
Professional Bulletin 1-89-9 
Distribution Restriction: This publication approved for public release. Distribution is unlimited. 



PROFESSIONAL BULLETIN 
1-89-9 • NOVEMBER/DECEMBER 1989 

1989 Army Theme-The Noncommissioned Officer, 
MG Rudolph Ostovlch III 

2 Time to Sound the Trumpets, COL Tommie A. McFarlin 

8 Mobility Differential-Army Aviation Branch's Challenge, MAJ Lloyd W.Carr 

16 NCO of the Year 1969-1989, MSG Scott F. Rockwell 

18 NCOs Above the Best Take the Challenge, SSG Barry H. Maine 

20 Living Up to the Creed of the NCO, SFC Alexander C Kurpes 

22 Brother Soldier, I Trust You With My Life, CPT(P) John E. Barron 

24 The Second Annual Aviation Noncommissioned Officers Symposium-1989 

25 Courage and Strength! Activation of the 4th Battalion, 123d Aviation 
Regiment, CPT William C. QUlstOri 

26 AVSCOM: The Case for Parts Mutilation, Mr. John J. Griffiths 

28 PEARL'S: Lessons Learned; AN/PRC-90-2 Preventive Maintenance Checks 
and Services 

30 A Different Focus on SOTs, Mr. James E. Blacken 

31 Aviation Digest 1989 Subject Index 

35 Maintenance: A Green Tab Responsibility, CPT Larry C. Burner II 

38 A Step Up for Army Aviation Maintenance, CW2 (P) Larry Simone 

40 ATC Focus: DOD Air Traffic Control Modernization Outlined, COL Robert B. 
Nicholson, COL James E. Dooley III 

42 Aviation Medicine Report: Crew Endurance-A New Perspective, 
MAJ Rhonda Cornum 

44 Aviation Personnel Notes: Warrant Officer ASI Code 4A Deleted; AOSP 
Aviation Logistics Review; DA Photographs; Warrant Officer Multifunctional 
Task Selection Board; Functional Area Designation Changes; New Training 
for Tactical Intelligence Officers (15C); ATC Transition to 93C; Rank Coding 
Tables Updated for MWO; Medical School Wants Students 

47 DES Report to the Field: AH-64 Apache Performance Planning, CW4 Dwaln 
Hartwick 

48 Army Aviation in West Africa, MAJ Daniel W. Pike 

52 LHX-Testing the Helicopter for the Future, Mr. Charles Block 

55 Intelligence Support to an Attack Helicopter Battalion, CPT Kerry L. Kimble 

58 IIIN Platoon Leader's Lessons Learned, CPT John G. Kershaw 

64 Views from Readers 

Back Cover: USAASO Sez: Aviation Mapping, Charting and Geodesy Issues, 
Mr. Thomas J. Callahan Jr. 

Cover: In closing out the year, it is indeed 
most appropriate that this issue of the 
A viation Digest focuses on the Army's 
theme for the year: "The Noncommissioned 
Officer" (NCO). Leading the coverage on 
NCOs is "Time to Sound the Trumpets," 
which explains how test project NCOs 
perform a myriad of duties. The article 
begins on page 2. Illustration is by Jeff 
Babine. 

Our second article,"Mobility Differential -
Army Aviation Branch's Challenge," begins 
on page 8 and is dedicated to those NCOs 
who are the leaders, role models, and 
trainers in today's Army. 

Major General Rudolph Ostovich III 
Commander, U.S. Army Aviation Center 

Patricia S. Kitchell 
Editor 

By order of the Secretary of the Army: 
Carl E. Vuono 

General, U.S. Army 
Chief of Staff 

Official: 
William J. Meehan II 

Brigadier General, U.S. Army 
The Adjutant General 

The mission of the us Army Aviation Digest professional bulletin (USPS 415-350) 
IS to prOVide information of an operational, functional nature concerning safety and 
aircraft accident prevention, air traffic control, training and doctnne, maintenance, 
operations, research and development, aViation mediCine and other related data. 
Information contained In thiS bulletin does not change or supersede any information 
presented In other offiCial Army publications. 

Articles, photos and Items of Interest on Army AViation are Invited. Direct 
communication IS authorized by wntlng Editor, US. Army AVIatIOn Digest, P.O. Box 
699, Fort Rucker, AL 36362-5042, or by calling either AUTOVON 558-3178 or Commercial 
205-255-3178 Manuscnpts returned only upon request. 

The Digest IS an offiCial Department of the Army profeSSional bulletin published 
bimonthly under the supervision of the commander, U.S. Army AViation Center Views 
expressed herein are not necessanly those of the Department of the Army nor the 
U S Army AViation Center Photos are U.S Army unless otherwise specified Use 
of the ma'sculine pronoun IS Intended to Include both genders unless otherwise stated 
Matenal may be repnnted provided credit IS given to the AViation Digest and to the 
author unless otherwise Indicated. 

