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pressure) which is produced by an explosion. The
larger the K factor, the greater the amount of
protection provided. Some resources require
greater protection than others; for example,
buildings with people assigned inside require
greater protection (K40/50) than munitions stor-
age igloos (K1.25). General K factors are already
computed for you in AFR 127-100, table 5-1 (Fig-
ure 2) and all you need to know is what type of
facilities you are measuring for separation. Since
we are discussing
combat aircraft all
we need to know is
that the distance
between explosives
loaded aircraft
requires K-11 and
from related facilities
requires K-18.

OK, OK, these K
factors still don’t
relate to distance.
This is why the
writers of AFR 127-
100 provided table
5-2 (Figure 3), but
you need to know
what the Net

xplosives Weight
(NEW) is for the
munitions on the
aircraft. For this, you
go to TO 11A-1-46
to look up the stock
number and find the
NEW for that item.

Now that I've
explained what the
K factor is and where
to look up the NEW
for a specific item,
let’s fit them together. Our wing with F-4s
starts their three-day exercise and loads 6

MK-82s on all their FMC aircraft and we know
that the aircraft will require K-11 separation.
K-11 separation is figured by finding the total
NEW of the explosives loaded on each aircraft. A
single MK-82 has a NEW of 192 lbs of explosive
so take 6 times 192 which will result in 1152
NEW of 1.1 explosives on each aircraft. Now go

will be 126 feet. That means that this wing’s air-
craft must be separated by 126 feet (measured
between the explosives of one aircraft and the
explosives of the next aircraft). This equates to a
protection factor of K-11. Now, how close can we
park the aircraft to related facilities like squad-
ron operations? We know the required protection
factor is K-18 from table 5-1 and that the NEW
is 1152. Find the NEW under the weight line and
follow it over to the column K-18 and the dis-

figure 2.

tance is 210 feet. Do you have it?

AFM 86-2 separation for F-4s is 48 feet (from
centerline to centerline). As you can see, that’s a
little bit short of K-11 separation (126 ft). Using
K-11 separation, we should only load every
fourth aircraft spot and leave the parking spots
between empty.

Here are some other things which should be

considered: Are more munitions located at less
than K-11 distance from the aircraft? If so, you
should add the NEW of those munitions into the

to table 5-2 (Figure 3). Find the line of weights
where 1152 falls, follow it over to the K-11
column and read the number, which in this case
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formula. Are there any non-related facilities in
the area such as the fire department, wing head-
quarters or the control tower? If so, they must be
located at greater distances.

Earlier I stated that K factors equate to pro-
tection from overpressure caused by an explosion.
Overpressure, if great enough, can cause immedi-
ate propagation of explosions from one aircraft to
the next. To protect explosives from propagation,
they must be separated by K-11 distance. While
K-11 protects from propagation, it provides little
protection from explosive communication caused
by fire or fragments. However, if our aircraft
were parked at 126 feet and a mishap occurred,
the overpressure which would be experienced by
the closest aircraft to the explosion would be 7.8
psi. The overpressure would totally disable these
aircraft, buckling the bulkheads and panels. The
next aircraft would be 252 feet from the mishap
and would experience 2.8 psi, requiring major
depot repair. The remaining aircraft would suffer
damage by fragments and could be repaired by
local specialists. This is assuming that no ex-
plosive communication by fire or fragments oc-
curred. By parking our aircraft at K-11 distance,
we will lose two aircraft completely and another
two aircraft until the depot level repairs are
made. The remaining damaged aircraft could be

repaired locally. While this is bad enough, if the
same mishap happened while the aircraft were
parked at 48 feet as specified by AFM 86-2, the
closest aircraft would experience 120 psi over-
pressure and the explosion would propagate to a
point where K-11 distances exist. Remember
that the greater the explosives weight, the more
distance will be required to meet the K-11 sep-
aration criteria. The probabilities are that the
entire row of explosives-loaded aircraft parked at
40 feet would be destroyed.

To make this mishap more severe, during an
exercise more personnel are on the parking ramp.
All of these personnel would not have a chance to
evacuate to the 2000 foot criteria. Personnel pro-
tection for a NEW of 1152 lbs requires K-18 dis-
tance (210 feet) and at this distance they would
experience 3.5 psi overpressure. We could expect
10 percent ear damage at this distance. Even at
2000 feet, 2% of the personnel in the open could
be killed by hazardous fragments.

The bottom line is that our resources require
protection. The more protection required, the
larger the K factor and the greater the separa-
tion. These are weapons of war designed to kill
and destroy the enemy. If the weapons are mis-
handled or improperly positioned, you become the
victim.
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THERE’'RE NO “PLUSES” TO IT

pilot, an IP, a squadron opera-
tions officer. He'd led a mod-
erate life style, had a great
family with few problems and
was in perfect health. Good jets
flown by good pilots just didn’t
impact the ground on CAS mis-
sions without some sort of sig-
nificant system failure.

