the weather for the analysis section of the report, determining if the crew’s weather brief-
ing contained all necessary weather information to the aircrew and whether it was accurate, and pre-
paring weather-specific exhibits for the formal report.

5.5.7. Air Traffic Control Officer. Appoint a qualified controller to assist the SIB when Air Traffic
Control (ATC) procedures, navigation aids, communications, or air traffic and landing systems are (or
may be) a factor in the mishap. He or she should possess special expertise in the ATC function sus-
pected as cause factor. Once appointed, their duties include review and analysis of ATC training qual-
ifications and experience, collection and review of applicable Standard Operating Procedures (SOP),
evaluation of navigational aids, communications equipment, and airfield facilities, and analysis of
ATC tapes in conjunction with the pilot member.

5.5.8. Human factors specialist or aviation psychologist. While medical officers receive training in
human factors and psychology, they are not specialists in these areas. Furthermore, the medical mem-
ber is usually time compressed completing his or her SIB duties during the investigation. If human
factors, limitations, perceptions, etc. appear to have played a role in the mishap, the SIB will benefit
from the inclusion of a human factors specialist and/or aviation psychologist as a member.

5.5.9. Additional Representatives. When required, appoint specially qualified additional non-primary
members (i.e. air rescue, system specialist, etc.) for their expertise and objectivity to ensure a thor-
ough and efficient investigation. Request these specialists through MAJCOM channels to the Air
Force Safety Center.

5.6. Setting the Board in Motion. The SIB president should formally gather the assigned board mem-
bers as soon as practical after the mishap. The entire board (or as many members as possible) should
receive a hand-off briefing from the ISB president per Attachment 3, paragraph A3.11.3. After the for-
mal hand-off brief the SIB members will then have an opportunity to meet with their ISB counterparts and
receive a specialized hand-off brief.

5.6.1. Investigating Officer. The investigating officer, working under the direction of the SIB presi-
dent, manages the investigation. The quality of the investigation depends on the judgment, hard work,
and integrity of the investigating officer and the assigned board.

5.6.1.1. The investigating officer:

5.6.1.1.1. Directs and coordinates the efforts of other investigators, technical experts, and sup-
porting installation personnel within the scope and parameters set forth by the SIB president.

5.6.1.1.2. Works with the HQ AFSC representative to ensure proper investigative procedures
are used, and the report is prepared in accordance with AFI 91-204, AFMAN 91-223 and
applicable MAJCOM Supplements.

5.6.1.1.3. Oversees the making of diagrams, maps, and photographs.
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5.6.1.2. To succeed at these diverse tasks, the investigator must not devote too much attention to
a single aspect of the investigation. Other members of the board may be experts in their fields, but
their expertise generally does not extend to the process of investigating. The investigating officer
must blend their separate perspectives into a unified, complete portrayal of the mishap.

5.6.2. Recorder. The recorder is the administrative manager and coordinator of the SIB.
5.6.2.1. The recorder’s primary objectives are to:

5.6.2.1.1. Coordinate with the AFSC representative to ensure full administrative and logistical
support is provided to the board.

5.6.2.1.2. Manage the work center, controlling access and making it an effective communica-
tions focal point for all board activities.

5.6.2.1.3. Supervise all additional administrative assistants assigned to the board.

5.6.2.1.4. Maintain a filing system to account for all evidence, testimony, and board proceed-
ings both electronically and physically to ensure security and prevent loss.

5.6.2.1.5. Assist the board president, investigating officer, and HQ AFSC representative with
the compilation, reproduction, assembly, and distribution of the formal report.

5.6.2.1.6. Assist the board president in the preparation of a briefing on the mishap.
5.6.2.1.7. Facilitate a smooth hand-off of factual material and evidence to the AIB.

5.6.2.2. Take into consideration the following priorities, guidelines, and hints to make the admin-
istrative task easier. Only minimum requirements are covered here; there is always plenty of
opportunity for additional effort and initiative. For a list of desired SIB support see AFI 91-204.
Some of the priorities include immediately securing office space, transportation, and billeting for
the investigation board:

5.6.2.2.1. Obtain a suitable work area. At a minimum, this means a room with a large confer-
ence-style table, an adjacent large room for typing, administration, report assembly, packag-
ing, etc., two small rooms for conducting interviews and an office for the board president. If an
appropriate work area is not available at a convenient USAF or other government site
(National Guard armory, etc.), secure space from a civilian source. All rooms must be capable
of being locked and allow for secure processing of safety privileged information and material.

5.6.2.2.2. SIB members will be billeted in the same area. If possible, get rooms with class A
phones installed. Advise billeting or hotel management of possible additional requirements for
rooms (new technical assistants or board members, etc.) as soon as practical.

5.6.2.2.3. The SIB president, investigating officer, HQ AFSC representative, medical member
and maintenance member should each have their own vehicle due to the diversity of the terri-
tory each has to cover. Beyond that, one vehicle for every two SIB members is normally ade-
quate. Obtain additional transportation for technical or medical assistance personnel as
required.

5.6.2.2.4. Identify local POCs for office and personal equipment supply requirements, com-
munications and computer support, and transportation assistance with the concurrence of the
supporting commander. The SIB requires access to computer support seven days a week.
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5.6.2.2.4.1. Ensure the availability of office supplies and other equipment for each SIB
member and the clerical staff as soon as possible. Arrange for items such as foul weather
clothing through the local safety office or supporting commander.

5.6.2.2.4.2. All class A phones must also have direct access to Federal Telecommunica-
tion System (FTS) phone lines. Make sure all phones in all work areas can pick up on all
numbers. Ensure that your assigned telephone FAX line has direct access to DSN/FTS
phone lines. Arrange for the installation of 2-3 DSN/FTS phone lines that will be dedicated
to computer MODEM operation if not connected directly to a local area network (LAN). If
you are connecting the SIB computers to the LAN, ensure that no other personnel, includ-
ing commanders, have access to those drives or the SIB partition.

5.6.2.2.4.3. If the mishap site’s location is somewhat inaccessible, it may be necessary to
arrange a regular or on-demand shuttle service with the supporting commander. As you
arrange such support, make it clear that you are sensitive to the demands such requests
impose on the supporting installation, and work with the board president to obtain release
of all such “reserved” transportation assets at the earliest opportunity.

5.6.2.3. Guidelines for Effective Investigation Management:

5.6.2.3.1. Post a sign-out chart somewhere convenient to the main door to the work area; if
possible, place it close to wherever your administrative personnel work. Ensure each SIB
member fills in his or her departure time, estimated return time, destination, and remarks.
Rotate your administrative support staff to ensure constant manning of phone lines during SIB
working hours. This duty area should ideally be located where visitors to the SIB may be
greeted and provided information, and to validate their access to the deliberation areas.

5.6.2.3.2. In coordination with the investigating officer, the AFSC representative should post
a progress log of some type in the SIB meeting/conference room. An example is shown in
Chapter 8. The basic information may be amplified with an expanded administrative log that
indicates the tabs, responsible individual, date to typist, draft complete, tab complete, and
comments.

5.6.2.3.3. Post a calendar, with the planned timeline, in the SIB meeting/conference room.
The desk blotter size is usually best for this purpose. This will provide the SIB with an updated
administrative progress report at the start and/or end day meetings. Tactfully highlighting
problematic compliance on either the timeline or progress log will usually provide for a quick
fix. Furthermore, these displays will ensure SIB OPRs are assigned to each task, avoiding
duplication of efforts and maximizing your SIB’s effectiveness. While conducting your safety
investigation, time will invariably prove to be the most precious commodity. You and all other
SIB members must use it judiciously.

5.6.2.3.4. Start a filing system as soon as possible. See Chapter 8 for specifics; consider the
following minimum steps:

5.6.2.3.4.1. Setup a filing system and a master index. Clearly label each folder as to what
it contains and transfer the title and folder number to the index page. Create a new file/
folder when new items come in requiring one. Place a set of (A through Z minus those tabs
not used, normally E and F) folders in another drawer for drafts of each tab. Consider
assembling a second set of tab folders in a separate drawer to store completed tabs, includ-
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ing original documents (crew orders, flight plans, etc.). Keep draft and final typed sections
in their respective folders.

5.6.2.3.4.2. Establish separate folders for each message transmitted and received by the
ISB and SIB; label them by originator, date/time group, and subject, e.g., “HQ ACC/SEF
181355Z DEC XX, “Request for Technical Expert”. Ensure the original message computer
disks are kept with a copy of the transmitted messages.

5.6.2.3.4.3. Create at least two folders for each board member -- one as a “working”
folder, and one the typists should use to get typed products and transcripts back to the
appropriate person.

5.6.2.3.4.4. Create at least one clearly labeled folder for each of the following items (many
of which may have already been collected by the ISB):

5.6.2.3.4.4.1. ATC tapes or transcripts involving the mishap flight.
5.6.2.3.4.4.2. Telemetry tapes and data.

5.6.2.3.4.4.3. Diagrams of the mishap area.

5.6.2.3.4.4.4. Photographs of the mishap area.

5.6.2.3.4.4.5. Public releases that the PAO may have made prior to the arrival of the
SIB. (Ensure the PAO clearly understands that all future releases are to be coordinated
with the AIB president via the SIB.) See 4.11..

5.6.2.3.4.5. Create a witness log. List all witnesses who contact the SIB. Differentiate
between those that were interviewed and those that were not. List their home and work
telephone numbers and where they are employed. This list will be given to the AIB during
the handover.

5.6.2.3.4.6. Create an inventory of items that will be handed over to the AIB. Include air-
craft wreckage and its disposition, Part I of the formal report, photographs, maps, witness
lists, original records, results of AFIP reports, autopsies, and any other non-privileged
information. Both the SIB and AIB Board Presidents should endorse this inventory and a
copy kept by the SIB president to show the physical transfer of evidence. If the AIB Pres-
ident has not arrived on scene by the time the SIB is finished, this inventory and the evi-
dence will be signed and accepted by the local Judge Advocate awaiting the AIB
President’s arrival.

5.6.2.3.5. Contact the mishap crew’s Military Personnel Flight’s personnel systems manage-
ment division; provide them a written request for a comprehensive printout of personnel data
available on aircrew victims. (This information is purged from the personnel system 10 days
after a fatality.)

5.6.2.3.6. Contact the convening MAJCOM’s safety office to ensure board orders are issued.
Upon receipt, set them aside for inclusion in the formal report in Tab A.

5.6.2.4. Hints:

5.6.2.4.1. From the moment the investigation starts, record every telephone number used by
the board and create a “living phone book” of them, updated as frequently as possible. Post
frequently called numbers beside each phone for easy reference. Include all SIB telephone
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numbers, cell phone numbers, pager numbers, Fax machine numbers, DSN access, any long
distance calling procedures, SIB members rooms, billeting, and the SIB mailing address.

5.6.2.4.2. Keep a log of all personnel who worked on the board. Ensure you have full names,
ranks, titles, organizations represented, home and work addresses, telephone numbers, e-mail
addresses and cell phone or pager numbers. Keep a similar log of anyone who helped the SIB.
In all cases, acquire the name, rank and office symbol of the person’s supervisor. The Board
President may want to issue thank you letters and it is much easier to get the information along
the way than to try to track it down the last few days.

5.6.2.4.3. Make sure board members keep a record of all commercial long distance calls they
make, preferably at the same time they place their calls. Complete an AF Form 1072, Autho-
rized Long Distance Telephone Calls, to consolidate individual calling records for account-
ing purposes.

5.6.2.4.4. Don't skimp on work space! What’s acceptable early on in the investigation is easily
outgrown. Completed report tabs, evidence, partially reproduced copies of the report, briefing
materials, and other items require plenty of sorting, organizing, and storage space; it pays to
arrange for it up front.

5.6.2.5. Special Considerations Regarding Report Production and Typing:

5.6.2.5.1. The need for clerical assistance at the beginning of the investigation is normally
light. Once the report begins to take shape, the SIB may need two or three full-time typists.

5.6.2.5.2. Prepare a list of priorities in the beginning to keep the typists from being deluged
with disorganized work requests. Ensure all typists use the same font and pitch and standard
format. See paragraph. 8.6.1. and AFI 91-204.

5.6.2.5.3. Manage the paperwork to keep a smooth flow. Ensure the typists type "President,"
"Investigator," "Pilot," "Maintenance," "Medical," and "Recorder" on the last sheet of dou-
ble-spaced typed drafts so each can initial after reading for content, grammar, and spelling
errors. For final copies, have the typist type the titles on a small 2- by 3-inch sheet of paper and
clip it to the final typed sections. Tell SIB members to place paper clips horizontally on the
right edge of the paper opposite the lines in which they discover errors. This draws the typist's
attention to the page and line that requires correction without marking on the original.

5.6.2.5.4. Transcribing testimony is by far the most labor-intensive and time-consuming
administrative task to be coordinated by a recorder. Boards tend to want paper copies of virtu-
ally every interview. Get as early a start on transcription as possible, but ensure the transcripts
are prioritized by the board and are at least tentatively identified as necessary by the SIB pres-
ident, AFSC representative and/or investigating officer.

5.6.2.5.5. Assign one person to be responsible for completing transcripts, assuring that they
are formatted consistently and completing Tab U for the investigating officer’s and AFSC rep-
resentative’s review.

5.6.2.5.6. Have board members periodically review and correct technical terms or slang as
necessary, and enter such terms in word processing spell-checkers whenever possible.

5.6.2.5.7. Have the person that conducted the interview perform the initial review of the tran-
script. Usually, transcripts must be proofed three times before they are reasonably accurate.
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5.6.2.5.8. Don’t wait until the last minute to start copying the board’s report. Some tabs can be
built, copied, and set aside literally the first week of the investigation. Preplanning and
advance copying can also greatly reduce the burden on the base reproduction staff, which will
become critical to success during the endgame of report publication.

5.6.2.5.9. Delete

5.6.2.5.10. The last-minute rule also applies to photographic support. Decide early enough
which photographs are needed for the report so the photo lab doesn't panic. The more time
they have, the better product they produce. The same thing applies to any visual/audio graphic
visual aid request(s) your SIB might envisage. Animation is time consuming and is not always
necessary. Decide as soon as possible if animation will be required for the briefing and have
the AFSC representative find out where it will be made, when the animation lab is available,
and who is required to assist the animator. If there is not an AFSC representative on the board
coordinate with AFSC/SEFE MAAF division (DSN246-3746).

5.6.2.5.11. (Added) A checklist for the recorder can be found at http://afsafety.af.mil/SEF/
downloads/Checklist and Instructions.doc

5.6.3. Air Force Safety Representative. The AFSC representative to the board plays a number of key
roles in helping the board president get the investigation underway.

5.6.3.1. Asan investigation process expert, the safety representative is available to give “refresher
training” in board procedures, individual board member responsibilities, and the investigation
timeline.

5.6.3.2. As an investigative techniques expert, the safety representative is a skilled, experienced
member of the board whose additional training can augment the efforts of all board members, and
who can help guide the board’s analysis efforts (see Section SE below).

5.6.3.3. As an investigative resources expert, the safety representative has ready access to any
kind of specialized technical assistance which may be needed by the board, and can advise the
board president on the most suitable types of assistance and the most reliable sources of outside
help available.

5.6.3.4. Asnoted in Chapter 2 the AFSC representatives specific duties include:

5.6.3.4.1. Leading the findings and recommendations phase/sessions of the investigation by
first educating SIB members on the process and then guiding the SIB through the development
of factors, findings, causal findings, and recommendations as well as Other Findings and Rec-
ommendations of Significance.

5.6.3.4.2. Ensuring that the formal report is complete, consistent, and in compliance with AFI
91-204, particularly with regard to protecting privilege. The SIB recorder will rely upon the
AFCS representative for direction in virtually all aspects of his or her position.

5.6.3.4.3. Acting as the SIB’s conduit for requesting technical assistance or manufacturer/con-
tractor participation.

5.6.3.5. As noted in Chapter 2 and Figure 2.1., the AFSC representative works directly for the
board president. AFSC representatives should not be placed in charge of any single investigator or
investigative group; their skills are best employed when they are free to circulate among all of the
other board members. However, this autonomy does not preclude their assignment to specific


http://afsafety.af.mil/SEF/downloads/Checklist_and_Instructions.doc
http://afsafety.af.mil/SEF/downloads/Checklist_and_Instructions.doc

38 AFPAMY1-211 23 JULY 2001

investigative tasks on a temporary basis (interviewing witnesses, assisting with site surveying or
photography, etc.).

Section 5D—O0n-Scene and Work Center Activities

5.7. Getting Started. Through well meaning but disjointed efforts, it is possible to destroy or overlook
evidence rather than uncover it. It is extremely important to begin with a plan and follow it through to
completion, altering, of course, as dictated by changing situations. Obviously, each mishap requires a
slightly different approach, depending on circumstances, location, and other unpredictable factors. To
ensure success, it is essential to have a working strategy going into the investigation. For that reason, it is
strongly recommended that board members plan their first trip to the site, rather than simply heading out
and sightseeing in the guise of “familiarizing oneself with the scene.”

5.7.1. Ensure everyone knows where the investigative equipment described in Attachment 2 is
located, and that they know how to use it properly (especially personal protective equipment, if
required).

5.7.2. Obtain “hand-off” information (see Attachment 3, paragraph A3.11.3.) from the ISB so all
members understand the conditions they are likely to encounter.

5.7.3. Review priorities, procedures, and precautions for collection and protection of perishable evi-
dence:

5.7.3.1. Human remains and toxicological samples from survivors and potentially relevant ground
crew, etc.

5.7.3.2. Fluid samples of engine oil, fuel, and hydraulic fluid (flammable and toxic).
5.7.3.3. Gas samples (flammable)

5.7.3.4. Flight data recorders (FDR or DFDR/CSFDR) [confirm power has been removed]
5.7.3.5. Cockpit voice recorder(s) (CVR)

5.7.3.6. HUD Videotape Recording (VTR). VTRs often appear badly damaged yet yield tapes that
can be cleaned up and replayed. The AFSC representative will find out where to send damaged
tapes for repair and recovery.

5.7.3.7. Air Traffic Control tapes. Tapes from Tower or Center may be required. Request them
immediately since some systems write over tapes if they are not pulled soon enough. Many ATC
facilities are trained to provide certified transcripts of requested tapes.

5.7.3.8. Air Combat Maneuvering Range or Instrumentation (ACMR or ACMI) tapes.

5.7.3.9. Radar recreations of mishap aircraft are normally available in the CONUS from USAF
Radar Evaluation Squadrons. This information must be requested. Call the AFSC Technical Assis-
tance Hotline 24 hrs/7 days a week at DSN 246-5867, commercial: 505-846-5867.

