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You can survive the Desert


Survive
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By Julie Shelley, Fort Rucker, Ala.
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Environmental effects of
the desert can have an

impact on people if they
are not prepared for it.

entering the eyes is a frequent
complaint of vehicle crews, even
when wearing goggles.
Chapped lips are also common
in the desert. The use of
chapstick and skin and eye oint-
ment is imperative in preventing
and minimizing the effects of
wind and sand.

Another danger of the desert
is sandstorms. Fast, wind-blown
sand produced in sandstorms
can be extremely painful on bare
skin, which is one reason why
airmen must be fully clothed at
all times. When visibility is re-
duced by sandstorms to the ex-
tent that military operations are
impossible, airmen should not

Photo by SSgt Matthew Hannen

leave their group unless they are
secured by lines for recovery.
Pieces of cloth or bandannas must
be carried to cover the face and
neck during sandstorms.

Climatic stress on the human
body in the hot desert can be
caused by any combination of air
temperature, humidity, air move-
ment, and radiant heat. The body
also is affected adversely by such
factors as lack of acclimation, be-
ing overweight, dehydration, alco-
hol excess, lack of sleep, old age,
or poor health. The ideal body tem-
perature of 98.6 degrees F is main-
tained by conduction and
convection, radiation, and evapo-
ration, or sweat. The most

important of these in daytime
desert conditions is evaporation,
since air temperature alone is
probably already above skin tem-
perature. However, if relative hu-
midity is high, the air will not
evaporate sweat easily and the
cooling effect will be reduced.

Proper standards of personal
hygiene must be maintained in the
desert. Daily shaving and bathing
are required if water is available;
cleaning the areas of the body that
sweat heavily is especially impor-
tant. If sufficient water is not on
hand for bathing, airmen should
clean themseves by means of a
sponge bath using solution-im-
pregnated pads, a damp rag, or a
dry, clean cloth. Underwear should
be changed frequently and foot
powder used often.

Everyone should be checked for
signs of injury, no matter how slight,
as desert dust and insects can
cause infection in minor cuts and
scratches. Small quantities of dis-
infectant in washing water can re-
duce the chance of infection. It is
important to remember that even mi-
nor sickness in the desert can have
dire consequences — prickly heat
and diarrhea can upset part of the
sweating mechanism and increase
water loss, raising susceptibility to
heat ilinesses. The buddy system
can help ensure that prompt atten-
tion is given to these problems be-
fore they incapacitate someone.

The desert is full of diseases.
Common scourges found in the
desert include plague, typhus, ma-
laria, dengue fever, dysentery, chol-
era, and typhoid. Although some of
these ilinesses can be prevented by
vaccines or prophylactic measures,
proper sanitation and personal
cleanliness are vital to disease pre-
vention. Proper mess sanitation is
also essential in the desert.

The desert should not be feared,
but preparation is key to surviving in
the desert. Arm yourself with the
facts and stay safe!

Courtesy of the Army Safety Center
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Can there be any other explanation for
a wingman running into his flight lead from
line abreast formation in an air-to-air
engagement except for a lack of discipline?
Or isn’t a flight lead failing to check his
wingman’s position throughout an entire
engagement undisciplined as well? ...
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The word discipline
means “self-control” or
“orderly conduct.” In
aviation, as in all activities
that require self-discipline,
it means keeping your
priorities straight.

Our main problem is that our
number one job often gets
pushed off of the top of our prior-
ity list. This is due to nothing less
than a breakdown of flight disci-
pline. However, before you ob-
ject to this blunt conclusion, let
me make it clear that I'm not talk-
ing about the kind of flight disci-
pline breaches that result in fla-
grant training rule violations or
crashing into your parents’ back-
yard. We all know there are no
excuses for these kinds of
“crimes.” But can there be any

Photo by MSgt Mark Bucher ! E

other explanation for a wingman
running into his flight lead from
briefed line abreast formation in
an air-to-air engagement except
for a lack of discipline? Andisn’t
the fact that the flight lead did
not check his wingman’s position
throughout the entire engage-
ment presumptuous, and per-
haps undisciplined?

The word discipline means
“self-control” or “orderly con-
duct.” In aviation, as in all activi-
ties that require discipline, it
means keeping your priorities

straight. Discipline means doing
the right thing at the right time,
and this kind of self-discipline is
sometimes hard.