Second class postage paid at DaleVille, AL, and additional mailing offices. 
Active Army, Army National Guard and U.S Army Reserve units receive distnbutlon 

as outlined In DA Pamphlet 25-33 To complete DA Form 12-99-R, enter form number 
12-Q5-E, block number 0014 and quantity. Also use DA Form 12-99-R for any change 
In dlstnbution requirements. Submit to your publications control officer 

Personal copies of the Digest can be ordered from the Supenntendent of Documents, 
U S. Government Printing Office, Washington, DC 20402 

POSTMASTER: Send address changes to Supenntendent of Documents, U S 
Government Pnnting Office, Washington, DC 20402. 



Major General Rudolph Ostovich III 
Chief, Army Aviation Branch 

1989 Army Theme
The Noncommissioned Officer 

The former Secretary of the Army John O. 
Marsh Jr., Army Chief of Staff General Carl 
E. Vuono and Sergeant Major of the Army 
Julius W. Gates named 1989 as the year of "The 
Noncommissioned Officer" (NCO). The theme 
focuses on the dedicated services of NCOs and 
emphasizes their importance as leaders, role 
models and trainers in today's Army. This issue 
of the Aviation Digest is dedicated to 
noncommissioned officers. 

Here at the U.S. Army Aviation Center, Ft. 
Rucker, AL, and throughout the Army Aviation 
Branch, we are deeply committed to the 
continued development of aviation and the 
career enhancement of NCOs. Army Aviation 
NCOs must be tactical experts, immaculate role 
models and competent leaders. Only soldiers 
who have extensive training and strong 
command support can meet these stringent 
requirements. 

The Basic Noncommissioned Officers and 
the Advanced Noncommissioned Officers 
courses taught by the noncommissioned 
officers' academies at Ft. Rucker, AL, and Ft. 
Eustis, VA, are designed to prepare men and 
women to be technical experts in the Aviation 
career fields. 
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The example noncommissioned officers set 
for entry-level soldiers and the general public 
is important, too. Soldiers first meet NCOs at 
the reception station. At that meeting, the 
trainee develops an image of what a 
professional NCO should be. Then at basic 
training a soldier's noncommissioned officer 
development truly begins. For the most part, 
the image noncommissioned officers present to 
members of the civilian cornmunity is based 
on how they look in their uniform. Wearing the 
uniform properly and keeping physically fit are 
of the utmost importance. This is the very basis 
of the motto "fit to win." 

Noncommissioned officers are the backbone 
of the Army-that vital link between 
subordinates and superiors. NCOs must 
accomplish their mission while keeping the 
soldier's welfare a top priority. 

The men and women who have attained the 
distinction of being Army noncommissioned 
officers are invaluable assets to the defense of 
our country. To the men and women, past and 
present, of the noncommissioned officers corps: 
you should be honored and proud the Army 
recognized you by naming 1989 as your year, 
the year of "The Noncommissioned Officer." 

1 



TIME 
TO SOUND 

THE 
TRUMPETS 

$ • 

Colonel Tommie A. McFarlin 
President/Commander TEXCOM Aviation Board 

Cairns Army Airfield 

Fort Rucker, AL 

AT Fr. CAMPBELL, KY, in 
broad daylight, one man was 
responsible for performing an act 
that resulted in a number of 
Anny helicopters being rendered 
nonflyable. 

Moving purposefully from one 
aircraft to another, this single 
individual expertly and methodi
cally cut electrical wires, dam
aged hydraulic lines, punched 
holes in fuel tanks and inflicted 
similar damage to structural 
members. He showed no par
tiality as he vandalized OH-58 
Kiowa, AlI-I Cobra and UH-60 
Black Hawk aircraft-and 
what's more, he got away with 
it. 

No, the individual involved 
was not a foreigner, nor was he 
employed by a foreign govern
ment. He was, in fact, an Ameri
can soldier identified as Sergeant 
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First Class (SFC) William E. 
Wood, and he was not remorseful 
or apologetic for his actions. On 
the contrary, he seemed quite 
proud of the job he had done. And 
he had good reason to be. 

SFC Wood was the Test Project 
Noncommissioned Officer in 
Charge (TPNCOIC) of the 
Aircraft Combat Maintenance/ 
Battle Damage Assessment and 
Repair system, an operational 
test commonly referred to simply 
as the BDAR. He was selected for 
this job precisely because of his 
technical expertise in aircraft 
maintenance as well as for 
his knowledge of the. responsibil
ities associated with conducting 
operational tests. 

The damage he inflicted on the 
various aircraft was not a ran
dom action. He first reviewed the 
technical maintenance manuals 
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as well as the battle damage 
repair manuals for each of the 
three types of aircraft involved. 
After determining what type of 
"battle" damage was authorized 
to be repaired in the field, he 
proceeded to vandalize aircraft 
components in the various air
craft systems. Test players then 
made field repairs that were 
either approved or disapproved 
by the technical inspectors 
assigned to the test. Yet, all this 
was but a sample of his total 
responsibilities. He had to expend 
considerably more effort both 
before the test was started and 
after it was completed. In brief, 
SFC Wood's additional responsi
bilities included the following: 

• Task U.S. Anny Forces Com
mand (FORSCOM) for test play
ers who would make the repairs 
to the aircraft. 