5.7.3.10. Photographs. Don’t move anything until it has been photographed where it rests. If
weather threatens to change significantly within 24 hours set a high priority on comprehensive
photo coverage of the entire scene.

5.7.3.11. Site Survey. An official CE survey should always be conducted for Class A mishaps
involving widespread wreckage. If the crash scene includes a long ground scar and/or widespread
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scattering of components, do not move components any significant distance from where they rest
without first taking pictures, then placing an appropriately labeled stake in their stead. This will
permit completion of a crash site survey at a later time.

5.8. Initial Actions at the Scene:

5.8.1. Familiarization Walk-through. Prior to the first trip to the mishap site, answer this question: “Is
the scene safe for the investigators?”” Do any components present a hazard to investigators or sur-
rounding personnel or structures? Develop a general plan of organization and proceed to the mishap
scene. Board members should make an initial walk-through of the wreckage or visual inspection of
damage. It is helpful for the ISB members to accompany the SIB members on the initial walk-through.

5.8.1.1. A photographer should accompany the SIB members; if none is available, both the inves-
tigating officer and AFSC representative should be prepared to take pictures as required.

5.8.1.2. If available, include a highly experienced maintenance specialist and/or assigned techni-
cal experts in the walk-through. Past experience has proven their expertise extremely valuable. In
the event of serious injuries or crew fatalities, the medical officer should also take part in the
walk-through.

5.8.1.3. Take photographs before moving any portions of the wreckage.

5.8.1.4. If the crash occurred within the confines of a military facility or civilian airfield, verify
with the operator on the possible availability of a video record of the mishap through their site
security, tower, or weapons ranging cameras. A surveillance camera for the flight line can hold
vital images for your analysis and possibly the whole mishap sequence. The ISB should have
saved these tapes since these types of video systems will normally re-record over their videotapes
after a fixed period of time.

5.8.2. Site Assessment. Once initial wreckage orientation is complete, the board must develop a
working knowledge of the entire scene. Assign specific on-scene assessment responsibilities to indi-
vidual SIB members and assigned SIB investigating experts. Special attention should be given to
understanding how the configuration and condition of the wreckage may have been altered during ini-
tial response, survivor recovery, or other operations in its immediate vicinity. Interview fire fighting
and rescue personnel in these cases to determine which parts of the wreckage they moved or otherwise
came into contact with. General questions to be answered are:

5.8.2.1. Is it safe for the investigators? Do any components present a hazard to investigators or
surrounding personnel or structures?

5.8.2.2. Was the impact high or low speed?
5.8.2.3. Was the impact at a shallow or a steep angle?

5.8.2.4. Where is the first apparent point of contact between the aircraft and the ground or a
ground-based feature (structure, trees, etc.)?

5.8.2.5. Is the entire aircraft present? Are any major components missing?

5.8.2.6. What systems and subsystems are reasonably intact? What components may require
extended time in the field and protection from the elements for meaningful analysis?

5.8.2.7. Are there indications that the engine/engines were operating at the time of impact?
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5.8.2.8. Are there any immediately obvious indications of pre-impact fire (e.g., areas of “flowing
metal,” “feathered edges,” scorching on interior components not apparently involved in post-crash
fire, etc.)?

5.8.3. Site Preservation. The ISB and SIB must ensure the site is stabilized to prevent loss of evi-
dence. However, there may be compelling reasons to remove some crucial evidence from the scene
quickly.

5.8.3.1. Disposition of Human Remains. Ideally, human remains (as opposed to survivors) should
be left in place until a trained investigator can document their locations, condition, etc. However,
for humanitarian, jurisdictional, and practical reasons, there is usually pressure to remove human
remains from a scene promptly, so the ISB and/or recovery/rescue personnel may not wait until
the full SIB has assembled. Further, in some climates, it could be essential to the health and safety
of those working in the vicinity of the wreckage to remove remains rapidly. The following steps
should be conducted by or under the supervision of the ISB or SIB’s medical member:

5.8.3.1.1. Before moving any human remains, jurisdiction for those remains must be clarified.
In most cases, the local coroner/medical examiner will have jurisdiction (legal control) over
the remains. Ideally, jurisdiction issues for geographic areas surrounding military installations
and ranges should be delineated ahead of time during mishap response planning. Most FAA
Regional Medical Examiners maintain a database delineating the areas of jurisdiction and may
be of assistance in clarifying these issues.

5.8.3.1.2. Proper personal protective equipment (PPE) must be worn to protect against blood-
borne pathogens, composite materials and other potentially hazardous aerospace materials.
The extent of PPE should be determined by the medical member with appropriate consulta-
tion, as needed, by a bioenvironmental engineer.

5.8.3.1.3. Before moving any human remains, the medical member is responsible for detailed
site diagramming coordinated with specific clearly labeled stakes and photographs showing
pertinent detail.

5.8.3.1.4. Because personal life support and escape equipment is intimate with the remains,
carefully photograph and examine these items if their removal is required.

5.8.3.1.5. Remove human remains only after completely documenting and closely scrutiniz-
ing all surfaces of remains with on-scene photography. Ensure photographs include adjacent
structures which could account for traumatic injuries or objects which show evidence of tissue
transfer.

5.8.3.1.6. The gross position, posture, and condition of crash victims are valuable evidence.
Questions often can be resolved with photographic evidence of the location of human remains,
e.g., the location of crew members in relation to the cockpit can help determine who occupied
each crew position. In the case of multi-pilot aircraft without cockpit voice recorders, it is
often difficult to determine who was flying the aircraft without such information.

5.8.3.2. Disposition of Wreckage. It may be necessary to move some or all of the wreckage expe-
ditiously from locations such as highways, runways, or populated areas.

5.8.3.2.1. In all such cases, obtain immediate aerial photography with as much close-in cover-
age as possible before the wreckage is removed. These photographs may be the only documen-
tation of the actual condition of the accident scene and collateral damage, and as such could
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represent important evidence down the road for claims against the government or in other liti-
gation.

5.8.3.2.2. It may also be useful to construct a wreckage diagram, which may be as simple or
complicated as the situation dictates.

5.8.3.2.2.1. For mishaps in which structural integrity is in question, or where the crash pat-
tern weighs heavily on possible causes of either the mishap or crash-related injuries, the
diagram requires more detail to substantiate the findings.

5.8.3.2.2.2. If diagrams are necessary simply for orientation purposes, all that is needed is
to show the relationship of the aircraft to the surrounding terrain. Include topographic or
structural features if their positions have a strong relationship to the mishap.

5.8.3.2.2.3. When the mishap occurs on non-government property, a detailed diagram is
required to capture where aircraft pieces impacted private property and is useful for dis-
playing the boundaries of scorching and debris scatter.

5.8.4. Pilot Member Priorities:

5.8.4.1. Determine, record, and photograph cockpit switch and circuit breaker positions, and
instrument indications.

5.8.4.2. Identify, photograph, and tag significant parts, especially cockpit control, warning and
caution displays, and instrument panels.

5.8.4.3. Take notes--don't trust important facts to memory.
5.8.4.4. Consult Attachment 4 for detailed information.
5.8.5. Maintenance Member Priorities:

5.8.5.1. Ensure that a constant evidence custody chain is maintained for all physical portions of
the mishap weapon system.

5.8.5.2. Record, mark, and photograph hydraulic actuator positions and flight control positions
(including trim tabs).

5.8.5.3. Obtain samples (fuel, oil, hydraulic, oxygen) from mishap aircraft and servicing aero-
space ground equipment, and mark (indelibly) them with the source of the sample (Engine #2, Tail
#XXX, etc.).

5.8.5.4. In coordination with pilot member and technical expert(s), record and photograph cockpit
switch and circuit breaker positions and instrument indications (ensure no one changed them
before SIB review).

5.8.5.5. Identify, photograph, and tag significant parts (use indelible ink since it may rain at the
most inopportune times).

5.8.5.6. Protect essential parts from the elements.

5.8.5.7. Direct removal, re-assembly, teardown deficiency report (TDR), etc., of suspected com-
ponents upon completion of photographic documentation.

5.8.5.8. Take notes--don't trust important facts to memory.
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5.8.5.9. If required, have the Board President request crew chiefs/maintainers for the type of mis-
hap airframe to assist in locating/identifying specific aircraft parts.

5.8.5.10. Consult Attachment 4 for detailed information.

5.9. Establishing a Working Routine:

5.9.1. Daily Activity. The typical SIB (if there is such a thing) spends the first 1 to 2 weeks digging
through wreckage, interviewing witnesses, analyzing records, etc. Because individual board members
each have responsibilities that may require them to work independently for hours or days at a time, it
is extremely important to have regular, scheduled meetings to keep each SIB member updated on the
latest findings and any new avenues of inquiry, which may develop. Consider the following as an ini-
tial strategy for developing a working routine, bearing in mind that every board has different needs
and priorities:

5.9.1.1. As a minimum, conduct a daily SIB meeting to debrief individual progress and determine
what is known and unknown; use a blackboard, overhead projector, computer-generated presenta-
tion, butcher paper, or just a typewritten agenda to keep the discussion on track. (Many boards find
it easiest to schedule this meeting at the end of the day, sometimes after dinner, to make the sched-
uling of daytime activities simpler.) Ensure those in attendance brief only what they found out and
what they need rather than what they did. This will prevent the meetings from dragging on and
will help keep the board focused as the investigation nears the end.

5.9.1.2. Establish specific tasks, priorities, schedules, and support required for the next day.

5.9.1.3. Agree on any new requirements for technical assistance. The AFSC representative will
arrange technical assistance as necessary.

5.9.1.4. Prepare, coordinate, and transmit supplementary reports or recommendations for interim
action as necessary.

5.9.1.5. Determine areas of special interest so SIB members can be alert for evidence in these
areas; adjust interview guides and individual member checklists as necessary (see Attachment 4,
Attachment 5 and Attachment 6 as appropriate).

5.9.1.6. Review progress on specific tasks and formal report tabs (see Chapter 8).
5.9.2. Interview Scheduling:

5.9.2.1. Interviews should be scheduled as soon as possible after the mishap. See Attachment 5
for preparation and conduct techniques.

5.9.2.2. The commander of the personnel involved ensures the crew and all military participants
are made available to the board for the investigation. As it is determined that the individual will
not be needed by the SIB, the board president then releases them to the AIB president.

5.9.2.2.1. The SIB president advises the commander when mishap participants are no longer
needed for interviews. He/she may also provide the convening authority with factual informa-
tion that may influence the commander’s decision whether or not mishap participants may
resume their duties. The SIB does not decide whether the mishap participants should return to
duty. That is the sole decision of the mishap participants’ commander.
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5.9.2.2.2. Any decision to take adverse actions must be made by the convening authority inde-
pendent of safety board findings.

5.9.3. Work Center Staffing. The work center is the hub of board activity. Even though much of a
board’s attention may be directed toward the crash scene in the early days of an investigation, the
work center becomes its “home away from home” as long as it is convened. The recorder’s primary
function, once initial logistical arrangements have been made, becomes the upkeep of the work center.
This means:

5.9.3.1. Ensuring the phones are always answered and messages reach their intended recipient.
5.9.3.2. Keeping ahead of filing, reproduction, and transcription requirements.
5.9.3.3. Helping keep physical evidence organized and secure.

5.9.3.4. Keeping “tourists” away from the board.
Section SE—Analyzing the Data and Writing the Report

5.10. Getting Down to Business.
5.10.1. The real work of an investigation can be summarized as follows:
5.10.1.1. Evidence collection.
5.10.1.2. Evidence interpretation.
5.10.1.3. Theory formulation and testing.
5.10.1.4. Development and presentation of conclusions.

5.10.1.5. However, a number of pitfalls attend the above easy-to-list steps. This section is
designed to provide food for thought and jumping-oft ideas for the kind of brainstorming that most
boards must eventually make use of. The last bullet -- development and presentation of conclu-
sions -- is treated in general terms in Section 5F and in greater detail in Chapter 8.

5.10.2. The Search for Evidence. Mishaps almost never occur from a single causal factor. Even when
mishap personnel are found to be causal, additional factors almost always have come into play. These
factors may include system malfunction, maintenance malpractice, training, directives, supervision,
or other events that compounded the crew's problems at a critical point in flight. Don't rule out any
possibilities before exhausting all available investigative avenues, and make sure you have solid rea-
sons for rejecting each mishap scenario that suggests itself before moving on.

5.10.3. Deciding What the Evidence Tells You. There are a finite number of reasons why any aircraft
ends up in a mishap. Simply put, these are:

5.10.3.1. An imbalance, or deficiency in lift, thrust, weight, and/or drag.

5.10.3.2. A structural failure that prevents the aircraft from maintaining lift or directional control.
5.10.3.3. Climatic conditions inconsistent with flight.

5.10.3.4. Inappropriate configuration.

5.10.3.5. Inappropriate application of controls.
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5.10.4. Virtually all mishaps can be attributed to one or more of these conditions. “Human factors”
errors, for example, could lead to any of these outcomes, such as: improper cargo loading, undetected
damage to a load-bearing member, poor route selection, failure to extend flaps, or spatial disorienta-
tion. The board’s challenge is to work from the known to the unknown, using the results as a starting
point, assessing how a vehicle designed for safe flight came to rest in the observed condition and then
extrapolating various possibilities from there.

5.11. Specific Considerations for Detailed Analyses. Consider the following in conjunction with the
detailed checklists for information-gathering contained in Attachment 4.

5.11.1. Operational Analysis. Reconstruction of the events and circumstances that led to the mishap
is frequently the only way to make sense of inconclusive physical evidence. Flight simulators are an
excellent means of reconstructing the sequence of events. In cases where the desired conditions can-
not be adequately simulated, an actual aircraft may be needed to recreate a potentially mishap-produc-
ing situation. Should the board deem this necessary, duplicate all known factors as accurately as
possible, including airspeed, altitude, weather, sunlight or shadow display, and other details important
to the event. WARNING: A perfect recreation of the conditions under which your mishap occurred
could easily result in another mishap! Before any recreation flight is conducted, carry out a risk anal-
ysis for the flight and have the board president advise the convening authority of the board’s inten-
tions.

5.11.2. Maintenance Analysis. The need for the maintenance member’s active participation in every
investigation cannot be overstated. Maintenance members have the daunting task of completely recre-
ating aircraft maintenance and servicing records, and for helping to inventory the wreckage itself.
However, a thorough mishap investigation must always consider the problem of determining exactly
where the mishap sequence started. Some apparent materiel failures may be traceable to acquisition
decisions or known, accepted risks, while others could stem from improperly performed repairs, over-
haul, or servicing. Once it is possible to focus on specific failed components, the investigation may
need to explore depot or local maintenance management, technical training, or other areas. Therefore,
maintenance members should consider dividing their analytical efforts (with appropriate support as
necessary) into separate categories as follows:

5.11.2.1. Examination of aircraft components:

5.11.2.1.1. Components of today’s airborne weapon systems are complex. As a general rule,
post crash analysis requires technical expertise far beyond that of the primary board members.
Technical experts, and/or specialized investigative facilities or laboratories are ideal for such
examinations. Chances are good that there are people in a maintenance organization, at a con-
tractor, or at a supporting installation, that are a phone call request away from providing you
with the assistance of the best-qualified personnel. The AFSC representative will handle locat-
ing and formally requesting assistance. The AFSC representative will keep you out of contrac-
tual obligations as well as conflicts of interest.

5.11.2.1.2. Don't overlook local field training detachments as a source of assistance; they can
be very helpful with mock-ups of systems and cutaway parts, and their instructors tend to be
very sharp on both theory and specific hardware.
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5.11.2.1.3. Examination of the “paper trail.” This is a time-consuming job best done by some-
one who regularly reviews, audits, or inspects maintenance records such as Quality Assurance
(QA):
5.11.2.1.3.1. Compile a list of deficiency reports; determine if any of these areas may have
contributed to the mishap.

5.11.2.1.3.2. List all technical order non-compliance against the aircraft, and determine if
noncompliance may be contributory.

5.11.2.1.3.3. Survey aircraft discrepancies on previous flights, or since the aircraft
departed home station, for corrective action and possible evidence of contributory factors.

5.11.2.1.3.4. Ensure deficiency reports are prepared on failed parts and AFTO Form 22,
Technical Order Improvement Report and Reply, are submitted on deficient technical
data (procedures, illustrations, etc.).

5.11.2.2. Examination of hands-on maintenance activities, including;:
5.11.2.2.1. Local and depot maintenance standards and procedures.
5.11.2.2.2. Local and depot quality assurance.
5.11.2.2.3. Local and depot equipment and facilities.
5.11.2.2.4. Local and depot personnel and training.

5.11.3. System and Subsystem Analysis. In determining if a system did or did not malfunction, it may
be necessary to make certain assumptions and then follow a logical course of reasoning in a fault-type
analysis. For example, if a system consists of three component parts (A, B, C), model possible failures
and their predictable consequences. "What happens to B and C if A fails? What happens if B Fails, but
not A or C?" It may be necessary to presume a malfunction did occur in each aircraft system and then
attempt to disprove that presumption through system analysis. The fact that a system was working
may be as important as the fact that it was not. These “negative deficiency” technical reports have
value and must be included. Use the following to assist in such an analysis:

5.11.3.1. Look at each component and system for indicators of condition, position, or movement.

5.11.3.2. Check maintenance records and logs. They are the best source of evidence of chronic
conditions or recent troubles. Look for reasons of past complaints or previous corrections.

5.11.3.3. Look for evidence of "usual" malfunctions. Almost every part or system has a history of
repeated or predictable failures. Requesting a computer search for failure history can also provide
valuable help (see “Safety History Analysis” below).

5.11.3.4. Look for missing components, incorrect parts, or incorrect installation.
5.11.3.5. Look for too many parts, foreign objects, or evidence of FOD.
5.11.3.6. Determine if the part, component, or system was operational.

5.11.3.7. Observe the color, shape, smell, location, position, or appearance for potential clues of
proper operation or possible malfunction. When possible, make a visual comparison with a part of
known quality or function.
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5.11.4. Fire Pattern Analysis. Investigators will usually encounter some burned or melted components
in the course of a typical crash scene investigation. The challenge is usually to determine if the fire
was simply the result of the crash, or if it began and propagated in flight.

5.11.4.1. Limitations of On-Scene Examination. Characteristic damage from fire can frequently
be assessed on the spot by fire pattern investigators. However, some information, such as maxi-
mum temperatures experienced in conjunction with a fire, must be determined through specialized
metallurgical examination. Some metals will only melt in the presence of extremely high temper-
atures; such extreme heat usually can be attained only through the “fanning” and “chimney”
effects encountered aboard an aircraft in flight.

