
























































FROM FORT RITCHIE 
MP Training. Members of the 572d Military 

Police Company "took to the skies" during reac
tionary force training recently at Ft. Ritchie, MD. 
The training involved moving two platoons of 
MPs from Ft. Ritchie to nearby Site "R." In the 
event of a civil disturbance or extreme duress, 
this type of operation would be used to curtail 
the incident, according to SFC Ronald J. Sokol, 
MP Company training noncommissioned officer. 

"Usually in the case of a civil disturbance, it 
would be next to impossible to get to the area 
with ground transportation due to traffic conges
tion and large numbers of people. In the case of 
an armed attack, or extreme duress, the quick 
and immediate reactions of the MPs would be 
vital," SFC Sokol said. 

As a result of the exercise, SFC Sokol says 
that it's feasible that up to 30 MPs could be 
airlifted to the site within the first half-hour of 
an incident. 

FROM FORT EUSTIS 
Deceased Transportation Corps Personnel to 

be Honored. The U.S. Army Transportation 
Center is seeking the names of deceased U.S. 
Army Transportation Corps personnel for 
memorialization at various sites on the post at 
Ft. Eustis. 

Anyone knowing of suitable candidates should 
submit those names and accompanying. justifica
tion of no more than two pages to Mr. Dennis 
Mroczkowski, Director, U.S. Army Transportation 
Museum, Ft. Eustis, VA 23604. 

The justification should include the in
dividual's accomplishments and contributions to 
the U.S. Army and, specifically, the Transporttion 
Corps. 

FROM PENNSYLVANIA 
Third CH·47 Modernization Contract. Boeing 

Vertol Company has been awarded a third follow-
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on production contract for the CH-47 Moderniza
tion Program. 

The $257.3 million fiscal year 1983 (FY 83) con
tract was awarded 30 September by the U.S. 
Army's Aviation Research and Development 
Command of St. Louis, MO. 

The contract provides for the modernization of 
24 early model CH-47s to the advanced CH-47D 
configuration, and increases production from the 
current rate of two per month to three by October 
1984. In addition, funding is included for the pur
chase of long-lead time materials to modernize 
36 CH-47s in FY 84 and 48 in FY 85. 

The award of this contract also parallels the 
outstanding initial performance of the CH-47Ds 
now in service with the 101 st Airborne Division 
(Air Assault) at Ft. Campbell, KY. In their first 6 
months of service, these CH-47Ds became the 
first Army helicopter fleet ever to achieve an in
itial 87 percent availability rate, compared with 
the Army's standard of 70 percent. This is a 
reflection of the 100 percent fielding support pro
vided by the Army's CH-47 Modernization Project 
Office. 

By modernizing its CH-47 fleet instead of 
building new aircraft, the Army will lower its fleet
wide operating costs, plus increase its opera
tional capability, while saving more than $1 
billion in acquisition costs during the program. 

Boeing Vertol is scheduled to deliver the first 
of these 24 aircraft to the Army in March 1984 
with deliveries continuing through January 1985. 
At present, the Army has accepted 18 CH-47Ds 
with the majority in service with the 101st Divi
sion, as part of the nation's Rapid Deployment 
Force. The Army's current plan is to modernize 
436 CH-47s at Boeing Vertol through the early 
1990s. 

Superior Surgeon. Col
onel Joseph Brill of the 
100th Army Reserve Divi
sion iii Louisville, KY, has 
been named the Army 
Reserve Flight Surgeon of 
the Year. COL Brill in 
civilian life is the director 
of the Southern Indiana 
Mental Health Center in 
Jeffersonvi lie, KY. 
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VIEWS FROM READERS 

Editor: 
Air cavalry and attack helicopter unit 

commanders face a common dilemma: 
Whether, and how, to train their 
aeroscout observers. 

Although the emotional debate con
tinues as to who should serve as the 
aeroscout observer, tables of organiza
tion and equipment, and TRADOC 
guidance, specify that the observer will 
not be a rated aviator. We know we 
should realistically train the way we will 
fight. However, safety restrictions in the 
Aircrew Training Manual, TC 1-137, 
prevent a commander from training his 
unit to tactically operate with a nonrated 
aerial observer. 

TC 1-137, in a warning and note in 
Chapter 4, prohibits single-pilot night 
vision goggles (NVG) operations. This 
is construed to be a regulatory require
ment to have two NVG qualified and 
current aviators in the cockpit when 
operating NVG. Additionally, when the 
pilot is wearing MOPP 4 equipment, a 
second aviator, not in protective mask, 
must be at the second set of controls. 
These safety measures preclude NVG 
and MOPP 4 training exercises with a 
crew configuration of a pilot and a 
nonrated aerial observer. 

The aeroscout observer, with the ex
ception of the Field Artillery aerial 
observer, is currently MOS 19D, Ar
mored Reconnaissance Crewman. 
Although he is supposed to be a sergeant 
E5, units commonly receive E3s and 
E4s. The nonrated observer receives no 
institutional training in aero scout skills 
and procedures. His training is solely a 
unit responsibility. An Aeroscout 
Observer Exportable Training Package 
is available that contains lesson plans 
and study materials. However, for a 
commander to train his observers he 
must allocate a significant amount of 
training resources-critically short flight 
hours and instructor pilot/unit trainer 
time-to accomplish the training. Ad
ditionally, there is no specific criteria, 
such as FAST tests or AFSAB cut-off 
scores, used in selecting an individual 
for assignment as an aeroscout 
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observer. Thus, in many cases, the 
enlisted observer candidate is incapable 
of being trained to acceptable standards. 

Once trained, observers are not per
sonnel managed as aero scout observers. 
There is an additional skill identi
fier-2FZl-available for tracking, but 
they continue to be managed as Ar
mored Reconnaissance Crewmen. 
Following their assignment as an aerial 
observer, they might never again be 
assigned to an aviation unit. In addition 
to being poorly managed, aeroscout 
observers are not stabilized in their avia
tion assignment. Units have lost 
observers to ground armored recon
naissance assignments as quickly as 2 
months following the completion of 
their aviation training. Likewise, the 
FAAO continues to be managed like 
other artillery lieutenants, and often has 
little utilization following the comple
tion of his training. 

Faced with flying hour shortages and 
the frequently poor return for the train
ing resources expended, many com
manders choose not to train nonrated 
observers. During tactical exercises they 
fly only the number of aircraft that they 
are capable of manning with two 
aviators. 

If the ATM prohibitions concerning 
NVG and MOPP 4 operations are valid 
due to safety considerations, then they 
will be valid in combat situations. If this 
is the case the force structure must be 
modified to reflect the requirement for 
two aviators in aeroscout aircraft. The 
possible ways to achieve this include us
ing nonrated gunners in attack 
helicopters, reducing flight crews in 
utility or cargo helicopters by one pilot 
per airframe, or by increasing the total 
number of pilots in the force. 

If, however, the crew for aeroscout 
aircraft continues to be one pilot and a 
nonrated observer, we must accomplish 
the following: 

• Change the ATM, TC 1-137, to 
permit commanders to fully and 
realistically train their aircrews. 

• Establish aeroscout selection 
criteria. 

• Establish an institutional training 
base in order to send trained 
observers to air cavalry and attack 
helicopter units. 

• Establish a separate MOS and per
sonnel manage aeroscout observers 
in order to fully use those person
nel that are trained. 

The decision whether to use two 
aviators in scout aircraft, or to modify 
the aircrew training manual and effec
tively train nonrated observers, is a dif
ficult and sensitive issue. However, this 
issue must be resolved if we are to have 
well trained aeroscout crews, prepared 
to fight and win the first battle of the 
next war. 

CPT Anthony D. Marley 
Directorate of Armor Aviation 
Aeroscout Systems, Training 

Developments Branch 
Ft. Knox, KY 
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Editor: 
The age of automation in the home 

seems to be outstripping automation in 
the office, particularly in the Army, by 
an embarrassing margin. While many of 
us are plunking down several hundred 
dollars for our Ataris, Apples or Com
modores as private individuals, as com
manders we have to fight the 
bureaucrats. First to program a modest 
expenditure in next year's budget cycle, 
then to get admin approval to spend our 
own approved money on a computer. 
If you tend to doubt that this is so, just 
try. I find it incongruous that a com
mander can sign a requisition for an air
craft part that costs the government six 
figures but he may have to spend several 
dozen hours of executive time to get the 
go-ahead to make a small but important 
purchase. Doesn't seem to make sense. 