• Contact central tasking at 
five different Anny installations 
for the designated units that 
would provide the test player 
personnel. 

• Contact each of these units 
and obtain the names of the 
individuals who would be 
assigned as test players. 

• Prepare a tasking letter to 
Headquarters, Department of the 
Anny as well as to each of the 
individuals involved and stay in 
con tact with each of these 
individuals. 

The end result was that SFC 
Wood obtained 37 test players 
from the 5 different installations. 
Since the test players were to 
arrive on different dates, the test 
was divided into five distinct 
phases. As the various test play
ers arrived, SFC Wood had to 
ensure they were provided quar
ters and that all their paperwork 
was in order. In addition, for the 
test to be valid, he had to qualify 
the players to make certain they 
satisfied all requirements such as 
those related to rank and physical 
profile. He also had to ensure that 
all players were available when 
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and where they were needed and 
that each had the proper military 
occupational specialty (MOS) for 
the type of maintenance he was 
to perform. Finally, at the conclu
sion of the test, SFC Wood was 

responsible for preparing one of 
the appendixes of the test report 
in which he identified deficiencies 
and shortcomings, and suggested 
improvements in each of the test 
areas. 

But SFC Wood is only one of 
the numerous noncommissioned 
officers (NCOs) assigned to the 
Test and Experimentation Com
mand (TEXCOM) Aviation 
Board, Ft. Rucker, AL. Each has 
similar responsibilities. Staff 
Sergeant (SSG) James R. Smith, 
for example, recently served as 
the test project officer for the 
operational test portion of a test 
conducted jointly with the U.S. 
Army Aviation Development 
Test Activity (USAA VNDTA), Ft. 
Rucker. While USAA VNDTA was 

responsible for conducting the 
development test, SSG Smith had 
total responsibility for collecting 
the required data for the opera
tional test. On completion of the 
test, SSG Smith made assess
ments and recommendations, 
and prepared the final letter 
report. 

Test project NCOs also have to 
be highly versatile. When the 
aviation ground power unit 
(AGPU) test was being conducted 
at Ft. Campbell, KY, the test 
project officer suddenly had to 
return to Ft. Rucker. SFC Ronnie 
J. Williamson, test project NCO, 
promptly assumed the duties of 
test project officer. Coordinating 
personnel, aircraft, trucks and all 
other equipment, he conducted 

NCO (at rear of platform) monitors test players as they position the self-propelled, elevated maintenance stand being 

tested to the CH-47 front rotor system. 
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the test. U sing personnel from 
three different companies, SFC 
Williamson had to work virtually 
day and night to accomplish the 
test, which required about 6 
months to complete. As if this 
were not enough, during the 
"Week of the Eagle" at Ft. Camp
bell, SFC Williamson set up and 
demonstrated the AGPU-a high 
visibility piece of equipment- for 
the public. 

But assuming responsibility is 
nothing new to SFC Williamson. 
In the past, he has been involved 
in nine other tests and served as 
TPNCOIC in five of these. He 
also served as assistant data 
collector on various tests and as 
assistant program manager 
responsible for providing needed 

NCO (arm extended) makes safety assessment as test players load mine canisters during 

VOLCANO test 

Working inside the transportable helicopter enclosure being tested, test player personnel 

remove engine as NCO observes. 
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data to methodologists in their 
test design plans drafting. 

During the making of public 
relations films, he served as 
technical advisor, coordinator 
and actor. He has worked 16 to 
18 hours a day, particularly 
during the week preceding a test 
and, often, during the test. He has 
been responsible for equipment 
that was valued in excess of $1 
million. He has had to remain at 
test sites away from home for 
periods as long as 9 months. 

However, test-related responsi
bilities are not the only ones 
NCOs must assume. They have 
additional duties. These include 
serving as reenlistment NCO, 
equal opportunity NCO, acting 
first sergeant, unit consumer 
advisor, aviation fire marshal, 
and training NCO for the Avia
tion Board. In addition, they 
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often assume the duties of pho
tographer, taking pictures at test 
sites. NCOs must be computer 
literate and capable of operating 
memory writers and FAX 

machines as well. They make 
safety presentations, train other 
NCOs to serve on test projects 
and give book briefings, such as 
quarterly review briefings, to the 
Board president on the status of 
past, ongoing and future tests. 

