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“New technology now provides vehicle drivers
and passengers with exact time, location, and

severity of impending accidents, providing
ample time for them to buckle their seat belts
prior to impact...”

Unfortunately, mishaps don’t occur on a strict time schedule;
therefore, the only defense is to be prepared. Ask yourself: “Am |
doing all | can to keep myself safe and those around me safe?” If you
answer in the affirmative, continue on and encourage others to follow
your example. If your answer is “usually” or “no,” then changes need
to be made, and one such change is in the area of seat belt usage.
Prior to the July 4" weekend, COMACC directed every ACC unit to
conduct random no-notice seat belt checks on their installations. The
policy change came after several fatal mishaps in which drivers and
or passengers failed to buckle-up or demand that others buckle-up
before starting out; and in one case, the belted passengers survived,
while the driver did not.

People can be asked, reminded, and even directed via Air Force
Instruction (AFI 91-207, The USAF Traffic Safety Program) to wear
available safety restraints on and off duty, but some still fail to comply.
One way to get the message across and encourage compliance is
to reiterate that driving is a privilege and not a right, point out that
the difference between the two is that a privilege can be revoked for
non-compliance, and then make good on that
promise by suspending driving privileges for |
those that fail to comply. COMACC’s policy
letter encourages commanders to consider
suspending on-base driving privileges for 30
days, but after a low-speed fatal accident where
the driver was not restrained and ejected from
the vehicle, Dyess AFB upped the suspension
period to 1 year! Sound harsh? Not at all ... if
the possibility of death or permanent disability
isn’t enough to change your habits, maybe
walking for an extended period will. Use your
seat belt and make safety your Combat Edge!

ACC Director of Safety
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Miniumum distance traveled from instant abject enters fieid of vision
untit pilot can change flight path. (Adapted from DeHart, 1985)

OPERATING CONTROLS
* AIRCRAFT RESPONSE:

SENSATION: 0.10 SEC

© FOCUSING WITH
CENTRAL VISION:
PERCEPTION: 0.65 SEC
0.53 SEC

0.29 SEC

@

5131 5806

SPEED IN KNOTS

1000 2000 3000 4000 5000 6000

DISTANCE TRAVELED IN FEET
* The average Air Force aircraft requires 2.0 sec to respond to control inputs.
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an you recall your days in initial

training and the dreaded Emer-

gency Procedure (EP) of the Day?
Do you remember when the StanEval
instructor pilot called your name and you
knew it was your opportunity to excel in
front of your classmates and instructors,
impressing all with your emergency pro-
cedures knowledge? You probably began
by reciting the three basic rules in every
emergency situation: Maintain aircraft
control ... Analyze the situation ... Take the
proper action.

All the while, you were desperately
trying to remember the boldface or memo-
ry item for that emergency. After regaining
your composure and confidently stating
the boldface, you gathered all the indica-
tions and cues given to you and dutifully

went to the appropriate checklist. Having
covered yourself in glory so far, you then
expounded on all that the Dash One had to
say about that emergency - repeating every
note, warning, and caution ever written. By
now you were sure you had aced the sce-
nario and saved the jet, becoming legend-
ary in your own mind. Do you remember
how it turned out? More times than not,
people got it wrong (or only partially cor-
rect) and sat down to a chorus of howls
from their classmates. It’s funny now ... but
back then, it was a nightmare!

For many of us, the above daily ritual
in pilot training was the beginning of how
we learned to deal with emergencies in the
air. Today, as a flight examiner, | adminis-
ter emergency procedure evaluations based
upon obvious indications and known fail-

ure modes in the A-10. | tend to spend most
of my time thinking about the obvious and
not the abstract when it comes to aircraft
failures. In the story that follows, you will
see that the obvious does not always exist.
In order to maintain control of an aircraft,
sometimes it can require all of your skill
and experience. Nothing is obvious in the
black of night; and just maybe, there may
not be any published procedure tor what is
specifically wrong with your aircraft.