5.11.4.2. Clues to Distinguishing Pre-Impact from Post-Impact Fire:
5.11.4.2.1. Look at components with soot on them:

5.11.4.2.1.1. If the soot is of varying density and is randomly distributed, it probably was
the result of post-crash fire; soot with a striated (striped) pattern, or which appears to
“flow” from the direction of flight, probably occurred in flight.

5.11.4.2.1.2. Ifthe soot-covered area is not a smooth surface, look for gouges or scratches;
surface damage which mars an otherwise uniform layer of soot may indicate a component
that was subjected first to fire, then impact, while such features which are overlaid with
soot probably were first damaged in the crash, then subjected to fire.

5.11.4.2.2. Look at torn and ripped metal components: if their edges are clean, but adjacent
surfaces are soot-covered, they may have been damaged by fire in flight.

5.11.4.2.3. Look at melted components:

5.11.4.2.3.1. If they show definite “flowing” or signs of progressively increasing melting
when oriented in the direction of flight, they may have been subjected to intense heat in
flight.

5.11.4.2.3.2. If they are splattered with molten material or less damaged on the side next
to the ground, they were probably damaged during a post-crash fire.

5.11.4.2.4. Look at crushed components; if you can smooth them out to look at the surfaces
that were on the inside and find soot, it probably got there before they were crushed.

5.11.4.2.5. Look at components that wound up clear of the main area of post-crash fire:

5.11.4.2.5.1. If they show signs of fire damage, but are not in the immediate vicinity of the
main body of the wreckage, they may have been subjected to fire in flight; however,

5.11.4.2.5.2. For large-frame aircraft, the opening of wing or body fuel tanks during a
crash sequence can cause aerosolizing or massive displacement of fuel in the general
direction the aircraft was traveling at impact, which can result in the center fuselage/wing
box area being substantially unburned. At the same time, other massive structures (tail
empennage, etc.) may be carried past the center fuselage by their own momentum and
wind up being subjected to post-crash fire damage.

5.11.5. Human Factors Analysis.

5.11.5.1. Ensure all of the following are explored (Note: This list may not be all encompassing.
There may be other human factors to consider depending on the mishap, see Attachment 8):
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5.11.5.1.1. Supervisory concerns (command and control, discipline enforcement, supervisory
model behavior, and expressed pressure in tasking the aircrew).

5.11.5.1.2. Institutional concerns (selection, evaluation, promotion, workload and additional
duties, conditions of the local or military lifestyle, and internalization of unit or organizational
values).

5.11.5.1.3. Communication concerns (within the cockpit, between personalities, outside the
cockpit, communications, and equipment failure).

5.11.5.1.4. Peer influence (verbal comments, commonly held beliefs based on unspoken or
unwritten learning, and perceptions of equipment concerns).

5.11.5.1.5. Cockpit design.
5.11.5.1.6. Access to adequate quarters, facilities, and services.

5.11.5.1.7. Nutrition, exercise, medical and psychological history, recreation habits and use of
medications, herbal preparations and nutritional supplements.

5.11.5.1.8. Aviation facilities (airfield lighting, condition, and services, air traffic control ser-
vice, etc.).

5.11.5.1.9. Mission planning and briefing.

5.11.5.1.10. Special stresses associated with the mishap crew’s mission (schedule, nature, vis-
ibility, and urgency of mission, etc.).

5.11.5.1.11. Environmental factors (time of day, weather conditions, etc.).
5.11.5.1.12. Emergency actions required and taken.
5.11.5.1.13. Quality and availability of technical data.

5.11.5.1.14. Special problems identified with the mishap aircraft (both the mission design
series and the actual tail number involved, e.g. history of false warning lights, prior reports of
unidentifiable fumes, etc.).

5.11.5.1.15. Life support/egress/survival equipment functioning

5.11.5.2. The medical member’s checklists in Attachment 4 are well suited to information gath-
ering in each of these areas. Additional information is provided following forensic analysis of life
support equipment by the Life Sciences Equipment Laboratory at Brooks AFB and of human
remains by AFIP.

5.11.6. Weather Analysis:

5.11.6.1. Information-Gathering. ISBs normally secure weather information during the first few
hours after the mishap. Local Air Force weather procedures normally call for a special surface
observation to be taken immediately upon notification of a mishap; this may also include a special
radar observation. When a mishap occurs in a remote area not served by a USAF weather detach-
ment, contact the local flight service station or host nation meteorological service. Outside the
CONUS, it may be necessary to rely on weather information available through the airport nearest
the mishap scene. In such cases it may be necessary to reconstruct the weather at the time of the
mishap based on observations taken in the area near the scene or from the consensus of witnesses.
Make every effort to obtain a copy of the weather briefing provided to the mishap crew.
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5.11.6.2. Delete
5.11.6.2.1. Delete
5.11.6.2.2. Delete
5.11.6.2.3. Delete
5.11.6.2.4. Delete
5.11.6.2.5. Delete.
5.11.6.2.6. Delete.
5.11.6.2.7. Delete

5.11.6.3. Assessing Weather Involvement in the Mishap Sequence. Place a detailed discussion
and analysis of unusual weather phenomena in Tab T. When weather is a factor in the mishap, the
analysis section of the report should mention what the weather was and how it affected the
sequence of events. Analysis of these factors may require one sentence or several pages. For
example, a suspected wind shear during a final approach which results in an aircraft landing short
requires considerable meteorological skill to determine whether a shear actually existed. Prepare
or acquire charts, maps, and other exhibits as needed to support the analysis. There are two pri-
mary areas where weather affects the mission:

5.11.6.3.1. The weather services provided to the mishap crew before and during the flight.
5.11.6.3.2. The actual weather phenomenon encountered.

5.11.7. Safety History Analysis. The AFSC representative performs comprehensive historical
research throughout the course of the investigation. This research is generally directed at the institu-
tional history of specific safety issues, which may have come into play during the mishap sequence, as
well as the overall history of the involved weapon system, the unit, and the mishap participants. Spe-
cific areas of inquiry may include, but are not limited to:

5.11.7.1. Mishap history (aircraft, unit, individual).
5.11.7.2. Prior experience with similar mishap sequences (all classes of mishaps).

5.11.7.3. Prior actions taken or deferred with respect to specific weapon systems or components
(including information recorded in Materiel Safety Task Group proceedings, the Air Force Safety
Center’s mishap data and mishap recommendations databases, etc.)

5.12. Strategies for Managing Safety Investigations:

5.12.1. Stick to the fundamentals of investigating. Concentrate on thorough collection of all available
information, systematic evaluation, retention, or rejection of possible mishap scenarios.

5.12.2. Avoid contact with mishap personnel, except in formal investigative settings.

5.12.2.1. In some cases it is helpful for the board president to meet with a mishap crew and/or
other members of the mishap squadron to explain how the investigation process works.

5.12.2.2. Specific information regarding the investigation in progress must not be presented dur-
ing informational briefings to participants, colleagues, or other potential witnesses.

5.12.3. Stay away from memorial ceremonies or services.
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5.12.4. 1t is the AIB president’s duty to deal with surviving family members. SIB members should
have no contact with surviving family members. Exception: the SIB president, medical member,
assigned human factors rep and/or aviation psychologist may interview the mishap victims’ family.

5.12.5. Designate one member of the board to keep track of media coverage; have that individual
periodically present a brief synopsis. All board contacts with the media should be made exclusively by
an experienced USAF public affairs officer.

5.12.6. DO NOT TALK TO THE PRESS! Let Public Affairs personnel and the AIB President handle
the media. See 4.11..

5.12.7. As a minimum, plan for at least a half-day off each week.
Section 5SF—Preparing the Briefing

5.13. Philosophy of the Outbrief. From the board president’s perspective, one of the most challenging
aspects of a mishap investigation is communicating the board’s conclusions to the convening authority
(and higher in some cases). Rightly or wrongly, the outbrief tends to be perceived as a “report card” on the
president’s work. In reality, virtually every Air Force investigation tends to be conducted with a high
degree of professionalism; the only variability is in how well that work is encapsulated and presented.
Remember that no matter how thorough your safety investigation was, you will have failed if you cannot
concisely and accurately communicate the mishap sequence and its contributing factors to outsiders not
privy to your deliberations. You must justify your recommendation(s) to USAF senior leadership so that
actions may be taken to prevent or mitigate the recurrence of a similar mishap. Normally the convening
authority receives the outbrief prior to anyone else. However, the NAF commander may request an infor-
mational briefing prior to the convening authority’s brief. The SIB president also may give a practice brief
to the MAJCOM safety office of the convening authority. Any changes made following the briefing to the
NAF or the practice brief to the MAJCOM safety office should be limited solely to adding explanation
and polishing presentation.

5.13.1. Briefing Preparation Tips. The keys to a successful outbrief are, like so many other written
and verbal forms of communication, accuracy, brevity, and clarity. With those elements in mind, con-
sider the following in the building of a mishap briefing:

5.13.1.1. The MAJCOM staff or AFSC Representative will likely have a set format of briefing
slides to use for the commander.

5.13.1.2. Be careful with scanned or other “bitmapped” images in computer-generated briefings.
If improperly prepared, they can consume significant amounts of memory, and often result in
briefings that are too large for e-mail and bog down during presentation due to their huge size.
Since the presentation will be projected from a computer screen, any resolution greater than
100dpi (dots per inch) will not increase fidelity, but will consume enormous amounts of memory.
The scanner’s ability to capture images at 600 or 1200 dpi is only of value when physically print-
ing or enlarging them during electronic manipulation. Ensure that the original scans of documents
and photos are set to 75 to 100 dpi and then compressed by saving them in an efficient format like
Jpg. All MAJCOMS have the ability to directly present briefings saved on 100MB Zip disks.
Another very inexpensive option is to make a compact disc of the final briefing.

5.13.1.3. Videos (animations, simulations or re-enactments) make excellent supporting material
provided they help explain the mishap sequence. Don’t fall into the trap of using a video simply
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because it is perceived as standard. Making a video is time consuming and usually requires a pri-
mary board member to oversee production. Usually, the best-suited members are the pilot mem-
ber, investigating officer, or the commander’s representative (if he or she is qualified on the type
of aircraft involved). Losing a primary member for several days is detrimental to SIB delibera-
tions.

5.13.1.3.1. The best video is of the actual mishap. However, simulator recreations or video of
aircraft demonstrating specific maneuvers or sequences can also greatly aid understanding of
the mishap. As a bonus, videos can serve as excellent training materials for after-the-fact use
by safety personnel.

5.13.1.3.2. It is possible to electronically store videos using various compression formats such
as .mpg, .avi, or .mov. The Microsoft PowerPoint software will allow such videos to be
embedded. This type of construction makes the logistics of the actual presentation much easier
provided the videos aren’t too large and slow down the computer.

5.13.1.4. Pictures of the board in action are as unwelcome in the outbrief as they are in the report
itself. Stick to the circumstances of the mishap, not details of its subsequent investigation.

5.13.1.5. Briefing scripts serve two useful purposes: (1) they require organization and clarity to
prepare; and (2) they permit future presentations of the outbrief by individuals not personally
involved in the investigation. They allow for crucial material needs to be conveyed exactly, word
for word. A script should be used to help build the board president’s mastery of the briefing. A
briefing script should be produced even if the board president elects to speak extemporaneously or
from talking points alone when actually presenting the outbrief. These methods permit digressions
and tangents to be pursued gracefully, and questions to be answered as they arise. They can, how-
ever, lead to undue distractions or interruptions when the mishap being briefed attributes causal
factors that are strongly challenged by the senior staff in attendance. When faced with briefing a
contentious mishap, it is highly recommended that a briefing script be produced and adhered to.

5.13.2. Briefing Structure Tips. The following basic sections of a mishap outbrief can be tailored to
the specific requirements of any given mishap sequence. They are best used as a starting point for out-
lining board proceedings, deliberations, and conclusions. See AFI 91-204 for further details on each
of these steps. Contact the convening MAJCOM to determine the specific format required for the
briefing.

5.13.2.1. Title.
5.13.2.2. Board Composition.
5.13.2.3. Overview.

5.13.2.4. Mishap Sequence: Describe the mishap from an appropriate starting point (mission task-
ing, mission briefing, etc.); end with a summary of the disposition of all involved resources (e.g.,
“Pilot ejected successfully; aircraft crashed and was destroyed with no collateral property dam-

age”).
5.13.2.5. Analysis: A “factor” is any unusual, out-of-the-ordinary, or deficient action or condition
discovered in the course of a mishap investigation that in the board’s opinion contributed to the

eventual outcome, or is indicative of a pattern of less than adequate decisions or conditions, which
recurred throughout the investigation. The analysis portion includes the following categories:



AFPAMY1-211 23 JULY 2001 51

5.13.2.5.1. Areas Determined Not to be a Factor and Not Warranting Discussion. Usually just
a listing with little or no discussion.

5.13.2.5.2. Areas Determined Not to be a Factor But Warranting Discussion. Try to limit pre-
sentation to one slide per factor; expand upon explanation with illustrations (photos, diagrams,
video, etc.), if necessary.

5.13.2.5.3. Areas Investigated and Determined to be a Factor. Expand on these items as much
as necessary with all supporting illustrations as applicable.

5.13.2.6. Findings: Present board findings in numerical order.. Don’t put too much text on a single
slide; usually, not more than 2-3 findings per slide is about right for legibility. The presenter does
not usually discuss findings. Just show the slide, let the audience read it and answer any questions.

5.13.2.7. Actions Taken to Date: If during the course of the investigation any corrective or pre-
ventive actions were taken (by the owning MAJCOM, Air Force Materiel Command, the Air
Force at large, or other agencies as appropriate), briefly describe them.

5.13.2.8. Recommendations: Include the full text of each recommendation, the OPR, and the
OPR’s initial assessment (if any action was taken during the course of the investigation). Include
suspenses as appropriate. Usually, a maximum of two recommendations per slide is best, since
recommendations often tend to be lengthier than findings.

5.13.2.9. Other findings and recommendations of significance. Include deficiencies uncovered by
the board that were not part of the mishap sequence as well as your suggested corrective actions.
Each slide will contain the OFS and associated ORS.

5.13.2.10. Back Up slides: These are very important. Anticipate any and all questions from the
convening authority and staff and develop a back up slide, as appropriate to answer these ques-
tions.

Section 5G—Closing Down the Board

5.14. Transferring Control of the Wreckage:

5.14.1. Removal of Wreckage from the Scene. Recoverable wreckage is normally collected by the Air
Force in conjunction with the environmental clean up of the site. The Disaster Response Force’s
On-Scene Commander may relinquish control of the aircraft wreckage to the SIB, however the
OSC will always retain control of the mishap site. Under normal circumstances the SIB will convene
first and then hand over all factual evidence and records to the AIB in the final week of the SIB. The
following would then apply:

5.14.1.1. The convening MAJCOM always retains control of all assets under its command (this is
done through a custodial chain normally sequencing the SIB president, the AIB president, and
then the MAJCOM/JA’s office.).

5.14.1.2. The convening authority specifically delegates control of personnel and materiel to the
SIB president with the formal publication of SIB orders.

5.14.1.3. The SIB president has the unchallenged right to move some or all wreckage to facilitate
investigative efforts; however, this right is subject to the OSC’s charter to abate imminent hazards
or restore critical base or civilian functions (runway operation, highway transit, residential or
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commercial neighborhood access, etc.). Securing the mishap site and preserving it for the AIB is
extremely costly in both human and material resources, it is generally impractical and seldom
done. Normally, physical evidence is removed from the crash site within 7-12 days of the mishap.
Environmental clean up of the crash site is then completed and the site is returned to its legal
owner.

5.14.2. As a general rule, during the duration of the ISB, wreckage that does not urgently need to be
moved should not be. Once the SIB has completed its analysis and full factual documentation of the
mishap site, primary and secondary evidence will be removed from the crash site to a location desig-
nated by the assigned USAF supporting Wing. Should the SIB president determine that the AIB must
be given the opportunity to examine the mishap evidence in place, he will contact the convening
MAJCOM and request that the AIB immediately travel to the mishap site. Upon arrival of the AIB,
the SIB will withdraw from the mishap site until the AIB has completed its inspection of the wreck-
age. When partial or total reconstruction and/or analysis efforts necessitate shipment of wreckage/evi-
dence to other locations, it is incumbent upon the SIB president to provide a complete written
inventory of these components, their exact location, an office of primary interest, and a phone number
to the AIB president. It is not necessary for the SIB to return wreckage/evidence that has been pieced
together, or disassembled, for analysis to its original state. However, labels, markings, rulers and other
identifying or quantifying information must be removed from the wreckage/evidence, and/or storage
location prior to transfer to the AIB. Labels denoting location of pieces in the debris field in reference
to a grid map can remain.

5.14.3. Disposing of Wreckage Records. The SIB releases original aircraft records to the AIB presi-
dent, making copies as required for the SIB formal report. If the AIB has not yet convened when the
SIB is ready to transfer records, records may be transferred to the staff judge advocate of the nearest
active duty Air Force installation or other MAJCOM-designated legal custodian.

5.15. Handing Off and Disposing of Factual/Non-Privileged Evidence. When the SIB completes its
investigation and reporting tasks, it will have numerous documents, non-privileged analysis reports,
records, and other items of evidence. The SIB president, will turn over all of these and Part I of the formal
safety report over to the AIB president as soon as possible. This includes such items as:

5.15.1. Individual flight, training, and standardization records.

5.15.2. Mission planning materials.

5.15.3. Flight plan and weather briefing (original documents).

5.15.4. Crew orders and passenger/cargo manifests.

5.15.5. ALC technical experts reports (normally already included in Part One).
5.15.6. Results from AFIP drug screening and autopsies.

5.15.7. Contractor technical experts reports (when promises of confidentiality are not given). Con-
tractor reports may be privileged if given under a promise of confidentiality and are then included in
Part Two.

5.16. SIB Working Papers and Drafts. Any privileged, limited-use material must be duly protected
since it may point to the SIB’s deliberations, analysis and/or conclusions. The AFSC representative will
take all of this material to HQ AFSC at the end of the SIB. In the absence of an AFSC representative, the
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Investigating Officer will retain control of the material. Once HQ AFSC has produced the mishap memo-
randum of final evaluation (MOFE), SIB privileged, limited-use materials, that were not included in the
formal report, must be disposed of. No member or technical expert assistant to the safety board is permit-
ted to retain copies of any such materials for any purposes without the express consent of HQ AFSC/JA.
Once the MOFE is complete, the AFSC representative or Investigating Officer will destroy this informa-
tion. This includes such items as:

5.16.1. Individual member notes and observations reflecting other than factual information.

5.16.2. Drawings and staged photographs created for analysis purposes but not included in the report.

5.16.3. Wall charts showing specific theories regarding the mishap sequence, specific failure modes,

etc.