And then, of course, there are 
those unexpected problems that 
arise-which the NCO is 
expected to solve. During the 
Self-Propelled Crane, Aircraft 
Maintenance and Positioning 
(SCAMP) test, one of the test 
players accidentally drove the 
crane into a IO-foot ditch. Natu
rally, the responsibility to extract 
this 14,600-pound vehicle fell on 
the TPNCOIC. With q little 
innovation and improvisation, 

Supervised test players test 71f~ton crane as they remove main rotor blades. 
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using two wreckers, he got the job 
done safely and without damag
ing the SCAMP. 

Others often work in the back
ground, maintaining a low pro
file. One such person is SSG 
Ernest V. Sauer. Although he 
holds the title of instrumentation 
NCO, he functions in the capacity 
of test project NCO. He is respon
sible for meeting the instrumen
tation requirements for each test. 
This includes supervising the 
installation of the necessary 
instruments, as needed, in differ
ent types of aircraft to collect the 
data required. Further, his tasks 
are done continually on a daily 
basis-not just when tests are 
in progress. He maintains con-

NOVEMBER/DECEMBER 1989 



trol of aircraft instrumentation 
equipment and test equipment. 
He stocks test instrumenta
tion items valued at about $3 
million. He also assists at test 
sites to coordinate instrumenta
tion requirements. 

The importance of all the 
actions described lies in the 
qualities of each of the 
participants. Among these are 
knowledge, skill, dedication, per
severance and leadership. It 
becomes highly significant that 
the most important aspect of any 
undertaking is that which deals 
with the person. 

Regardless of equipment, tech
nology and the best laid plans, 
it is the individual upon whom 
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we depend for success. His train
ing, experience and tenacity are 
determining factors as to whether 
a given project will succeed or fail. 
Today's Army is replete with 
people of extremely high caliber. 
We find them at every level, from 
the commissioned officer to the 
newest recruit. And chief among 
these is the NCO-an individual 
who always is appreciated but, 
all too often, inadequately 
recognized. 

Here at the TEXCOM Aviation 
Board, for example, we rely 
heavily upon our NCOs, par
ticularly the test project NCO. 
This individual is totally involved 
in planning, funding, coordinat
ing and executing the assigned 
tests. Further, he must maintain 
direct liaison with other testing 
agencies. These include the U.S. 
Army Aviation Systems Com
mand, the U.S. Army Test and 
Evaluation Command and the 
U.S. Army Operational Test and 
Evaluation Agency. He must also 
coordinate with the U.S. Army 
Training and Doctrine Com
mand and FORSCOM to 
integrate test requirements and 
support. Often, he is directly 
responsible for programing test 
personnel worldwide. In many 
instances, he is required to work 
outside his M OS, testing new 
equipment that has not yet been 
fielded as well as newly developed 
doctrine and tactics. 

His specific duties include 
scheduling personnel, formulat
ing flight hours and planning for 
special and support equipment 
requirements. He performs cost 
analyses and is responsible for 
identifying needs relative to the 
host installation, such as unit 
support needed and travel 
requirements of test units and test 
directorates. In addition, the 
project NCO is responsible for 
obtaining necessary lodging 
facilities and providing adequate 
security for equipment and 
collected data as required by 

applicable regulations. It is not 
unusual to find the project NCO 
working 10 to 12, or more, hours 
a day at the test site to ensure 
smooth and timely completion of 
the test in progress. A test project 
NCO is a bit like a first sergeant 
with one major exception: he has 
the responsibility but lacks the 
direct line authority over all test 
players, so he must adjust, cajole 
and improvise to be successful. 

In the past, project NCOs 
assigned to the TEXCOM A via
tion Board have participated in 
more than 100 operational tests 
as well "as in numerous concept 
evaluation programs, follow-on 
evaluations, customer tests, and 
force development testing and 
experimentation. Further, as 
previously pointed out, it is 
not uncommon for NCOs to 
serve as test project officers. They 
have done so at both continental 
United States and overseas 
installations. 

In the future, the project NCO 
is scheduled to take an even more 
active role in the performance of 
operational tests. The reason is 
simple. We have only to look at 
ever decreasing table of distribu
tion and allowances authoriza
tions. We must work more effi
ciently, getting the most from our 
small but talented pool of people 
resources. Given the complexity 
of future systems and the track 
record of ihe NCO corps, which 
continues to rise to the occasion 
to improve and succeed, it 
becomes obvious that the project 
NCO will, undoubtedly, have to 
shoulder increased demands. To 
meet these demands, he must be 
knowledgeable, skilled and moti
vated. And he is. Without a doubt, 
just as he has done in the past, 
he will continue to cope with 
every challenge that may con
front him. And he will do so with 
the utmost confidence. When we 
consider today's soldiers-particu
larly the NCO-it is, indeed, time 
for us to sound the trumpets! 
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This article represents an entreaty to all 

officers in the force, but especially 

to Army Aviation officers. It is an appeal 

to awake thinking men and women to 

the military potential that is at 

hand-a potential that could save 

the lives of a great many soldiers 

and give our country a singular 

military advantage in 

the next war. 