It was January 1997 ... | was the
instructor and flight lead on a Night Vi-
sion Goggles (NVGs) upgrade sortie for
a young wingman in my squadron. After
a straightforward briet covering tactical
execution using NVGs, we departed’ into
the darkness to make our planned takeoft
time approximately | hour after sunset. On
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departure, 1 had just snapped my NVGs
into my helmet and was answering depar-
ture control when all of a sudden ... my
aircratt began to violently shake and make
a loud. deafening noise. My first thoughts
were that | had a compressor stall on one
of’ the engines. but a quick look at the
engine instruments showed normal opera-
tion and parameters. | continued to climb
to about 4000° Mecan Sea Level (MSL).
called a “knock-it-off”™ to my wingman.
and directed him to rejoin from his trail
position. 1 began a turn to a downwind
pattern to stay close to base and remain

Courtesy Photo

underneath the overcast. As | looked inside
the cockpit at my instruments during the
turn, [ noticed that | had zero airspeed, my
altimeter was indicating below field eleva-
tion. and the vertical velocity indicator was
wildly fluctuating plus or minus 1,000 teet
per minute (FPM). A quick check in the
Head-Up-Display (HUD) confirmed that it
was not a gauge problem. All 1 had was the
attitude indicator, heading select indicator,

velocity vector in my HUD, and an aircraft

that felt like it wanted to come apart due
to the excessive vibration. To say that the
roots of confusion were taking hold is an
understatement.

Maintain Aircraft Control

The deafening noise and vibrations
— along with the lack of normal tlight in-
struments — were enough to bring me to the
basics that | had learned so many years ago
... fly the jet first! 1 set a power setting that
1 knew would keep me tlying considering
the full fuel load and used the Angle of
Attack (AOA) gauge to make sure | was
in the ballpark for airspeed. The Attitude
Direction Indicator (ADI) and HUD would
suffice to maintain straight and level flight,
but I had to reduce the vibration and noise.
The instrument panel was shaking so vio-
lently | could barely read the instruments.

Analyze the Situation

As 1 leveled at 4.000°, 1 pulled the
throttles back slightly to maintain the AOA
setting. | noticed a slight reduction in the
vibration ... a clue ... I’ve got some kind of
engine problem. Even though both engines
were matched up and reading normal on
the gauges, I decided to pull the right throt-
tle back. As | did that, the vibrations and
noise were significantly reduced. | tested
the left throttle in the same manner with no
change in vibration; so I retarded the right
throttle to idle and the vibrations and noise
subsided to a minimal level. Of course, it
now required a moderate amount of rudder
correction to maintain coordinated flight.
As my wingman rejoined, | had him check
my aircraft for damage using his NVGs,
but he could detect nothing unusual. Now
1 felt more in control and finally had a mo-
ment to contact the Supervisor of Flying
(SOF). After a short consultation with a
Functional Check Flight (FCF) pilot, we
decided this problem was outside the scope
of any published Dash One procedure. No
one could make a connection between the
multiple problems 1 was experiencing ...
least of all me. 1 still had no clue why any
of this was happening.

Take Proper Action

The Dash One for the A-10 mentions
using sound judgment and common sense
in conjunction with a full understanding
of all aircraft systems when dealing with
emergency/abnormal situations. Since |
had no clue why all this was happening |
decided the time for analysis was over. |



Photo by Denise Gould

knew I had a sick jet, and it was tine to
put it back on the ground. I had my wing-
man read the only pertinent checklist — the
engine failure procedure. It was now time
to adapt, innovate, and overcome. The plan
was to shoot a single engine Instrument
Landing System (ILS) approach with my
wingman acting as the talking airspeed
indicator and altimeter. We accomplished
a modified controllability check and got
ready for the approach. The ILS worked
tine, and the only surprise was how much
rudder it required to maintain coordinated
flight once it was configured. The landing
was uneventful. and [ rolled into the dearm
and shutdown procedure.

| climbed down the ladder and no-
ticed a few bird feathers on one of the
pylons. Only after I walked to the right side
of the aircraft did [ realize the extent of the
damage and what had happened. My War-
thawg had sustained massive bird strikes

from at least tive Canada snow geese. Two

geese went down the right engine destroy-
ing numerous tan blades in the fan section,

continued on to tear out a 4-foot section of

sheet metal next to the compressor sec-

tion, and finished by destroying the engine
tailcone. Two more geese met their fate on
the right gear pod and leading edge of the
right wing, severing both pitot-static lines
exactly where they run through the leading
edge of the wing. Another goose hit the left
slat and terminated itself on the fuel drain
underneath the left engine, barely 2 inches
below the intake. All.in all, it was not a
good night tor the geese ... or me.

Safety Lessons Learned

I. Migratory waterfowl fly at
night and are in their highest concentra-
tions | hour betore and after sunset. |
think about that now when 1 fly at night.

2. Air Traffic Control’s radar can
see large tlocks of birds, but cannot report
them unless visually contirmed by a pilot -
which isn’t gonna happen at night. So now
1 always ask them before 1'take off if they
sce anything unusual.

3. What is totally obvious in the
daylight can be totally invisible in the
dark. Most of the contusion and unknowns

that exist at night would have been easily
resolved by visual cues during the day. In
fact, this incident would most likely have
never happened in the daytime; | probably
would have been able to see such a large
flock of birds and avoid them.

