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F-4 ACCIDENT

small. We must demand the utmost of
ourselves ahd our wingmarn, both on
the ground and in the ait, if we are to
prevent another accident of this type.
Thorough preflight brigfings that pros
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mote compiste understanding of all
aspects of the flight are necessary so
that we are sure everycne knows what
they are to dd. You wouldn't take a
guy “Downtown’ if he didn't know

what 1 do, 50 why take him on a
training mission? The conssquénces of
a mistake made in training can be just
as fatal a5 one made in combat . ..
and harder to explain, -
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LAME AIMS

AIMS altimeters heve been responsible for some recent
aircraft incidents. If you have a problem with the system,
make sure you let both malntenance and safety know
about it. The following are two recent problems:

® Another command noted problems with T-39
aircraft modified with the AIMS altimeter. |t seems the
new altimeter is longer than the one it replaced and the
pitot static lines are kinking due to the lack of space
behind the instrument panael.

® An AIMS altimeter failed during the first flight
after its installation. When the altimeter was switched
from standby to reset mode, the sthy/reset knob and shaft
pulled out of the instrument case. This allowed cabin
pressure to enter the altimeter, giving faulty Indications,
An Intaresting point. .. the malfunction will ‘only be
apparent when the cockpit is pressurized. If you find
stbyfreset shaft is missing from the altimeter during
preflight, abort the alreraft.

OLD DOG LEARNS NEW TRICK

At FL 380, the SLUF driver noticed engine surges, fuel
flow and oil pressure fluctuations. Dufing descent, all
fluctuations and surges ceased. At FL 300, the pilot
experienced symptoms of hypoxia. Oxygen quantity ahd
pressure were normal and the requietor aopeared to work
OK. Selecting hlot-miké, the jock monitored both the
normal .and 100% oxygen sottings. The souhds on both
settings were ldentical, so the pilot suspected &
rhalfunctioning oxygen system. The Emergency/Mask Test
position was selected, an eémergéncy declared, and ah
uneventful landing accomplished.

8

interest items,
mishaps
with morals,

~ for the
TAC aircrewman

They say you can’t teach an old dog new tricks. A lot
of us jocks think we know everything about flying and
will never hear anything really new. How about this one?
Did you know that with 100% oxygen selected and on
hot-mike, breathing sounds are much sharpar and deeper?
One ol’ dog just learned one new trick.

A NELPING HAND

An A-7D was retuming home after depot level
malntenance when the pilot experienced radio difficulties;
the heading indications also appeared erroneous. While
checking this out, the Inertial dumped its gyro platform
making the primary AD| unusable. As If this wasn’t bad
anough, our jock was IMC. YGTBSM, right?

The pilot descended to VMC using his standby ADI
and mag compass. The radio became Gperational again and
he made coniact with the approach control of a nearby
military base and asked for a gyroc-out GCA. At 200 feet
AGL and in the weather, the pilot went missad approach
due to large course comections. While he was coordinating
for another approach, the pilot was advised of a Saturn
Airways C-130 that could provide a formation led
aporoach at 145 Knots. The A-7 jock joined up with the
Herk and the two held hands until the runway was sighted
at 200 feet and 1/2 mile on final.

Military aviators sometimes ovarlook the professional
competence of our civilian counterparts. In this case, the
professionalism of this Saturn crew saved a fighter jock
and his sick bird from posslble disaster. Congratulations
an a nice save.
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I_ast month we presented some background
information on the cause of decompression sickness. The
"bubble theory” was reviewed, and bubbles in the blood-
stream and/or the tissue fluids were Indicted as the most
likely agents. One approach to determine whether or not
bubbles do cause symptoms of decompression sickness is
to expose either experimental animals or humans to high
altitude, await the appearance of symptoms, then X-ray
the area 1o record the presence of bubbles in the painful
region. This approach has resulted in photographic
records of bubbles in blood vessels and tissues.

The main mechanisms by which bubbles cause pain
and disrupt function are by direct mechanical pressure on
body tissues, and by blockage of blood vessels. In the
former, bubbles arise in the tissue fluids that bathe each
cell by dfffusion and by coalescence. They tend to grow as
altitude increases. As the bubble dimensions increase,
they can exert mechanical pressure on the tissue,
disrupting the function of the cells, or generating painfut
sensations.