Later in the day, the mishap
briefing proceeded through the
established protocol. There
were no identifiable aircraft
system or mechanical failures.
Through a reconstruction of the
flight profile, the board had de-
termined that the mishap air-
craft had performed a non-
standard reversal of flight
course at low altitude and, al-
though there was sufficient al-
titude to perform the maneu-
ver, a perfectly functioning air-
craft had simply been flown
into the ground. There was no
attempt to eject.

The flight surgeon again felt
a sick feeling in the pit of his
stomach. What had gone
wrong? Something must have
happened to or distracted his
friend to cause him to lose his
spatial orientation. The au-
topsy findings noted by the
board and the medicine cabinet
in the pilot’s home provided a
possible answer.

There were no medical condi-
tions found at autopsy such as
heart disease, stroke or other
vascular problems which could
have caused a sudden and com-
plete incapacitation. In fact,
the autopsy confirmed the
flight surgeon’s clinical impres-
sion that the pilot was in excel-

TAC ATTACK

lent physical health—with one
exception. A routine drug
screen, performed on all acci-
dent victims, revealed thera-
peutic levels of a strong decon-
gestant, a strong antihistamine
and aspirin in the pilot’s blood
and tissues.

There were no prescriptions
ordered in the pilot’s medical
record for antihistamines, de-
congestants, or, for that matter,
medication of any type. He
hadn’t even been seen in the
flight surgeon’s office since his
last physical, some eight
months prior to the mishap.
The source of the medication
was puzzling.

Slim’s wife had reported to
the mishap board flight sur-
geon that her husband had
complained of a minor “sinus-
type” headache and had taken
a couple of Alka-Seltzer tablets
about three hours prior to his
final flight. In the squadron,
Slim had appeared to be his
usual jovial self to his squadron
mates when he reported for the
mission brief.

The wing commander inter-
rupted the briefer and, turning
to his Chief Flight Surgeon,
commented, “Surely, Doc, a
couple of Alka-Seltzers couldn’t
explain this finding.” Unfortu-
nately, they did.

After the autopsy laboratory
values were reported to the
board flight surgeon, she re-
turned to the pilot’s home and
asked to see the box from
which Slim had taken his
Alka-Seltzer. Her suspicions
were confirmed. In the medi-

cine cabinet there was only one
Alka-Seltzer box and it was a
box of Alka-Seltzer Plus.

Causal? Taking an extremely
common over-the-counter, non-
prescription medication isn’t
safe? The chief flight surgeon
knew the answer and the
reason for the feeling in the pit
of his stomach. It was found in
his (and almost every other
physician’s) office in a bright
red book entitled Physician’s
Desk Reference for Nonprescrip-
tion Drugs. Under the caution
section of the listing for Alka-
Seltzer Plus were the words:
“Product may cause drowsiness:
use caution if operating heavy
machinery or driving a ve-
hicle.” Surely piloting a mod-
ern high performance jet quali-
fies as “driving a vehicle” in
spades! Once again self-medica-
tion had contributed to the loss
of a life and an aircraft.

The mishap briefing over, the
chief flight surgeon left wing
headquarters. As he walked
back to his office, he again no-
ticed the pleasant March
weather. It was indeed a beau-
tiful day! The bright sun felt
warm on his face. “I've got to
do it again,” he thought. “Once
again I've got to brief our crew
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The biggest problem after these
necessary checks are accom-
plished is the fact that things
very seldom go perfectly. Be-
cause of this you must be men-
tally prepared for the million
and one things that might go
wrong. By anticipating prob-
lems, you'’re in the right state
or frame of mind to handle any
problem. In short, have a plan.

TAC ATTACK

Knowledge

The SOF, by definition,
should be the most knowledge-
able individual available and
one of the most experienced.
But since we all have to start
somewhere, experience in the
jet comes first, and experience
as a SOF follows at a some-
what slower rate. In any case,
you've got to know the books
cold. Many people will rely on

your judgment and capability
so your decisions must be based
on cold, hard facts. Study the
books beforehand and keep up
with all the changes. Many
wings have a read file avail-
able in the tower to include
wing guidance, temporary pro-
cedures and recent changes—
read it!

Decision Ability

How does one develop this?
Some guys seem to come by it
naturally, others have to learn
it. The key point here is that
your wing supervisors (DO/
squadron commander) selected
you based on your capabilities.
Take confidence in that fact.
Remember that the first two
factors we discussed, prepara-
tion and knowledge, make deci-
sion ability much easier. Re-
member also that you're in
charge—think logically and
then act. Double check as soon
as you have the time—use the
SOF emergency action
checklist.