4. Operational Risk Management
(ORM) definitely plays an important part
in night operations; the risks are not the
same as for day operations and need to be
assessed accordingly when planning your
night missions.

5. The three basic rules of emergen-
cies always work, don’t forget them!

Finally, we all know of other aircraft
in the inventory that have been brought
down by bird strikes and other unusual
problems. | was very fortunate that night.
The threats are out there as we continue to
increase our night operations. Think about
it, plan and brief it, and be.ready for the
“not so obvious™ to happen. Fly safe! W
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, Ithough Arnold Engineering Development Center

(AEDC) uses some of the most sophisticated tech-

: nologies in the world to test aerospace systems

before flight, it's been using one system for 24 years that’s

about as simple as instant mashed potatoes and Stovetop
Stuffing.

“It's about as low-tech as you can get,” said Randal
Watt, a project manager at the Arnold Air Force Base, Tenn.,
test center’'s Bird Impact Test Facility. “Most people who
tour AEDC are surprised we haven't developed a more so-
phisticated test technique. But it's really common sense, a
very simple thing. If you are trying to simulate a bird hitting
the windshield of an aircraft, the easiest and best way to do
it is to catch a bird, accelerate it to the desired speed, and
have an aircraft windshield in its path.”

Bird strikes can cause extensive damage to aircraft and
serious injuries to their crews. At worst, they can be deadly
confrontations. The Air Force estimates that planes hit
about 3,000 birds every year, causing damages of $50 mil-
lion and sometimes loss of human life. In a bird-strike ac-
cident in September 1995, 24 AWACS crew members were
killed after takeoff from Elmendorf Air Force Base, Alaska.
So for more than 20 years, Watt and his colleagues at AEDC
have been helping the Air Force upgrade and certify aircraft
windshields and canopies for bird-strike resistance.

“Birds have been a hazard ever since there has been
an airplane,” Watt said. “But the situation didn't become
really critical until planes starting flying very fast and close
to the ground.”

A serious problem in Vietnam

The critical period began during the height of the
Vietnam War, Watt said. F-111 aircraft — equipped with
terrain following radar that allowed them to zip along a few
hundred feet off the ground — were hitting a lot of birds. So
an office set up at Wright-Patterson Air Force Base, Ohio,
received a tasking to do something about the bird-impact
hazard.

People at Wright-Patt knew AEDC had gun range
experience, so they asked what it would take to develop
some sort of bird-strike test. With some scrap hardware,
including an old 8-inch Naval gun, and a little design and
fabrication, engineers at AEDC hatched a plan. They as-
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ello, Amd/d Engineering Development

sembled a simple air gun, and gave the world what people
at Arnold now commonly call the Rooster Booster, or the
Chicken Gun.

“The gun has a 60-foot-long barrel and a 10-foot, 3-
inch chamber that can be pressurized with air,” Watt said.
“to operate the system, the chicken carcass is placed into
a balsa wood container called a sabot (French for “shoe”)
and loaded into the barrel. Between the barrel and the air
chamber is a thin plastic diaphragm, which isolates the
sabot from the high pressure air until shot time. “Firing” of
the gun is accomplished by rupturing the diaphragm, per-
mitting the air to push the sabot and bird down the launch
tube toward the test article, which sits in an outdoor shed
area.”

As the sabot and chicken exit the launch tube, a ta-
pered and threaded section strips the sabot away, permit-
ting the bird to continue in flight to the target. The sabot
stops before the end of the section.

Good for tests, or Sunday dinner

Watt said AEDC buys whole 4-pound chicken carcass-
es, feathers and all, from a local chicken farmer.

“These are the same chickens that would end up
on your Sunday dinner table,” Watt said. They're kept in
a freezer until needed for testing, when they're thawed.
Though the American Society for Testing and Materials
Standard for bird-impact testing will permit using imitation
birds, Watt said the Air Force typically requires a real bird
carcass.

The preference of most of the System Program Offices
(SPOs) is to simulate the event as close to reality as pos-
sible, Watt said. “The best thing to sue to simulate a bird
strike is a bird. And chickens are the easiest to come by.”

Aircraft and bird encounters occur thousands of times
each year. The Air Force alone has approximately 3,000,
according to the Windshield Systems office at Wright-Pat-
terson Air ‘Force Base, Ohio. Since 1972, when AEDC's
Bird Impact Range began operating, a representative trans-
parency from nearly every type of U.S. military aircraft has
been bird-strike tested. This testing has helped save untold
lives and millions of dollars.