5.16.4. Any analysis produced by non-USAF agency that requested a promise of confidentiality.

5.16.5. Privileged testimony that was not included in the formal report.

5.16.6. Notes containing specific rationale for accepting or rejecting various lines of inquiry or for
abandoning specific theories.

5.16.7. Notes specifically geared toward aiding the SIB president in completion of the outbrief. .

5.17. Handling and Disposing of Other Sensitive Materials:
5.17.1. The Formal Report:

5.17.1.1. Do not release any more copies of the final report than are explicitly authorized by AFI
91-204. During the course of the investigation, the recorder should have made advance copies of
various reports and tabs in anticipation of the hand-over of part one of the formal report to the AIB
and the formal report final production requirements. Since the exact number of copies of the final
report that will be required is dictated to some extent by the OPRs assigned to the SIB’s recom-
mendations, it is best to produce at least two extra copies and then destroy the excess.

5.17.1.2. Do not provide copies of the report to any agency or individual not explicitly authorized
to receive a numbered copy.

5.17.1.3. Do not permit any mishap participant access to the formal report for any reason.

5.17.1.4. Contractors, contractor representatives and other technical assistants may not retain cop-
ies of any privileged reports they prepare for inclusion in Tab W of the final report. Any report
they may be required to turn in to their employers upon their return, must be produced as a totally
different entity and use only strictly factual information they gathered through their examination
of physical evidence. These company reports must not contain any privilege information or con-
clusions that were derived from SIB testimonies and/or analysis.

5.17.2. Post-Mortem Photographs and Other Photographs Not Used in the Formal Report.

5.17.2.1. It is extremely important to understand the special requirements for handling photo-
graphs of crash victims:

5.17.2.1.1. Do not include photographs of human remains as part of the formal safety report.

5.17.2.1.2. Ensure the medical member of the SIB controls all copies of prints and negatives.
Investigating officers should be aware that the medical member may have certain report
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requirements beyond those imposed by the safety investigation. For these reports, photographs
of deceased crewmembers may be required. Such reports are not privileged but carry with
them their own handling caveats.

5.17.2.1.3. The medical member should personally provide a copy of all post-mortem photo-
graphs to the AIB.

5.17.2.2. The investigating officer should compile a comprehensive file of all non-staged
(non-privileged) photographs taken throughout the investigation. Once no longer needed by the
SIB, the president ensures a copy of all such photographs and their negatives is provided to the
AIB president (remember that post-mortem photographs need special handling, see above para-
graph). If photographs are taken with a digital camera, care must be given to ensure that privileged
and non-privileged photographs are not mixed on the same storage device, normally a CD-ROM.

5.17.3. Autopsy Reports. If the Armed Forces Institute of Pathology sends their autopsy report to the
SIB, it is to be retained by its medical member and copies provided to the AIB president and the con-
vening MAJCOM’s surgeon general. Autopsies are included in only copy one of the formal safety
reports. This is the master copy that will be retained by HQ AFSC as the USAF permanent record to
this mishap.
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Chapter 6
TECHNICAL ASSISTANCE

6.1. What It Is:

6.1.1. Modern aircraft are extraordinarily complex systems. In the past, a course in crash dynamics,
structures, and failure mode analysis was enough to allow Air Force investigators to analyze wreckage
and failed components without further assistance. Today, time-tested “tin-kicking” skills are still
essential to efficient investigations, but frequently, expert help is also required.

6.1.2. Circumstances surrounding a given accident may require the services of professional fire pat-
tern specialists or other specialists to interpret crash-damaged instruments, evaluate egress and life
support equipment, assess breakage patterns in composite materials, and so forth. In the case of a bird/
wildlife strike, an expert bird/wildlife aircraft strike hazard (BASH) biologist will be required. The
Air Force maintains access to expertise in virtually any technical discipline imaginable. This expertise
may reside within the Air Force, another government agency, or with a contractor.

6.1.3. Prime contractors and subcontractors who supply aircraft and specialized components to the
Air Force are often uniquely well equipped to analyze the failure of their equipment. It is often in the
Air Force’s interest to solicit this type of assistance during an investigation, principally in three cases:

6.1.3.1. When technical expertise or teardown facilities are not available within the Air Force.

6.1.3.2. When teardown or analysis will require the use of trade secrets or proprietary information
not available to the Air Force.

6.1.3.3. When contractor participation will ensure prompt correction of deficiencies or materiel
defects, e.g., through promulgation of an immediate Change Proposal or similar instrument with
mishap prevention or operational enhancement value.

6.2. When to Ask for It:

6.2.1. Itis important identify what type of expert help you will need and to ask for it early. The sooner
you make a request, the better. Within the first few days after a major mishap, people are trying to put
together a SIB, emotion is high, and the chances of getting the people you need are much better if you
can quantify your needs early.

6.2.2. Source as much generic help as you can locally from the supporting installation or the mishap
aircraft’s home base if practical, but then determine what other specialized knowledge you’re likely to
need and ask for it. Virtually all major mishaps need some sort of technical assistance, usually in air-
craft-related engineering disciplines (e.g., engine performance and teardown, flight control and struc-
tural analysis, instrument and flight data recorder readout, etc.). So, such requests are expected.
Technical experts from an Air Logistics Center and safety shops of aircraft and engine manufacturers
are frequently required, particularly if the aircraft is scattered in small pieces all over the ground.

6.2.3. Moderate your desire to bring in hordes of “hired guns.” Calls for assistance should be just
that--a request for technical specialists to assist the SIB with the investigation of a mishap, not to carry
it out. As a general rule, identify problem areas and request assistance in these areas. Except for pos-
sible bird/wildlife strikes (see paragraph 6.2.4.), do not immediately request assistance for areas that
have a low probability of being factors. For these areas, allow things to settle down and see if they
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look more like areas that need to be investigated or whether they can be ruled out. Board members
who have received formal safety training have all of the basic tools needed to successfully carry out
many investigations. It’s not necessary to bring an engine specialist to the scene if it is obvious that the
aircraft crashed because of an unrelated system. Similarly, detailed examination of wreckage and
crash-damaged components may be completely unnecessary if the board can reasonably conclude that
crew performance alone caused the mishap, and was not degraded by malfunctioning or defective
equipment. Be aware however, that systems may have to be analyzed to prove that they were function-
ing properly. The bottom line is: use good judgment in asking for help, but don’t hesitate to do so if
you’re faced with conditions or circumstances that exceed the board’s corporate expertise.

6.2.4. Biological evidence (animal remains) deteriorates with exposure to the environment and bird
populations are dynamic, often changing drastically in a short period of time. Make a request for a
BASH expert as soon as possible.

6.2.5. Generally, it’s appropriate to bring in technical assistance at any point in an investigation, but
considering the reasons stated prior, the sooner, the better. Contractors, particularly those in the For-
eign Military Sales business, are usually more than eager to participate the moment they’re asked.
Make sure they will represent the best possible solution to your investigative challenges before
requesting their assistance.

6.3. How to Get It:

6.3.1. Requests for technical assistance to safety investigations are routed through MAJCOM chan-
nels to HQ AFSC/SEF. The HQ AFSC representative is normally a SIB’s liaison to request technical
assistance. In the absence of a HQ AFSC representative, select one individual to coordinate all
requests for technical assistance. The quality of help obtained varies directly with the amount of infor-
mation relayed to the convening authority safety office or HQ AFSC/SEF about the mishap. Be as
specific and informative as possible when making a request for technical assistance. The HQ AFSC/
SEF Technical Assistance Hotline is available 24 hrs/7 days a week at DSN 246-5867, commercial:
505-846-5867. After normal business hours, stay on the line to obtain after hours contact information
- someone can always be reached regardless of time of day, weekend or holiday.

6.3.2. The Air Force Safety Center has resident BASH and engineering expertise in many commonly
needed disciplines, and frequently can provide technical assistance out of its own resources. If not, the
system program director and item managers for the involved weapon system are required to provide
technical assistance to SIBs, and each agency budgets funds for this purpose. Additionally, technical
resources can be drawn from elsewhere within Air Force Materiel Command, other government agen-
cies, and the civil aerospace industry whenever necessary.

6.3.3. Board presidents and board members must refrain from unilaterally involving experts they
might be familiar with. Serious legal problems and financial claims against the government can result
due to possible infringement on existing USAF contractual obligations. Routing requests through the
MAJCOM to AFSC/SEF will alleviate any potential problems in this area.

6.3.4. Technical assistance may be on the way, whether you asked for it or not. System program direc-
tors maintain 24-hour points of contact with each of their major contractors. Therefore, it’s highly
likely that the contractor found out about a given mishap and assembled an appropriate response team
before most members of the permanent board were even notified an accident had taken place.
Remember: safety boards are in NO WAY obliged to grant contractors (or other uninvited “visitors™)
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access to accident scenes or failed components. Normally, most contractor representatives will not
respond to a mishap unless their participation has been requested through HQ AFSC/SEF as detailed
above.

6.3.5. Most contractors maintain a small cadre of “technical safety” or “product safety” personnel
available for short-notice dispatch to accidents involving their systems. The Air Force Safety Center
also hosts representatives of several prime contractors within its headquarters, each of whom is simi-
larly available to assist in any way requested. If contractor help is needed, go through MAJCOM
channels to HQ AFSC/SEF. SIBs will maintain a liaison with HQ AFSC through their AFSC repre-
sentative.

6.4. How to Use It:

6.4.1. Immediately upon arrival, technical experts must be briefed on how their contribution to the
investigation will be used. Regardless whether the experts are government employees (military or
civilian) or non-DOD employees participating under technical engineering contracts provided by sys-
tem program directors, their releasable reports must be limited to observations, determinations based
upon those observations and generally accepted engineering data and analyses, and recommendations.
For non-releasable reports, additional information, such as proprietary data and opinion, may be
included as well. Regardless of the type of report written, technical experts should interact with board
members because their information is ultimately integrated into the overall report. Non-DOD employ-
ees are required to read, understand, and sign a letter explaining how their analysis is subject to privi-
lege; see AFI1 91-204, Figure A3.7 for letter, see detailed instructions at AFI 91-204 chapter 3.

6.4.2. Technical experts have a pronounced “halo effect.” Most have participated in many more
investigations than the average Air Force board member. Technical experts offer insight in specifics of
material or human behavior, but it’s up to each board to take their information and apply it to the oper-
ational environment within which the mishap took place.

6.4.3. Board presidents need to stay in control, and be aware of the tendency to defer to technical
experts, particularly when they stray away from their area of expertise. For example, an expert in
intra-cockpit communications suddenly begins to offer up theories on spatial disorientation or opera-
tional procedures. All technical experts must be required to thoroughly defend their conclusions, since
in all likelihood they will not be present when the board’s conclusions are presented to the convening
authority. Further, the board president must set the pace and tone of the inquiry. He or she probably
can’t tell the experts how to do their jobs (or they wouldn't have been needed in the first place), but
they can keep them working at it and require regular updates. In past cases where the SIB was disap-
pointed in the technical assistance provided, it sometimes turned out that the experts were equally dis-
appointed in the guidance the SIB furnished - this is especially true when it comes to laboratories
performing teardowns on key components with little SIB participation. If the SIB president is not sat-
isfied with an expert’s report, return it for rework. Do not release experts until all primary board mem-
bers have reviewed his or her report and all of their questions and comments have been satisfactorily
addressed.

6.4.4. Once accepted by the board and signed by the author, no part of an expert’s report can be
changed - especially those that are releasable. It’s up to the board to make them a coherent part of their
overall report laying them out in an orderly fashion, substantiating them, and eliminating (or at least
addressing) other reasonable possibilities as appropriate. The board may also reject an expert’s con-
clusions if they can defend doing so; however, a rejected report should still be included in the appro-
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priate section of the formal report (based upon whether the report was intended to be releasable or
non-releasable) with a detailed explanation in Tab T as to why the report or conclusions were dis-
missed.

| Figure 6.1. Delete
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Chapter 7
WITNESS INTERVIEWS

7.1. Introduction:
7.1.1. Definitions:

7.1.1.1. Witness. For the purposes of USAF safety investigations, the term “witness” is a general
term referring to those persons who may be connected, even remotely, with the mishap. A witness
may be a participant in the mishap, such as surviving crewmembers or personnel who maintained,
serviced, scheduled, or controlled the system on the ground or in flight. A witness may also be
someone not directly connected with the operation of the system, but who actually saw or heard
some portion of, or a series of, events leading up to and including the actual mishap. Finally, rec-
ognized experts in a given field, when providing technical data or theory of system operations or
when giving opinion or speculative postulations, which the SIB may wish to explore, are also con-
sidered to be witnesses.

7.1.1.2. Interview. For the purposes of USAF safety investigations, the term “interview” is used to
characterize the setting and tone considered most useful for eliciting information. Interviews are
cooperative, informal meetings where the interviewer approaches the witness as an equal and
encourages their cooperation, allowing him or her to relate observations without interruption or
intimidation. By contrast, “interrogation" implies questioning on a formal or authoritative level,
such as a lawyer-to-witness situation or a police officer-to-suspect session. Witness interviews
conducted as a part of USAF safety investigations should never have the appearance of being
interrogations. When safety investigators explain the safety and mishap prevention value of their
testimony, most witnesses willingly give their observations.

7.1.2. The Challenge of Interviewing. Interviewing a witness is one of the most difficult and least
understood tasks of a SIB. Witnesses can provide valuable information, but, if the interview is
improperly handled, the information may be lost or even incorrectly presented. The importance of
witness testimony varies with the type of mishap and location, but all testimony must be received and
examined uncritically. Witness statements and physical evidence go hand-in-hand in determining the
cause of a mishap. Each may complement or clarify the other, and investigators may not realize the
importance of seemingly innocuous testimony for days or even weeks after it is taken. Therefore, the
evidence obtained from witnesses should be as complete and detailed as possible. Bear in mind that
interviews are not dialogues; interviewers who share information gained from other witnesses or other
aspects of their investigation are violating the privileged nature of that information, and may be taint-
ing their witness’ recollection as well. “Prompting” and leading questions are easy traps to fall into,
and must be avoided. This subject is discussed at length later in this chapter.

7.1.3. The Purpose of Interviewing. Safety investigators initially interview mishap witnesses with
three objectives in mind:

7.1.3.1. Find out what the witness knows.
7.1.3.2. Establish a preliminary direction for the investigation.

7.1.3.3. Complement other phases of the investigation.
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7.1.4. Obligation of the Safety Investigator to Subsequent Investigations. Safety investigators are
required by AFI 91-204 to provide a complete list to the AIB of all witnesses they contacted once the
SIB has completed all of its interviews. This means the SIB must keep scrupulously accurate records
of all witnesses, regardless of whether or not their testimony was considered relevant or worthy of
inclusion in the formal report. It also means that safety investigators must treat all witnesses courte-
ously and correctly, to ensure a similar degree of cooperation is accorded the AIB which follows.

7.2. Privilege, Confidentiality, and Truthfulness Considerations:

7.2.1. Explaining the Purpose and Handling of Testimony. Mishap participants are usually offered
confidentiality (privilege) in exchange for their truthful statements on what transpired during the mis-
hap. However, witnesses may or may not be offered this privileged status. For those that are not
offered this status refer to AFI 91-204, paragraph 3.2.5.3. When offering privilege to a witness, refer
to AFI 91-204, paragraph 3.2.5.2. Use the exact language in AFI 91-204, Figure A3.3. to advise each
person giving testimony or providing a statement that:

7.2.1.1. The SIB is conducting the investigation solely for mishap prevention purposes within the
USAF.

7.2.1.2. The USAF will not release his or her statement outside the USAF safety community, nor
will it be used as evidence in disciplinary actions, non-judicial punishment or adverse administra-
tive actions such as administrative discharge proceedings, demotions, letters of reprimand, flying
evaluation boards, determining line of duty status, pecuniary liability, or elimination from the
USAF.

7.2.1.3. The USAF will use his or her statement solely to determine factors relating to the mishap
and to prevent recurrence.

7.2.1.4. Witnesses acknowledge that they understand the concepts above by verbally stating so (in
taped interviews) or signing a statement containing the prescribed language (AFI 91-204, Figure
A3.2.). If you do not have access to the most current version of AFI 91-204, read the following
statement directly onto any taped interviews:

“I am (name) investigating the mishap involving (aircraft/space vehicle/missile type) that
occurred on (date). This investigation is being conducted under the provisions of AFI
91-204 solely for the purpose of mishap prevention and to determine all factors relating to
the mishap in order to prevent recurrence. You are hereby advised that, as a witness to this
investigation, your statement is confidential and will not be made public. Only authorized
officials will use your statement for the sole purpose of mishap prevention. Your statement
may not be used as evidence by the Government to support any disciplinary actions or
adverse administrative actions, such as a Flying Evaluation Board, a determination of
line-of-duty status or pecuniary liability, or elimination from military service. The only
exceptions to this would be that your statement could be released pursuant to a valid court
order on behalf of a defendant in a criminal trial. If you make an intentional misrepresen-
tation, then your statement will no longer be considered confidential and can be used to
support disciplinary and/or administrative actions against yourself or others. Further you
are advised that the chain of command will review the final mishap report, to include your
confidential statement, but the chain of command may only use your statement for safety
and mishap prevention purposes.”
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Technique: “Do you understand how your testimony will be used, and are you willing to
proceed with this interview?”

7.2.2. Accuracy of Unsworn Testimony. Safety investigators never advise witnesses of “their rights.”
Testimony to safety investigators is accorded privileged status, and witnesses are guaranteed confi-
dentiality IAW AFI 91-204. It is otherwise unsworn, since investigators are specifically prohibited
from taking safety-related testimony under oath. However, the Air Force requires all such testimony
from its personnel to be truthful to the best of the member’s knowledge. An officer who fails to
present a true accounting of facts involved in a mishap is committing an act of professional derelic-
tion. While an officer’s testimony may not be used against him/her if it is self-incriminating, the Man-
ual for Courts-Martial contains penalties for the making of false official statements themselves.
Further, AFI 36-3206, Administrative Discharge Procedures for Commissioned Officers, AFI
36-3207, Separating Commissioned Officers, and AFI 36-3209, Separation Procedures for Air
National Guard and Air Force Reserve Members all state that the Secretary of the Air Force may
direct a discharge under other than honorable circumstances, or a discharge under honorable condi-
tions (general), if an officer intentionally misrepresents or omits facts in official statements. Investiga-
tors who interview Air Force members should presume that they are receiving truthful testimony
unless clear inconsistencies lead them to conclude otherwise. In cases where testimonial accuracy is
suspect, investigators should contact HQ AFSC/JA for advice on how to proceed. Do not contact local
staff judge advocates or area defense counsels, and do not threaten witnesses with the penalties
described; often a simple appeal to the individual’s sense of duty will elicit the truth.