Major Lloyd w. Carr 
Aviation Training Brigade 

U.S. Army Aviation Center 

Fort Rucker, AL 

VARIABLES 
TIME· PLACE-NUMBERS 
FIREPOWER - MOBI LITY 

UNIVERSAL LAWS 

PRINCIPLES 

BASIC TACTICS 

t? 
STRATEGY- the foundation 

THINK! Recently, I sat in on 
an aviation conference at the U.s. 
Army Aviation Center, Ft. 
Rucker, AL. As I listened to the 
debates going on in the room, it 
occurred to me that a great many 
people were missing the point
the Aviation Branch is not about 
aviation; it is about three
dimensional warfare. 

Creation of the Aviation 
Branch was the symbolic act 
recognizing the fact that modern 
warfare on land has passed from 
a two-dimensional to a three
dimensional scope. Maneuver of 
land forces is no longer tied to 
the ground and its correspondin~ 
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obstacles. The Aviation Branch 
is the maneuver force that allows 
this change-a major change in 
tactical thinking that deserves 
our attention. 

Thinking and Training to Win 
First and foremost, we must 

remember our job is to be pre
pared for war. In war there is no 
substitute for victory. We are the 
keepers of peace, the executors of 
U.S. policy, the world's police 
force; however, in the final anal
ysis, fancy slogans and words are 
no panacea for ineptitude or lack 
of training. We must be prepared 
to take on an opponent-whoever 
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: he may be-in the field, and 
destroy him. Our mental energies 
must be directed toward thinking 
about winning and training to 
win all the time. If we think that 
we have another purpose except 
to win in battle, we are failing 
our duty and not preparing our 
minds and spirits to be ready for 
battle. 

I began with the word think, 
which is really what this article 
is about-thinking about lww to 
win in battle. It is not a step-by
step lesson in tactics; however, it 
is a discussion about what tactics 
are. To reduce the huge volume 
of thought on tactics to a man-

ageable level everyone can under
stand, I will outline the necessary 
logical thought processes re
quired to win in battle. No model 
can possibly anticipate all of the 
circumstances, conditions or 
unknowns that will confront a 
commander in the field. However, 
the development of a logical 
thought process can allow you to 
run quickly through options and 
hopefully reach the proper deci
sion. In combat, the decision you 
do reach will determine the fate 
of the soldiers entrusted to you. 
In addition, it could determine the 
fate of a great many soldiers up 
and down the battle line who are 
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1. FRONTAL ATTACK 
An attack designed to engage 
the entire enemy line. This tac
tic intends to break the enemy 
either by the ferocity of the 
assault or superior weight of 
numbers. It is nonnally used 
with the commitment of a 
reserve to break the enemy line 
at a weak point. 

2. OBLIQUE ATTACK 
The classic death blow to static 
linear warfare. This tactic 
intends to weight one part of 
our line so that it overwhelms 
the enemy defense by sheer 
weight of numbers. 

3. FLANK ATTACK or 
SINGLE ENVELOPMENli 
An attack or envelopment 
designed to break an enemy 
line by engaging it from a sur
prise direction. This tactic 
intends to tum an enemy line or 
force him to divert his attention 
and fight in two directions at 
once. 

depending upon your unit to do 
its share. I will propose how we 
can best use the forces we have 
at hand in the Aviation Branch 
to win in conventional warfare
a proposal I call the rrwbility 
differential. 

History of Tactical Warfare 
Let us examine the history of 

tactical warfare. We ask our
selves, "How much do I know 
about tactics?" If we respond with 
"defilade," "plunging fire" and 
"bounding overwatch," we are 
not only dead wrong but we may 
end up dead if we continue think
ing that way. These simple train-
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ing or maneuver techniques are 
about the same as the horse 
cavalry extending its line to the 
right. 

What does the term "two up 
and one back" mean? If we say 
it is to give us a reserve, we are 
wrong. If we say it is to place two
thirds of our weight forward, we 
would be right-if we still fought 
with swords. We are correct if we 
say we place two-thirds of our 
"firepower" onto an enemy and 
maneuver one-third. I used these 
examples to point out the inescap
able and frightening fact that 
most officers do not have the 
"foggiest idea" what tactics are. 

We are unprepared for battle by 
training and by mental attitude. 

What are tactics? How many 
types of warfare have existed 
since the postheroic age began? 
(The heroic age is the time of the 
individual warrior, before organ
ized forces.) In land warfare, there 
are only two types-linear and 
movement. Linear warfare, the 
oldest, most common and the 
only one still in existence today 
is basically the type of warfare 
in which two armies square off 
and try to destroy each other by 
em ploying a tactic to break the 
enemy's line. The only type of 
warfare to challenge linear war-
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4. DOUBLE 5. FEINTED 6. ATTACK FROM 7. INDIRECT 
APPROACH ENVELOPMENT WITHDRAWAL DEFENSE 

A very complex, dangerous 
maneuver, both for the defender 
and the attacker-generally, an 
all or nothing tactic-whose 
purpose is the same as a single 
envelopment; however, the 
maneuver, this time, intends to 
complete an encirclement. 