While that struggle continues, many 
of my people and I are writing or fid
dling with personal computer programs 
that make life easier or more efficient 
at unit level. This includes flying hour 
program (FHP) planning, maintenance 
management, flight records, PLLs, ... 
you name it and the chances are that the 
system can yield better information 
faster if it's automated. 

As an example, consider the flying 
hour program. It used to take my assis
tant S3 about 3 weeks with stubby pen
cil and calculator to put the battalion 
flying hour program together for six air
craft models in three units. This year I 
earned his eternal gratitude, got a bet
ter product and entertained myself on 
a rainy Sunday afternoon with my Atari 
800 and the program called Visicalc. 
Listing 1 had all the keystrokes needed 
to set up the program shell, and it con
tained all the guidance from TC 1-139 
on down that affects the fiscal year 1984 
training plan. Listing 2 showed the FHP 
for one platoon of UH-1s. As I say, the 
whole process was quick, easy and ac
curate and in October when we (typical
ly) get less than we asked for, it will be 
just as quick and easy to go back in and 
refigure the program playing "what if" 
to see what we must cut. What could be 
simpler? 

Other uses for the computer abound. 
Just think about a program that takes 
2408-12 and -13 information and 
automatically inputs into the 1352-1, the 
individual aviator flight record, the 
ATM sheet, the flying hour program, 
the maintenance flow chart, the TBO 

DECEMBER 1983 

records and so on. What now takes 
three or more clerks several hours to do 
can be done by one in seconds. What 
about a program that takes FAT, tail 
number and P A and prints out as many 
PPCs as you're likely to need for a 
flight? That would save a lot of pilot 
eyesight squinting at all those little 
squiggly charts in the dash 10. How 
about a program that combines PLL, 
document register and 3318s in some 
kind of data based management system 
for the AVUM platoon? Why not a lit
tle graphics program? Something like 
that will spice up an otherwise dull brief 
and really "gee-whiz" the old chain of 
command. 

So I'm writing to make three 
suggestions: 

• Perhaps it would be a useful ser
vice to your readers to start a regular 
column aimed at personal computer 
owners. Your articles could list pro
grams that aviation units use to do the 
many things they have to do. Surely Ft. 
Rucker has a user's group or two that 
could assist in the effort. 

• Failing that, may I suggest that 
there are any number of individuals 
among your readers that may be able to 
make a contribution through the letters
to-the-editor [Views From Readers] 
forum. 

• Finally, if all else fails, all your 
computer enthusiasts send your stuff to 
me and I'll periodically mail out a batch 
of whatever comes in for whichever 
computer you have. (Depending on 
response, I may have to bailout on this 
promise but let's see.) 

Editor: 

LTC George D. Fuller 
HHC, 11th Avn Bn, Box 835 
APO New York 09039 

We have a lot of petroleum helicopter 
flights in the area in which we jump. We 
would be interested in the author's opin
ion written in your publication several 
years back. The article is: "Warning! 
Helicopters And Parachutes Not 
Always Compatible" by Lieutenant 
Colonel L.G. Kelly, in the October 1979 
U.S. Army Aviation Digest. We would 
appreciate a copy of this article. 

Vernon S. Melancon 
United States Parachute Association 

Editor: 
I would like to ask the Army 

policymakers to do one of two things: 
Come up with a more liberal crewrest 
policy or, at least, publish AR 95-1 in 
graphic colors. I would like this done 
because it seems some people cannot 
understand black and white. I have seen 
too many aviators, myself included, 
who have flown "just another hour or 
two" to complete the mission. The 
regulation is there-it sets the 
guidelines. I challenge the commanders 
to abide by it, look after their troops 
and put safety before any peacetime 
mission accomplishment, unless it's of 
a life or death nature. Can aviation 
commanders live with this, or are we 
pushing safety too far? 

Editor: 

CW 4 Victor J. Petricka 
180th Avn Co 

I am in the first stages of developing 
an interest into a proposed book. The 
subject is Operation LAM SON 719, the 
U.S.! ARVN invasion of Laos in 1971. 
I would greatly appreciate if any readers 
who were connected with this operation 
would contact me as soon as possible so 
we can get together for an interview. 
The U.S. Army's participation included 
elements of the WIst Airborne, the 1st 
of the 5th Mechanized Infantry Divi
sion, and the Americal Division, and a 
host of smaller units; needless to say, 
the more people I can talk to who were 
there (regardless of their positions), the 
better. 

As an introduction, I should say that 
I am not a veteran (I'm a young stu
dent). I am writing on this subject out 
of a concern for our much maligned and 
misunderstood Vietnam veterans. At 
this point, I've published several 
magazine articles on the subject; also, 
a book I wrote on the Battle of Hue City 
(based on interviews with Hue vets) is 
scheduled for publication by Presidio 
Press in the spring of 1984. 

As I said, I would greatly appreciate 
hearing from any and all Laos veterans. 
Feel free to call or write anytime. 

Thank you for publishing this letter 
in the Digest. 

Keith William Nolan 
(314) 961-7577 
220 Kingsville Court 
Webster Groves, MO 63119 
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A viation Unit Profiles 

1st Aviation Battalion 
1 st Infantry Division 
Fort Riley, KS 

T HE 1ST AVIATION Battalion began its 
Army career in February 1957 when it was con· 
stituted, allotted to the Regular Army as the 1 st 
Aviation Company and activated at Ft. Riley, KS, 
and assigned to the 1st Infantry Division. During 
this time, the company took part in many field 
training exercises there and overseas. 

The 1st Aviat,ion Company was redesignated 
in January 1964 as Headquarter.$" ,:~ Head· 
quarters Detachment, 1st Aviation Battalion and 
reorganized. Companies A and B were con· 
stituted and allotted to the Regular Army in Oc· 
tober 1963 and also activated in January 1964 at 
Ft. Riley. In March 1965, Company A was 
reorganized as (Airmobile Light). Company A 
transferred on a permanent change of station 
from Ft. Riley on 11 April 1965, arriving in Viet· 
nam on 1 May 1965. Company A was further 
assigned to the U.S. Army Support Command, 
Vietnam, on the same day. During 1965 the 1 st 
Aviation Battalion was equipped with OH·23G 
Ravens, UH·1 B Hueys and the OV·1 Mohawk. 

The battalion minus Company A departed Ft. 
Riley in early September 1965 on its way to Viet· 
nam with the 1 st Infantry Division. The battalion 
departed Oakland Army Terminal on 25 
September 1965 aboard the ,USNS Blatchford. 
The aircraft for the battaliol'b~Bre shipped aboard 
the USNS Core, a converted escort aircraft car· 
rier. The battalion arrived in Vung Tau harbor on 
17 October 1965. Prior to departing for Vietnam, 
the battalion turned in its OH·23Gs and UH·1 Bs 
for OH·13S Sioux and UH·1 D helicopters. 
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The battalion moved to Bien Hoa when it ar· 
rived in Vietnam. Company A rejoined the bat· 
talion once it was in country. In February 1966 
the battalion moved along with the division to Di 
An. Company A was equipped with UH·1 Ds and 
UH·1 B/Cs in the armed helicopter role. Company 
B was equipped with UH·1 Ds, OH·13s and OV·1 
Mohawks. The battalion moved again in October 
1967, this tim'e to Phu Loi. 

In April 1969 Company A was redesignated 
from Airmobile to Assault Helicopter and Com· 
pany B remained General Support. During the 
same period the battalion changed aircraft. The 
UH·1Ds were replaced by the new model UH·1Hs. 
Company B turned in its OH·13s for the OH·6A 
Cayuse and received six new AH·1G Cobra 
gunships. 

During its stay in Vietnam, the 1 st Aviation 
Battalion had the following units in support of 
the battalion and the division at one time or 
another: Company A (Airmobile), 82d Aviation 
Battalion, October 1965 to August 1966; 162d 
Aviation Company (Airmobile), March 1966 to 
August 1966; 173d Aviation Company (Airmobile), 
March 1966 to April 1970; Troop D (Air Cavalry), 
1st Squadron, 4th Cavalry, October 1965 to 
February 1970; and finally Troop C (Air Cavalry), 
16th Cavalry, March 1970 to.Aprii 1970. -,'- ·H." 