In the 20 years Watt has been associated with the
chicken gun, he's seen some real advancements in wind-
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shield and canopy technology.

“Our first shot was in October 1972 on an F-111 es-
cape module. Back then the windshields were basically
glass,” Watt said. “Because they were designed strictly for
aerodynamic loads, with no consideration whatsoever to
bird impacts, they failed at very low speeds, under 70 knots
or so. They just punched right through, which would result
in a fatality and the loss of an expensive aircraft.” '

The Air Force went to various windshield manufactur-
ers and asked them to develop stronger windshields. Mov-
ing away from glass to more modern plastics such as acrylic
or polycarbonate, a high-strength plastic, developers went
to laminated designs, which are stronger and more flexible.
Since its inception, AEDC’s chicken gun has tested the

windshields and canopies of the majority of aircraft flying

in the Defense Department’s inventory, including the A-7,
A-10, F-15, F-1, F/A-18, F-111, T-37, B-1, and C-130.

Watt warns that not all windshields and canopies fail
to qualify simply because they shatter. On an early F-16
test, Watt recalled, viewing the test with the naked eye
showed the windshield withstood the impact just fine.

“We had our high-speed cameras running inside the
cockpit photographing the bird coming in and the canopy
deflecting into the cockpit area. It looked like the surf com-
ing in — just a big wave running through it.”

So in addition to integrity tests, Watt is also interested
in how much deflection occurs. “Even if the windshield or
canopy survives, if it hits the pilot in the head, he's dead.
And sometimes the pilot's head is within an inch or two of

Rooster Booster!
: mov;s 03k HITTED!

| ”'f‘ NEGLILL g,
Igh:tech

that bubble canopy.”

Still another consideration is temperature. Because a
windshield’s or canopy’s properties will change according
to the temperatures they are exposed to, developers must
consider how windshields and canopies will respond to
severe weather.

“One scenario is the plane sitting in the desert in the
middle of the day that has to suddenly go into the air and
hits a bird as it's taking off,” Watt said. “That windshield is
probably going to be very hot. So to simulate that condition,
we heat the test area up to 200 degrees Fahrenheit.

“The other case is the aircraft sitting on the runway
in Alaska in the middle of winter and it's 30 degrees below
zero. Again, if that plane has to go airborne, its windshield
will be very cold, so by putting a thermal enclosure around
the test area and supplying cooled gaseous nitrogen, we can
cool the area down to 30 or 40 degrees below zero.”

Watt expects the chicken gun will be in use for years to
come, including 40-plus firings a year.

Editor’s Note: The Ballistic Impact Range A.K.A.
“The Rooster Booster” was born out of necessity and has
served the flying community well since then making air-
craft components and canopies safer in the event of a bird
strike. Although the need for impact testing has lessened
over the past few years since this article was published,
aircrews continue to reap the benefits'gf this unique testing
program that’s strictly for the birds.

Reprinted Courtesy of Leading Edge, AFMC Public Affairs
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Here is a partial list of contraband
that may not be brought back from over-
seas, and why:

Sand: There exists a critical short-
age of sand in Southwest Asia. Not
even one grain can be spared. Besides,
there is a real threat that the spirit of an
ancient warrior king resides in the sand,
ready to rise up in vengeance against
anyone who dares disturb his centuries-
old sleep. Didn't The Mummy movie
teach you anything?

Weapons: A select-fire assault rifle
is an excellent, even necessary thing to
have in the combat zone. Not so much
back home. While the neighbors might
be impressed with your new AK-47
rifle, local law enforcement authorities
will likely be even more impressed and
want to talk to you about how you got it
— through a bullhorn.

Ammunition and Explosives: Of
all things that can be used as a pa-
perweight, the hand grenade is a poor
choice. It rolls all over your desk, and
can detonate on very little (3-5 seconds,
to be exact) notice. Our bomb-sniffing

dogs will remind you of this explosive
fact at the customs inspection.

Tanks: Modern tank-killing am-
munition contains depleted uranium, a
radioactive substance that lingers inside
the vehicle for years afterwards. A T-72
tank on your front lawn would comple-
ment any home’s décor, but the radioac-
tivity might harm any neighborhood kids
who play on it. Shipping home a 49-ton
piece of wrecked enemy armor would
require a second mortgage anyway, SO
leave the tanks where you found them.

UXO: The term “dud” is commonly
used to identify both unexploded ord-
nance and any idiot who plays around
with this stuff. Just because it hasn't
gone off doesn't mean it won't go off.
Keep your hands to yourself and keep
your hands.

