What's

DO YOU EKNOW EVERYTHING YOU NEED
TO HNOW ABOUT YOUR BRAKE SYSTEM?

If you read the last couple of ASMs you may have noticed that
several of the high profile, serious incidents started because
vi 'l of a simple, low profile item — the failure of the main brake
locks to remain locked on during the opening sequence, and
| then to release when required after the canopy has opened.

| APF incident reports regularly record problems in this area

| (about 3 or 4 times a month), sometimes due to a failure on
behalf of the packer to set the brakes as necessary, and
sometimes because the system (or setting) fails during
deployment.

See the side box for some of the comments that often get
.- submitted in the reports and remember that the reports received
| — atthe APF are usually only the ones that result in a cutaway.
i There are many more unreported incidents where the brake
i system fails but where the jumper deals with the problem in the
air and gets the canopy under control.

Brake setting has ridden the high performance canopy boom
to prominence. A few years ago a brake off (or locked on)
would have usually lead the jumper to simply back-riser
down to a landing (this was the drill taught on many student
courses).

i However, like line twists on opening, a brake malfunction is

! now very often a cause for a cutaway, partly because many

§ jumpers are not comfortable on back risers but also because flying
| a high performance canopy on back risers is a VERY touchy affair

¥ which may result a dramatic, premature stall (as some members
have found out the hard way).

Add to this the fact that there is often very little time to properly
evaluate and deal with a brake problem due to rapid height loss (such
as in the case of a spinning “one brake on/one brake off canopy”) so
getting onto the reserve is often the only sensible recourse. This could
also be complicated by line twists adding to the control problems.

Setting your brakes is not a particularly difficult thing to do and the rig
manufacturers have done a good job over the years to make a
properly set main brake secure while receiving very little care and
attention over many jumps.

In fact this leads to one type of failure — the fact that the system does
operate so well on so many occasions leads to the complacency that
“little maintenance required = no maintenance required”.

There are some other common traps with toggles:

Locking Loop

Some years ago all toggles had a small “locking loop” that needed to
be passed through the fingertrapped loop on the brake line (many
older and larger systems still use this) but many of today’s jumpers
have not been taught this system since they first learnt to pack on
their own gear.

Most current gear does not have this locking loop and the stiff part of
the toggle goes directly through the brake line loop.

Mixing or misusing the two types of packing systems is not secure.
Everyone should know their own system, and if you get presented
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with a set of risers that look different be sure to get experienced
advice the first time you pack it.

Guide Ring

Be sure that the upward opening force of the brake line is restrained
by the guide ring. Brake locks have failed when opening force is only
held by the fabric tunnel above the guide ring (which is there just for
stowing the toggle end).

The instructions from the Talon manual are quite specific: “Set
deployment brakes by pulling steering lines down until locking loops
are just below the guide ring on main risers. Insert main toggle upper
end into locking loop on steering line and into fabric loop above guide
ring. Stow excess steering line as deemed appropriate by length.”

Another problem can arise if the entire steering toggle is able to pass
through the guide ring. This may only occur if the toggles and risers
are mixed and mis-matched and their compatibility should be checked
by the packer during assembly. Risers and toggles are built as a set
by each rig manufacturer and it is better to keep the set together.

The Fabric Loop

The fabric loop to secure the toggle end is particularly important if
your slider comes down past the connector links. The brakes can be
unlocked simply by pushing the top of the toggle down and the slider
can do this if the top end of the toggle is not secure. There is a
suggestion that soft links may accentuate this problem since they
hardly impede the slider's downward speed (anyone have any
thoughts on this?)

Stiff Upper End of Toggle

Another regular reported reason for “brake locked on” is if any thicker
part of the toggle is pushed through the locking loop (past the stiff bit
which is built straight sided or tapered). In particular do not let the
brake toggle grommet, if you have one, pass through the locking loop.
Once the tension comes on any lump/grommet cannot be pulled
back though. This can also happen if risers and brake toggles are
mis-matched so that too much toggle extends above the guide ring.

Uelcro

It should go without saying that if velcro is used to secure your
toggles then it needs to be in good condition. Having the brakes
flapping loose during deployment is asking for them to catch on
something and be pulled loose.

Line Stowing

Velcro is less common on newer systems, not least because it often
damages the brake lines. Stowing the lines directly on hook velcro is
inviting early wear and may necessitate early replacement. If your
system does not have a neat, clean method of securing the spare
line then talk to your rigger.

There is a tendency with some rigs that have very short lines (where
little line needs to be stowed) to leave the excess free. This may look
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