Brief your tower personnel
on what you expect of them.
Know and understand their
duties and responsibilities. A
good working relationship with
the ATC folks can be the basis
for a smooth running organiza-
tion. As AFR 60-2, TAC Sup 1
says, “A cooperative, teamwork
approach is a must.” Work
through the tower personnel for
radio calls and directives in all
cases except where time critical
emergencies dictate the im-
mediate use of the radio by the
SOF. For all normal activity,
the watch supervisor in the
tower is the person to talk to.

27
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Major Vandy Vandenberg
TAC Flight Safety

SITUATION: It’s Day 2 of Red
Flag 88-X and your F-4E is in
the third two-ship of a massive
gorilla heading west from Stu-
dent Gap. While approaching a
turn point at 300’, the pitter
says, “Check Master Caution
Light.” You start a climb and
check the telelight panel.
“Oxygen Low” is staring at
you. The WSO then calmly in-
forms you that smoke is coming
up around his seat.

Yo! ... what’s your plan?
OPTION 1: Pull the oxygen
gauge circuit breaker in the
rear cockpit, since the thing
has obviously shorted out.
OPTION 2: Eject. After all,
since there’s no oxygen, you
can’t breath.

OPTION 3: Continue to climb
away from the ground, call
“Knock-it-off’, and inform your
leader/wingman that you have
a possible bleed air duct
failure/fuselage fire.
DISCUSSION: Option 3 is the
correct choice, though option 2
may follow shortly thereafter.
The most important thing to do
is step 1 of the checklist: “At-
tain and maintain safe ejection
altitude.”

Since January 1986, there
have been three documented
cases of inflight fire in the door
16/22 fuselage area.That’s not a

good place to have a fire (as if
any place is), since under door
16 is the LOX system, aft
emergency canopy jettison bot-
tle, and massive wire bundles,
while door 22 shelters the
heart of the fuel system, utility
hydraulic reservoir, bleed air
ducts and the pneumatic com-
pressor. No matter how or
where a fire starts, if it spreads
to the LOX, hydraulic or fuel
systems, you're sitting in a jet
that probably isn’t going to
make it and you need to plan
accordingly. Other considera-
tions are loss of utility hydrau-
lics, spurious flight control in-
puts and other unpredictable
malfunctions as the fire
spreads.

Now that you're alerted to
the problem, you can continue
to run the checklist. What’s a
safe altitude? Your choice, but
I'm going to use 5000’ as a
minimum. Going 100% and
Emergency probably isn’t going
to do much for you in this situ-
ation, since the LOX system is
probably out of there. Also, the
new WARNING in the Dash
One says that the bailout bottle
can’t supply enough pressure
for normal breathing unless the
CRU-60/P supply hose is dis-
connected, allowing fumes into
the mask. Talk about a rock
and a hard place! No wonder the
Dash One recommends early
ejection with a confirmed door

AN NN N YN YN CZWwWN£WYWERYERYN

16/22 area fire.

One of the most important
things to do is to quickly run
the controlled bailout checklist.
Things to think about: tighten
all belts and straps (hopefully
your seat kit straps aren’t
loose so you can “check 6”),
stow loose equipment (like the
$49.95 massive checklist holder/
tape recorder on your
leg) and run your seat down to
where the face curtain doesn’t
prevent you from getting your
head all the way back (seat full
down is a good technique). Let
the world know what you'’re go-
ing to do, ecrew coordinate and
perform a dual-sequenced ejec-
tion when the situation
dictates.

The WSO must be ready to
use the “Canopy Fails to
Separate” procedures in
case his canopy jettison bot-
tle has been breached. This
will involve some fancy hand-
work, but assuming the regular
pneumatics system is oper-
ating, you probably won’t have
to go past the second step:
“Normal canopy control
handle—open.”

There are a couple of things
in the works to help us with a
door 16/22 fire. The first is a
fire detection (and possibly
suppression) system to warn us
of the problem; OO-ALC is cur-
rently evaluating this proposal.
The second is the addition of a
redundant aft canopy emer-
gency jettison bottle, to be
placed in the rear cockpit. At
this point, it looks like late
1988 before this modification
starts. We hope to expedite
starts of both modifications, but
meanwhile, crews have to be
able to analyze a fire in the
door 16/22 area and carry out
the appropriate emergency
procedures.
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CLASS A MISHAPS
AIRCREW FATALITIES
TOTAL EJECTIONS
SUCCESSFUL EJECTIONS

TAC'S TOP 5 thru MAY 1987

9th AF 12th AF

318 FIS 33 TFW
507 TAIRCW
1 TFW
31 TFW

354 TFW

USAFSO
366 TFW
355 TTW

AFR

182 TASG
110 TASG
138 TFG

482 TFW
924 TFG
906 TFG
177 FIG 507 TFG
114 TFG TFG

CLASS A MISHAP COMPARISON RATE

(CUM. RATE BASED ON ACCIDENTS PER 100,000 HOURS FLYING TIME)

USAFTAWC
28 AD
USAFTFWC
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