Cubans: Anything that tastes this
good has to be either illegal or bad for

you. Cuban cigars are both. Enjoy your

Havanas here; at Customs you ILencoun-

ter a squadron of takag a:rpta,:

trained to smff GutG
r-

Pets: The list of prohibited pets in-
cludes grasshoppers, lizards, and camel
spiders. Admit it; the whole time you
were deployed, all you thought about
was home. This is their home. If you
bring a pet back to the States, that ani-
mal will spend the rest of its life missing
home - is that what you really want?

Other Hazardous Materials: In
this category are scorpions, snakes, and
other things that make you go “ouch.”
Whether dead or alive, squished, stuffed,
or encased in plastic, there's no earthly
reason why you need a sand viper. It
would make a neat April Fool's Day
prank, though ...

Hopefully, these hints will help the
re-deploying service member find that
souvenir that is safe and appropriate,
tasteful, yet still able to pass a customs
search. Selecting the right memento of
your service will lead to years of plq.asbnt ot
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(6ent belt uss,

by TSgt Joe Winfield, Barksdale AFB, La.

mericans love football, hotdogs,
Aapple pie, and wearing seat
A belts. Well, Americans have
been a little slower to embrace seat belts
than the other three icons, but we're
coming along, albeit slowly. According
to the National Highway Traffic Safety
Administration, seat belt usage across
the United States is on the rise and re-
cently topped 80 percent. Unfortunately,
that 80 percent usage rate is having a
carryover effect on our Airmen. While
seat belt compliance rates on most bases
is over 99 percent, Airmen continue to
lose their lives off base by failing to
buckle up; indicating massive room for
improvement in off-base usage.
in fact, according to statistics
compiled by the Department of Trans-
portation, there were 16,566 fatalities in
2004 in which restraints were not used,
or an average of 332 deaths annually per
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state. Furthermore, in FY04 ACC experi-
enced seven fatalities resulting from lack

of restraint use — seven valuable Airmen .

who might have survived, and been alive
today had they taken the time to buckle
up. This tells us that we in ACC still
have work to do when it comes to seat
belt usage.

What many people fail to realize is

that during most vehicle accidents, occu-
pants experience two separate impacts.
First, there is the initial impact when the
vehicle hits another object, but this im-
pact alone may not be ‘enough to cause
serious harm. The second impact is the
culprit behind most car injuries.

Sir Issac Newton'’s first law of mo-
tion comes into play here. Simply put,
the law states that every object will re-
main in motion until acted upon by an
outside force, with deadly results.

Photo by SSgt Levi Collins

The second impact occurs inside
the vehicle after the force from the initial
impact turns the occupants into flying

projectiles, slamming them into the
dashboard, windshield, or other hard-
ened parts of the interior. Imagine this: a
car traveling at 50 miles per hour (MPH)
hits a stationary object and comes to a
complete and sudden stop. An unbelted
occupant and everything inside the car
not secured will continue to travel at
50 MPH until something stops it, or
redirects it in a different direction. Go a
step further and compute the force with
which the occupant will hit a stationary
object inside the car — the vehicle’s
dashboard for instance. For an occupant
weighing 160 Ibs traveling at a speed of
50 MPH, the force generated at the point
of impact will be 8,000 pounds! Not too
many bones in the body can withstand
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that kind of punishment; you can only
imagine the damage to internal organs
and soft tissue from a blow of 4 tons.
Unlike a vehicle that can be repaired or
replaced, the human body isn't easily re-
paired and is impossible to replace.

Once the mishap occurs, nothing
can prevent the second collision; it's a
law of physics that can’t be broken, the
only thing that can be done is to reduce
its severity. Fortunately, there is a device
inside your car that is designed for just
that purpose: your seat belt.

The seat belt wraps across the torso
and waist of the driver and passenger to
give the body something softer than the
car's interior to absorb the impact. It
also helps protect your body from be-
ing injured by the unyielding hard metal
and plastic surfaces on the inside of your
car.

Seat belts keep you behind the
wheel where you can continue to drive
and possibly take further evasive action,
and also prevent you from being ejected

from the vehicle — one of the biggest
causes of motor vehicle fatalities.

Many new cars come with airbags,
and this feature gives some motorists a
false sense of security. Airbags are pas-
sive devices, not active systems like seat
belts that require your action to latch.
Passive can be good, because it's easy,
but may not necessarily be as effective.
Statistically, fewer injuries and fatalities
occur in crashes of vehicles equipped
with airbags, (overall, airbags reduce
driver deaths by 14 percent and pas-
senger deaths by 11 percent) but the
deployment of an airbag alone during a
high-speed collision may not be enough
to save the life of an unbelted occupant.