7.2.3. Special considerations for investigations in which promises of confidentiality are not autho-
rized. Users of this pamphlet who conduct witness interviews, as a part of investigations in which
promises of confidentiality are not authorized must not offer any of the protections described in 7.2.1..
It is appropriate to restate the sole purpose of USAF safety investigations, namely, to prevent the
recurrence of mishaps, but witness testimony to investigations in which promises of confidentiality
are not authorized is not accorded special handling or protection. Investigators in such cases must
advise witnesses of their rights under the Fifth Amendment to the Constitution (civilian) or Article 31,
Uniform Code of Military Justice (UCMJ) (military). (Providing AF Form 1168, Statement of Sus-
pect/Witness/Complainant, for signature of the subject witness fulfills this purpose). In questionable
cases, ask the staff judge advocate for advice.

7.3. Identifying Potential Witnesses Following a Mishap. The governing principles associated with
the gathering of useful testimony are timeliness, proximity of the witness to the mishap, and unrecognized
relevance. Investigators must consider all three factors in their information-gathering process.

7.3.1. Timeliness. Witness information depends on recall and perception, both of which are affected
by the passage of time. The human mind has a tendency to fill gaps in recollection through logic or
filling-in based on their own experiences; the longer witnesses have to reconsider events, the more
they subconsciously tend to do this. To maximize the likelihood of obtaining useful testimony, it is
normally advisable to interview all available witnesses, and to do so as quickly as possible. Visit wit-
nesses again later if the SIB needs additional information or clarification of their statements. Bear in
mind the possibility that their description of what they saw might change once they have time to
reflect and their second impressions probably will not be as useful as their first.

7.3.2. Proximity. Witnesses are usually divided into direct participants in the mishap and ones who
observed any part of the mishap sequence:
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7.3.2.1. Participants:

7.3.2.1.1. Take the statements of the mishap crew as soon as possible, considering their phys-
ical condition. The initial interview is often obtained by the flight surgeons in conjunction with
the medical history they take as part of their initial medical response. In general, flight sur-
geons are usually the most experienced interviewers on the ISB and SIB since interviewing is
part of their day to day non-mishap responsibilities. Consult the flight surgeon or other medi-
cal personnel to determine when and for how long the SIB may question them. Be sure to note
if they are under any medication at the time they are interviewed or provide a written state-
ment.

7.3.2.1.2. Under no circumstances are investigators to interfere with the medical treatment of
an injured party in an effort to obtain testimony.

7.3.2.1.3. Identify the last persons to have performed maintenance or servicing on the mishap
aircraft, and ensure they are interviewed as soon as possible and toxicological specimens are
taken, if required. Contact USAF safety personnel at other installations as necessary to con-
duct such interviews. If personnel from other DOD services were involved in servicing, cargo
or armament loading, or other operations associated with the mishap aircraft, contact the Air
Force Safety Center for assistance as soon as possible.

7.3.2.1.4. ldentify air traffic facilities along the mishap aircraft’s route of flight, and ensure
that they impound their tapes for analysis. Also, have FAA/host nation supervisory personnel
inquire as to the willingness of their on-duty controllers to provide additional statements or
testimony.

7.3.2.2. Observers:

7.3.2.2.1. Spectators and sightseers, who are at the scene when the investigator arrives, fre-
quently heard or saw something that attracted their attention to the mishap and brought them to
the scene. Talking to these people immediately on arrival may give the investigator informa-
tion regarding the flight path, actions, and sounds of the mishap. Statements should be taken
from all such witnesses immediately after the mishap, before they have time to compare sto-
ries with other witnesses. It is often useful to conduct the interview at the exact location of the
interviewee at the time they witnessed the mishap.

7.3.2.2.2. Other flight crews in the vicinity at the time of the mishap may be particularly help-
ful in establishing local weather conditions, or in relating relevant radio transmissions from the
mishap aircraft that may not have been recorded (calls on local unit frequencies, self-announc-
ing on UNICOM, etc.)

7.3.2.2.3. Persons many miles from the point of impact may have useful information as well;
this is especially applicable in cases of suspected engine or structural failure, weather mishaps,
and fire in flight. It is possible to obtain evidence of smoke, fire, low flying, unusual maneu-
vers, erratic engine operation, structural failure, and loss of control from observers along the
route flown who were not necessarily witnesses to the actual crash. Therefore, investigators
must be prepared to retrace the mishap aircraft’s route of flight to identify potential witnesses
as necessary.

7.3.2.2.4. Local police and news media personnel can often be helpful in locating witnesses,
and it is quite possible that they will find some witnesses with valuable information before a
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USAF investigator can. In some cases, it may worthwhile to advertise for witnesses or have
the news media advertise for them, but investigators should pursue these avenues only with the
assistance of a qualified Air Force public affairs officer.

7.3.3. Unrecognized Relevance. Sometimes in the course of an investigation, witnesses emerge who
were not immediately identified as having useful information to offer. This is why it is critical to keep
careful records of all potential witnesses, even if investigative resources are not available to pursue
them all immediately. This is also why the mass gathering of written statements from a large group of
observers of a mishap is a good idea; everyone has a slightly different vantage point and experience
base, and a meaningless detail to one person may be a glaring discrepancy to another.

7.4. Immediate Post-Mishap Management of Witnesses:
7.4.1. Preparing for Initial Interviews. Assemble an interview kit before interviewing witnesses:
7.4.1.1. Tape recorder with counter, external microphone, tapes, and extra batteries.

7.4.1.2. Videotape recorder and tripod, with an external microphone, spare tapes and an electrical
adaptor. Consider using a videotape recorder as it’s almost impossible to transcribe a person’s
interview accurately if they use their hands a lot or are displaying what they saw with a model
unless there is a video record of the interview.

7.4.1.3. An ample supply of witness statement forms.

7.4.1.4. Model aircraft (one of a small, toy store variety will suffice for general purposes, but an
actual model of the involved aircraft is better).

7.4.1.5. Compass.

7.4.1.6. Angle measuring equipment.

7.4.1.7. Watch with sweep second hand or digital seconds counter.

7.4.1.8. Appropriate charts and maps on which to plot witness locations (if available).

7.4.2. Making Initial Contact with On-Scene Witnesses. When mishaps occur, there can be situations
ranging from no witnesses to mishaps observed by literally tens of thousands of people. When faced
with an abundance of witnesses and a limited time to conduct the investigation, it is imperative to
develop a plan to sort out the important witnesses needed for in-depth interviews. Evaluate each mis-
hap based on the known facts surrounding it, then use the following general strategy to set interview
priorities:

7.4.2.1. Sketch out (or use maps or photos of) the mishap area, then try to select witnesses from
strategic points along the ground track (aircraft or missile mishaps) or around the mishap area.

7.4.2.2. At the earliest opportunity, establish potential witness physical position relative to the
mishap, and make a quick assessment of their quality, credibility, and reliability (see paragraph
7.7.) before committing significant time to an individual interview.

7.4.2.3. Interim investigators must characterize the contribution each potential witness could
make to the investigation; some may have seen the aircraft prior to impact, others may have seen
in-flight ejection or bailout attempts, and still others may have seen or assisted in post-crash
recovery of the dead and injured. Each may have made useful observations, and all must be fol-
lowed up based on their relevance to the mishap sequence and its aftermath.
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7.4.2.4. If the number of witnesses available exceeds the number of designated primary-duty
safety personnel or appointed ISB members available, do not use security forces or civilian law
enforcement personnel to expand your information collection effort. Instead, get all bystanders'
names, telephone numbers, and addresses so that the permanent SIB can follow up for more
detailed information. Ask observers to briefly write down what they saw and have them ready for
a follow-up call within a few days.

7.4.2.5. If you anticipate large numbers of written statements will be collected on the spot, photo-
copy Figure 7.1., fill it out with all the pertinent information and attach the witness statements to
it.

7.4.3. The interim board’s first impressions and initial assessment of the potential usefulness of wit-
nesses are important. If a witness appears credible and reliable, or if they have a unique vantage point
not shared by others, their value to the permanent board will be significant. If it initially appears that
a witness at the scene is unlikely to contribute significant information or corroborate another’s obser-
vations, they should still be asked to provide a written statement. All potential witnesses must be iden-
tified, logged, and given an opportunity to provide at least a written statement as quickly as possible
after the mishap.

7.4.4. Handling Self-Identified Witnesses Away from the Scene. Post-mishap publicity frequently
attracts calls from previously unidentified witnesses. While some of these may be from “cranks,” the
vast majority will be from people who are genuinely concerned and wish to help the investigation. In
some cases, such a caller may provide the key to a mystery, having found a critical part or observed
something unusual in flight. Every unsolicited call-in must be followed up; however, depending on
the direction your investigation has taken, the follow-up may require nothing more than a simple
return call and brief telephone interview. Ensure all witnesses are added to the witness list for the AIB
with all of the pertinent data required to contact them in the future.

7.4.4.1. All such self identified witness callers should be:
7.4.4.1.1. Thanked for making the effort to call.
7.4.4.1.2. Advised of how their testimony will be treated (see paragraph 7.2.1.).

7.4.4.1.3. Asked to summarize what they have seen or found. Depending on the testimony, it
may be helpful to review the “memory jogging” questions provided at Attachment 5.

7.4.4.2. Upon completion of a return call telephone interview, the interviewer:

7.4.4.2.1. Adds the witness’ identifying information to the list of witnesses maintained for
subsequent investigations.

7.4.4.2.2. Lists the date and time of the interview and summarizes any information elicited
from it.

7.4.4.2.3. Certifies that the witness was advised of the intended use of their testimony [AW
AFI191-204.

7.4.4.2.4. Advises the board president if a follow-up interview may be warranted.

7.4.5. Organizing Initial Witness Information. ISBs need to assemble the massive amount of data
regarding witnesses, their statements, and their potential usefulness to the permanent board in a
readily accessible form. This ensures witnesses and the information they possess is not lost. Figure
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7.1. and Figure 7.2. provide examples of how this information can be captured for ready reference by
the follow-on investigators.

7.5. Organizing the Interview Process:

7.5.1. Interviewing is one of the most time and labor-intensive aspects of an investigation. It must be
managed efficiently to minimize its impact on other parts of the investigative effort, but must also be
as broad an effort as necessary to ensure all relevant information is gathered. Keeping these two prior-
ities properly balanced requires a systematic process, matching the best interviewers with the best wit-
nesses, then scheduling interviews as soon as possible in a setting conducive to the witness’ comfort.

7.5.2. In most cases, ISBs should concentrate on general information gathering, especially in locating
potentially useful witnesses, and pave the way for the SIB to conduct in-depth interviews.

7.5.3. Some witnesses may not be comfortable being interviewed by uniformed SIB members due to
the emotional load of their experience. The most common example is surviving family members of
the deceased. These interviews are more appropriately conducted in civilian attire.

7.6. Formal Interviews:

7.6.1. The presence of multiple interviewers arrayed in front of a single witness can be both intimidat-
ing and chilling. Nevertheless, it is sometimes warranted, particularly when human error has been
identified as a significant factor in the mishap. A formal interview session with the appropriate mem-
bers of the SIB facilitates in-depth questions of the major participants. Normally, a maximum of two
interviewers is sufficient.

7.6.2. The ideal time for formal sessions seems to occur after the SIB has been on the job for about a
week and most of the dust has settled over what did and did not happen. By this time the board mem-
bers should have a good grounding in the basic circumstances surrounding the mishap, and are proba-
bly prepared to ask useful questions. All primary SIB members and particularly those conducting
interviews should have reviewed any interviews carried out by the ISB and any written witness state-
ments before the SIB begins its own round of interviews. This will ensure that items missed are cov-
ered and should help cut down on repetition.

7.6.3. If necessary, interview key witnesses during formal SIB proceedings to clarify or amplify their
stated observations in light of evidence gathered after they made their statements. Give them a copy of
their original statements to examine. Do not attempt to change their opinions, but point out inconsis-
tencies, and invite explanation or clarification. It generally serves no purpose to confront witnesses
with evidence unknown to them. The SIB should endeavor to establish the certainty of observations in
the witnesses' minds and evaluate their merit later in closed meeting deliberations.

7.6.4. Formal sessions should not normally be used if the objective is simply to gather some addi-
tional factual information from a particular witness. There’s nothing wrong with asking such wit-
nesses to make an additional statement on specific issues, nor is there anything wrong with one SIB
member interviewing him or her informally and making a statement on the substance of the conver-
sation.

7.7. Post-Interview Analysis:

7.7.1. The gathering of testimony evidence comprises about 50 percent of the witness investigation.
The remaining 50 percent rely on the ability of the investigators to apply technical knowledge to the
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observations of lay witnesses and to emerge with possible contributing and causal factors. Analysis of
witness statements, as opposed to accepting them at face value, is required to:

7.7.1.1. Assess witness quality.

7.7.1.2. Assess witness reliability.

7.7.1.3. Evaluate witness credibility.

7.7.1.4. Reconcile conflicting or multiple versions of the sequence of events.

7.7.2. Quality. The human mind does not work like a camera. Recall is never 100 percent (less than
100 percent of the information is stored in memory in the first place) and, because of selective atten-
tion, different people see different things. There is thus a twofold problem. What affects the informa-
tion going into eyewitnesses' memory, and what affects the process of trying to find out what they
remembered? Several factors affect witnesses' abilities to get a clear picture of what happened:

7.7.2.1. Environmental factors (ambient light, time of day, rain or shine, etc.).

7.7.2.2. Recognition/understanding of what they’re seeing; this may be based on their aviation
knowledge and experience.

7.7.2.3. Expectancy. If an aircraft is in trouble, witnesses expect to see smoke and or fire and even
if there is none, the brain fills in the gap and they will remember seeing it. This same is true for
hearing explosions.

7.7.2.4. Stress or trauma experienced (more stress equates to less clear memory).
7.7.2.5. Personal significance (more personal involvement equates to better memory).
7.7.2.6. Length of observation.

7.7.2.7. Time elapsed since observation.

7.7.2.8. Physical condition of the witness (age, health, fatigue state, use of alcohol, etc.).

7.7.2.9. Attitude toward the Air Force; negative attitudes taint recall, while positive attitudes may
result in “filling-in” in an effort to be helpful.

7.7.2.10. Pride (if quality of observation is believed to be suspect, recall may be selective).

7.7.3. Reliability. Various other factors also tend to influence witness observations. It is advisable for
the interviewer to have some knowledge of these factors to better understand why witnesses report as
they do, as well as to ascertain the reliability and validity of the information:

7.7.3.1. Intelligence -- intelligence is not as much a factor in observing as it is in the area of ability
to recall and in the organization of thoughts. The less intelligent witness tends to have difficulty in
recalling specific detail simply because it wasn't of interest. This witness may also have difficulty
in organizing thoughts and presenting observations in a coherent manner.

7.7.3.2. Emotion -- emotion tends to produce decided distortion and exaggeration, especially in
the verbal description of an occurrence. The degree of accuracy depends partly on the observer's
mental state at the time and partly on the complexity of the situation.

7.7.3.3. Repetition -- witnesses who have spoken to many people about their observation or expe-
rience frequently begin to exaggerate or “fill in gaps” with each retelling.
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7.7.3.4. Transposition -- some witnesses may report all facts accurately, but place them out of
sequence with the actual occurrence. Be aware of this possibility, and attempt to verify the
sequence of events independently.

7.7.3.5. Omission -- this is common in witness statements, frequently because the witness does
not consider certain information important. Omissions concerning details of an observation are
most common when a witness is asked to prepare a statement of observation without the benefit of
reminders in specific areas, such as speed, engine sound, vehicles involved, weather, etc.

7.7.3.6. Repression -- in the factors affecting witness quality mentioned above, it was noted that
memory is enhanced by personal involvement, but degraded by stress or trauma. Participants in a
mishap sequence who sustain a frightening or traumatic experience often have difficulty recalling
even the most vivid events, despite their personal presence. This may be a result of the natural ten-
dency of the mind to dispel or push unpleasant thoughts back into the subconscious as a protection
from uncomfortable and upsetting memories.

7.7.3.7. Media coverage - information presented via the media may taint interviewee’s percep-
tions. It may also increase desire to be part of a “high profile” event.

7.7.4. Credibility. Bear in mind that witness testimony is sensitive to how it is interpreted; a witness’
ambiguous answers may be interpreted by investigators in accordance with the investigators’ own
beliefs, opinions, or preconceptions. Be sure to differentiate between what the witnesses say and how
you interpret their testimony. Certain aspects of human nature come into play when a person wit-
nesses, or is part of, a dramatic event:

7.7.4.1. Witnesses rarely observe all of an occurrence, and even if they do, the tendency is to
report those events that were most vivid.

7.7.4.2. Witnesses, when questioned in detail, become aware of gaps in their observations and, in
hope of saving face, apply logic, answer in generalities, and add to their statements to make their
observations seem more plausible.

7.7.4.3. Witnesses who offer very specific information about altitude, airspeeds, or maneuvers
must be viewed with caution, since even eyewitnesses with aeronautical experience have diffi-
culty with these estimates.

7.7.5. Reconciliation and Corroboration. Multiple, mutually corroborating witnesses greatly aid in
resolving ambiguities. When witness statements are numerous, complex, or contradictory, they can be
more objectively examined by preparing a matrix, with witnesses listed on one axis, and information
provided on the other. Associating multiple witnesses with the information they have provided allows
a check on their credibility against others that provided similar (or conflicting) information. This
method has the added virtue of allowing investigators to examine the frequency with which a given
item of testimony recurs (configuration, location, etc.).

7.8. Verbatim Testimony:

7.8.1. Verbatim testimony -- testimony appearing in the report as a transcript of questions and
answers -- is most useful when taken in a formal interview from a direct participant in the mishap
sequence. However, it should be used judiciously. It's much easier to conduct an interview than it is to
transcribe the results; as a rule-of-thumb, expect your admin staff to need 7 hours worth of transcrib-
ing and typing for each hour of testimony. This is a “best case” estimate, assuming the transcriber
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understands the technical jargon used, and includes review by SIB members and corrections. Reviews
must be made while listening to the audiotape or watching the videotape of the interview. Experience
shows that three reviews by different SIB members are usually required before the final product is
accurate. If the transcriber does not know the jargon, there will be more mistakes and the time can eas-
ily increase to 12 hours of work for each hour of interview. It is extremely important to keep inter-
views on line and avoid needless repetition. Another way to reduce the hours spent making
corrections is to ensure that the person who conducted the interview also perform the first review of
the transcript.