The battalion returned to 'Ft. Riley and was in· 
activated on 15 April 1970 after almost 5 years 
in combat. It participated in 11 campaigns in Viet· 
nam and was awarded three Meritorious Unit 
Commendations, the Republic of Vietnam Cross 
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of Gallantry with Palm and also with the Republic 
of Vietnam Civil Action Honor Medal, First Class. 

In early January 1972 the battalion was reac
tivated at Ft. Riley as the 1 st Aviation Battalion 
(Provisional) and consisted of the 1 st Aviation 
Company and two attached units, the 335th 
Assault Helicopter Company and the 82d 
Medical Detachment (Helicopter Ambulance). On 
1 March 1981 the battalion was reorganized with 
organic units consisting of Headquarters and 
Headquarters Company, Company A (Provi
sional), Company C (formerly the 335th Assault 
Helicopter Company), Company D (formerly the 
1st Aviation Company) and Company E (former
ly Company G, 701 st Maintenance Battalion). 

The battalion was reorgan.ized ,and activated 
as the 1st Aviation Battalion (Combat) on 2 
September 1981 in the following manner: Head
quarters and Headquarters Company, Company 
A (Attack Helicopter), Company C (Combat Sup· 
port), Company D (General Support) and Com
pany E (Transportation Aircraf! Maintenance). 
The 82d Medical Detachment (Helicopter Am· 
bulance) remains attached to the battalion. Com~ 
pany B was never reactivated and remains in an 
inactive status. 

The 1 st Aviation Battalion is a frequent partici· 
pant in REFORGER (Return of Forces to Ger
many) exercises in Europe and also in the con· 
tinental United States field training exercises. 
The battalion upholds its

g 
motto of "Super 

Primum" (Above the First). '. ~ 
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Mr. Danny M. Johnson 
Manpower Specialist 

Office of the Assistant Chief of Staff 
for Intelligence 

Department of the Army 

Distinctive Unit Insignia 
for the 1st Aviation Battalion 

The distinctive unit insignia for the 1st Aviation Battalion reinstated 
effective 1 September 1981 and amended to change the color of the 
shield was: 

a. Originally approved for the 1st Aviation Battalion, 17 February 
1964; 

bi · Rescinded, 8 July 1976. 
The description and symbolism of the design are as follows: 

DESCRIPTION 
A silver color metal and enamel insignia 11/8 inches in height overall 
consisting of the shield and motto of the coat of arms. 

SYMBOLISM 
Ultramarine blue and golden orange are the color used for Aviation 
units. The alarion (an heraldic eagle without beak or talon) is sym
bolic of unarmed flight and further suggests the fixed wing variety 
()f aircraft. The star, a symbol of achievement, also represents rotary-

S\Ninged aircraft. The nebuly partition line is suggestive of clouds and 
sky and refers also to the role of the Pathfinder Detachment. 

Shoulder Sleeve Insignia 
for the 1 st Infantry Division 

The shoulder sleeve insignia originally approved 31 October 1918 
for the 1st Division and amended 31 March 1927 to include the 
background of the insignia in the design, is redesignated retroactive 
t019 August1942 for the 1st Infantry Division. The original approval 
is fl!.rther amended to revise the description of the design. The in· 
signia is now described as follows: 

DESCRIPTION 
On an olive drab shield 21/2 inches in width and 33/4 
inches in height overall (the parallel sides 2 1/2 inches 
in length with a 90 degree angle pointed base) a red 
Arabic numeral "1" (1 3/4 inches in height overall). 

The shoulder sleeve insignia will be wom as prescribed in AR 670-5. 
This authorization letter will become a permanent file of the organiza· 
tion in accordance with File No. 2-05, AR 340-2 or File No. 228-08, 
Organizational History files, AR 340-18-2, as applicable. 
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AVIATION PERSONNEL NOTES .. ~~" ..... 

Army Engineering Test Pilots 
The November 1982 A viation Digest contained an 

excellent article outlining the Army Aviation Engineer
ing and Flight Testing Program. Here is some addi
tional information by way of an update. 

The program is a doorway to challenging assign
ments and unique opportunities in the aviation 
research and development area. The competition for 
selection is keen and the program itself is 13 months 
of rigorous academic and flight training. 

Test Pilot Program Prerequisites. Active duty Army 
aviators in the grade of major and below may apply. 

• Must hold pilot status code 1 and either specialty 
Code 15, 67 J, 71 or military occupational special
ty 100 series. 

• Must be dual rated with a minimum of 1,000 
hours military flight time. 

• Must possess a current instrument certificate. 
• Must be a competent swimmer. 
• Must have completed college algebra, physics and 

calculus with above average grades. 
• Experience in complex aircraft such as the CH-47 

Chinook, UH-60 Black Hawk, AH-64 Apache or 
OV -1 Mohawk is highly desirable. 

Selection and Training. Selection of Army aviators 
for participation in the program is made by an annual 
Military Personnel Center (MILPERCEN) Officer 
Personnel Management Directorate (OPMD) board. 
Board members are drawn from: 

• U.S. Army Aviation Engineering Flight Activity 
(USAAEFA) 

• U.S. Army Aviation Development Test Activity 
(USAADTA) 

• U.S. Naval Test Pilot School (USNTPS) 
• OPMD Combat Arms Division 
• OPMD Combat Service Support Division 
• OPMD Warrant Officer Division. 
Only those applications of officers who are recom

mended by their respective career divisions are con
sidered. Once selected, and prior to attending NTPS, 
officers are sent TDY (temporary duty) to the Army 
Test Pilot Orientation Course at USAAEF A, Edwards 
Air Force Base, CA. This 8-week course is designed 
to provide academic and flight refresher training. 
Academic subjects include college math through 
calculus, physics, aerodynamics, mechanic and 
technical report writing. Flight orientation includes 
high altitude environmental training, flight test tech
niques and familiarization in a number of aircraft used 
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at NTPS. NTPS classes begin semiannually, in 
January and July. The Army's training quota is nine 
per year; however, the number of officers trained is 
a function of requirements. Upon completion of the 
NTPS, graduates are assigned to the U.S. Army Avia
tion Research and Development Command or 
USAADT A, Ft. Rucker, AL, as engineering test 
pilots. 

Board Schedule. The next OPMD Engineering Test 
Pilot Selection Board will convene in February 1984. 
Department of the Army Circular 351-83, "Army 
Aviation Engineering Test Pilot Program," provides 
further general information as well as detailed applica
tion procedures. Those readers whose applications 
have been held for future boards must update their 
applications not later than 1 February 1984, the ad
ministrative cut-off date for new applications. 

For more information contact Aviation Plans/Pro
grams Branch, MILPERCEN (address below). 

Aircraft Maintenance Officer Course (AMOC) 
Phase II 

Numerous AMOC Phase II school quotas are still 
available in fiscal year 1984 (FY 84) in the OH-58 
Kiowa, CH-47 Chinook and AH-IS Cobra aircraft. 
Maintenance personnel who have attended AMOC 
Phase I may request quotas by submitting a request 
to MILPERCEN (address below). 
Gate Statistics 

During FY 83, 87 percent of those eligible commis
sioned officers passed their 12-year gate while 98 per
cent of the eligible warrant officers passed theirs. For 
the 18-year gate, 59 percent of the commissioned of
ficers and 94 percent of the warrant officers passed. 
Aviation Pre-Command Course 

The U.S. Army Aviation Center at Ft. Rucker, AL, 
conducts an aviation course designed specifically for 
those officers selected for command of an aviation 
unit. This course has been modified to better meet the 
needs of aviation commanders in the field by enhanc
ing their aviation management abilities and making 
maximum use of available resources. This course will 
greatly assist all newly selected commanders. Senior 
commanders in the field are encouraged to send com
mand designated officers and executive officers to this 
2-week course. Quotas may be obtained by submitting 
a request to Commander, MILPERCEN, ATTN: 
DAPC-OPA-V, 200 Stovall Street, Alexandria, VA 
22332; AUTOVON 221-8156/7/8, Commercial (202) 
325-8156/7/8. ~ 
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Unaided Night/Night Vision Goggles 