Although some new cars offer
side airbags, many do not. Dashboard
mounted airbags offer no protection at all
from side or rear collisions, only from the
front. Supplemental restraints don’t offer
much during rollovers, either. Wearing a
lap belt keeps you anchored to the car
seat and your shoulder belt keeps your

-

upper body from pitching forward and
hitting the airbag as it deploys. Remem-
ber, airbags are designed to complement
seat belts, not replace them.

Supervisors are often faced with
a tough job changing the ingrained
habit patterns of Airmen who may have
spent 18 or more years of their lives not
wearing seat belts. Persistence, sincer-
ity, example, constant awareness, and
education are the keys to success and
lowering the death and injury rates due
to automobile accidents. The alternative
to wearing a seat belt really isn’t a choice
at all, and if made, it has a pretty grim
outlook. Without a belt, people can look
forward to skull fractures, facial lacera-
tions, broken teeth, ribs and other nasty
internal injuries and in the worst cases,
death.

Remember, if the first impact
doesn’'t kill you, the second one just
might.. The final decision is up to you. |
know the choice I'll make. W
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ith the end of summer in sight,
August marks the beginning of the
school year in some states and chil-

dren will be heading back to classes and school
buses will be out on our streets and highways
once again. Safety is of the utmost concern as
our children return to school, but following a few
basic rules can help ensure a safe environment
for our children as they travel to and from school
as well as throughout the school day.

For those of us whose children take a bus
to school, remind them to stay on the sidewalk,
if available, as they walk to the bus stop. Once
they arrive at the stop they should be courteous
to the other children at the stop and stay away
from the street until the bus comes, and whiie
on the bus, children shoutd remain in their seats
at all times while the bus is moving.

Children, especially young chitdren, are at
their most vulnerable when they are boarding
and leaving a school bus, therefore, if you drive
your child to the bus stop in the morning and
wait with them until the bus arrives, be sure to
park in approved areas so as not to add to the
traffic congestion. If you walk with your child or

meet them at the stop after school, be sure they
arrive on time, wait five “giant steps” from the
road and don't engage in horseplay prior to the
bus arriving in the morning.. At the end of the
day, ensure they don't dart off the bus and into
the street in their anxiousness to tell you about
their day. Teach your child to ask the driver for
help if she drops something near the bus. If
a child stoops to pick up something, the driver
cannot see her and the child could be hit by the
bus. A book bag or backpack helps keep loose
items together.

If your children walk to school, teach
them to remain on the sidewalk, if available,
and to be aware of the traffic around them. If
no sidewalk is available, they shoutd stay close
to the roadside and walk against traffic. Teach
your children to look both ways before crossing
the street and to cross only at intersections.
During the winter months, children should wear
light-colored clothing or add a garment with
reflective material to keep them visible during
low-light conditions as the days get shorter.

As school begins across the country, driv-
ers need to be cautious and pay particular atten-

W

tion to the increased number of children walking
in our neighborhoods and in school zones. Over
the summer, higher speeds are allowed in most
school zones, and drivers may become ac-
customed to those higher speed fimits. When
school resumes again, drivers need to be aware
of school zones, crosswalks and bus stops; care-
fully obey speed limits, and keep their eyes open
for children nearing the roadway.

One of the back-to-schoof safety topics
addressed on the National Highway Traffic
Safety Administration Agency (NHTSA) website
discusses the bus stop as being the most dan-
gerous part of the school bus ride. Millions of
children in the United States ride safely to and
from school on school buses each day. Although
school buses are the safest way to get them to
school, an average of 33 school-age children die
in school bus-related traffic crashes each year.
Most of the children killed in bus-related crashes
are pedestrians, 5-to-7 years old, who are get-
ting on or off the bus. They are hit by the school
bus or by motorists illegally passing a stopped
bus. Elementary school children become eas-
ily distracted and may start across the street
without waming, don’t understand the danger
of moving vehicles, can't judge vehicle speed or
distance, and may be blocked from view by the
bus. Most importantly, children expect vehicles
to stop for them at the school bus stop.