A maneuver designed to lure an 
enemy onto a prearranged kill
ing field-a favorite tactic of the 
nomadic archers, using the 
movement form of warfare. 

A maneuver designed to capital
ize on the inherent advantage of 
the defense. An attacking force 
is blunted by the defenses and 
then subjected to a counter
attack by the defenders. (This is 
a favorite Soviet tactic.) 

A tactic designed to defeat an 
enemy by maneuver. The intent 
is to place our force across an 
enemy line of retreat or supply. 
Generally, we try to pick a good 
defensive position in the pro
cess, thereby forcing the enemy 
to either capitulate or give battle 
on unfavorable terms. 

fare is movement warfare used by 
the nl0unted archers of the Eur
asian steppes. The objective of 
both types of warfare is to destroy 
the opposing force; the major 
difference between the two is the 
need to protect. The mounted 
nomads had nothing to protect
no country, no cities, no lines of 
supply. No matter how far from 
home the front is, or how diverse 
the forces involved are, the home 
country of a modern nation 
always must be protected. Linear 
warfare is the only form of land 
warfare extant on the planet 
Earth, the only type we need to 
understand. We do not wish to 
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confuse levels of warfare (guer
rilla, conventional and nuclear) 
with types of warfare. 

In linear warfare, tactics are a 
constant; only the scale changes. 
From the employment of a few 
units of infantry to the employ
ment of Army groups, a few basic 
tactics remain unchanged. Since 
the first basic tactics were devel
oped, mankind has advanced 
several thousand years in mili
tary, scientific and technological 
skills and knowledge. Yet, mili
tary tactics in two-dimensional, 
land warfare include only six or 
seven basic tactical maneuvers. 
There are hundreds of variations 

in these maneuvers, but that's all 
they are, variations-variations 
in technique and method that are 
worked out after we decide on one 
of the basic plans. (As to the point 
asserted that there are six or 
seven basic tactical maneuvers, 
I could argue either depending on 
whether an "indirect approach" 
is an "envelopment" only on a 
grander scale. For the purpose of 
this article, we will consider that 
there are seven.) The seven basic 
tactics then, from oldest and 
simplest (frontal attack) through 
the most complex (indirect 
approach), are shown above. The 
seven basic tactical maneuvers 
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are frontal attack, oblique attack, 
flank attack or single envelop
ment, double envelopment, 
feinted withdrawal, attack from 
defense and indirect approach. If 
we can understand these seven 
tactics we can use them as the 
first element to help us to think 
tactics. 

The Foundation of Tactics
Strategy 

How do we think tactics? Let's 
hack up once more and talk about 
the foundation of tactics
strategy. The textbook answer of 
strategy being how we fight the 
war and tactics being how we 
fight the battles may be helpful 
at national command level, but 
it isn't much use in the field. 
Strategy is winning-the mental 
attitude that demands we win 
and win every time. We want to 
beat our opponent and emerge 
victorious. We must think win, 
win, win, constantly. Winning is 
everything. In this business the 
opposite is dying. If we can 
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develop this attitude, we can 
think about how to win. How we 
win is tactics; thinking how we 
win is how we think tactics. 

Simply saying that we should 
think tactics may be a little 
vague. Therefore, the principles of 
war are the second element to 
help us. These are only principles 
and do not guarantee success. If 
we understand them and follow 
them, however, we should come 
to the battle under favorable 
conditions. If we do not under
stand them or ignore them, we 
probably will not have to worry 
about any tactical maneuvers 
because the battle may be lost 
before it is fought. The nine 
principles of war are as follows: 
objective, offensive, mass, econ
omy of force, maneuver, unity of 
command, security, surprise and 
simplicity. 

The third element we must 
understand and use is basic 
universal law. Universal law 
cannot be violated. Anyone who 
has taken physics understands 

that, if we try to violate universal 
law, we fail. Not all universal 
laws are usable for us as military 
thinkers, but some·are absolutely 
critical. Four of the most critical 
are as follows: 

• Nothing is pure good or bad. 
All things are shades of gray. 
Within the universe, the elements 
are mixed and constantly chang
ing. A good idea today may be 
a bad idea tomorrow. We must 
constantly reevaluate our deci
sions based on new events. 

• There is something wrong 
with everything. Even stars die 
because, as mighty as they are, 
they cannot go on forever. So it 
is with ideas. Even the best has 
a flaw. We must determine what 
the flaws are, when we can expect 
them and when to take measures 
to control them. Understanding 
that all things have flaws' will 
allow us to make better decisions. 