7.8.2. Verbatim testimony that simply repeats information provided in a written statement generally
adds little to a report. However, if verbatim testimony is considered necessary to expand upon or fur-
ther explain some aspect of written testimony, it should be kept focused. For an effective session, the
interviewer should read the previous statements and develop specific questions. If that’s not possible,
an interview, particularly with verbatim testimony, is probably premature.

7.8.3. Verbatim testimony is subject to two common transcription problems:

7.8.3.1. Inadequate identification of questioners and interviewees -- the average typed transcrip-
tion lists the witness name when first introduced and nothing but a bunch of "Qs" and "As" after-
wards. When the transcripts are reproduced, they’re easily mixed up and hard to restore to the
correct order. Have the typist use last names or acronyms for the person’s title, i.e. IO for investi-
gating officer, MP for mishap pilot, etc. The AFSC representative will provide guidance as to
usual abbreviations and acronyms used for mishap reports and messages.

7.8.3.2. Garbles in transcription -- typically, these have resulted from transcribing typists being
unfamiliar with the terminology used during the interview; more recently, many have been the
result of “autocorrection” and spell-checking associated with word processing programs. Read
transcripts carefully and correct all such problems before going to press with the formal report. If
a statement is truly garbled write <<garbled>> in the text.

7.9. Typical Problems Associated with Witness Testimony:

7.9.1. "The witness didn't sign the statement and has left town." As far as the safety investigation is
concerned, a witness’ signature doesn't contribute anything and is not necessary.

7.9.2. "The witness wrote out the statement before being advised of the purpose of the investigation
or how their testimony will be used." Advise the witness after the fact; this also provides an opportu-
nity to ask if he or she has anything to add to their initial statement.

7.9.3. "The witness wrote the statement on plain paper instead of the approved witness form and left
town." When arguing in court against releasing witness statements, it is helpful to have had them sign
on the form specified in AFI 91-204, Figure A3.2. However, this is not always practical, particularly
in the case of a transient civilian witness, and the law recognizes this. As long as the report as a whole
demonstrates a consistent effort to conform to the policy of advising witnesses on non-release of their
statements, the occasional exception isn't a hindrance.

7.9.4. "The witness wants to give the same statement to the AIB." The witness can tell anyone any-
thing; however, the SIB does not release the witness statement. Do not give the witness a copy of their
statement for this purpose, either; they’ll just have to tell the same story twice.



AFPAMY1-211 23 JULY 2001 69

7.9.5. "There are 100 witnesses, and they all say the same thing." Select a representative statement,
and use it. Keep a list of the names of all witnesses to give to the AIB. They make their own decisions
on who to talk to and which statements to use.

7.9.6. "The witness made a statement to an investigator, but we were unable to get it taped, copied
verbatim, or in writing." Have the investigator who interviewed the witness prepare a statement on
what was said, but indicate it is not verbatim.

7.9.7. Where does non-privileged witness testimony get placed in the formal report? Because it is
non-privileged, this type of testimony does not belong in Part Two, so it is placed in Part One, Tab R:
Releasable Witness Testimony. If the testimony does not provide any insight into the mishap, don’t
include it in the report, but pass it on to the AIB under separate cover.



Figure 7.1. Witness Management Log for a Series of Written Statements(Example).

0L

MISHAP PARTICIPANT/WITNESS MANAGEMENT LOG (NON-PRIVILEGED)

1. I, (Name of Witness as filled in the table below) have been advised by (Name of Investigator) of the following:

a. This investigation is being conducted under the provisions of AFI 91-204 solely for the purpose of mishap prevention within the United States Air Force and to
determine all factors relating to the mishap in order to prevent recurrence. [ understand that [ am a witness in a mishap investigation and | acknowledge that a promise of
confidentiality has not been extended to me or my written statement.

b. This witness statement may be released to the public pursuant to a Freedom of Information Act request.

c. The chain of command will review the final mishap report.

Name (Last, First, Ml) Address Phone (Duty or Date First CM OP OB Other | Statement Taped Test. Summary
(Organizational or Home) Home) Interviewed

Key:

“CM” = crewmembers

“OP” = other personnel listed as “directly involved” on AF Form 711

“OB” = observer/bystander

“OTHER?” = self-explanatory. May include media, expert witnesses, uninvolved air traffic controllers, etc.
Statement = Written statement provided

Taped Test. = Testimony was taped

Summary = Interviewer has taken notes and summarized verbal testimony.

100T A'IAL €T TIT-I6INVdAY
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Figure 7.2. Witness List for AFI 51-503 Investigators (Example).

WITNESS LOG FOR AFI 51-503 ACCIDENT INVESTIGATORS

Address Phone (Duty
Name (Last, First, MI) (Organizational or or Comments
Home) Home})
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Chapter 8
PREPARING MESSAGES AND FORMAL SAFETY INVESTIGATION REPORTS
Section 84—Message Reports

8.1. Introduction. The purpose of an investigation is to prevent future similar mishaps. The SIB works
long and hard to discover causes and make recommendations. The only way mishaps can result in correc-
tive action is through the written records of the investigation--the messages and formal report. Conse-
quently, the quality of these items is of major concern.

8.2. The Message is the Medium. Most of the Air Force relies on messages to tell them why a mishap
happened and what is being done to prevent recurrence. Therefore, it is in the best interests of the ISB and
SIB to generate a complete and accurate picture through message traffic for two principle reasons:

8.2.1. Everyone wants (and usually needs) the information you have. If you write sketchy or uninfor-
mative messages, you will be constantly barraged with requests for amplification, clarification, or
updates; this makes it difficult to concentrate on investigating.

8.2.2. Everyone equates the effectiveness of a SIB with the quality of its message traffic. If the SIB
sends clear, concise, and sound messages, it presents a picture of efficiency and quality. Conversely,
messages that are opaque or uncommunicative suggest a board in disarray, or one “with something to
hide.”

8.3. Types of Messages Typically Associated with Safety Investigations:

8.3.1. Operational Report (OPREP)-3. This is the responsibility of the command and control system,
but can present some pitfalls for the unwary. Check with the command post for a copy. Ensure OPREP
3 reports do not contain privileged information if assisting in preparation

8.3.2. Preliminary Report (8-hour). This is a fully releasable message report that’s the first one that
usually goes out through safety channels, and the ISB usually sends it out even before SIB members
are notified. Get a copy of this message and review it. Correct any errors of fact in subsequent status
reports (see below). In some cases, inappropriate or privileged material is inadvertently included in
preliminary messages. In these instances, it is best to issue a corrected version, rescinding the original
and directing its destruction.

8.3.3. Status Report. There are three types of status reports:
8.3.3.1. Delete

8.3.3.2. A status report must be sent at the 10-day point of the investigation to relay new status of
the mishap investigation and any new information discovered since the preliminary report. See
AFI 91-204, paragraph 6.2.3.

8.3.3.3. Other status reports may be issued to update the chain of command and other operators of
the involved weapon system, as required. Status reports may be sent at any time to update infor-
mation prior to the final report when awaiting results from Deficiency Reports (DR), Toxicologi-
cal (TOX) testing, etc. Findings, causes and recommendations may be made in status reports if the
investigator believes enough information is available to reach a conclusion when a delay is antici-
pated in receiving DR or TOX testing results.
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8.3.4. Final Report. This is the single most important message the SIB produces. It is, in effect, an
executive summary of the formal report in message form, and represents the permanent SIB’s conclu-
sions, findings, and recommendations. For most of the Air Force, the final report message is the report
that will receive the widest dissemination, so it must stand on its own content. The final report mes-
sage will not be released until after the briefing to the convening authority. Pre-release review of a
final report should address the following areas:

8.3.4.1. Adequacy of Content. Did the SIB include sufficient data from the investigation and anal-
yses to support the conclusions?

8.3.4.2. Findings. Do they represent the conclusions of the SIB? Are they consistent with the find-
ings presented in the message? Are they presented chronologically, with logical transitions, and
include both the launch of the mishap sortie and the final disposition of both the aircraft and its
occupants? Are the findings supported in the narrative portion of the report?

8.3.4.3. Causes. Do findings identified as “cause” start or sustain the sequence, or do they
describe an expected consequence of the previous cause?

8.3.4.4. Recommendations. Are they relevant to the mishap? Do they address identified deficien-
cies? Are they specific, feasible, and cost effective? Are the action agencies appropriate?

Section 8B—The Formal Safety Report

8.4. Philosophy. Safety investigations take a lot of time and effort on the part of many individuals. This
effort is wasted if the formal report is inadequate due to mismanagement, incomplete documentation, poor
presentation, or poorly expressed analysis. In addition, formal report production is a burdensome task, but
one that can be made much easier if the permanent board immediately establishes strict habits of docu-
ment handling.

8.5. Organizing for Reporting. The Form 711 A shows the expected contents and general layout of the
formal report. In addition to offering a ready-made organizational system for board members to file infor-
mation as it is collected, the tab structure itself represents an excellent means of dividing the labor associ-
ated with formal report preparation. See paragraphs 8.6.3. and 8.6.4. as well as Figure 8.4. for assigning
OPRs to specific tabs. The Air Force Safety Center website (http://afsafety.af.mil/SEF/
SEFF_SIB.shtml) has example formats for each Tab in the formal report.

8.5.1. Systematic Filing of Documentary and Testimonial Evidence. One of the first actions the
recorder takes is to establish a file system for the board. File folders, especially accordion-style fold-
ers, are an excellent organizational aid for individual and aircraft records. Set up a file system that
everyone understands and can readily use. Start a new folder as evidence comes in which needs to be
filed. Ensure that a master index is on the front of the filing cabinet with two columns. The first col-
umn will be the file number, the second will state the content of the folders. In the first couple of days
of the SIB, consider setting up the following:

8.5.1.1. At least one folder per formal report tab.
8.5.1.2. At least one folder for each participant in the mishap.
8.5.1.3. At least one folder for each witness’ transcribed testimony.

8.5.1.4. At least one folder for each member of the board.


http://afsafety.af.mil/SEF/SEFF_SIB.shtml
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8.5.1.5. At least one full file drawer for each board member (two for the investigating officer and
medical member).

8.5.1.6. At least one freestanding cabinet with shelves (if physical evidence is to be stored in the
workcenter).

NOTE: If the workcenter itself cannot be fully secured at night for any reason, ensure all file and evi-
dence cabinets can be locked.

8.5.2. Incremental Preparation of the Formal Report. Most copies of the formal report will be made
electronically. SIBs creating electronic formal reports will use Microsoft Word and then convert them
to an Adobe Acrobat .pdf files. Ensure that each specific tab is a separate .pdf file, do not build the for-
mal report as one continuous .pdf file. Reports will be saved on CD-ROM media, preferably on a
“CD/R.” The CD must be labeled with aircraft type and tail number, date and class of mishap, report
copy number, the safety privilege statement and copy number of the CD . An example can be found at:
http://afsafety.af.mil/SEF/downloads/CD Example.doc. However, some MAJCOMs still request
“hard copies” of the formal report, aka “White Elephant.” Typical “hard copy” formal reports for
Class A flight mishaps take up one, and sometimes two 3-inch binders. Anywhere between 30 to 60
percent of a formal report’s actual contents may be collected within the first week after the mishap.
Looking at it another way, ISB members begin collecting information that will be needed for the for-
mal report the same day the mishap occurs. The SIB must start building the formal report virtually the
minute they arrive, unless they want to be faced with a virtually impossible task at the end of their
investigation. SIB presidents can minimize the headaches associated with report preparation up front
by following two simple management guidelines:

8.5.2.1. Assign responsibility for each tab to a specific individual the first day you’re on station.

8.5.2.2. Establish milestones for completion of specific tabs. It is helpful for everyone to see
progress toward completion of the investigation. A list of tabs and their status, posted prominently
in the workcenter, helps keep the entire board focused on their goal. Figure 8.4. shows one
method of depicting tab assignments and the time that should be budgeted for each, as well as
desired completion dates. Ensure that all SIB members review all Tabs for accuracy and consis-
tency prior to finalization. As tabs are completed mark the tab as “complete” on the chart. The
choice of specific management tools for organizing the information gathered through the investi-
gative process is entirely up to the SIB. The key point to remember is to establish a system imme-
diately so that the final product is uniform, accurate, and complete.

8.6. Assembling the Formal Report:
8.6.1. Format and Cover Page (Examples available at http://afsafety.af.mil/SEF/SEFF_SIB.shtml)

8.6.1.1. The Air Force standard for all written products is 8 1/2 by 11-inch format, typed on both
sides, with a 1.5-inch margin. Air Force formal safety reports are prepared in this size and bound
in three-ring binders of the appropriate size. For bulky two part reports, place Part I and Part II in
separate binders.

8.6.1.2. Use Times New Roman, 12 point, for text documents. Vary the font size as needed for the
711 Series Forms. Type/print on both sides of 8.5 by 11 inch paper.

8.6.1.3. Under Page Set-Up in Microsoft Word (for other word processing programs follow the
intent of these guidelines):
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8.6.1.3.1. Set Top and Bottom margins to one inch.

8.6.1.3.2. Select “Mirror Margins” and set “inside” to 1.0 inch, “outside” to 1.0 inch. Set “gut-
ter” to zero. (If you do not have a duplex printer, this will set the margins correctly for
front-back reproduction. If you have a duplex printer this is the same as setting the left margin
to 1.0 inch and deselecting “Mirror Margins™).

8.6.1.3.3. Set header margin to .5 inches and ensure the following appears on each page of the
report in the header block (Italicized and 10 pitch): “Aircraft Type, Aircraft Serial Number,
date (YYYYMMDD) and mishap control number” (e.g. F-15C, 85-0001,
19970516QKKA5084). Note that the local Wing Safety Office designates the mishap control
number and this number should be the same as that found on the 8-hour message. Type it in 10
point Times New Roman, italicized and center it.

8.6.1.3.4. Arrange the tabs in alphabetical order, with Tab A on top. Number all pages in order
within the tab. Center page numbers at the bottom of each page. Check all the page numbers
throughout the report to be sure there are no pages missing. Pages should be numbered consec-
utively through each tab. Example: Numbering should be J-1, J-2, J-3, etc. or U-1, U-2, U-3,
etc. NUMBERING should not be: U-1-2, U-1-3, U-2-1, or U.1.1, U.1.2, etc. DO NOT use J-1,
J-2,J-2b, J-2c, J-2d, etc. Number the page even if there is only one page in the Tab. If attach-
ments are used, the pages should be numbered concurrently from the previous page. External
reports, i.e. those from technical experts, contractors, laboratories, etc. may be numbered inde-
pendently with an acronym for the report in the number. For example, Tab J’s Engine Tear-
down Analysis would be numbered J — ESA — 1/4, with 4 being the total number of pages in
the report. The advantage of this type of numbering is that it permits the SIB to include the
reports received without having to wait until they are all in before completing the Tab; only the
index/title page must be updated. Give or e-mail anyone submitting a report the SIB’s format.
If possible, review an e-mailed electronic version for those agencies/individuals not at the SIB
and have them courier the final signed copy to the SIB. DON’T use Atch 1, Atch 2, Atch 3,
etc. When pages are not numbered, it is impossible to determine if there are pages missing or
if the report is dropped and the pages spill out reassembly is tedious. If the backs of pages are
not used, place the phrase “INTENTIONALLY LEFT BLANK” and number blank pages.

8.6.1.4. Use good quality D-ring type binders. These permit one half of the binder to lay flat and
are much more convenient for inserting and reviewing material than conventional binders.

8.6.1.5. Use binders with covers that allow insertion of pages into the front and spine if possible.
If these binders are unavailable, glue cover and spine labels directly onto each binder. Use the for-
mats at http://afsafety.af.mil/SEF/downloads/Cover.doc (cover) and http://afsafety.af.mil/
SEF/downloads/Spine.doc (spine) as guides to ensure all required information and caveats are
properly included.

8.6.1.6. Crests and pictures/artwork of an aircraft of the same mission design series (MDS) as the
mishap aircraft may be added to the front and/or spine covers at MAJCOM option. Any photo-
graphs used on the cover must be non-privileged and should not include people.

8.6.1.7. In addition to the standard warning required by AFI 91-204, include the following state-
ment: "Copying or releasing any portion of this document is prohibited without the express written
permission of the Air Force Chief of Safety." on the front and spine covers
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8.6.1.8. Marking Part I and Part II: Part I of a privileged or non-privileged formal report contains
factual information only and is fully releasable. Do not place markings on unclassified pages in
Part I of two part formal reports indicating special handling requirements, for example “For Offi-
cial Use Only.” Place a footer on each page in Part II of privileged safety reports containing the
following statement:

FOR OFFICIAL USE ONLY.

This contains privileged, limited-use safety information. Unauthorized use or disclosure can sub-
ject you to criminal prosecution, termination of employment, civil liability, or other adverse
actions. See AFI 91-204, Chapter 3 for restrictions. Destroy in accordance with AFMAN 37-123
when no longer needed for mishap prevention purposes.

8.6.2. Before Part 1 in the formal report.

8.6.2.1. Place a copy of the AF 711A, USAF Safety Report and Index, indicating which tabs are
included in the formal report. Place an "X" for each item in the columns "Not Applicable," "Appli-
cable Not Attached," or "Attached." AF 711A can be found at http://www.e-publishing.af.mil/
formfiles/af/af711a/af711a.xfd

8.6.2.1.1. Delete
8.6.2.1.2. Delete
8.6.2.1.3. Delete
8.6.2.1.4. Delete
8.6.2.1.5. Delete
8.6.2.2. Delete
8.6.2.2.1. Delete
8.6.2.2.2. Delete
8.6.2.2.3. Delete
8.6.3. Part I (Non-Privileged) Tabs:

8.6.3.1. Tab A. Distribution Memorandum and Safety Investigator Information.

8.6.3.1.1. Al. Distribution Memorandum. List all addressees receiving copies, extracts, or
attachments to the formal report. See AFMAN 91-223, Table A3.1 to determine distribution
routing of the formal report. Number and account for all copies of privileged reports by listing
each addressee, including office symbol and copy number (reference Figure 6.2). Include a
statement, signed by the SIB president, certifying that the copies listed are the only copies of
the SIB report produced. Current mailing addresses are located at: http://afsafety.af.mil/SEF/
downloads/Routing Aviation Formal Reports.xls

8.6.3.1.1.1. Be sure all agencies tasked for action in the recommendations, are listed to
receive a copy of the formal report.

8.6.3.1.1.2. Reports should be sent to the MAJCOMY/SE unless indicated different in the
AFMAN 91-223, Table A3.1. Reports should not be sent to MAJCOM/DO or Numbered


http://www.e-publishing.af.mil/formfiles/af/af711a/af711a.xfd
http://www.e-publishing.af.mil/formfiles/af/af711a/af711a.xfd
http://afsafety.af.mil/SEF/downloads/Routing_Aviation_Formal_Reports.xls
http://afsafety.af.mil/SEF/downloads/Routing_Aviation_Formal_Reports.xls

AFPAMY1-211 23 JULY 2001 77

AF/DO. The safety offices should receive the reports so privileged material can be prop-
erly controlled.