Learn and follow the school bus faws for
motorists in your state. Laws exist to protect
children getting on and off the bus AND to pro-
tect you from a tragedy. Here are some standard
rules:

» Motorists coming to a school bus from
either direction must stop when the bus
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Courtesy SSgt Bendet

wise industrial hygienist once told
A me a true story about a mysterious

exposure in a workplace on base.
It all started in September 1992, when
OSHA published the Cadmium Standard.
The new standard required that work-
ers with potential cadmium exposure, no
matter how slight the potential, be tested
to determine the cadmium levels in their
bodies. A number of different shops were
tested and it was expected that abrasive
blast shops would be the most likely to
have workers with elevated levels of cad-
mium, due to exposure to high airborne
concentrations of cadmium. The testing
revealed that the abrasive blast workers
had no elevated cadmium levels, indi-
cating their exposures were adequately
controlled through engineering controls,
administrative controls and the personal

protective equipment required for the
tasks. The workers that showed the high-
est levels of cadmium worked in a shop
where there was no inhalation hazard to
cadmium. Upon further investigation, it
was determined the primary exposure route
in this shop was through ingestion. The
workers were performing cadmium plat-
ing operations and other workplace tasks.
In-between tasks they would often take a
drink of soda or a bite of their candy bar,
without washing their hands, and continue
on with the next task at hand. Little did
they know they were ingesting cadmium
(and who knows what else) with every sip
and every bite.

The example above shows the need
to do something to prevent ingestion of
hazardous materials. 29 CFR 1910.141
paragraph (g) (Sanitation) addresses the

consumption of food and beverages in the
workplace. It states “No employee shall be
allowed to consume food or beverages in a
toilet room or in any area exposed to a toxic
material,” as well as “no food or beverages
shall be stored in toilet rooms or in an area
exposed to toxic material.” AFOSH Std
91-68, Chemical Safety, mandates that food
products and smoking materials be isolated
from work areas where toxic materials are
stored or used. AFOSH Std 91-501, A4ir
Force Consolidated Occupational Safety
Standard, which enforces the OSHA stan-
dard, states that “No food or drink will be
brought into or consumed in areas exposed
to toxic materials, chemicals, or industrial
shop contaminants. After exposure to any
contaminant, shop personnel will wash
their hands before eating or smoking.”

The number one fundamental step in
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preventing ingestion of chemicals is per-
sonal hygicne. Regardless of whether the
activities you perform require hand protec-
tion or not, you should always wash your
hands after using chemicals, especially
before you cat. drink or smoke.

Workplace supervisors are responsi-
ble for enforcing these standards and mak-
ing sure adequate facilitics are available for
workers to comply with the standards. Your
employees will thank you, and so will their
families.

The above information is courtesy of the
OO-ALC Center Safety Office Newsletter

Are You Overexposing Yourself?

The previous article used the inadver-
tent ingestion of Cadmium to illustrate the
actions that you can take to protect yourself
(personal hygiene and using Personal Pro-
tective Equipment), but it didn’t provide
any information about Cadmium itself.
The Agency for Toxic Substances and
Disease Registry (ATSDR) is an agency of
the US Department of Health and Human
Services. lts mission is to serve the public
by using the best science, taking respon-
sive public health actions, and providing
trusted health information to prevent harm-
ful exposures and disease related to toxic
substances.

The ATSDR website provides fact
shects to answer the most frequently
asked questions (FAQs) about exposure
to hazardous substances and the cffects
of exposure on human health at: httpe/
www.atsdr.cde.govitoxfag.html. The ATS-
DR “ToxFAQs™ fact sheet for cadimium
states that “this information is important
because this substance may harm you. The
effects of exposure to any hazardous sub-
stance depend on the dose, the duration,
how you are exposed, personal traits and
habits, and whether other chemicals are
present.”

While exposure to cadmium happens
mostly in the workplace where Cadmium
products arc made, the general popula-
tion is exposed from breathing cigarette
smoke or cating cadmium contaminated
foods. Cadmium damages the lungs, can
cause kidney disease, and may irritate the

digestive tract. It’s a natural element in
the earth’s crust, and it’s usually found as
a mineral combined with other elements
such as oxygen (cadmium oxide), chlorine
(cadmium chloride), or sulfur (cadmium
sulfate, cadmium sulfide). All soils and
rocks, including coal and mineral fertil-
izers, contain some cadmium. Most cad-
mium used in the United States is extracted
during the production of other metals like
zinc, lead, and copper. Cadmium does not
corrode easily and has many uses, includ-
ing batteries, pigments, metal coatings, and
plastics.

Cadmium enters the environment
from mining, industry, and burning coal
and household wastes. Once introduced
into the environment, cadmium particles in
air can travel long distances before falling
to the ground or water. It can also enter wa-
ter and soil from waste disposal and spills
or leaks at hazardous waste sites, where it
binds strongly to soil particles. Cadmium
doesn’t break down in the environment.
Therefore, it can easily be taken up by
fish, plants, and animals; which are then
consumed by humans, and once it enters
your body, it stays in the body a very long
time and it can build up from many years of
exposure to low levels.