Training for the 
Army National 
G'uard 

Captain James M. Sikes 
Army Aviation Support Facility No. 1 
North Carolina Army National Guard 

Morrisvi lie, ~C 

GLOSSARY 

AFTP 

ANVIS 

AR 

ARL 

ATM 

FORSCOM 

FY 
IP 

¥w 

Mof 

Forces 
Command 
fiscal year 
instructor 
pilot 
methods of 
instruction 
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NGB 

N 
,NOE 

National 
Guard 
Bureau 
night 

"' nap-ot-the
earth 

t aining ex
tension 
course 
table of 
organization 
and 
equipment 

USAAVNC ~ U.S. Army 
Aviation 
Center 

T.ERE I WAS, a young captain (for a National 
Guard aviator that is anyone who is below the age of 
40), full of fight and vinegar, ready to take on the night 
with pure fear and apprehension. I was saying to 
myself, "This is it-I am really going to buy the big 
one this time!" I left word with my wife to sell the 
farm and the kids. I also told her to be sure to invest 
the insurance money in Braniff Airways stock and 
don't sell it no matter what you hear. Holding a 
bachelor of science degree in economics and being an 
IP with more than 6,500 hours, I knew I was right on 
both counts. Wrong! 

In 1980, our state was able to obtain some additional 
training money. Because training aviation units has 
always required a lot of assets, our state training 
manager turned to us and asked if there wasn't 
something constructive we could do about it. Our state 
Army Aviation officer, Colonel Bruce Guard (they 
named the National Guard after him, or so he tells 
everyone), immediately saw the opportunity to strike 
a blow to improve the North Carolina Army National 
Guard aviation combat effectiveness and increase pilot 
proficiency. Energetically, he set out finding a way to 
coerce me and a young major (he is under 45) to go 
to the U.S. Army Aviation Center at Ft. Rucker, AL, 
and attend the first half of the N/NVG course. In
cidently, after much resistance, he gave up on the tact
ful approach and ordered us to go. His wisdom (that's 
what the silver haired foxes call it) prevailed and it 
turned out to be an outstanding training experience 
that the major and I enjoyed. 

We completed the unaided night portion of the 
course on 19 August 1980 and returned to the state 
with the mission of establishing a viable night train
ing course. Our initial attitude had been changed and 
we knew the value of this new tactic added to our bag 
of tricks. After analyzing our situation and overcom
ing the local training area problems, we started our 
first class in November 1980. The qualification plan 
was simplified by breaking it down into six phases. 
Each phase provided the state with an attainable goal 
(that's what we educated managers are supposed to 
do) that served as a tool to measure the success of our 
program. The phases developed are: 

Phase I: Train full-time Guard instructor pilots in 
unaided night MOL 
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Phase II: Qualify a nontechnician instructor pilot 
force to help sustain and support the unaided night 
program. 

Phase III: Qualify the remaining aviators in the at
tack helicopter company and infantry brigade aviation 
section in techniques of unaided night flight. 

Phase IV: Qualify the originally trained technician 
IP cadre at Ft. Rucker in NVG MOL 

Phase V: Qualify the nontechnician IP force at 
home station in the NVG MOL 

Phase VI: Qualify the remaining aviators in the at
tack helicopter company in NVG flight techniques. 

So how did the master plan work? Here is our cur
rent status and plan for the future. As I said, Phase 
I was completed in August 1980. Phase II began in 
November 1980 and was completed in March 1981. To 
ensure the qualification training was meeting the Army 
standards, we sent one home trained technician IP, one 
nontechnician IP and one nontechnician SIP to Ft. 
Rucker to receive an end-of-course evaluation from 
the folks at DES. All the rides were meticulously ad
ministered (I did say they were given by DES instruc
tors) and all the trained candidates passed. The ma
jor and I both received and passed an unaided night 
SIP ride at this time, which further strengthened our 
resolve that we had a good program. All in all, Phase 
II enabled our facility to train 13 IPs, including 2 from 
the South Carolina Army National Guard, 1 from New 
Hampshire and 1 from Vermont. 

Now for our best accomplishment so far. Phase III 
was completed in May 1982. All FAC II ARL 1 
aviators now hold the unaided night qualification 
rating. The only two remaining aviators left to train 
just recently returned to our state's aviation program 
and they are still undergoing refresher training in NOE 
and instrument qualification. At present, we have 
trained 48 aviators. 

Maintaining the rating has also been easier than one 
would expect. The appropriate ATMs require that each 
aviator perform selected emergency tasks at night and 
unaided night training has provided us with the means 
to accomplish this. Many of our standardization 
evaluations are now given just before sundown and 
culminate with the aviators performing standard 
autorotations, hovering autorotations and low level 
autorotations in our unaided night training pattern. 
Through use of sound management practices, the 
unaided night program will elminate the need to fly 
extra hours to meet A TM requirements. Realizing that 
a more demanding task can be counted toward a less 
demanding task, all required low level autorotations, 
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for example, can be done in the unaided night mode. 
Our state again sent the original technicians back 

to Ft. Rucker to receive their NVG MOl rating in May 
1981. Thus, Phase IV was completed and we have had 
the time to work out the other details on the balance 
of the NVG qualification. We foresee little problem 
in maintaining NVG currency after the initial qualifica
tion because of the NVG filters that have been 
provided. 

We began Phase V by instructing the nontechnician 
IP force in September 1982. The nine instructors 
located in Raleigh, NC, were qualified by December 
1982. As a point of interest, we believe that without 
the part-time IP force this program would not have 
been so successful nor could we sustain it. Our 
philosophy remains that units go to war, not aviation 
support facilities. 

The final phase of instructing the balance of the at
tack helicopter unit in the use of NVG began in 
January 1983 and will be completed by 1 February 
1984. This is the ultimate goal and it should increase 
the attack helicopter company's and infantry brigade's 
readiness in the event of mobilization. As mentioned 
before, by using the NVG filters, we should be able 
to easily sustain the training received and 
simultaneously reduce the demands for increased flight 
hours due to ATM requirements. 

Like any new program, this one will bring on special 
problems that will test our decisionmaking ability. 
Each location must analyze its training area needs and 
requirements. The Raleigh facility is located at a busy 
airport with a control tower. We thought that this 
would be a major restriction, but as it turned out, we 
had fewer problems than another facility did in 
Salisbury, NC, which is located on an uncontrolled air
field. We had no noise abatement problem at RDU, 
but the Salisbury unit had to make plans to stop train
ing at 2300 hours. The point is that in North Carolina 
we have both extremes of airfields, yet all the training 
area problems were overcome. If our commanders put 
their minds to it, and want to accomplish the training 
required, almost any problem can be overcome safely 
and effectively. From my experience, I have not seen 
an airfield that would prevent the unaided night train
ing program from being initiated. 

Aviator fatigue seems to be the one major obstacle 
to overcome. In the beginning we used only AFTPs 
to train our IP force. They were definitely affected by 
the long hours involved. The answer to this problem 
was provided by the National Guard Bureau. Upon 
request, funds were programed for our state and made 
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available for our use in February 1981. This opened 
the door for many of our aviators to obtain an absence 
from their full-time employer to complete the required 
training. NGB aviation has worked on obtaining ad
ditional money resources for FY84 to provide for the 
added A TM requirements which may help you when 
you develop your NVG program. 

Extra maintenance, due to the increased emergen
cy procedure training, was another area of concern. 
We found, however, that it did not add greatly to the 
unscheduled maintenance load. In fact, it assisted our 
maintenance officer in the planning process. Each hour 
flown in the night training program was creditd to the 
aviator's minimums which meant the planned flight 
hour program could be flown. As an added benefit, 
the maintenance officer could schedule an aircraft to 
perform training and support missions during the day 
and then use the same aircraft that night. More pro
ductive time and use was obtained from each aircraft's 
daily inspection. From 4 to 6 hours a day per aircraft 
committed was commonplace. The only major increase 
in maintenance seemed to be that after 8 hours of 
unaided night training, the aircraft's skid shoes needed 
to be rebuilt as all our emergency landings were to a 
hardstand surface. 

