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ELECTROCUTION...
it may be the shock

of your life

Yal
XN

By TSgt Barry D. Sheiton
HQ TAC/SEG

|n the past four months, saven members of the Air
Force died by electrooution. TAC has lost an
average of one person per year over the last five
years dua to electrocutions. This may 2eem to be a
small number, but any loss of life is tragic—
espacially if it could have been prevented. TAC's
victime diad not as a result of freak accidents, bid
because of a fallure to follow commonsanse prac-
tices when waorking with or afound electrical ap-
paratus,

All of TAC's latalities occurred during off-duty
time and involved differant activities. One man was
laying on damp ground while working on makeshift
wiring that he had Installed under his rented home.
He was using common pliers and had not tumed
the ourrent off. Another siectroculion occurred
while @ man and his son were taking down a televi-
sion antenna; It struck a 7200-volt powetline, The
bay was holding the antenna at the time and when
his father attempted to free him from the antenna,
he was also electrocuted—both died. During off-
duty emplaoyment at & sports field, ancther member
of TAC attempted to change a bulb in & lighting
bank. The man was a qualified electrician, yet he

TAC ATTACK

GROUND SAFETY

Quotes and Notes

<Ay

Always try to drive so that your

license will expire before you do.

falled to turn the power off and died when he
touched the filament of a broken bulb. The list goes
on—all tragic.

Because electrical devicas ave become such an
integral pan of our day-to-day living, it is easy for
complacency to set in. When this happens. It can
easlly cost your life.

How do you stay out of danger? Here are a few
hints to help you:
= Leave electrical work to qualilied people

*Beware of overhead powerlines; frayed cords,
and loose connaclions.

= Beware thal even low voltage can be dangerpus
due to high amparage.

» De-enargize the circuit betote you begin repairs
when there is the slightest chance of contact.

» Keep your distance from overhead powariines,

s [ristall sately plugs in outlets that are not in use—
especially when children are in the home.

In cases of electric shock, immediately turn off
the current. Il the current cannot be turned ofi, thick
rubber or dry clothes should be used to detach the
parson from the current. The rascuer should nevay
touch the victim until separated from the elsctrical
Gurrant source. A person may stop braathing after
suffering electrical shock. Arificial respiration
must be started within a matter of seconds or ir-
feparable damage to the brain and other vital
organs may accur. This respiration must continue
until the victim starts breathing normally.

As you can see, therg are no sbecific patterns or
trends in electrocution accidents. An electrocution
can oocur anytime, anvwhere, to anvore who fails
to use comman sense safety rules while working or
playing around sources of electrical power, =
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radar
contact

and pilot

responsibilities

By Capt Marty Steere,
HQ TAC/SEPP

Twu recent Air Force accidents pointed out defi-
ciencies in the terminal airspace management
system. As a result, there is high visibility on prob-
lems associated with radar and non-radar operation
at minimum altitudes In the approach phase of a
flight. Both controllers and aircrews have been
|arrad out of complacency. Air traffic control rules
and procedures have been tightened and pilots and
navigators have resssessed their responsibilities
for terrain clearance when accepting air traffic con-
trol clearances.

This article attempts to clarify for alrcrews the
significant differences betwaen the minimum vec-
toring altitudes used by controllers in enroute and
terminal areas, and the minimum sector or
minimum safe altitudes the pilot sses on most In-
strument approach procedure piates in the FLIP.

Did you ever notice that you are sometimes vec-
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tored for the approach at an altitude lower than the
minimum sactor altitude or minimum safe altitude?
The reason is that radar controllers use segmented
charts which are either disptayed on the scope or
located on the console (Figure 1). These minimum
vector altitude charts provide 1,000 feet vertical and
3 miles horizantal ohstruction clearance. Thera are
excaptions. in moumntalnous terrain, 2,000 feet verti-
cal clegrance js provided; and beyond 40 miles
from the radar antenpa, 5 miles horizontal
clagrance is required, The minimum sale altitude
sectors are basically a quarier of the pie, but as you
can see from Figure 1, the vector aititude chart can
be sagmented in more detail to provide greater flex-
ibility for movement in air traffic terminal areas.
There may be isolated obstructions with excep-
tionally high vertical clearsnce requirements lo-
gated In otharwise flat terrain. In these cases, a
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CHANGE 15 A COMIN' !

