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AIRCRAFT RESEARCH AND DEVELOPMENT UNIT

TECHNICAL INVESTIGATION NO 556

EVALUATION OF SLIMPAK STYLE PARACHUTE IN

CT4A AIRTRAINER AIRCRAFT
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T-e Slimpak style parachute was being evaluated, under Techrica
Investigation 517, for use in place of the stardard
parachute which had prover ursatisfactory in helicopter operatiors wher
werr. by large crew members, Some instructors and studerts of No 1 Flyirg
Training School, of rather large build, were ucable tc wear the Flexible
Back parachute in the CT4A Airtrainer because of restrictior to cortrol

‘Flexible Back!

Headquarters Support Command considered that the Slimpak style
parachute might be suitable for use in the Airtrairer by the large crew
members ard ARDU was directed to irvestigate this possibility.

Ground ard flight trials were conducted using a wide range of
aircrew sizes, Dropping trials were carried out under Technical
Imyestigation 517, The 'Slimpak® model parachute as tested was found to
be unacceptable for use in the Airtrairer by aircrew with a buttock to heel
length of less tha- abcut 1,02 m, It was also found to have major
deficiencies in design and opei 7 of the harness and associated
buckles that would render it able in its present

form for use by the




LIST OF CONTENTS

Page Nc

% Introduction

i Conditions Relevant toc the Tests

3. Tests Made

4, Results of Tests 4
7R Discussion of Results

a, Conclusions 11
A--exes: A, Photographs, Weight and Dimensions of the Slimpak

Parachute

B, Partia] ar~d Complete Harness Buckle Locking

B Ripcord Positioning and Access

B Releasing Procedure for Harness Buckle

£, tower Harrness Straps Harging from Side Loops

F, Legroom Available wher Wearing the Standard Flexible

Back and Slimpak Type Parachutes
G, ARDU Drawirg No 7610286000 - Modified Cushio-

Modified Slimpak




REPORT NO TI 55¢
EVALUATION OF SLIMPAK STYLE PARACHUTE IN
CTiA AJRTRAINER AIRCRAFT
Referercess A, Technical Investigatior No 556
B. AC 167 - Detail Specification for Airtrainer CT4A
-~ Light Fixed Wirg Trairmer for RAAF
INTRODUCT ION
& Refererce A inmstructed Aircraft Research ard Development Urit (ARDU) to
evaluate the Slimpak style parachute for aircrew use in CT4A Airtrainer aircraft.

The task was instigated because a ~umber of the larger aircrew at No 1 Flying
Trairing Scnool {1FTS) could not apply full aileron (due to thigh interfererce)
while wearing the standard parachute as used in the Airtrairer,

CONDITIONS RELEVANT TO THE TESTS

Tes: Aircraf: )

2y Airtrainers A19-027 and A19-031 were used during the tests; both were
standard productior aircraft. Tnroughout the tests, the aircraft were each
flown by fwo aitrcrew, both wearing Slimpak style parachutes.

tandard Parachute

3

The standard parachute used in the Airtrainer was the Irvin Standard
Air Chute Type Flexible Back and tne alrcrew stations had been designed for this
parachute as specified in Refererce B,

Slimpak Style Parachute

4, The 5limpak style parachutes evaliated were two identical 'SLIMPAK?
models, marnufactured by Parachute Australia of 407 Kent Street Sydney, and

fad been fitted witn RAAF M14 24 foou. (7.26 metre) diameter canopies at 1FTS,
Photograpns, weight and dimensiaons aof the Slimpak parachute are shown in Annex
A, pages ' ard Z.