What about the ground school? N/NVG TEC 5800 
series, which replaces N/NVG Exportable Training 
Package, first quarter FY 84, is designed to provide 
units and institutions with exportable, performance 
oriented training packages. This series of TEC lessons 
provides the aviators immediate access to high quali
ty, self-paced, multimedia instruction especially 
designed to assist them in acquiring and maintaining 
skills critical to their N/NVG on-the-job performance. 
Each of the N/NVG TEC lessons is individually 
packaged for use by an individual or small groups. The 
use of these TEC lessons will support and supplement 
the unit IPs and will relieve them of responsibility for 
preparing and presenting classroom conference in
struction. Lessons that are available through the unit 
TEC library are listed in the accompanying figure. 

What should you use as a basis to develop a good 
unaided nightlNVG SOP? Besides the current ARs 
and A TMs, chapter 6 of FM 1-51, FORSCOM 350-3 
and USAA VNC Pamphlet 91-15 are excellent sources 
of direction. These documents coupled with your com
mand guidance should provide an outstanding base for 
a sound SOP. 

The next question you-may be thinking about is what 
do you use as a training syllabus in developing a good 
program? In each exportable package, you will receive 
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EXTENSION COURSE LESSONS 
LESSON NUMBER* 

1. 902-011-5810A 

2. 902-011-5811A 

3. 902-011-5812A 

4. 902-011-5813F 

5. 902-011-5814F 

6. 902-011-5815A 

7. 902-011-5816A 

8. 902-011-5817A 

9. 902-011-5818F 

10. 902-011-5819F 

11. 902-011-582lF 

12. 902-011-5825F 

13. 902-011-5826A 

14. 902-011-5827F 

15. 902-011-5832A 

16. 902-011-5833A 

17. 902-011-5834A 

18. 902-011-5842A 

19. 902-011-5843A 

20. 902-011-5844A 

21. 902-011-5845F 

22. 902-011-5846A 

23. 902-011-5847F 

24. 902-011-5848F 

25. 902-011-5851F 

26. 902-011-5852F 

LESSON TITLE 
Parts and Function of the Eye 

Types of Vision and the Visual 
Properties of Various Colors 

Night Vision: How to Achieve and 
Protect It 
The Night Scanning Pattern 

Distance Estimation and Depth 
Perception at Night 

Install/Remove Daylight Training 
Filters 

Clean the Daylight Training Filters 
Characteristics of the Daylight 
Training Filter and When to Use It 

Visual Illusions, Part I 

Visual IllUSions, Part II 

Using Tactical Field Lighting 
Systems 

Define Terms Associated with 
Hemispherical Illumination 

Ambient Light 

Safety Limitations for N/NVG Flight 

Compute the Time of Sunrise and 
Sunset in LMT and LST 

Compute the Duration of Morning 
and Evening Civil Nautical 
Astronomical TWilights and the 
BMAT and EMAT Times in LMT and 
LST 

Compute the Times of Moonrise and 
Moonset in LMT and LST 

Determine and Record Night Hours 
of Lunar Illumination in GHA and 
DEC 

Compute the Lunar Altitude and 
Percentage of Lunar Illuminated 

Construct a Light Level Calendar 

Aircrew Duties N/NVG 

Aircrew Emergency Procedures 
N/NVG 
Aviator's Night Vision Imaging 
System AN/AVS-6 (Part I) 

Aviator's Night Vision Imaging 
System AN/AVS-6 (Part II) 

Night/Night Vision Goggles (N/NVG) 
Mission Planning Considerations 

Night/Night Vision Goggles (N/NVG) 
Night Terrain AnalysiS 

"A-designates printed text lesson 
F-designates audiovisual lesson 
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a Commander's Guide and Instructor Pilot/Opera
tions Guide to assist in the conduct of night training 
and the use of TEC lessons. If your NVG Training 
Center does not have this package and requires it for 
training the assigned aviators, you can order this 
package through Defense Audiovisual Agency, 
Distribution and Depository Activity, Tobyhanna, P A 
18466. 

What about unaided night training for the OH-58A 
Kiowa and OH-6 Cayuse aviation crews? This is a 
tough one. We are still seeking a solution to this prob
lem. All of our initial training was done in the UH-IH 
Huey or UH-IM aircraft with the scouts and observer 
pilots getting a I-hour checkout in the observation air
craft after they are qualifed in the UH-l. Two of our 
unaided night UH-l instructors received OH-58A 
training from DES evaluators during our last Avia
tion Resource Management Survey, and they have 
managed to expand upon that training by taking the 
scouts out on nights when moon illumination is greater 
than 50 percent. At present, we would recommend that 
the training be conducted in observation helicopters 
only by a graduate of the Observation N/NVG course. 

Again, NGB has come to our rescue. During FY 84 
they have programed OH-58 IP NVG courses at the 
EAA TS at Ft. Indiantown Gap, P A. Those of you that 
have the Kiowa assigned to your states now have a 
means to obtain qualified NVG IPs. 

What about those states that have an NVG training 
requirement but don't have the goggles assets to sup
port it? NGB is now addressing this problem. One tem
porary solution may be implemented as soon as the 
second quarter of FY 84. The plan calls for partial 
reallocation from those states with 100 percent of the 
authorized NVG devices to states that do not have any. 
This plan would mean that each state that needs to 
train will have about 25 percent of its goggles to sus
tain their NVG qualification programs. As additional 
AN/PVS-5s or ANVIS devices are procured into the 
inventory, the authorized TOE requirements will be 
filled. 

What besides the added .tactical skills is the advan
tage in becoming N/NVG rated? I always seemed to 
draw the one copilot in the unit that was even more 
scared of night flying than I was. You know the kind 
of sadistic guy I'm talking about. He is the one that 
always says quickly, about 15 minutes into a 1 hour 
and 30 minute flight, in a voice two octaves above nor
mal, "What's that noise?" which automatically brings 
on an even quicker comeback in your voice, five oc
taves above normal, "What noise?" So the rest of the 
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flight you fly at the edge of the seat, holding the cyclic 
so tight that you leave your fingerprints in it. You 
spend most of the time making deals with God and 
promising yourself that you will never fly with this 
dude again. I must admit that N/NVG training has 
helped me to overcome that unnecessary worry and 
also helped me to concentrate on the real problems that 
can occur. 

In conclusion, N/NVG can be flown safely and 
should be done as soon as possible by all reserve units 
that have been directed to do so by FORSCOM. If us 
country boys in North Carolina can do it, anyone can. 
Those aviators that we had to drag kicking and scream
ing to the cockpit found out that it was interesting and 
worthwhile training. There always seems to be a fear 
of the unknown, and a lack of understanding of the 
N/NVG method of flight has generated undue con
cern. N/NVG training has done a lot to eliminate our 
fear of flying at night. Not only do the aviators learn 
more about themselves, but this training has also 
helped them to recognize and overcome the hazards 
inherent in night flying. The aviators that had ap
prehension about the unaided night training program 
have, without exception, expressed that it was not as 
bad as their imaginations had led them to believe. They 
were pleased with themselves to have gone through the 
night training. 

We, as Army aviators, won't have the opportunity 
to learn from the aircraft commanders who sit in the 
left seat (or behind you as in some aircraft) before 
commanding an aircraft in the next battle. If we are 
to provide a viable combat force to the ground 
commander-day and night-we must prepare 
ourselves now. Experience should be the lamp that 
lights our way (pun is intended) on tomorrow's 
battlefield. .-- l 
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The Care and 
Feeding of 
NIGHT 
VISION 
GOGGLES 

If you want to be able to train with 
NVG, you must first learn how to 
maintain them. 
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Captain (P) Jeffrey R. Murray 
Commander, UH-60 Branch 

Department of Flight Training 
U.S. Army Aviation Center 

Fort Rucker, AL 

NIGHT VISION GOGGLES 
(NVG) training is here to stay. 
Everybody has heard the old saw 
about the first battle of the next war 
and how we must be ready from the 
get-go or we'll be got-gone. Well it's 
true. And night operations are 
where it's at. If you've every partic
ipated in any type of ARTEP 
(Army Training and Evaluation 
Program), be it Aviation, Armor, 
Infantry or whatever, you know the 
confusion that reigns supreme dur
ing night operations. However, the 
more you practice at night the less 
complex it seems, and so it goes 
with NVG. They aren't that dif
ficult to fly with, but I would sure 
hate to teach myself how to use 
them during the first battle of the 
next war. 
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If you want to be able to train 
with NVG, you must first learn how 
to maintain them, and that requires 
command influence. Another old 
saw, that a unit only does well that 
which the commander checks, holds 
true for NVG. If there is something 
drier than logging goggles tube time 
in a goggles tube time book, I sure 
don't want to do it. But it is im
perative that the commanders find 
someone to take their NVG pro
grams in hand and keep them 
straight. I'm not talking about 
training, I'm talking about main
taining. It's a boring job, but it is 
not time-consuming. It has little 
visibility until goggles are needed, 
then everybody remembers who was 
supposed to be in charge. And if 
you're not the unit instructor pilot 
or maintenance officer, and you 
want the "old man" to notice you, 
volunteer to be the NVG officer, 
annotate it on the bottom of your 
officer evaluation report support 
form and follow some or all of the 
suggestions below to get your NVG 
program off the ground. 