In and out of the workplace, cadmium
exposure can come about by: breathing
contaminated workplace air (battery manu-
facturing, metal soldering or welding), or
eating foods containing it; low levels in
all foods (highest in shellfish, liver, and
kidney meats). Breathing cadmium in
cigarette smoke can double your average
daily intake, while drinking contaminated
water, or breathing contaminated air near
the burning of fossil fuels or municipal
waste can add to your exposure levels.

The Department of Health and Hu-
man Services (DHHS) has determined that
cadmium and cadmium compounds may
reasonably be anticipated to be carcino-
gens, and it can affect your health in sev-
eral different ways. Breathing high levels
of cadmium severely damages the lungs
and can cause death. Eating food or drink-
ing water with very high levels severely
irritates the stomach, leading to vomit-
ing and diarrhea. Long-term exposure to
lower levels of cadmium in air, food, or
water leads to a buildup of cadmium in

the kidneys and possible kidney disease.
Other long-term effects are lung damage
and fragile bones. The health effects in
children are expected to be similar to those
in adults (kidney, lung, and intestinal dam-
age). Itis unknown at this time if cadmium
causes birth defects in people as it does not
readily go from a pregnant woman’s body
into the developing child, but some portion
can cross the placenta, and it can also be
found in breast milk.

Animal studies indicate that more
cadmium is absorbed into the body if the
diet is low in calcium, protein, or iron,
or is high in fat. A few studies show that
younger animals absorb more cadmium
and are more likely to lose bone and bone
strength than adults. The babies of animals
exposed to high levels of cadmium during
pregnancy had changes in behavior and
learning ability, and Cadmium may also
affect birth weight and the skeleton in de-
veloping animals.

How can families reduce the risk of
exposure to cadmium? A balanced diet can
reduce the amount of cadmium taken into
the body from food and drink, and is your
first line of defense. In the home, store
substances that contain cadmium safely,
and keep nickel-cadmium batteries out
of reach of young children. If you work
with cadmium, use all safety precautions
to avoid carrying cadmium-containing dust
home from work on your clothing, skin,
hair, or tools.

For more information concerning
workplace conditions, contact your unit
or wing ground safety office. For issues
around your private residence or com-
munity, ATSDR can tell you where to find
occupational and environmental health
clinics. Their specialists can recognize,
evaluate, and treat illnesses resulting from
exposure to hazardous substances. You can
also contact your community or state health
or environmental quality department if you
have any more questions or concerns.

Editor’s note: The information for
this article was obtained from the ATSDR
“ToxFAQs™” fact sheet for cadmium at

http://www.atsdr.cdc. gov/tfactsS.html . "W


















Mishap Statistics Scoreboard

As of June 30, 2005
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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

Aircraft Notes

First, a moment of silence for the U-2 aviator
we lost in an AOR mishap. ACC had 5 Class As
in June. Two were non-rate producing Preda-
tor mishaps. The other two were F-16s. One
aborted takeoff for a blown tire and the aviator
got it stopped with minimal damage, estimated
somewhere in the Class C range. However,
putting out the brake/hydraulic fire also dam-
aged the engine driving the cost into Class A
range. The other F-16 aviator was able to get
the aircraft on the ground at a divert field after
the engine caught fire, but the aircraft veered
right uncontrollably during the landing roll. So,
the aviator ejected just prior to departing the
prepared surface. Check yourself before you
wreck yourself. Fly Safe!

The 101 Critical Days of Summer cam-
paign continues to be our off-duty focus,
however, safety rates and mishaps are tracked
throughout the year. To date, ACC currently has
experienced 14 Class A mishaps, which is a
reduction of 18 percent from last year’s totals.
Despite our best efforts and warnings, there
is a disturbing trend involving fatal mishaps.
The first is that fatal mishaps are occurring,
the second is that in 70 percent of the PMV4
mishaps, the deceased were not wearing seat
belts. Buckle-up whether you are on or off
base. It's a decision we can all live with.

Weapons Notes

Weapons Safety is still having a stellar year
when it comes to Class A, B, and even C mis-
haps. Our Class D mishaps, however, continue
to rise. We can't seem to get folks to follow
technical data. We need to get the word out.
Spot inspections and publicity is the key.
Use any tools available, from weapons safety
flashes to newsletters to get the word out. Do
your part to ensure all explosive operations
performed in your unit are in strict compliance
with technical data.

Symbols for Mishap Aircraft

+ A 4 A4

A-10 B-1 F-16 B-2 uU-2
RQ-1 F-4 HH-60 F-15 RQ-4 T-38

A

F/A-22 B-52 E-3C




Congratulations to Air Combat
Command, the recipient of the
FYO4 Major General Benjamin D.
Foulois Memorial Award.; ' //
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