In the latter, the presence of bubbles in blood vessels
can cause a blockade, preventing effective circulation of
blood beyond the site of the blockade. The result is a
narrow area of stagnant bhypoxia. Nerve cells are
particularly susceptible to hypoxia, so we shouldn’t be
too surprised to find that decompression sickness can be
responsible for permanent neurological damage.

Painful mechnica!l pressure by bubbles on structures in
muscles and/or in the vicinity of joints is known as
“pends’’ (and an individual who experiences them is said
to have "bent’’ at such and such an altitude). Involvement
of the brain and/or spinal cord by either mechanism
(direct pressure; stagnant hypoxia) can produce central
nervous system {(CNS) symptoms.

During 1974, in TAC, there were eight cases of
“bends’’ reported from altitude chamber rides {out of a
total of 6,913 aircrews exposed). There were no aircraft
incidents in TAC, but 10 bends incidents were reported
from other commands. The dull, aching, disconcerting,
sometimes disabling muscle and joint palns are serious
enough in themselves, but there are other aspects to
remember about bends. The pain, as its severity increases,
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may cause the crew member’s attention to be diverted
from his flight requirements. It is important to remember
that the bends may appear as only the first sympton of
decompression sickness, and be quickly followed by more
serious symptoms such as CNS distrubances, chokes, etc.
The first symptom of the bends, no matter how minor,
requires jmmediate corrective actjon.

Immobilize the foint (or area) involved; do not rub,
knead, massage, or exercise.

Declare your emergency ASAP — request clearance for
an altitude below 18,000 ft.

Immediately set your oxygen regulator at 100%.

Report to a Flight Surgeon ASAP, even if the
symptoms disappear during descent; symptoms have been
known to return with increased severity hours after their
initial disappearance.

Although exercise seems to increase the incidence rate
and severity, the pains from bends may also appear in
individuals who have been seated and immobile for some
time — as in the case of fighter aircrews. The heavier and
more vigorous the exercise, the more likely it will
precipitate a bends episode. One reason for not exercising
the affected joint Is that the exercise may worsen the
symptoms, perhaps by generating additional bubbles.
Another possibility is that the bubble may move to a new
position, which may be even more painful than the
original location.

Let's review the factors which seem to initiate the
appearance of bends.

The basic condition for the appearance of
decompression sickness in aircrews is exposure to cabin
altitudes of 18,000 feet or higher for long periods of time.
If we superimpose this basic condition upon a few other
conditions such as a rapid rate of ascent, exercise, obesity
and increasing age, we can expect the rate of incidence to
increase.

Next issue, we'll discuss these factors in more detall
and tie them in to other types of decompression sickness
such as CNS disturbances and ““the chokes.” Until then,
keep the bubbles in your beer or coke, not in your blood.

-
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site plans

By SMSgt Willle C. Buckholts
HQ TAC/SEW

|n daily rmunitions operationsy
supervisors and techniclans are con-
cemed with explosives storage, oper-
ating and administrative support facil-
ities. What does this have to do with
“gite plans”? The simple answer Is
"weapons safety.” The Air Force has
volumes on explosives and related
weapons systems. They describe how
to store, maintain, and deliver muni-
tions with @ maximum of efficiency
and safety.

In our business of weapons safety,
primary guidance comes from AFM
127-100. The requirement for a site
plan can be found throughout this
manual; howsver, the erux of data
comes from Chapters 4, 5 and 8. Why
are site plans required? When are they
submitted and by whom? Who has the
responsibility for review and approv-
al? Let's review the above questions
and briefly discuss site plans,