You've Got The Job 
The first step the newly assigned 

NVG officer should perform is a 
100 percent inventory. Open the 
case and record the serial number of 
the goggles and each tube. Ensure 
everything that belongs inside the 
case is, in fact, there. Pages 3, 47 
and 48 of the "Night Vision Gog
gles Operators' Manual," TM 
11-5855-238-10, will show you what 
you should have. Take everything 
that is not normally used on a daily 
(nightly?) basis and remove it, tag 
it and store it so it won't get lost. 
Examples of such items are the 
headstrap assembly, socket head 
key and arctic adapter. Sign the DA 
Form 2062 and take the rest of the 
day off. At about $5,000 apiece, 
you have signed for items worth a 
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bunch of money, but the old man 
should already be starting to like 
you a little bit more because the ac
countability monkey is off of his 
back. 

A daily inventory is essential. Not 
a 100 percent inventory, but simply 
an accountability check. Make up a 
little card like the first sergeant car
ries that keeps track of all the 
troops, only title it NVG. List the 
number of NVG assigned, the 
number in maintenance and the 
number operational. Give a copy to 
the old man. Might as well let him 
know you're interested, right? Be
sides if someone absconded with 
$5,000 worth of your NVG, wouldn't 
you want to know right away? 

Then make yourself some night 
vision goggles timesheets similar to 
the ones in the accompanying 
figure. Record all the appropriate 
serial numbers in the appropriate 
splices . Keep a sheet for each set of 
goggles you have assigned. Then 
start logging time on each individual 
tube. Do not let aviators turn their 
NVG back in without recording the 
time flown with them. Individual 
tube time is important because sup
port maintenance will replace bad 
tubes and return the same set of 
NVG back to you. Bad tubes do not 
necessarily mean the goggles are no 
good, they are usually turned over 
to ground units for further use. 
Goggles that are not suitable for fly
ing are usually perfect for a jeep 
driver. 

Next, procure some more DA 
Form 2062s and overprint them 
with NVG information to simplify 
the individual aviator sign-out pro
cess. Place a number on the NVG 
case and the faceplate for ease in 
identification. Ensure that the pilots 
know what they are signing for in 
addition to plain old goggles, such 
as side and vee straps, lens caps and 
demisting shields. 

Now you're beginning to get a 
handle on your goggles, but what 
about your batteries? If you can 
procure a refrigerator you will help 
keep them in better shape, plus you 
can clandestinely store all the 
assorted fruit juices aviators are 
famous for consuming. The 
BA-1567 IV batteries contain mer
cury and must be carefully handled. 
Make sure the outer case rotates 
freely, it is not bulged out and that 
it has not accumulated more than 12 
hours of use. (NOTE: The Aviation 
Center uses the BA-1567/V battery 
a shorter time (about 10 hours) for 
safety reasons.) 

Obtain some white correction 
tape from the local secretarial pool 
and affix a strip on each battery as 
soon as it is taken out of the wrap
per. Record the operational time in 
a cumulative manner on the tape, 
and turn the battery in to your pro
perty disposal officer if you have no 
use for it after its time exceeds 12 
hours. High time batteries are good 
for use in the SFTS (Synthetic Flight 
Training Simulator-a 1.5-hour 
flight is required by the aircrew 
training manual prior to NVG 
qualification) or for use by 
passengers orienting in the rear of 
your aircraft. The time to find out 
your battery is no good is before 
you get in the aircraft. 

Now that you've gotten the ac
countability under control you need 
to set up a maintenance program. 
If support maintenance has a test set 
(TS-3895) get them to teach you to 
use it. It is designed strictly to test 
the AN/PVS-5 and ANI A VS-6 
series NV G. Each set can be tested 
for clarity in both high and low light 
level tests, and inoperable or 
honeycombed tubes can be iden
tified. Turn in to support 
maintenance those NVG that do not 
measure up. Keep track of the down 
time on your goggles timesheet. 
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DAI LV OPERATION LOG FOR NIGHT VISION GOGGLE 
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SERIAL NUMBER 904c. ®18336F 
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USAAVNC DOTD-DOFT FM 431,1 SEP81 

Aviator Ground Rules 
OK, the old man knows who you 

are now and thinks you ' re doing a 
'bang-up job. But you'll soon be 
back on his bottom-of-the-manure
pile list if your now visible opera
tional readiness rate shows a 
decline. Nothing like publicizing 
your shortcomings. So educate your 
aviators. Hold a short class and post 
a list of dos and don'ts. Here is a 
list to help you out: 

Do keep the NVG in the carrying 
case until ready to use. When you 
take them out of the case and you 
leave the aircraft, do not let them 
sit around unprotected. Remember, 
it is dark outside and any passengers 
or support personnel who may be 
inion your aircraft do not know 
goggles from binoculars and the 
chances of an unsecured set of gog
gles getting inadvertently kicked out 
of the aircraft by a curious, un-
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suspecting nonpilot increases ex
ponentially as the square of decreas
ing light. 

When testing NVG prior to use, 
do keep the objective lens cap 
covers in place. The pinholes will 
allow adequate light for testing and 
the excess light will not harm (i.e., 
honeycomb) the tubes. 

Don't let the lens bounce off the 
seat belt. Twist the neck strap one
half turn to raise the NVG off the 
belt and secure the objective lens 
cap when the NVG are not in use. 
When the lenses strike metal, pitting 
results, and excessive pitting makes 
them hard to see through. 

Do mark your batteries with 
cumulative time and store them in 
a cool location, preferably a 
refrigerator. Don't throwaway old 
batteries; turn them into the prop
erty disposal officer for proper 
disposal and mercury reclamation. 

Do ensure your aviation life support 
equipment noncommissioned of
ficer checks the goggles for general 
condition and accountability as they 
are turned in after use. Don't let 
him accept a box and assume it has 
goggles inside. 

OK, so now take stock of what 
you 've done. The company NVG 
system is under control. Your old 
man knows who you are and how 
you do things. He has a goggles pro
gram he can call his own and prob
ably take the credit for. But you 
know you set the program straight, 
and you can take pride in doing 
something productive for your unit, 
besides flying. Your fellow pilots 
are trained in all NVG operations, 
not just the flying portion, and the 
NVG availability rate is higher than 
the aircraft availability rate. You 
are one of the main reasons your 
unit flies Above the Best. ~ 
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Captain Reid J. Trummel 
Executive Officer 

D Company (Attack Helicopter) 
7th Combat Aviation Battalion 

Fort Ord, CA 

I T IS 1500 HOURS on our 
third day at El Paso (TX) Interna
tional, and it looks like we might as 
well forget going anywhere again to
day. We have been weathered in 
here for 3 days now, and although 
it has been somewhat frustrating, it 
has not been difficult-thanks to 
the thorough professionalism of the 
crews. Besides, we're getting in a lot 
of card playing, and there are worse 
places to be weathered in. We are 
three AH-1 Cobra aircrews en route 
from the Corpus Christi Army 
Depot to our home base at Ft. Ord, 
CA. We've been away from home 
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for a total of 12 days now, but "get
home-itis" hasn't clouded judgment 
yet. 