Aircrew Percentiles

5o A wide range of alrcrew sizes was cOvered during the tests, Aircrew
percentiles quoted in this report are based on the Arthropometric Survey of 2000
RAF Aircrew 1971,

/Weather,
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Weather, Time and Place of Tests
6, Three flights were made during late April and early May 1976, from RAAF
Laverton by four ARDU pilots and ore navigater for a total of 5.0 hours, This
included a three hour navigation exercise and two hours of general flying to
cover all phases of flying training, A further three ARDU pilots evaluated tne
Slimpak parachute while carrying out continuation trainirg ard other flight tests
involving the Airtrairer for a total of about 10 hours. The cockpit temperature

. 7 (=) Lo} )
rarge during the tests was -5 to +21° Celsius.

o Project Officer. The Project Dfficer was a qualified Test Pilot with
approximately 1800 flying hours including about 20 hours on Airtrainer aircrafrt,
He nad experience in paradrcpping troops and equipmert from Caribou aircraft ard

had previously carried out a parachute training jump,

TESTS MADE

s o)

- The following tests were carried out:

a, Dorning;

b, Doffing;

e Compatibility with Safety Equipment;

dia Compatibility with Aircraft Cockpit and Fiying Task;
&, Modified Aircraft Seat Cushion; and

fs Dropping Trials,

RESULTS OF TESTS

Donning

9 The Slimpak parachute was fairly easy to don after minimal experience.

v

Areas of significant note are covered in paragraphs 10 to 13,

¥, Harness Buckles, The majority of wearers found the fastenirg operatior
of the harness buckles slightly awkward. Each buckle was positiored at chest
level and reguired two hands to fasten it. Furthermore, it was possible to
place the locking bar of the buckle in an intermediate position. If the

locking bar was left in any position other then the fully locked pasition,
lifting of the lower part of the buckle would invariably release the buckle

mechanism, Incorrect locking was not always abvious and on one cccasion an
aircrew member discovered that the incorrect condition existed while strapping
into the aircraft before flight. In this instance the buckle had remained
fastered while he had boarded the aircraft. Various stages of partial and

complete locking are shown 1n Annex B,

1. Harness Mis-routing. For correct donning, the two thigh straps were

routed betweer the legs, therce outwards to the appropriate side loops and across

the body to the buckles, It was possible to inadvertently cross these straps
/as they
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as they were pulled between the legs and subsequently attach them to the incorrect
buckles. Because of the remote area irn which the crossing took place this error
was difficult to detect.,

12 Ripcord Handle Access. With the parachute correctly adjusted, the ripcord
hardle was situated approximately on t he left hip as shuwn in Anrex C, Aircrew
members who wore the parachute experienced moderate difficulty in reaching the
ripcord handle with their right hand. The degree of difficulty was dependent on
‘he combination of certain body dimensions; waist, arm length and sitting height.
The mos* critical combination was determined to be a person with a large sittirg
height and waist measurement coupled with relatively short arms,

13. Walkirg, When the harness was fastered ard adjusted, the lower harness
straps chafed the inner side of the thighs and made walking fairly difficult.
This was overcome by either leaving the harress very loose or leaving the lower
harness straps unfastened, If the lower straps were left urfaste-ed,

be held to prevert tnem from dragging on the ground.

Doffing

14, Slight difficulty was experierced in doffing the parachute harness ever
under ideal conditionse. Significart problem areas are covered in paragraphs 15
and 16,

154 Harness Buckles. The parachute harness had two buckle attachment points
and was therefore a two-point-release system. The harness buckles were fairly
difficult to release with either ore or two hands. It was easier to release

each buckle with the hand of the opposite side (ie releasing the left buckle wit-
tne right hand and vice versal. Twa actians were required to release each buckle,
the first to unlock and slide the locking bar upwards and the second, to separate
the two components of the buckle, The releasing procedure is shown in Annex D,
Care had to be exercised to prevent accidental relocking of the sliding bar as tne
hard was moved to twist the buckle apart. The buckles were difficult to release
at night when they could not be seen and up to 30 seconds was required for this
operation,

16, Harness Routing. When the harness buckles were released, the lower
harness straps fell away, but hung from the side loops and did not easily feed
through of their own accord on every occasion, Annex E shows the lower straps
hangirg from the side loops.