• Everything costs. In the 
universe, energy is in constant 
flux. So it is with power. We as 
leaders represent a catalyst 
through which power flows. 
When we expend our power, even 
in victory, it is gone forever. The 
men who die to give us victory 
will never fight for us again. In 
the battles to be fought in this 
age, the pace of destruction and 
events will decide issues in a 
matter of weeks or possibly days. 
We cannot count on follow-on 
forces to replace our losses before 
the campaign is decided. The men 
entrusted to us are all we have; 
cherish them; protect them; when 
they are gone, there will be no 
more. The training level of our 
active soldiers would take at least 
6 months to regenerate. They are 
a valuable asset; do not squander 
them. However, do not be too 
cautious-to win we must play. 

• Nothing stands still. N oth
ing is stationary in time or space. 
So it is with our enemies. At the 
peak of our power, someone else 
will be thinking about how to 
defeat us. Be ever vigilant; false 
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false pride leads to a fall. 
If we can understand the 

preceding basic tactics, principles 
of war and universal law, we can 
-crain our minds to think tactics. 
This training in thinking is 
essential if we are to dominate our 
enemies. However, being able to 
think tactics does not give us an 
advantage. We must assume that 
our opponent is as smart as we 
are, as well read and as well 
trained. By being able to master 
our mental processes, we only 
place ourselves on par with our 
opponent. To gain a victory in 
battle, we must gain superiority 
in one or more of the variables 
of armed conflict. The five vari
ables of battle are our fourth 
element. The variables of battle 
are time, place, numbers, fire
power and mobility. (Each one of 
these variables makes up a part 
of the classic child's game of 
paper, scissors, rock.) If used in 
the right combination, we win; if 
in the wrong combination, we 
lose. We, in Anny Aviation, have 
the capacity to gain superiority 
in every one of these variables. 
Let's examine the variables and 
how we can lise them to our 
advantage. 

Time and Place 
Unless we are a supreme or 

independent commander, we 
probably cannot pick our time or 
place for battle. Most of us operate 
as part of a larger effort; i.e., we 
will fight at the time and place 
our orders dictate. However, 
should the opportunity present 
itself, by all means, take the 
advantage of picking the time 
and place to fight. By choosing 
the time and place, we gain 
knowledge of the ground; prepa
ration of positions; detailed recon
naissance; disposition of troops; 
political timing; and, hopefully, a 
confidence level that goes with 
being able to set the stage and 
"call the tune." But, as already 
pointed out, most of us will never 
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have the chance to choose time 
and place. However, we should 
keep an open mind for opportuni
ties and develop a keen eye for 
terrain. 

Numbers 
The next variable is numbers. 

Never discount numbers! All 
other things being equal, the 
greater force always wins; the 
larger Army will defeat the 
smaller one. Fortunately, not all 
things are equal. The other four 
variables can be used to offset 
numerical superiority. Military 
historians always go to great 
pains to explain how rich, pow
erful, seemingly strong nations 
are consistently destroyed by 
much smaller invaders because 
the invaders had a superior 
military machine. Whether the 
superiority was quality, organiza
tion or leadership is not the point. 
The point is that the invader used 
combinations of the other four 
variables to compensate for the 
numerical superiority of his 
victim. 

The basic rule here is: If 
faced with a superior force, run 
away! Valor is not dying; dying 
is stupid; do not confuse valor and 
stupidity. When we were kids in 
school, it made no sense to stand 
toe-to-toe with the biggest kid 
around and have him beat us to 
a pulp. If we had to fight him, 
we changed the situation by 
getting a stick. This is why 
weapons were invented in the 
first place, and why they are 
improved every generation. 
Nobody likes to get beat up. When 
I say the basic rule on superior 
numbers is to run away, I am not 
advocating that everyone with
draw. The decision to withdraw 
in the face of a superior force must 
be made at the highest level and 
then only with the thought of 
creating a more favorable 
condition. 

No, I do not mean literally to 
run away. What I do mean is: 

Avoid the full power of the super
ior force. If faced with numbers 
we cannot beat, then we must 
change the numbers. We change 
the numbers in battle by chang
ing the ratio. Our senior service 
schools teach combat ratios. 
These ratios are estimates of 
what level of forces we need to 
ensure success. For example, 
before attempting any offensive 
action, we need to have a superi
ority ratio of three to one at the 
point of our attack. Three to one 
is not good odds; it is the minimal 
level necessary to have hope of 
success. Generally, the higher the 
ratio we are capable of getting, 
the better off we are. If we attempt 
offensive action with less than 
three to one, we probably will fail 
and lose a great many good men 
in the process. 

On the other hand, if we are 
on the defensive, it becomes the 
enemy's problem to concentrate 
the necessary force ratio to ensure 
his success. We should be able to 
see by this-whether we are on 
the offense or defense drastically 
changes the numbers ratio that 
we need to survive. Whenever 
possible, we should always fight 
on the defensive. This is not to 
say that we should think defense; 
to win we must think offense. If 
the enemy pins us to defensive 
positions, we will surely be de
stroyed. Think and move offen
sively; however, when the time 
comes to join in battle, we should 
try to create conditions that allow 
the enemy to attack into your 
firepower, rather than you into 
his; i.e., fight defensively. The two 
variables most used to counter 
superior numbers are firepower 
and mobility. 