As we gather up our equipment 
and prepare to head back to the 
motel, I notice a Marine Corps 
UH-1 has now joined our Cobras 
on the "military ramp." These past 
3 days we've watched a lot of air
craft come and go: Air Force T-38s, 
Navy T-28 primary trainers out of 
Corpus Christi, Marine Corps F-4s 
and a UH -1, one of those big Coast 
Guard helicopters with the pontoon 
landing gear, and all types of com
mercial and private aircraft from 
Boeing 747s to Cessna 150s. 

So what type of weather allows 
all the other services and civilians to 
come and go, but grounds the 
Army? It is not the ceiling or 
visibility. On the contrary, the sky 
is clear and the visibility unlimited. 
There is, however, a SIGMET in ef
fect that calls for "moderate, occa
sional severe turbulence," and un-

til it is lifted we aren't going 
anywhere. ·A SIGMET is defined as 
an "unscheduled forecast," and the 
Army aviator's "bible," AR 95-1, 
states in paragraph 4-2, "Aircraft 
will not be intentionally flown into 
known or forecast severe turbulent 
conditions." So here we sit. 

How has this condition come 
about? Turbulence is different from 
the weather conditions we normally 
associate with grounding of air
craft: low ceiling and visibility. Ceil
ing and visibility are precisely 
measurable conditions, but tur
bulence does not lend itself to such 
objective quantification. Indeed, 
there is probably no element of a 
weather forecast more subjective 
than the turbulence forecast. 

Turbulence forecasts are based 
on the forecasting guide in the 
"Weather Service Operations 
Manual," chapter D-22, and on the 
judgment of the forecaster. The 
forecasting guide lists six criteria for 
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the "Airman's Information Man
ual" and the "Weather Service 
'-' ..,''''~ ... ~" ..... " Manual." the pur
pose of this discussion there are 

features of the criteria. 
because it is so 

what may be one aviator's "inter
mittent moderate" may be another's 
"occasional severe," and .:l""",VI.lU. 

severe turbulence is not defined as 
the to cause struc-

tural to the aircraft. That 
only becomes a and a 
possibility when turbulence is 
classified as "extreme." 

But aside from the of 
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WTCHING THE fourth film in the Army's 
series on the loss of tail rotor effectiveness got me to 
looking around the room at my fellow aviators view
ing the same film. I started to wonder just how much 
of this film was sinking into their aviation 
consciousness. 

A fellow once told me that when you make a presen
tation only 20 percent of your audience is listening to 
you, another 20 percent is sleeping and the last 60 per
cent is having sexual fantasies. With that in mind, I 
conducted what the old "Flight Instructor Handbook" 
calls "a guided discussion" with all the pilots after the 
film. There turned out to be a lot of discussion and 

42 

we actually found that a few of our friends had ex
perienced loss of tail rotor effectiveness. We all got 
the benefit of their experience and obvious successful 
recovery procedure. 

After everyone had left, I started to think about how 
much more we had learned by having the discussion 
instead of just viewing the series of films. This led me 
to think back over my more than 20 years of flying 
in an attempt to recall what had really taught or in
fluenced me in my flying. The answer was not awe
inspiring, but interesting enough. 

It wasn't my past commanders, nor the more con
scientious or imaginative safety officers I've known. 

U.S. ARMY AVIATION DIGEST 



Nor was it all the voluminous amounts of aviation 
literature I try to read and mentally digest every year. 
But the one element that affected me the most at the 
beginning of my aviation career and up until now has 
been my instructor pilots (IPs). I can still remember 
my primary instructor and all the rest who did 
everything they could to mold me into an aviator. A 
little bit of each of them lives on in the way I fly. Each 
of them imparted to me a small part of their flying 
technique that I, in turn, manifest as my own. 

As IPs, we make Army Aviation happen. All the 
regulations and procedures written cannot produce an 
aviator-only the IP working day in and day out with 
the fledgling aviator. All the safety slogans and educa
tional material cannot affect an aviator the wayan IP 
can. If the unit IP doesn't preflight using the checklist, 
guess who else doesn't. If the unit instrument flight 
examiner (IFE) is sloppy in radio procedures, guess 
who else is going to be. As IPs, we directly and in
timately affect the lives of our aviators and the mis
sion of Army Aviation. If you think I am exaggerating, 
sit back for a moment now and 
think about your flying career and 
that IP who cared enough to help 
you become "Above the Best." 

struct, but at the very least you can maintain a pro
fessional friendliness to those who' 'rub you the wrong 
way." 

Which leads to the second facet of being a good 
IP-being a good teacher. A teacher is one who can 
cause a change in someone. Whether that change is 
mental or in the application of a skill, it requires 
preparation, the correct presentation and assistance on 
the part of the IP as a teacher. The IPs' knowledge 
has to have some depth to it. They can't afford to 
know a subject by memory only. They have to be able 
to present different aspects of a subject in order to give 
the student a complete view. Official presentations of 
a maneuver or a procedure have developed over the 
years and are good for standardization; but within the 
realm of good sense and safety, IPs should be able to 
present to students the "why" as well as the "how." 
If we teach someone how to pass a checkride and not 
how to fly, then we have fallen short in our obliga
tion as IPs. 

Maintaining the proficiency and the knowledge to 
be an effective IP is not easy. Who 
said that it would be? All those ex
tra duties and service missions 
tend to erode even the best of in-

Since I have written this much, 
I might as well stick my neck out 
further and discuss three personal 
views of what IPs should be. They 
should be friends, teachers and 
evaluators. 

IPs should get to know their 
students or the aviators in their 
unit. They should know enough 
about them so that they can select 
the proper approach to their train-

If we teach 
someone how to 
pass a checkride 

and not how to fly, 
then we have 

fallen s"hort in our 
obligation as IPs. 

tentions. You have to learn to 
manage your time. Even if it turns 
out to be a flexible schedule, set 
aside time every week for review 
and study of new literature concer
ning your aircraft and aviation
related material. Pick an area of 
aviation you really like; i.e., 
aerodynamics, aeromedical fac
tors, regulations, tactics, night vi
sion goggles, etc., and become an 

ing. The "Instructor Pilot's Hand-
book" gives you plenty of principles 
and guidelines, but you have to use 
your heart sometimes, not just your brain. You have 
to be a friend. As the IP, unit aviators should 
be able to sit down with you and discuss in confidence 
without any form of ridicule or repercussion any 
mistakes they've made while flying. Now, you may feel 
some kind of refresher training may be warranted based 
upon the circumstances, but a good relationship should 
be maintained between you and your aviators. If IPs 
find that fellow aviators avoid them, and it's not due 
to the type of deodorant they use, then their effec
tiveness is lessened and the training/safety programs 
suffer. It is almost impossible to like everyone you in-
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expert in it. If you don't continue 
to challenge yourself, you'll 
become stagnant and regress. 

All of us tend to suffer' 'burn out" at various times 
in our career. Sometimes we do need a career change, 
but many times it is just one of those" downs" we ex
perience through life. One way I regain a positive at
titude about my calling in life is to focus on all the 
aviators I have worked with throughout my career. I 
think of the positive effect I have had on their flying. 
I also think about the times I didn't fulfill my obliga
tions as an IP and resolve to do better the next similar 
circumstances occur. During those times you ex
perience a "career down," you should think about 
whatever generates a positive attitude within you. 
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In my opinion, the third major facet of being an IP 
is being an evaluator who evaluates pilots the same way 
he or she would want to be evaluated. Nobody likes 
to be evaluated. The evaluator in us should know what 
is essential to know and what is trivia; don't get hung 
up on the nonessential items. The evaluation should 
measure the aviator's performance against the stand
ards under realistic conditions and not under contrived 
circumstances that would normally require the declara
tion of an emergency. We should never confuse evalua
tion with training. A situation that would have train
ing value may not have an objective standard against 
which to measure the aviator. 

You have to be careful of evaluating pilots against 
the rigid guidelines developed in a school environment. 
Years ago, as a newly ordained IFE, I almost failed 
one of our Master Army 
Aviators on his oral 
because he couldn't give 
me the exact answers to my 
questions. A short time 
later, that Master Army 
A via tor, while running 
operations, stopped one of 
our new aviators (who 
knew all the right answers) 
from going out into 
weather that would have 
scared the angels. That lit
tle experience taught me 
tact and another view on 
the subject of evaluations. 