Compatibility with Safety Equipment

17 The parachute was worn with standard RAAF flying clothing and Airirai-er
safety equipment. Tests were conducted both with and without the RFD Life
Preserver Vest Mk 8 fitted. The parachute harness was placed under the lobes of
of the life preserver vest, when it was worn; this allowed inflation of the vest
without removing the harress. However, when the harness was worn in tnis

manner interference between the narness and the life preserver lobes compounded
the difficulty of releasing the harness buckles (see para 15).

Compatibility with Aircraft Cockpit and Flying Task

18, Tre Airtrairer was equipped with two non-adjustable seats which had to
be fitted wit™ a range of di1fferent size seat cushions and spacers to accommodate

/different pilot




diferent pilot sitting heights, The rudder pedals were adjustable fore and
aft through a rarnge of 115mm,

112 Control Column/Thigh Interference. The Slimpak parachute allowed an
increase in legroom compared with tne standard Flexible Back parachute. On
larger aircrew who had the rudder pedals adjusted fully forward when using the
Flexible Back, the increase in legroom had the effect of lowering and moving
rearwards, the knees and thighs. This in turn reduced the degree of control
column/thigh interference. This is shown i~ Annex F. O~ smaller aircrew,
the increase ir legroom demanded a more aft adjustment of the rudder pedals
(about 20 mm). Howe.er, for those aircrew who had the rudder pedals agjustea
fully aft wnhen wearing tne standard Flexible Back, the increase in legroom meant
tnat they could no longer obtain full rudder pedal deflectior and brake. This
affected those aircrew with a buttock to neel length of less than about 1015 -
1035 mm (approximately 12% of pilots).

2053 Shoulder and Instrument Panel Dimension. The more aft position of the
aircrew member's torso when wearing the Slimpak resulted in an increase in the
shoulder to instrument panel dimension. This reduced tne accessibility of
instrument panel mounted switches and controls such as the rudder trim switch,
compass heading selector, radio controls etc. Aircrew witn shorter arms

found it very difficult or impossible to reach some or all of these switches and
controls when the aircraft irertia reel harness was locked. Trere was also

a reduction in the accessibility of the throttle, propeller and mixture controls
especially when they were positioned near tneir respective forward travels. The
accessibility of the tnrottle, propeller and mixture conirols designated for the
starboard aircrew station was slightly worse when used from that station than
that of the port controls when used from the port station because the stations
were not identical.

70l Comforz. The lateral curvature across the back of the Slimpak
parachute conformed more to the shape of the aircraft seat back than did the
rounded shape of the standard Flexible Back parachute. The Slimpak afforded
greater stability and allowed the alrcrew member to sit more squarely and
firmly located ir the seating position. The design of the Slimpak was such
that it required the wearer to sit o~ part of the packing. In the Airtrainer,
this had the effect of lifting the wearer's thighs clear of the seat cushior
and concentrating his torso weight solely on the buttocks. The packing behind
the wearer's shoulders was slightly thicker thar that behind his lower back and
provided very little support in tne lumbar area. After about one hour of flight.
soreness was felt in the thighs and lumbar region and rumbness was appare-t in
the btuttocks. After three hours of straight and level flying the pain and
numbness had increased to a moderate level and startea to infringe on the
flyirg taske. This was evidenced by a deterioration in flying accuracy and

J

mental alertress beyond that normally attributed to demands of flyingj.

22 Seating Height. The wearer sat on part of the Slimpak parachute ara
tris effectively raised his seatirg height by about 20 mm, Seating height
could be adjusted by varying the size and quantity of metal spacers and seat
cushionrs, However, if tne aircrew member's sitting heignt measurement
(buttock to head dimension) required the use of one seat cushion only when
wearirg the Flexiback parachute, tnere would te no means available of a
compensating adjustment (other than to remove the cushion entirely) and this
would result 1n a decrease 17 available headroom,.