This is why avoiding high P,
mishaps is really not easy at all.
it requires looking up from radar
to check your wingman’s position
even if you don’t have the per-
fect sort. It requires calling blind
when you lose the visual before
adjusting the IR gain, even if
you’re confident you will find your
lead on your next look. It also
requires immediately checking
your attitude when you get a low
altitude warning to confirm you
are not descending, even though
the bandit at six might get the
advantage if you lose sight.

Add to the mix some new
technology and discipline gets
even more important. The de-
signers, with the help of human
factors specialists, need to take
into account the impact new sys-
tems have upon a pilot’s capac-
ity to prioritize. And the system
safety engineers need to con-
tinue to explore ways to help
over-tasked pilots by providing
improved situational awareness
and collision avoidance systems.
However, despite technology
fixes, as long as there are hu-
mans behind the controls, flight
discipline will always be the criti-
cal factor in avoiding mishaps.

Our pilot training programs
from Undergraduate Pilot Train-
ing (UPT) to the Weapons School
and every upgrade ride in-be-
tween must drive this point
home. Avoiding collisions is our
number one job, and pilots must
be trained to keep it at the top of
their priority list. This kind of
flight discipline will produce habit
patterns that will allow pilots to
safely maximize the capabilities
of their jet. Without it, we will
continue to lose friends in mis-
haps that could have been
avoided.

June 2003
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Whiteman AFB, Mo.

Lineage

Established: AP \
509th Bombardment Wing Very '-

Heavy, on November 3, 1947 L

Organized:

November 17, 1947

Redesignated:

® 509th Bombardment Wing,
Medium, on August 1, 1948

® 509th Bombardment Wing,
Heavy, on December 1, 1969

® 509th Bombardment Wing,
Heavy, on September 30, 1990

® 509th Bomb Wing on
September 1, 1991

General Characteristics: Primary Function: Multi-role heavy bomber Builder: Northrop C

Hughes Training Inc., Link Division Thrust: 17,300 pounds each
Ceiling: 50,000 feet Takeoff Weight (Typical): 336,500 pount
Payload: 40,00 pounds Crew: Two Pilots Date Deployed: D

Phlioto of B-2 Bomber Aircrafi
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Bomb Wing

Photo by SrA Tia Schroeder

rumman Corp. Contractor Team: Boeing Military Airplanes Co., General Electric Aircraft Engine Group and

engine Length: 69 feet Height: 17 feet Wingspan: 172 feet Speed: High subsonic Cost: $1.157 billion
s Range: Intercontinental, unrefueled Armament: Conventional or nuclear weapons
xcember 1993 Inventory: Active force, 21
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team publlshed an update on
G-induced Loss of Con-
sciousness (GLOC) trends
within the Air Force. They shared
the news that, between Fiscal
Year (FY) 1991 and 2000, the
- fighter/attack communities expe-

rienced a steady downward trend

in the Class A GLOC rate'. But

what does the picture look like if
- we focus on the last §years within

Seems the downward trend contin-
ues in the CAF. But don’t get com-
placent. During the same 5-year
period, the CAF experienced four
Class A GLOC mishaps — one in
FY97, FY98, FY99, and one last
year. The FYO1 Class A GLOC rate
for the CAF was 0.15 per 100,000
flying hours. It should be zero.
GLOC is an ever-present
threat that demands respect. Keep

! your eyes on this kzller and know

. > in re- 5‘t‘(jo many — especially i
ported mmdents in the Iast 2 years.

_;0 |

of current man-side equ pmen-t,
acceleration training, and the
caliber of our warrior force.

Like so many human
factor issues, GLOC is not a_
simple problem. There are .
physiological and psychological .
pieces to this puzzle. Situ-:
ational awareness plays a huge 2l
role. In fact, AFSC data re- x
veals close to 33 percent df s
GLOC within the, Air Force |r1- 5 -_»-
vob/es a breqkd‘own in attenhom i
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management — a pilot’s attention
gets channelized or diverted from
the task of G-awareness.

So how do you minimize the
risk for GLOC? Anticipate what's
coming your way with thorough mis-
sion planning. Maintain an accurate
awareness of the jet’'s energy sta-
tus. All the things you know and
practice. But also keep an eye on
the other factors that open the door
to GLOC. What factors, you ask?
Lots o’ factors, but (because of lim-
ited real estate, and even more lim-
ited attention spans) we’re going to
focus on only a few:

Anti-G Straining Maneuver
(AGSM). The AGSM is your best
defense against GLOC, but the ma-

The Combat Edge

jority of GLOC events in the last 5
years resulted from an inadequate
strain. By the time you're a mission-
ready pilot, straining under Gs is
locked in as a natural motor re-
sponse. That's good. Unfortunately
“what we (often) have here is a fail-
ure to anticipate” and a failure to per-
form the AGSM properly. That's
bad. Recognize that the AGSM is
most effective when initiated prior to
G onset and when done by the book.
Also, recognize that the level of
strain that seemed to work fine yes-
terday might not work today, be-
cause your G-tolerance and endur-
ance vary from day to day. That fact
makes it imperative to stay on top of
the G-environment. Use the G-

Anti-G

Straining
Maneuver is
most effective
when initiated
~prior-to G onset.