8.6.3.1.1.3. When the aircraft, facilities, materiel, or personnel of another US military ser-
vice are involved in an AF mishap that service Navy or Army an extra copy of the formal
report should be sent to HQ AFSC/JA for release to that agency

8.6.3.1.2. A2. Orders appointing SIB. Include one copy of the orders appointing the SIB or
SIO. The orders must contain the full name; rank/grade, SSAN, organization, assigned base,
and whether they are a primary or secondary for each appointed person. Do not include admin-
istrative specialist or SIB observers on SIB orders.

8.6.3.1.3. A3. Contact Information for SIB members and advisors. Include DSN and Com-
mercial Telephone numbers and email addresses for all SIB members and advisors. Contact
information should be “permanent” rather than TDY contact information. This is to ensure
SIB members and advisors are available during the follow-up process should any questions
arise.

8.6.3.1.4. A4. SIB presidents/SIOs will ensure that everyone working on their team is briefed
on the restriction that all information, privileged or not, collected by safety investigators, is not
released outside safety channels except in accordance with this instruction or upon approval of
the convening authority. The SIB president/SIO is the final point of release for all information
(including electronic/digital media, photographs, etc.) from the safety investigation. Every
member of a safety investigation team that produces a formal report will sign the memoran-
dum at 91-204, Figure 5.2. acknowledging the guidance and restrictions placed on information
gathered during a safety investigation. The memorandum will be filed in Tab A of the formal
report.

8.6.3.1.5. (Added) - The Recorder and Investigating Officer accomplishes this tab
8.6.3.2. Tab B. USAF Mishap Report, AF 711B.

8.6.3.2.1. (Added) The Air Force is required to disclose this form under the Freedom of Infor-
mation Act unless it contains classified information. It contains a factual summary of the mis-
hap, which must not use privileged sources (witness statements, technical evaluations by
contractors, etc.) or any part of the SIB’s investigation, analysis, conclusions, findings, and
recommendations.

8.6.3.2.1.1. (Added) Item 4: Place of Occurrence. Give the location of the mishap and not
where trouble first developed. Give distance NM or SM and direction. Also give latitude
and longitude.

8.6.3.2.1.2. (Added) Item 9: Location where SIB is performing the investigation.

8.6.3.2.1.3. (Added) Item 10: List of Personnel Directly Involved. List the information for
each military person or civilian employee in the Federal Service involved in the mishap.
Include all persons injured on the ground also.

8.6.3.2.1.4. (Added) USAF Mishap Report, AF 711B.can be found electronically at http:/
/www.e-publishing.af.mil/formfiles/af/af711b/af711b.xfd

8.6.3.2.1.5. (Added) The Investigating Officer accomplishes this tab.
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8.6.3.3. Tab C. Preliminary Message Report. Place the fully releasable preliminary message
report.

8.6.3.3.1. (Added) The Investigating Officer accomplishes this tab.
8.6.3.4. Tab D. Maintenance Report, Records, and Data.

8.6.3.4.1. (Added) D1. Use AF 711C, Adircraft Maintenance and Materiel Report for Class A,
B and C Aircraft and UAV mishaps if a formal report is prepared. Use one form for each air-

craft or UAV involved. The form can be found at http://www.e-publishing.af.mil/formfiles/
af/af711c/af711c.xfd

8.6.3.4.2. (Added) D2. Aircraft AFTO Form 781s. If they add to the report, include copies of
the AFTO Form 781K, Aerospace Vehicle Inspection, Engine Data, Calendar Inspection, and
Delayed Discrepancy Document, and any other AFTO 781 series form or provide a summary
of the information contained in them. 781 data is also archived in the Consolidated Aircraft
Maintenance System or GO81. Ensure this data is reviewed as well as existing 781 series
forms. Include copies of the following if they add to the report:

8.6.3.4.2.1. (Added) AFORMS Aircrew/Mission Flight Data Document.
8.6.3.4.2.2. (Added) AFTO 781A, Maintenance Discrepancy and Work Document.

8.6.3.4.2.3. (Added) AFTO Form 781H, Aerospace Vehicle Flight Status and Mainte-
nance Document.

8.6.3.4.3. (Added) D3. Additional aircraft maintenance records that add to the report.

8.6.3.4.4. (Added) D4. Maintenance records from other involved equipment. Include records
from equipment such as AGE, Fuel servicing equipment, etc.

8.6.3.4.5. (Added) The Maintenance Member accomplishes this tab.
8.6.3.5. Tab F Weather and Environmental Records and Data.

8.6.3.5.1. (Added) F1. Weather briefings provided to flight crews. Include a copy of the actual
flight crew weather briefing if available.

8.6.3.5.2. (Added) F2. Actual weather observations and conditions for the event. Include
weather radar data, Automated Terminal Information System (ATIS), and other appropriate
weather data if available.

8.6.3.5.3. (Added) The Pilot Member accomplishes this tab
8.6.3.6. Tab G. Personnel Records.

8.6.3.6.1. (Added) Gl1. Flight Records. Include a copy of the flight record pages (Individual
Flight Data and Flying History Report) showing the most recent flight time in all aircraft qual-
ified as well as the grand total time. Do not include the mishap flight time. The record should
be closed out as of the mishap date. Include a recap of sorties and hours flown in the last 30,
60, and 90 days. Add an additional breakout by “Flight Time Categories” (primary/secondary/
instructor/etc) and “Flight Condition Time” (night/instrument/night vision goggle/etc) if it
adds to the report. Use the “Flight Time Categories” and “Flight Condition Time” as defined
in AFI 11-401, Aviation Management.
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8.6.3.6.2. (Added) G2. Flight evaluation and training records. Include a copy of the Record of
Evaluation from the flight evaluation folder. Also include a summary of pertinent training
records if flight crewmembers are students, or recently upgraded in their crew position, or it
adds to the report.

8.6.3.6.3. (Added) G3. Maintenance training records if maintenance is a factor in the mishap.

8.6.3.6.4. (Added) G4. Other personnel evaluation and training records. Include these if they
add to the report. Examples include records from personnel in career fields such as Air Traffic
Control or Crash-Fire-Rescue.

8.6.3.6.5. (Added) The Pilot Member and Maintenance Member accomplish this tab
3.7. Tab H. Egress, Impact, and Crashworthiness Analysis.

8.6.3.7.1. (Added) H1. Egress Analysis. Include written analysis of an egress systems special-
ist if aircrew egress was attempted/completed or if the SIB determines analysis is needed to
determine if egress was attempted.

8.6.3.7.2. (Added) H2. Impact Analysis. Include technical specialist analysis of impact/
wreckage and or burn patterns at the crash site if applicable.

8.6.3.7.3. (Added) H3. Airframe Crashworthiness Analysis. Include if the investigation war-
rants this type of analysis.

8.6.3.7.4. (Added) The Life Support Member accomplishes this tab

8.6.3.8. Tab I. Deficiency Reports. Include all DRs submitted in conjunction with the mishap
investigation. Include a copy of the submitted DR report containing the following information:
Report Control Number (RCN), Cognizant Official, name of part (nomenclature), and part num-

ber.

8.6.3.8.1. The Maintenance Member accomplishes this tab
8.6.3.8.2. Delete
8.6.3.8.3. Delete
8.6.3.8.4. Delete
8.6.3.8.5. Delete
8.6.3.8.6. Delete

8.6.3.9. Tab J. Releasable Technical Reports and Engineering Evaluations. If DoD personnel pro-
vided written reports or on-scene evaluations, include them in this tab. Do not provide a promise
of confidentiality to DoD personnel. AFI 91-204, Figure 5.1 provides a format for these reports.

Fac

tual reports or information provided by a contractor or Joint ALC without a promise of confi-

dentiality are placed in this tab. Any analysis referring to privileged information (e.g., witness tes-
timony, board conclusions, etc.) should be included in an addendum and placed in Tab W.

8.6.3.9.1. (Added) These reports should determine what parts are bent, broken, or burned;
whether it happened before, during, or after the mishap; and how, etc. These reports will not
state that certain systems or parts, “did or did not cause the mishap.” The SIB will determine
what caused the mishap, and that will appear in Tab T.
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8.6.3.9.1.1. (Added) If a DOD agency or employee (military or DOD civilian) or a con-
tractor who did not build, design, or maintain the equipment completed a TDR or an engi-
neering evaluation, include it here. On-scene evaluations of wreckage or components
performed by DOD personnel (such as AFMC and HQ AFSC) are included at this tab.
TDRs that are not finished in time and are to be included in the report shall be annotated on
AF Form 711A (Index) form appropriately to indicate their absence. NOTE: When the SIB
requests analysis at the ALC or contractor facility, provide disposition instructions for the
component after completion of analysis. Normally, the component should be returned and
placed with the rest of the wreckage. Use the following guidelines:

8.6.3.9.1.2. (Added) Some technicians from the ALC will write, “The purpose of this
investigation is to determine the cause of the mishap.” That’s incorrect. ALCs purpose is
to determine what parts are bent, broken, or burned; whether it happened before, during, or
after the mishap; and how, etc. The mishap investigation board will determine what caused
the mishap, and that will not appear in Part I.

8.6.3.9.1.3. (Added) Some technicians will say, “We were asked by the SIB president or
investigation officer to determine if ...” This reveals deliberative process and is privileged.

8.6.3.9.1.4. (Added) Often in the first paragraph the writer gives a brief description of the
mishap and includes comments he has heard from board members and/or the mishap crew.
Witness statements or reference to witness statements should not appear in Part 1.

8.6.3.9.1.5. (Added) Flag-words like “CAUSE” sometimes appear, often in the last para-
graph under conclusions. The technician should not speculate on the cause of the mishap.
Within his area of expertise, he can speculate as to the cause of a part or component being
bent, broken, or burned. But the technician must not make statements that certain systems
or parts, “did or did not cause the mishap.” Technician comments regarding the cause of
the mishap should be prepared on a separate paper and given to the mishap board. If the
comments are valid, they will appear in Part II.

8.6.3.9.2. (Added) The Investigating Officer and Maintenance Member accomplish this tab.
8.6.3.10. Tab K. Mission Records and Data.

8.6.3.10.1. (Added) K1. Flight Plan and Flight Orders. DD Form 175, Military Flight Plan, or
authorized substitute flight plan forms. Include flight orders of the pilot or crew if prepared.
Include a passenger manifest if the mishap aircraft was carrying passengers during the mishap
flight. If there was no manifest, provide a list giving the complete name, and grade, of all crew
and passengers.

8.6.3.10.2. (Added) K2. Aircraft Weight and Balance. Include DD Form 365-4, Weight and
Balance Clearance Form F-Transport/Tactical. Include a copy of the weight and balance
computations on file for the flight involved. If the SIB prepares a separate weight and balance
form using available data to determine weight and CG at the time the mishap occurred, do not
include it here; instead, place it in Tab V of the report.

8.6.3.10.3. (Added) The Pilot Member accomplishes this tab
8.6.3.11. Tab L. Data from On-Board Recorders.
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8.6.3.11.1. (Added) L1. Crash Survivable Flight Data Recorder (CSFDR) Data. Printouts of
important data should be included. Do not printout the entire data run from the CSFDR.
Include this as a file in electronic formal reports or on electronic media (floppy disk or CD
ROM) for hard-copy formal reports.

8.6.3.11.2. (Added) L2. Seat Data Recorder Data. Printouts of seat data recorder should be
included if available.

8.6.3.11.3. (Added) L3. Video Tape Recorder (VTR) Recordings. Some aircraft have VTRs
that record flight displays and voice communications. If available, these should be included as
digital video files, preferably in a common format such as .MPEG. A Privacy Act Warning
Statement will accompany all recordings of voice communications. SIBs will ensure they take
steps to apply appropriate declassification procedures.

8.6.3.11.4. (Added) The Maintenance Member accomplishes this tab
8.6.3.12. Tab M. Data from Ground Radar and Other Sources.

8.6.3.12.1. (Added) M1. Air Traffic Control Radar data and plots. Printout ATC plots and
include them if available and applicable to the mishap.

8.6.3.12.2. (Added) M2. Military Ground Radar, AWACS and Telemetry Data (e.g. NACTS,
ACMI etc.). This data can be an invaluable aid to the investigator if available. Save as MPEG
or similar files for the report. As a reminder, if this data is altered or overlaid with other com-
munications such as a separate voice recording, it will be considered analysis and is privi-
leged. Additionally, ensure the classification level of this data is appropriately marked for the
report you are accomplishing. Apply appropriate declassification procedures. Coordinate with
HQ AFSC/SEFE and 84" Radar Evaluation Squadron (RADES) at Hill AFB for availability
of radar data to aid the investigation.

8.6.3.12.3. (Added) The Pilot Member accomplishes this tab

8.6.3.13. Tab N. Transcripts of Voice Communications. These are written transcripts of recorded
“Air-to-Ground” or “Aircraft-to-Aircraft” as well as any other voice communications that may aid
the investigator. Begin the transcript as early in the mishap sequence as is practical and end the
transcript when all damage and injury has occurred. Long term rescue/SAR transmissions need
not be included. Because these transcripts are factual data, they often provide a basis for informa-
tion in the factual summary of circumstances. Do not include actual recordings in Tab N.

8.6.3.13.1. (Added) N1. Cockpit Voice Recording Transcripts. Transcripts of recordings typ-
ically from Cockpit Voice Recorders

8.6.3.13.2. (Added) N2. Air Traffic Control Transcripts. ATC radio transmissions are
recorded by control position and frequency. To facilitate expeditious preparation of tran-
scripts, safety investigators should request transcripts according to which aircraft transmis-
sions, control positions or specific frequencies are required. See AFI 13-204, Functional
Management of Airfield Operations, Chapter 4, for details on obtaining ATC recordings.

8.6.3.13.3. (Added) N3. Command and Control Transcripts. Transcripts of tapes from Com-
mand Posts and other Command and Control agencies that may aid the investigation.

8.6.3.13.4. (Added) N4. Other available transcripts (e.g., Crash-net, Police etc.).
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8.6.3.13.5. (Added) The Investigating Officer accomplishes this tab.

8.6.3.14. . Tab O. Any Additional Substantiating Data and Reports. This is supporting data not
otherwise defined. It can include local operating instructions (OI), directives, approach and land-
ing charts, and other forms. If the SIB cites a brief document (such as a three-page local OI), place
it within this Tab. Do not mark, highlight, or extract a particular page to show the SIB's exact area
of interest. (Highlighted pages are placed in Tab V of the Formal Report.) For lengthy documents,
it is sufficient to show a listing of documents or records reviewed by the SIB and their effective
dates.

8.6.3.14.1. (Added) Include any TCTOs or TOs in this Tab. However, if the publication is
protected under the Arms Export Control Act (Title 22, U.S.C.Sec.2751 et seq.) or the Export
Administration Act of 1979, as amended (Title 50, U.S.C., App. 2401 et seq.) then contact the
OPR to ascertain whether the material can be publicly released (i.e. Part 1). If not publicly
releasable and still required for the report place the information in Tab V as required. Regard-
less, the publication may be released to the AIB. If a TO is not subject to the Arms Export
Control Act or the Export Administration Act of 1979 or clearance is received from the release
authority, include the clearance letter or determination of inapplicability with the TO pages in
the Part I. See AFMAN 91-223, paragraph 5.6.5, for additional guidance.

8.6.3.14.2. (Added) All members of the SIB contribute to this tab, the Investigating Officer
compiles.

8.6.3.15. Tab P. Damage Summaries.

8.6.3.15.1. (Added) P1. Certificate of Damage. This lists the total damage to all government
property, materiel, and equipment. See AFI 91-204, paragraph 1.9. for damage cost guidelines.
Provide a detailed statement that includes acquisition, replacement or repair costs (as applica-
ble) for all property, material or equipment damaged. Include nomenclature and national stock
number (NSN) if available. Do not include injury cost in the Certificate of Damage. See
AFMAN 91-223, Table 6.2, for an example.

8.6.3.15.1.1. (Added) Determining destroyed aircraft/UAV cost. Aircraft/UAV will be
considered destroyed when the man-hours required to repair the aircraft/UAV exceed the
maximum stated in the "major repair man-hours" column of TO 1-1-638, Repair and Dis-
posal of Aerospace Vehicles. If the aircraft/UAV is destroyed, obtain flyaway cost from
AFI1 65-503, US Air Force Cost and Planning Factors, Table A10-1, Unit Flyaway Costs.
Table A10-1 is available at: http://www.e-publishing.af.mil/pubfiles/af/65/afi65-503/
afi65-503.pdf, Table A10-1 (utilize hyperlink). Get the unit flyaway cost and contact the
SM to get the cost of all modifications done to the aircraft/UAV up to the mishap date. For
aircraft and UAVs not listed, contact the appropriate SM for cost information.

8.6.3.15.1.2. (Added) A damaged aircraft/UAV not repaired is not automatically a
"destroyed" aircraft/UAV. The decision not to return a damaged aircraft/UAV to service is
independent of the mishap class. When the aircraft/UAV will not be returned to service,
classify the mishap damage according to the total estimated repair cost as if it had been
returned to service. In this case, calculate repair cost AW AFI 91-204 paragraphs 1.9.1.1.
and 1.9.1.2. The SIB must submit detailed repair cost estimates through MAJCOM chan-
nels to HQ AFSC/SEEF for validation if an aircraft/UAV will not be returned to service but
is not considered destroyed.
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8.6.3.15.1.3. (Added) Do not include in-direct cost related to the mishap such as the TDY
costs of the SIB, costs of recovery of the mishap aircraft to a site where the mishap inves-
tigation is conducted, costs of ISB members and mishap site support personnel, etc in the
Certificate

8.6.3.15.2. (Added) P2. Statement of Damage to Private Property. Omit if no private property
was damaged in the mishap. If private property is damaged, the SIB will draft a statement indi-
cating the type of property damage involved (e.g. 20' x 30' x 15' deep crater in NW corner of
property, 5 acres of barley destroyed, etc.) The statement will not contain damage cost esti-
mates, but only describe the damage incurred. Additionally do not state the cause of the prop-
erty damage (e.g. 5 acres of barley destroyed by post impact fire). Statement should be no
more than a brief description of the type and extent of damage to civilian personnel and prop-
erty.

8.6.3.15.3. (Added) The maintenance member accomplishes this tab.