/Modified




Modifiea Aircraft Seat Cushior

23, Because of the problems raised by lack of comfor:t and headroom (see
paras 21 ard 22), a new aircraft seat cushion was designred and corstructed at
ARDU, This cushion was based o7 :he standard aircraft type but with a cut-out
to accommodate the lower part of tne Slimpak om which the wearer sat. The
design of this cushion is shown in Annex G page 1 and an actual cushion showr

ir. place ir the aircraft in Annex G page 2,

242 Cushion Filling. The modifiea cushion filling was made out of a low
dersity foam rubber because the higher density material which was required was
not readily avsailable.

28, Seatirg Height. Tne cushior allowed a decrease in seating height when
compared with the standard seat cushion and this effect is shown on a double
exposed photograp- in Annex G page {. The seating height obtained with the
Slimpak and the modified cushion. equated very closely with that obtained with
tne standard Flexiback and standard aircraft cushion (all other seat spacers
remairing equal).

26, Thigh Support. The modified seat cushion allowed some increase in
thigh support, but this was limited due to the low density cushion filling used
(paca 28],

Modified Slimpack

Durirg the investigatior a Slimpak parachute was modified by
Headquarters Support Command (HQSC) i~ an attempt to overcome the parac-uie's
3

de“iciencies. These modifications included:
ae the fitting of a ¢-ick release buckle (QRB);
D, modifying the lowe: harness straps to a fixed length

with ro adjusument:
Ce fittaing adjustable upper harness straps; ana

de exterdinrg tre ripcord "andle positior on a length
of material which was attached te the QRB.

A photograph of the modified Slimpak 1s show~ in Arnex H,

2495 Assessment of Modifications. The modified parachute was fitted to
four large aircrew at 1FTS Point Cook. The ranae of adjustment available was
inadequate to allow correct fittimg to all of the four sircrew, Tne additional

piece of material, o which the ripcord handle was attached, passed over the
SARBE radio unit in the life vest pocket and caused the ripcord hanole io
Improved reloczation of the ripcord handle would require the manufacture of
longer ripcord cables.

proTrTuae.,

Dropping Trials

29, Dropping trials of the Slimpax parachute were carried out under
Technical Investigation (T1) Z17; Evaluation of Slimpack Style Parachutes for
Aircrew Use in Helicopters. The more pertinent features of these dreopping

/trials are
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trials are contained in paras 30 to 3z.
30, Canopy. The Slimpak was initially fitied with a 26 foot (7,87 m )
diameter,; co-ical canopy that was supplied with tne pack and the first two drops
were made with this Canopy. The Slimpak was later fitted with tne RAAF 24 ‘oot

(7,26 m) diameter canopy whic- was to become standard and all sucsequent drops
WEre made with thls Canopy.

atts Modificatians. To cater for thte low speed/altitude arops which might
eccur from helicopters; the Slimpak was modified 1r arn effort to reduce time to
full deployment and hteight lost, Trese modifications were the addition of

pack opening elastics and a» arti-squid lire,

32, Summary of Drops. A summary of the drops 1s shown in Table 1. All
drops were carriea out from 00 feet AGL,

S !

Prop Nog Drop Aircraft | Speed | Canopy | Mods Time to full Deplaoy
| type) {{KIAS) (type! | i (secs)
{a) ﬁ E) L T d { .e) {f)
I ! | j
1 i Dako=a i 80 | 2€¢t CO‘;tali Nil 3B
2 | Davo'a {120 | 2¢+t Comicall Nil 1.9
! P
3 | Dakota | 90 | 24¢: RAAF | Nil 245
&L | Daxo*a | 135 | 24ft RAAF | Nil : 246
5 | Iroquois | ¢0 | 247c RARF | NaL 3.3
sl | 110 | 247+ RAAF | Nil 243
7 1 Iroguols | Hover | 24F: RAAF | Nil Se2
| i i
8 ? Irog.0is | Houer | 24+ RAAF f Feliw Szl 425
i f E ! and Anti-Squid
| | i
5 i Iroquois | Hover | 24ft RAAF { Arti-Sguid 440
n f ! \
18 } Eregueis | Hover { 24f: RAAF i Pack Elastic Ai(B
] H
11 | Irogquois | 10 | 24fr RAAF g Quizk Release 362
; l } Harness
TABLE 1 SUMMARY OF DROPS