June 2003

awareness turns to gauge your per-
formance and set your personal G-
limits for each mission.

Fatigue. You know you're not
at your peak after getting only 4, 5,
or even 6 hours of sleep. But did
you know that after 17 hours of sus-
tained wakefulness, your perfor-
mance decreases to a level similar
to 0.05 Blood Alcohol Content
(BAC)*? You wouldn’t balance your
checkbook, make investment deci-
sions, or study Professional Military
Education (PME) in that condition
(OK, maybe PME), so why step to
the jet if you're not good to go?

The story gets worse the
longer you're awake; after 24 hours
of sustained wakefulness, perfor-
mance decreases to a level similar
to 0.10 BAC.

How's this related to GLOC?
Multiple engagements are fatiguing
enough. Add pre-existing fatigue
(from interrupted sleep, shifting
schedules, etc.) and you're asking
for trouble. There just happens to
be an incident that cements our
point (imagine that): A while back
(in a galaxy far, far away) a pilot from
a sister command flew an air com-
bat maneuver training mission in a
fighter aircraft (something that
looked remarkably like ... an F-16).
Prior to the fifth engagement, he in-
formed flight lead that he was worn
out but wanted to keep going. He
would “float his turns” (“Danger, Will
Robinson!”). A couple of signals
screaming out to call it a day right
there, but it didn’t happen. Instead,
“fight's on” — lead and the bandit
began to mix it up. Our hero ex-
tended to regain a visual. While he’s
screaming along, the bandit maneu-
vered to his six and locked onto him.
Not fun, but the real problem came
when the aforementioned pilot
instinctually reacted with a 7-G break
turn. The pilot lost consciousness,
but awoke in time to notice large
rocks rapidly becoming larger.
Thankfully he regained enough SA
to eject and lived to fly another day.

The moral to the story: On an
individual level, listen to your body.
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Just a routine ferry flight?
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Mishap Statistics Scoreboard

FYO03 Aircraft

8 AF

9 AF
12 AF
AWFC

ANG (ACC-gained)

Aircraft Destroyed

As of April 30, 2003

FYO03 Ground

Class A

As of April 30, 2003

Class B

FY03 Weapons

As of April 30, 2003

Class A Class B
0 0
0 0
0 0
0 2

Aircraft Notes

What a welcome relief! After a miserable
month of March mishap madness, ACC'’s flight
safety record did a one-eighty, not a single
incident of flying foolishness in April. We
salute commanders and aircrews alike for their
refocused attention to detail and back-to-the-
basics of aviating as we’ve flown, fought, and
won. As forces continue reconstitution, we
implore all to remain vigilant. Despite no
longer jinking real AAA and SAMs, the P, of
the ground is still 1.0, and you and your
wingman may still be on a collision course.
Go enjoy a baseball game as we strive to
extend our “no-hitter” flight safety streak.

Ground Notes

Class A mishaps now total 17 for FY03.
There have been 15 fatalities, two permanent
total disabilties and one property damage
mishap. In FY02 there were 21 fatalities and
one permanent total disability. There have
been 304 Class C mishaps of which 230 were
off duty. In FY02 there were 295 Class C
mishaps of which 212 were off duty. Never
miss an opportunity to stress on/off-duty safety.

Weapons Notes

This past month we saw an old friend
from the past revisit us. A CAP-9 was dropped
after the load crew tried to dislodge the
missile from the A/C, resulting in a Class D
mishap. It is important to follow established
procedure when performing all operations.
Keep up the fight to make your wing a safe
place to work.

Symbols for Mishap Aircraft

Class A - Permanent Total Disability; Property Damage $1,000,000 or more

Class B - Permanent Partial Disability; Property Damage between $200,000 and $1,000,000
Class C - Lost Workday; Property Damage between $20,000 and $200,000

* Non-rate Producing

+ AL AT
+ A & 4§

RQ-1 QF-4 HH-60 F-15 RQ-4 T-38
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