8.6.3.16. Tab Q. AIB Transfer Documents. Include a memorandum from the SIB President to the
AIB President regarding the location and disposition of all involved evidence, wreckage, and
components involved in the mishap sequence. This includes items sent to an Air Logistics Center
or other location for analysis. See http://afsafety.af.mil/SEF/downloads/
Transmittal Letter.doc for sample letter. See AFMAN 91-223, paragraph 5.6 for coordinating
turn over to the AIB.

8.6.3.16.1. (Added) The Recorder accomplishes this tab

8.6.3.17. Tab R. Releasable Witness Testimony. Investigators take testimony from all individuals
involved in the mishap and those who were witnesses to the mishap. Testimony includes both
written statements and recorded interviews. Place testimony from individuals and witnesses that
were not granted a promise of confidentiality in this tab. Do not include audio recordings. If a
promise of confidentiality was offered to an individual, the testimony will be placed in Tab U. See
AFI 91-204, paragraph 3.2.5. for discussion of promise of confidentiality. All testimony must be
properly documented stating if a promise of confidentiality has or has not been extended IAW AFI
91-204, paragraph 3.2.6.2. For non-privileged interviews, read, record, and transcribe the Notice
to Witness that Recorded Statement is not Confidential (AFI 91-204, Figure A3.5). For non-priv-
ileged written witness statements, include a copy of Memorandum for Non-Privileged Written
Witness Statements (AFI 91-204, Figure A3.4).

8.6.3.17.1. (Added) The Investigating Officer accomplishes this tab.
8.6.3.18. (Added) Tab S. Releasable Photographs, Videos and Diagrams.

8.6.3.18.1. (Added) S1. Diagrams. (e.g., Fallout, Impact Area, Route-of-Flight, etc). Ensure
diagrams are self-explanatory. Include only those diagrams that add to the report. Indicate
direction with a northward pointing arrow on each diagram. If practical, indicate scale. Ensure
the diagrams do not depict the location of human remains. Such diagrams should be placed in
Part I1, to protect the privacy interests of the decedent’s family.

8.6.3.18.2. (Added) S2. Releasable Photos. Well-defined photographs help in mishap analy-
sis. Use them to show damage, impact areas, metal fractures, flight path, vehicle travel, etc.
Use electronic copies of photos for reproduction in the formal report. Only include photo-
graphs that aid the in understanding of the mishap. Do not unnecessarily show evidence of
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human injury (i.e., bloody aircraft parts). If the SIB absolutely needs to disseminate an injury
photo to illustrate the mishap, consider using a black and white photo if it will meet the needs
of the investigation. Photographs of deceased personnel, medical tests and X-rays should be
given to the AIB, and if they support findings or recommendations, placed in Tab Y of HQ
AFSC Copy 1 (only). Include an index of photographs to aid reviewers. Do not refer to privi-
leged safety information on the page captions or in comments on the index. Where applicable,
the title should include which direction the photograph is facing (ie, Debris field looking to the
west). Photographs are privileged if they are staged for the board's analysis. Staged photo-
graphs are privileged and placed in Part II. For example, include pictures of models showing
flight paths in a midair collision at Tab X. Pointing with a finger or other device at a portion of
wreckage does not make the photograph staged. Assembling or reconstructing damaged parts
or aligning parts to show fire patterns or impact marks are examples of staged photographs.
Depictions of cockpit indications for a given set of assumptions made by the SIB or described
in witness testimony are staged photographs. When investigators include privileged safety
information on a transparent or electronically drawn overlay, place the photograph with the
overlay in Tab X and the photograph without the overlay in Tab S.

8.6.3.18.3. (Added) S3. Releasable videos. Include any releasable videos available to the SIB.
Include CD-ROM copies in Hard-copy formal reports and save as MPEG or other similar file
for electronic formal reports.

8.6.3.18.4. (Added) The Investigating Officer accomplishes this tab.
8.6.4. Part II (Privileged) Tabs:

8.6.4.1. Tab T, Investigation, Analysis, Findings and Recommendations. This tab is the most
important part of the report and is the responsibility of all SIB members.

8.6.4.1.1. The layout of Tab T should be as described in AFMAN 91-223, Figure 6.3:

8.6.4.1.1.1. Executive Summary - Provide a condensed version of the mishap report that
encapsulates the mishap sequence, analysis, and the SIB’s primary findings, causes and
recommendations. This should be no more than five pages in length.

8.6.4.1.1.1.1. Mishap Sequence
8.6.4.1.1.1.2. Investigation and Analysis
8.6.4.1.1.2. Findings
8.6.4.1.1.3. Recommendations
8.6.4.1.1.4. Other Findings and Recommendations of Significance
8.6.4.1.1.5. Authentication Page
8.6.4.1.1.6. Minority Opinions (if required)

8.6.4.1.2. The principle model for the development of investigation and analysis portions of
the Tab T is the traditional “history of flight/investigation and analysis/findings, causes, and
recommendations” structure. Boards have wide latitude in selecting the presentation format
that most clearly expresses the information they need to convey, but their objective is to
clearly show:

8.6.4.1.2.1. Areas investigated.
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8.6.4.1.2.2. Factors considered and rejected, with rationale.

8.6.4.1.2.3. Factors accepted, with rationale as to why they are considered most credible
as appropriate.

8.6.4.1.3. Three conventions should be used in developing the specific language of Tab T:

8.6.4.1.3.1. Identifying Involved Personnel. Do not identify involved personnel by name
or personal call sign in the narrative; instead, use such terms as “the mishap aircraft
(MA),” “the mishap flight lead (MFL),” “mishap pilot 1 (MP1),” etc. This applies to both
the narrative discussion and the findings and recommendations that appear at the end of
the narrative.

8.6.4.1.3.2. Write findings as full sentences, not bullet points. Use past tense for writing
both the Tab T and the findings, since the events occurred in the past. (Example: Incorrect
— Crew chief clears pilot from chocks and the pilot taxis to runway. Correct — The crew
chief cleared the pilot from the chocks and the pilot taxied to the runway.)

8.6.4.1.3.3. Labeling of Findings and Recommendations: Findings and recommendations
are numbered consecutively, preceded with the word “Finding” or “Recommendation” as
appropriate; causal findings are further identified with the word “CAUSE” immediately
after the number.

8.6.4.1.4. Boards need to pay particular attention to four critical aspects of Tab T: assessment
of possible mishap factors, development of concise findings, assignment of “cause” at the crit-
ical points in the mishap sequence, and promulgation of well-considered recommendations to
prevent recurrence.

8.6.4.1.4.1. Mishap Factors:

8.6.4.1.4.1.1. A “factor” is any unusual, out-of-the-ordinary, or deficient action or con-
dition discovered in the course of a mishap investigation, which in the board’s opinion
contributed to the eventual outcome, or is indicative of a pattern of less than adequate
decisions or conditions that recurs throughout the investigation.

8.6.4.1.4.1.2. Factors may be either “causal” (see below) or noncausal actions or con-
ditions. Examples of noncausal conditions which could be considered factors:

8.6.4.1.4.1.2.1. Unit leadership failed to correct breaches of flight discipline by
unit personnel other than the mishap pilot, leading the pilot to attempt an unautho-
rized maneuver. (“Unit supervision was a factor in the mishap.”)

8.6.4.1.4.1.2.2. Deteriorating weather conditions resulted in a rushed, inadequate
preflight, and the mishap flight engineer failed to ensure an engine cowling was
properly secured. (““Weather was a factor in the mishap.”)

8.6.4.1.4.1.2.3. Mishap crewmembers’ sleep was interrupted several times during
the night by a loud party, and that their subsequent poor performance could be at
least partially attributable to fatigue. (“Inadequate billeting and crew rest were fac-
tors in the mishap.”)

8.6.4.1.4.2. Findings (See AFI 91-204, Chapter 5):
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8.6.4.1.4.2.1. The objective of presenting findings systematically is to identify correct-
able events in the sequence; in some cases the chain of events may begin with design
deficiencies or improperly written directives prepared long before the actual mishap
sequence. The key is Design/TCTO/Regulations/Training/Mishap. That is the order
aircraft are designed and fielded. Many times SIB’s have a tendency to put guidance
first, or training and then design. The correct order is; first the design, then the TO’s,
then regulatory guidance, which results in the training plan and then the mishap.

8.6.4.1.4.2.2. Each finding developed by the SIB must have a logical connection to a
preceding finding. If no logical relationship exists, the SIB has not yet correctly
described the mishap sequence.

8.6.4.1.4.2.3. After developing the findings, the following 7 step “Findings Test” can
be applied to validate

8.6.4.1.4.2.3.1. Is it related to the specific, brief event?

8.6.4.1.4.2.3.2. Is it a correctable event in the sequence?

8.6.4.1.4.2.3.3. Is it a single event or condition?

8.6.4.1.4.2.3.4. Is it specific enough without including supporting evidence?
8.6.4.1.4.2.3.5. Does it logically connect to the preceding finding?
8.6.4.1.4.2.3.6. Is it really relevant or simply interesting to the reader?

8.6.4.1.4.2.3.7. Is it simply a possible alternative existing merely because it can’t
be eliminated?

8.6.4.1.4.3. Causes (See AFI 91-204, Chapter 5):

8.6.4.1.4.3.1. Causes (or “causal findings”) are those findings that singly or in combi-
nation with other causes resulted in the damage or injury that occurred. They may be:

8.6.4.1.4.3.1.1. Deficiencies or decisions, which if corrected, eliminated, or
avoided would likely have prevented or mitigated the mishap damage or significant
injuries.

8.6.4.1.4.3.1.2. Acts, omissions, conditions, or circumstances that either start or
sustain the mishap sequence.

8.6.4.1.4.3.1.3. An element of human or mechanical performance.

8.6.4.1.4.3.1.4. An environmental condition (if it was not reasonably avoidable).

8.6.4.1.4.3.2. After determining the causal findings, the following “Cause Test” can be
applied to check their validity:

8.6.4.1.4.3.2.1. Most are correctable by commanders, supervisors or individuals.
8.6.4.1.4.3.2.2. Is it a clear and simple statement of a single condition or event?

8.6.4.1.4.3.2.3. Is it in the active voice and follow the format: Who did what to
whom/what and why?
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8.6.4.1.4.3.2.4. If it is an effect or an expected result of a previously identified
cause, even though it’s inclusion sustains the mishap sequence, it is not causal.

8.6.4.1.4.3.2.5. Apply the reasonable person concept:

8.6.4.1.4.3.2.5.1. If the performance or judgment was reasonable considering
the circumstances or training received, do not assign cause (although the defi-
cient training may be causal).

8.6.4.1.4.3.2.5.2. Human limitations (physiological or psychological) may be
causal even if they are reasonable.

8.6.4.1.4.3.2.5.3. Environmental conditions may be causal if they were not rea-
sonably avoidable.

8.6.4.1.4.4. Recommendations (See AFI 91-204, Chapter 5):

8.6.4.1.4.4.1. Recommendations are actions that are intended to prevent recurrence of
a similar mishap or reduce its effects. A recommendation says something was wrong
that must be corrected. Every mishap investigation should include recommendations.
However, do not include a recommendation just to have one. Ensure they are plausible
and make sense. Sometimes a mishap investigation will not have any recommenda-
tions to make.

8.6.4.1.4.4.2. Boards must ensure their recommendations are feasible and are related
to the causes of the damage, fatalities, or injuries or, alternately, are aimed at correcting
deficiencies (factors) identified during their investigation.

8.6.4.1.4.4.3. If multiple, sequential actions must be accomplished by different agen-
cies to fulfill the intent of a board’s recommendation, express them as a series of rec-
ommendations rather than subgroupings (such as la, 1b, etc.) e.g.:

8.6.4.1.4.4.3.1. “Recommendation 1. Perform a study of cumulative fatigue
among unaugmented mobility crews; provide the results of this study to Air Mobil-
ity Command for consideration. OPR: HQ AFMC (HSC).”

8.6.4.1.4.4.3.2. “Recommendation 2. Review the HSC study of cumulative fatigue
and determine if mission scheduling needs to be adjusted. OPR: HQ AMC/DO;
OCR: AMC-TACC.”

8.6.4.1.4.4.4. When making recommended changes to publications, closely follow the
guidance in AFMAN 91-223, paragraph 6.5.5.3.2. and AFI 91-204, paragraph 5.11.16

8.6.4.1.4.4.5. (Added) Assign OPRs and OCRs based upon the lead command and
user command philosophy. The Air Force assigns responsibility for overall manage-
ment of each system to a “lead command” to ensure that all requirements associated
with every system receive comprehensive and equitable consideration. This lead com-
mand provides primary input into the process of developing and maintaining a force
structure with a balance of complementary capabilities, and it establishes a basis for
rational allocation of scare resources among competing requirements. See AFPD 10-9,
for more information.
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8.6.4.1.4.4.6. (Added) Normally, if a recommendation requires funding to effect
changes to a weapon system (e.g., performing risk analyses or engineering studies,
developing aircraft or component modifications, obtaining new test or support equip-
ment, etc.), assign the appropriate office for the mishap weapon system, within the lead
command as OPR. If the lead command only provides funds for the effort and another
organization is responsible for performing or managing the work, assign these organi-
zations as OCRs. For example: Implement changes to the B-1 to reduce the probability
of encountering “hot brake” temperatures. OPR: ACC/DRA OCR: OC-ALC/LAB. In
this example ACC/DRA is assigned as OPR because, as the appropriate office in the
lead command, they would be responsible to arrange for the funding required to effect
changes to the aircraft. Assuming that funding is provided, the B-1 system program
office at OC-ALC/LAB is assigned as OCR since they would either perform the
required work in-house or manage the contracted effort.

8.6.4.1.4.4.7. (Added) Coordinate all recommendations with their proposed action
agencies. Safety investigators must ensure they have correctly identified all OPRs and
OCRs by making positive contact with each of them (call or email them) prior to pub-
lishing the formal report and/or final message. If circumstances prevent making posi-
tive contact with all action agencies, coordinate with the convening authority safety
office to ensure proper action agencies have been identified.

8.6.4.1.4.5. Other Findings and Recommendations of Significance (See AFI 91-204,
Chapter 5):

8.6.4.1.4.5.1. Include findings developed during the investigation that are not part of
the mishap sequence at the end of Tab T in the formal report. These findings may cover
a wide variety of subjects, and their use, content and format are at the discretion of the
SIB President. These are normally findings not related to the cause of the mishap but
may prevent future mishaps. Other Findings of Significance (OFS) shall be fully sup-
ported and explained in the Tab T and final message.

8.6.4.1.4.5.2. The SIB shall make Other Recommendations of Significance (ORS)
related to the respective OFS uncovered during the investigation that they believe
would mitigate or prevent future mishaps. Each OFS will be followed by an ORS. As
with primary recommendations, prior to finalizing any Other Recommendation of Sig-
nificance, investigators will contact the proposed OPR to ensure the correct action
agency is identified. If assistance is required to identify OPRs contact MAJCOM/SE
for assistance.

8.6.4.1.4.5.3. OFS and ORS should be place in the same section following the Primary
Findings and Recommendations. Use a format of identifying the OFS followed by the
appropriate ORS.

8.6.4.1.4.6. Authentication Page: Type each primary SIB member’s name, grade, and
position on the last page of the Tab T. Have each concurring member sign above it for
authentication of the report or for any changes to the report.

8.6.4.1.4.7. Minority Opinions: Primary members that disagree with the results of the
investigation may submit minority reports. Minority reports must include reasons for dis-
agreeing, and will include findings, causes and recommendations if different from those
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contained in the report. Sign the minority report and place immediately after the authenti-
cation page.

8.6.4.1.4.8. (Added) 8.6.4.1.2. The Investigating Officer accomplishes this tab with inputs
from all members of the SIB.

8.6.4.2. Tab U. Witness Testimony Provided Under a Promise of Confidentiality. Investigators
take testimony from all individuals involved in the mishap and those who were witnesses to the
mishap. Testimony includes both written statements and recorded interviews. If a promise of con-
fidentiality was offered to an individual, the testimony will be placed in this tab. Do not include
audio recordings. If a promise of confidentiality was not offered place the testimony in Tab R. See
AFI 91-204, paragraph 3.2.5. for a discussion of promise of confidentiality. Testimony must be
properly documented stating if a promise of confidentiality has or has not been extended IAW AFI
91-204, paragraph 3.2.6.2. and 3.2.6.3.

8.6.4.2.1. (Added) Transcripts of complete interviews must contain the advisory in AFI
91-204, Figure A3.3. In cases where witness testimony is summarized by the interviewer, it
must be clear that the witness was advised of and understood this advisory. For privileged
written witness statements, include a signed copy of the Memorandum Documenting Promise
of Confidentiality for Written Witness Statements in AFI 91-204, Figure A3.2.

8.6.4.2.2. (Added) Select only meaningful testimony to include in this tab. It is not necessary
to publish all testimony. Place the statements and transcribed interviews of each individual
together in chronological order with the earliest on top to make it easier to compare the indi-
vidual’s impressions. The mishap crewmembers are placed first followed by other witnesses.
Consider all statements and testimony included at this tab in the analysis at Tab T.

8.6.4.2.3. (Added) The Investigating Officer accomplishes this tab.

8.6.4.3. Tab V. Other Supporting Privileged Products. These are supporting privileged products
not otherwise defined.

8.6.4.3.1. (Added) V1. Applicable portions of publications. Whenever findings or recommen-
dations involve deficiencies in or changes to technical orders, flight manuals, checklists, or
directives, include applicable portions of the original publications in this tab. The SIB's con-
clusion that a particular paragraph of a document was or was not a mishap factor is privileged.
Place highlighted pages or publication extracts revealing the deliberative process of the board
in this tab.

8.6.4.3.2. (Added) V2. AF Forms 22 or AFTO Forms 847. Include copies of SIB submitted
AFTO Form 22s, (Technical Manual Change Recommendation and Reply) or AF Form 847s,
(Recommendation for Change of Publication), in this tab. Investigators will obtain a tracking
number for submitted Forms 22 or 847 from the unit QA or MAJCOM Standardization and
Evaluation office, as applicable. Place the tracking number and the mishap’s AFSAS number
on the submitted Forms 22 or 847 to ensure these recommendations receive the appropriate
levels of review. Ensure no privileged safety information generated by the SIB is referenced
on or included in the AF Forms 22 or AFTO Forms 847.

8.6.4.3.3. (Added) V3. Status Messages Transmitted by the SIB. Include copies of any status
messages transmitted by the SIB in this tab.
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8.6.4.3.4. (Added) V4. SIB Surveys. Include copies of any surveys conducted by the SIB to
aid their investigation. Coordinate with HQ AFSC/SEFL (DSN 246-0871) for assistance with
conducting appropriate surveys.

8.6.4.3.5. (Added) V5. Copies of Opport