DiSCUSSION OF RESULTS

Dorning
3. Harness Buckles. The awkward fastening operation of the harness

buckles was rot likely to cause urdue problems because the parachute is donned
prior to boaruing tne aircraft, At worst, it would cause a slight delay. Tre
awkward fastening operation was wsatisfactory but acceptable, The possibility
of incomplete locking of t-e harness buckle and that it could easily be
overlooked, could result ir a fatal accident, if an ata-do-me~t was subsequently
attempted in flight. The fact thkat incomplete locking could easily be achieved
and was not obvious was unacceptable.

/34. Hainess




34, Harress Mis-routing. If the har~ess was crossed betwee~ the legs, it

would be very likely "o cause irjury to tne wearer's genitals if the parachute
was used. As it was not obvious wnhen crossing occurred, this aspect was
unsatisfactory. Thne narress should be modified to prevent inadvertert crossing
and possible irjury.

354 Ripcord Ha-dle Access- A ripcosd handle should fall easily te hand
urder all conditions, Under ideal corditions the ripcord hardle on the test
parachite was somewhat difficult te reach, Under emergercy conditiors of an

actual aba=donmert, the situation could be compounded by darkness, frozen
fi-gexrs or movement cf the harness o~ the wearer's body, to an extent where
lccation of the ripcord could be delayed or may become impossible. Delay 1in
locating the riprocd handle could have fatal consequences whereas not firding

i1t at all would make death a certai-ity, This, therefore, was unacceptable and
modification 1s esse-‘tial before tne parachute could be safely introduced into i
RAAF Servaice,

36, Walking. Tne ease of walking with the harrness straps loosened or
unfastered was satisfaitory.

Doffing

3t ba:ress Buckles, Tre difficulty 10 releasing the harrmess buckles,
even ir ideal conditions, meant in wi~d speeds of greater than about

10 krots, the wearer would be dragged over t-e ground or water for a
co-siderable periode. This period of dragging wo.ld be extended because the

nad to be releasea to collapse the caropy and

narness had two buckles which
The estimated minimum time ta release the harness if the

free the wearer,

wearer was being drag o~ his back would e about 7-10 seczonds. In wird
speeds of greater than about 20 knots, dragging acrass rough terrain coula
quizkly incapacitate the wearer such tnat tne task of releasing the buckles
may becore 1mpossible. Likewise, being dragged face down 17 water could
quickly disable a wearer before ne nad released himself (this was considered
likely even with an inflated survival vest), ther conditions which were
likely to delay harness release were darkness, wet flying gloves, harness

buckles hidden u~der the inflsted lobes of the life vest and injury to arms
or body received during aircraft asbandorment or on impact with the ground.
The harness buckles were cnacceptable and must be replaced by a system
capable of being operated single hardedly with either ha~d that will allow
quick release under all conditions.

38. Harness Routing. Because the lower harness straps uid rnot always
positively disengage, tnere was a agistinct possibility of the straps fouling.
In this case the wearer could be dragged in the harness even with the harness
buckles released. This was unsatisfactory and the straps should be madified.
This modification would involve an extensive re-design of the harness
adjustment and routing.,

Compatibility wit~ Safety Eguipment

39. I+ was desirable “o be able to inflate the life preserver vest

while weari~g the parachute harness, This would allow the body to be supported
while disentanglement from the parachute was carried out, should 1t occur durirg
entry to water. The 1interfere~ce effect of t-e life preserver vest with t-e
harness buckles was tnsatisfactory and should be eliminated by modificatior,

/Compatibility
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Compatibility with Aircraft Cockpit and flyirg Task

40, Control Column/Thigh Interference, The increase in legroom and decrease
in contrel column/thigh interference for the larger aircrew when wearing the
Slimpak., was satisfacteor,, However, for tne smaller aircrew, w-o could no

longer obtai~ full rudder pedal aeflection and brake simultaneously, the increase
1" legroom was unacceptable. In this case the aircrew member could no longer
exercise full cortrel over the aircraft under all circumstances, with obvious
flying safety implications.