Munitions are manufactured with
varying degrees of sensitivity and
moisture absorbing qualities. It s
highly desirable, and in some cases
mandatory, that they be stored in
structures designed to prevent
weather damage and possible chemical
reactions due to the breakdown of
original compositions. Therefore,
prior to the construction of a new
explosives facility or modification to
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an existing facility, consider the type
of structure, materials used in con-
struction, size and use of the struc-
ture. These are essential due to the
blast, fragmentation and Overpressure
effects in the event of an explosion.
We can't afford to have facilities
constructed in 8 way which would
permit an explosion in one facility to
cause an explosion in an adjecent
facility. In addition, an improperly
sited facility would waste the tax-
payers’ money. A munitions facility is
just a lot of concrete and steel If itfs
not sited and constructed properly.
Drawings of structures may be

obtained from AFM 88-2 and AFM

88-22,

Next, we must consider where to
locate the facility in relation to other
facilities, target zones, Le., inhabited
buildings, public highways, etc. The
clear zone of the facility Is directly
related to the sited explosives capac-
ity and is computed from the quan-

tity-distance tables in Chapter b, AFM
127-100.

When you have justified the need
for an explosives facility, ve ole site
plan is the next order of business, Site
plans are prepared, evaluated and sub-
mitted at the local level in accordance
with Chapter 8, AFM 127-100 and its
TAC supplement. Preparation of site
plans cannot be delegated to any one
particular office of responsibility. It
should be a thraefold responsibility.
The vrganization requiring the facility
must identify and justify it to the
local civil sngineers, who must review
the requirement, submit designs, and
obtain funding. The local wseapons
safety office acts as an active advisor.
They provide the expertise in the
praparation of the plen. The civil
angineering experts can provide scale
maps of the installation and drawings
of the facility(s) when not available in
AFM B88-2. Once the plan is com-
pletad, don't forget to coordinate the
package with MA, DE, SE, etc. Keep-
ing all the staff informed prevents
time and cost-ccnsuming delays. Make
sure all guestions have been asked and
answered prior to submitting the
package for approval.

Now that your site plan package is
complete with all supporting attach-
ments and in five copies, you're ready
to forward it through command safe-
ty channels for review and subsequent
approval by the Department of De
fense Explosives Safety Board, >
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engine faillure and still take off under the existing
conditions of temperature, pressure altitude, gross weight,
and the length of runway available.

Maximum Abort Speed: the maximum speed at
which an abort may be started and the aircratt stepped in
the remaining runway.

Velogity During Ground Run: this chart provides
two things: (1} takeoff speeds for various gross weights
and CG locations; and (2) the relationship KIAS and
distance traveled during takeoff ground run and may be
used to obtain a line distance in which to check
acceleration performance.

OK, now we'vae reviewed the terms for takeoff data.
Therelationship between the terms is illustrated in Figure
1, There are some things to remember when computing
your takeoff data. The first is time. How much time do
your charts allow for the performance of certain actions?
Like making the decisior. to take off or to abort, or to
accomplish the abort procedures. For instance, the F-4
max abort speed chart allows for a 3second decision
period {with both engines Qperating at the initial thrust
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sefting) and a 5-second period to accomplish the abort
procedure (throttles at 1DLE, whesl brake applied, and
drag chute deployed (if used)). What isn’t allowed for is
hook extension time. Tha Dash One says approximately 5
seconds Is required. Second, what conditions do specific
charts take into effect? For insiance, does the max abort
speed chart include the capability of any arresting gear? 14
not, you may wish to consider it. Then the takeoff may
be aborted at the max engagement speed for the
arrestment gear or the computed max abort speed,
whichever is higher. What type of braking iz required by
the chart? Normal or maximum? Important facts ‘o
consider. The finel thing to remember is to make your
dacision early . .. before you release brakes. Don't get
caught with your pneumatic knickers down.

All of the terms listed may not be used by your
particular aircraft or they may be called by different
names. The point to remember is to make sure you
compute your takeoff data using your performance data
charts. | don't want to be one of those guys who said, !
T~0—L—-D youso, but. .. ." =
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TOTAL ACFT. ACCIDENTS

MAJOR ACFT. ACCIDENTS

AIRCREW FATALITIES

TOYAL EJECTIONS

15

13

SUCCESSFUL EJECTIONS

5.7

0
JAN

MAJOR ACCIDENT COMPARISON RATE 74-75

5.4

2.8

0
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