That's right! There's going to be a change in {or
rathar an addition to) the service provided by the
Kansas City Air Route Traffic Control Center
(ARTCC) to pilots passing through its area of
responsibllity, Beginning on 2 Jun 75, six Air Force
Air Weather ervice (AWS) forecasters and one
civilian National Weathor Service (NWS) forecaster
will take up new |obs In the Kansas City ARTCC.
These forecasters will join forces with the Kansas
City ARTCC controllers to provide better en route
sarvice (in this case—weather service) to you, the
military pilot, while you are in the Kansas City
center area,

The new concept of operations, which will be on
a test basis for the first year, will be threefold:

The ARTCC foracastar will monitor and interpret
weather data available from radar and from pilot re-
ports in order to provide controllers with current
hazrardous weather advisaries for relay to en route
pilots.

The torecastar will sollcit additional pilot reports
for his use from all airborne pilots; in particular,
those near hazardous or potentially hazardous
weather areas In in the Kansas City sector.

The ARTCC forecasters will assume nighttime
flight weather briefing and pilot-to-metre sarvice
[PMBV) fupctions for the AWS weathar stations in
the Kansas City sector. These are Fort Riley KS;
MaConnell AFB KS; Richards-Gebaur AFB MO:
Whiteman AFB MO; and Scott AFB IL.

The PMSV support will be available on frequency
369.9 from UHF transceivers at St Louis, Kirksville,
Joplin & Hutchingon, Consult FLIP Planning, Sec-
tion 11 and the Enroute Supplement for the call sign,
frequency, and hours of aperation.

This new concept of operations will be monitored
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s ...interest items,

J mishaps with morals,

for the
TAC aircrewman

continuously and revisions to service and pro-
cedures will be made as necessary, Howaver, your
help is needed. Only pilots affected by this new ser-
vice can tall us If we rate in the "'top ten” or if we
hatched a dud. So please let us know via your local
AWS unit what you think of our new service. They
will pass the word along.

Ifthis test is successiul, we envision weather sar-
vica at all ARTCCs in the future. We will keep you
posted as the test progresses. Meanwhila, mark 2
Jun 75 on your calendar fer the inauguration of the
new concepl in weather support. We hope you like 1.

TRUTH IS STRANGER THAN FICTION

A recent message reported an unusual
physiolegical incident in which a student pllot ex-
perienced a severe degradation in "G" tolerance,
apparently as a result of multiple physioclogical
Siresses,

The story goes like this: Mission briefing, pre-
flight taxi and takeoff were uneventful. However,
during acrobatic work, the student felt nauseous.
Concluding the acrobatics, the return flight,
penatration and approach were normal. Because of
anolher aircraft with an amergency, the student
alected a "closed traffic pattern,"” which involved a
2to 2-1/2 "G, B0-degree climbing turn. When the
student missed the assigned altitude, the P noted
the student's head "“flopping™ backwards and from
side-to-sida. The IP assumed control of the aircraft,
declared an emergency and prepared for landing.
He also noted an unresponsive period of about 15
seconds by the student, but finally got him on 100%
oxygen.

After landing, a flight surgeon met the aircraft.
The student pilot was retching, weak (he required
assistance getting out), and had an unsteady gait.
Medical evaluation at the base hospital Indicated
lethargy and mental confusion; his recent memory
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TOTAL ACFT. ACCIDENTS

MAJOR ACFT. ACCIDENTS

AIRCREW FATALITIES

TOTAL EJECTIONS

SUCCESSFUL EJECTIONS

8 127 TFW

| 31 TFW

[T21 TFW

OTHER UNITS

N30 so6
7 ADGP
136 ARW

1143 506
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