G Shoulder to_Irstrument Panel Dimension. The reduced accessibility of
tne controls and switches was unsatisfactory. However, if the use of tre Slimpak
was restricted to those larger aircrew who suffer control column/thigh
interference wher using the standard Flexiback, the reduced accessibility would
not be as marked and, while still unsatisfactory, would be acceptable. The
reduced accessibility would not be as marked cecause the larger aircrew involved
would, by their nature, preobably have a greater functional reach.

42, Comfort, Because *he lactk of comfort reduced flying accuracy ard
mental alertness after about orne hour, the ability of a studert pilot to absors
knowledge and skills would be reduced. This was ursatisfactory for a training
aircraftt. A limitation in flying time pe: scrtie would need to be imposed or

expertise at the
lterrati.ely, the level of comfort could
ed aircraft seat cushions

the students would have to be accepted wit ™ & lower level o
end of their initial training. A
1

be improved by the use of a modif

43, Seatang Height, Aircrew witn a large sittirmg height may not be able
to achieve a correct seating ~eight with the range of seat cushiens and spacers
available, while wearing the Slimpak, Apart ‘rom the ergonomics involved in
operating at a toc high seating helgnht, an ircrease in the incidence of canopy
scratching from helmets would prebably occur, This was unsatisfactory and a
modified aircraf: seat cushiorn should be used by aircrew witnh a large sitting
height when wearing the Slimpak.

Modified Aircraft Seast Cushion

44, Tne modified seat cushion remedied the seating heigh- problem. The
increase i1n tnigh support was less than expected becadse of the low density
fillirg used. I+ was reasonable to expect a sigrificant increase in thigh

support 1f futire modified cushions have a higher density filling ard this
would improve the level of comfort.

Modified Slimpak

454 The limited range of adjustment would mean (in effect), that each
parachute would have to be modified individually te fit the wearer. This was
considered impracticable because of expense and also the likelihood of agamage

to the parachute harness each time it was re-modified. The protruding angle
of *“he ripcord ha-dle was unsatisfactory but could probably be overcome by
re-siting the hardle and lengihening the material to which it was attached.

This would necessitate the manufacture of ripcord cables which were longer than
the stardard cables fitted.

/Dropping Trials
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Droppirg Trials

46. Although all dropping trials were successful and satisfactory, the trials
conducted under TI 517 showed that some improvement in deployment time and,
ccnsequertly, height lost was obtaired by incorporating pack opening elastics ana

an anti-squid line. It is highly desirable that tnese modifications are
incorporated ir Slimpak parachutes, if tney are designated for use in RAAF CT4A
Airtrainer aircraft. These modifications would allow maximum safety if the

parachute was operated close to the ground,

CONCLUSIONS
Unacceptable Features
47. The Slimpak parachute, as tested, was unacceptable for service use by

the RAAF in any aircraft because of deficiencies ir design and operation of the
harness buckles and also because of the remote position of the ripcord handle.
The Slimpak was unacceptable for use in the CT4A Airtrainer by aircrew with a
leg length of less than about 1022-1035 mm (10-15 percentile); the overriding
factor was the inability to apply full rudder and brake simultaneously. The
following modifications and procedures were considered essential and should be
implemented before the Slimpak would be acceptable for service use.

48. Harness Buckles. The narness buckles were unacceptable and must be
replaced by a system that would allow the following:

a. Quick release under all conditions (para 37);

B Single-handed operation with either hand (parav37);

Ee Could not be set to a dangerous condition (para 33); ard
de dould provide obvious indication when the system was

correctly locked or unlocked (para 33).