As an evaluator, you 
have the obligation to try to evaluate the aviator as 
closely as possible to his normal mode of operation. 
If you present yourself as an examiner who has never 
passed anyone, and then proceed to nitpick away the 
aviator's self-respect, that aviator will fail the evalua
tion and you will have failed also- as an evaluator. 

What about giving a checkride to the senior staff 
officer who flies occasionally compared to the opera
tional aviator? In all honesty, no double standard is 
needed, just the minimum standard. If any aviator 
doesn't meet at least the minimum standard, then you 
are paid to put a "U" on DD Form 4507. 

What about evaluating friends? If they are good 
friends, then it will be an easy evaluation because they 
will be at ease and you'll get a chance to see them at 
their best. On the other hand, if they turn out to be 
unsafe, you'd better give them a U because good 
friends are hard to find and you probably will want 
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to keep them around for a long time. 
One final note on evaluations, don't ever discuss a 

person's performance in public. On occasion, you may 
have to discuss the results of a ride with another IP 
or the commander, but never expose an individual to 
possible ridicule by peers. In the long run, you will be 
the loser since the other aviators would lose their con
fidence in you. 

Recently there have been a lot of statistics published 
about how many accidents have occurred with IPs on
board. One' 'tongue in cheek" solution mentioned was 
to get rid of all the IPs and cut the accident rate by 
50 percent. People who entertain comments like that 
have no understanding or .appreciation for the high
risk business we are in. No one can ever estimate how 
many times an IP has recovered an aircraft from a 

critical situation and turn
ed right around and let the 
aviator "try" the maneu
ver again! Or the times an 
IFE has talked an aviator 
out of vertigo in IMC (in
strument meterological 
conditions) in order that 
the aviator could gain con
fidence in his abilities. 

As an IP, if you ever get 
tired, or complacency 
starts to creep into your at
titude, remember that you 
are one of the guardians of 
flight. We pass on and 
maintain the heritage of 

flight begun by Wilber and Orville Wright. Remember, 
if you aren't "Above the Best," then no one is! 

~ 

IP CHECKLIST 

AM I PREPARED? 
AM I ALERT? 

AM I A GOOD EXAMPLE? 

ABOUT THE AUTHOR 
The author has been a mi l itary IP since 1967 and a National 

Guard Technician since 1974. He was awarded the 1980 
Federal Aviation Administration Great Lakes Region Flight 
Instructor of the Year Award . 
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us. Army Communications Command 

ATe ACTION LINE 

Let's All Do The Twist 

Mr. Kenneth S. Arnold 
u.s. Army Air Traffic Control Activity 
Aeronautical Services Office 
Cameron Station, Alexandria, VA 

PILOTS MUST LEARN to train themselves to 
use head and body movements as well as eye 
movements in a planned scanning pattern to overcome 
the limitations on target detection!" This is a state
ment issued by the National Transportation Safety 
Board after investigating a midair collision which oc
curred between two general aviation aircraft in 
November 1982. 

It was determined that these two aircraft collided 
because each pilot "failed to exercise adequate 
vigilance to detect and avoid" the other aircraft. The 
Board's visibility study showed that each aircraft 
should have been visible to the pilot of the other for 
about 45 seconds, although the vision of one pilot 
might have been restricted by the windshield center 
post. The other pilot's vision could have been restricted 
so that he would have been able to see the other with 
only one eye until 15 seconds before impact. If these 
pilots had heeded Chubby Checkers' now famous 
words, "Let's all do the twist," they might be alive 
today! 

This accident investigation also turned up some ad
ditional facts that have been previously addressed in 
ATC Action Line. Contributing factors in this acci
dent were (1) the failure of one of the pilots to keep 
clear of terminal control area airspace or to ask con
trollers for traffic advisories, and (2) the failure of the 

controller who had the other aircraft on his radar scope 
to observe the potential traffic conflict and to alert its 
pilot. 

The two aircraft collided in clear weather just in
side the TCA at an altitude of 2,000 feet, 200 feet 
above the floor of the TCA. Both aircraft were VFR. 
One aircraft had been identified on radar and its pilot 
was being vectored for a practice approach to a local 
airport. This aircraft was equipped with an altitude
encoding transponder. The other pilot had not made 
radio contact with any A TC facility. He was required 
to ask A TC for permission to enter the TCA, and he 
also needed special permission to enter it without on
board altitude-encoding transponder. His aircraft had 
a transponder without altitude-encoding capability. 

In analyzing these facts surrounding this accident, 
two obvious conclusions surface: 

• The outer edges of a TCA must be viewed with 
great caution. This is where intermingling of controlled 
and uncontrolled traffic is most likely to occur. Pilots 
should not rely on controllers to provide advisories. 
Many primary radar returns from light aircraft do not 
display at all or paint only faintly, on the controller's 
radar scope. Also, all pilots must realize that radar ser
vice has its limitations in that the controller may not 
be able to issue traffic advisories concerning aircraft 
which are not under air traffic control and cannot be 
seen on radar. Furthermore, he may be occupied with 
higher priority duties which prevent issuance of ad
visory messages concerning aircraft not normally par
ticipating in the ATC system. If VFR aircraft are not 
equipped with altitude reporting transponders, the 
controller would be wasting his valuable time report
ing aircraft that could be at altitudes far removed from 
a known aircraft's flight path. 

• Separation of VFR traffic can be best accomplished 
by pilots who recognize that outside scanning must be 
an aggressive procedure. Self-discipline is the only 
answer to this requirement. The will to perform prop
er scanning procedures should be directly proportional 
to the will to live. ___ , 

Readers are encouraged to address matters concerning air traffic control to: 

Director, USAA TCA Aeronautical Services Office, Cameron Station, Alexandria, VA 22314 
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H as the Aviation Digest ever helped you pre· 
vent an accident? Do you know of anyone who 
has had an accident averted because of informa· 
tion found in the Digest? From time to time we 
receive letters from readers who have recalled 
something they have read and were able to pre· 
vent a serious accident. The following is just 
such a case. 

I CAN RECALL several articles in the Avia
tion Digest which have had an impact on my 
mental disposition relating to piloting aircraft. It 
is extremely difficult to say that this knowledge 
may not have averted an accident because all 
knowledge associated with flying helps to avert 
accidents. However, I can relate some particular 
incidents in which Aviation Digest articles were 
paramount in my thinking. 

I was copilot on a troop lift, flying the UH-1H 
Huey, in which the airmission commander 
elected to make a downwind approach. I was 
chalk three in a four ship formation and during 
the entire approach sequence I reflected on what 
the article said about settling with power. At 
about 200 feet above ground level and in contrast 
to all my efforts to maintain my stack up on chalk 
three, my helicopter was sucked into the 
downwash of chalks one and two and because 
of my power setting the helicopter was almost 
immediately settling with power. I reduced col
lective slightly and flew to the right of the for-

mation regaining positive control at about 5 feet. 
Chalk two experienced a hard landing. The con
ditions were definitely against downwind 
landing. 

At another time I was flying IMC (instrument 
meterological conditions) and had never ex
perienced vertigo in more than 7 years of flying. 
Considering myself somewhat experienced I did
not feel uncomfortable flying with an inex
perienced copilot. After a very tiring morning and 
into the third hour of instrument flight time, we 
were attempting a right turn to intercept a feeder 
route to our initial approach 'fix when my copilot 
began to experience vertigo. I took control and 
the conditions were that the afternoon sun made 
extreme light level changes as we went through 
the clouds. Conditions went from startling bright 
white to darkness requiring instrument lights in 
a matter of seconds. Imbedded thunderstorms 
caused me to make large crab angles as much 
as 45 degrees off heading. Then I got a sinking 
feeling. The helicopter was losing altitude rapidly 
and began a right turn. By this time the copilot 
was totally out for the count. I made three quick 
cross-checks and realized that the attitude in
dicator was level; airspeed, altitude and power 
were constant. Immediately, I knew what had 
happened. Remembering how to controi vertigo 
by concentrating on the instruments, I made the 
intercept and flew a successful VOR (VHF om
nidirectional range) approach to break out at 
1,200 feet above ground. It was not easy. . 

CPT Houston Yarbrough" 
60th Co, 6th Bn 

If the Aviation Digest has ever helped you avoid an accident, 
please share it by sending a description of what happened to: 

Aviation Digest 
P.o. Drawer P 
Ft. Rucker, AL 36362 