49. Ripcord Handle Position, The remote position of the ripcora handle was
unacceptable ard must be re-positioned so that it is easily accessible under all
conditions (para 35).

5, Aircrew Limitation, Once modified, use of the Slimpak by aircrew in

the Airtrainer must be limited to those aircrew who can apply full rudder pedal
deflection and brake simultaneously while wearing the parachute and at the same
time correctly strapped in the flying position (para 40).

Unsatisfactory Features

1% In addition to the modifications in paras 47-50, it was highly
desirable that the following features should be implemented to make the Slimpak
satisfactory for aircrew use on Airtrainer aircraft:

a. Harness Buckles. The harness buckles should be modifiea to
include a single-point-release system (para 33).

16 Harress.
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bis Harness. The harness should be modified to preclude the
possibility of injury toe the wearer. The harness should

be further modified to allow the lower straps to disengage
more rapidly and positively (para 34 and 38).

C, Modified Seat Cushion. Modifiea seat cushions should be
manufactured and used in conjunctian with the Slimpak to
increase headroom for large aircrew and improve comfort
(paras 42, 43 and 44).

d. Aircrew Limitation. The Slimpak should be restricted
to use by those larger aircrew who experience control
column/thigh interference when wearing the standard
Flexiback parachute (para 41).

S Modifications. The Slimpak should be modified to
incarporate pack opening elastics and an anti-squid
line (para 46).

Slimpak Re-Design

52. The modifications suggested in this section are extensive and change
the concept of the Slimpak design. Therefore, as modification of the Slimpak
would involve a re-design, this work should preferably be carried out by the
manufacturer (Parachute Australia).

534 If the Slimpak harness is re-designed to make it compatible with the
Airtrainer cockpit and Safety Equipment, the aircrew limitation mentioned in
rara 50 would probably still apply, unless the seating geometry of the aircraft
was changed to include fore and aft and vertical adjustment.

DETAIL
Project Ufficer $ FLTLT M,J., HAYLER
Report No e L 556
HQSC File No : 3000/7/1-556
ARDU File No : 2535/2/556/Tech




PHOTOGRAPHS _WEIGHT AND DIMENSIONS OF

ANNEX A TO

REPORT NO TI 556

THE SLIMPAK PARACHUTE

Length: 1015 mm
Breadth: 355 mm
Weight: 8,28 kg




ANIIEX A
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Length: 1015 mm
Breadth: 355 mm
Weight: 8,28 kg
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ANNEX B TO
REPORT NO TI_556

PARTIAL AND CUOMPLETE HARIIESS SUCKLE LOCKING

FULLY LOCKED

NOTE: Locking bar fully down,




ANNEX B

A
.

PARTIALLY LOCKED

NOTE : Locking bar not fully down,
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ANNEX B

1
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UNLOCKED

NOTE ¢ Locking bar fully up,
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RIPCORD FOSITION AND ACCESS
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ANNEX D TO
REPORT NO TI 556

RELEASING Pt t Rt FOR HAR S BUCKLI
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ANNEX E_TO
REPORT NO TI .56

LCWER HARNESS STRAPS HANGING FROM SIDE LOOPS




ANNEX F TO
REPORT ND TI 556

LEGROOM AVAILABLE WHEN WEARING THE STANDARD FLEXIBLE BACK
RAC

AND SLIMPAK TYPE PA

HUTES

STANDARD _FLEXIBLE BACK TYPE PARACHUTE

ONDITIONS:

Left knee fouled flap guard

Control column fouled thigh when held fully aft
and 80% left aileron applied

g Member had €0 percentile leg length (1135 mm)

2 Rudd:e 'dals were adjusted fully forward
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CONDITIONS:

5L IMPAK TYPE P
Full aft c
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ANNEX G

COMPARISON OF SEATING HEICHTS WHEN USING
THE STANDARD AND THE MODIFIED AIRCRAFT
SEAT CUSHIONS WHEN WEARING THE SLIMPAK 'CHUTE
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