Firepower 
A marked superiority in fire

power can dominate every other 
variable. Unfortunately, fire
power, like time and place, is a 
variable that will be set for us, 
and we must assume that all 
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sides will be equal. Superiority 
in firepower comes from two 
sources: either a superior weapon 
or a superior employment. We 
cannot count on a superior wea
pon allowing us to sweep the 
enemy from the field with impu
nity as the English longbowman 
did the French Knights at Crecy. 
Our opponent probably will have 
the same basic weapons as we 
and probably will be as well 
trained. 

In case of superior employ
ment, the two ways to use fire
power to gain results are effect 
and terror. Effect is killing and 
is generally achieved by concen
tration. The advantage gained by 
concentrated firepower will be 
temporary; therefore, we use it for 
all it's worth while we can. If 
we wish to blow a hole in the 
enemy line, we blow it! We do not 
play around. Modem mechanized 
forces have the mobility to repair 
very quickly even huge gaps in 
the line. If we decide to use 
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firepower for terror, then we 
remember that the killing effect 
is secondary. What we wish to 
achieve is to break the enemy's 
will to resist. Fire is the classic 
terror weapon; aircraft also pro
duce terror. The advantage of 
terror can be perpetuated if we 
keep up the pressure. Once "on 
a roll," we must keep up the 
momentum, keep pounding our 
opponent until he completely 
collapses; if we let him rest, he'll 
recover. 

The Mobility Differential 
This brings us to the last of the 

variables of battle- mobility. An 
advantage in mobility gives U!3 

the ability to pick the time and 
place, run away from superior 
numbers, move around superior 
firepower, or, conversely, to con
centrate superior firepower and 
numbers faster than our oppo
nent can react. If our enemy lwlds 
a mobility advantage, our only 
effective counter will be firepower. 

The choice of time, place and 
numbers ratio always falls to the 
more mobile adversary. 

I believe that the Aviation 
Branch is capable of gaining a 
marked superiority in the mo
bility variable-a superiority I 
call the ,nobility differential. A 
differential is, to quote from 
Webster, "the product of the 
derivative of a function on one 
variable by the increment of the 
independent variable." The 
mobility differential I am talking 
about is not simply a superiority 
in mobility; it is so drastic a 
superiority in mobile capability 
that the enemy has no effective 
counter. 

Only once before in history has 
an Army had this capability
the Mongols. No power on earth 
proved capable of stopping the 
Mongol armies; they smashed 
every military force they 
engaged. Only geography and 
internal problems stopped the 
Mongol onslaught. It is not 
enough to understand that the 
Mongols possessed the best mili
tary machine of their age. An 
Army in any age can do that. 
What is important to understand 
is that the Mongols took on all 
opponents and removed them 
from the field without sustaining 
severe losses themselves, losses 
that could have stopped them. 
The Mongol success was due to 
many things (remember move
ment warfare); however, the one 
tremendous advantage that they 
possessed was mobility. Noone 
else could force them to battle 
unless they wished it; and when 
they wished it, they struck with 
such force and rapidity that their 
opponents were often overrun 
before they could concentrate 
enough force to offer effective 
resistance. 

The only force in modem times 
that came close to approximating 
this advantage in mobility was 
the German Army in World War 
II. Using a combination of con-
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centration and rapid mobile 
exploitation, the German Blitz
krieg was unstoppable for more 
than 3 years. It was not until the 
Russians adopted German ideas 
on an even grander scale, and the 
Americans achieved overwhelm
ing air superiority, that the Ger
man war machine could be 
stopped. 

Forty years after the defeat of 
Hitler, the opportunity again 
presents itself to produce a force 
of unstoppable mobility. We, in 
the A ,riation Branch, have avail
able to us the resources to produce 
this force. Our very existence has 
seriously upset the balance of 
power in land warfare. 

Examine, if you will, the ene
my's trump cards-massive 
artillery fire; large, concentrated 
armored thrusts; and legendary 
defense belts. We are an effective 
check to everyone of these 
trumps. We can maintain our 
distance from the enemy's 
artillery concentrations, or we 
can fly around or away from 
them at will. We are not tied to 
the ground so we simply fly 
around his armored thrusts. We 
are not impressed with his 
defense in depth or any other 
natural or manmade ground 
obstacle. His only effective offen
sive weapon against us is air
power, both jet and helicopter, 
and his only defensive weapons 
are his air defense systems. 

What is our status today? First, 
we have an Aviation Branch that 
gives us the organization and 
leadership systems necessary to 
channel our efforts toward a 
common goal. We have a marked 
advantage in helicopter power. If 
the U.S. Army has no other 
advantage, it has one in helicop
ters. We have helicopters for 
scouting, troop transportation, 
heavy-lift support and the world's 
most advanced attack helicopters 
(fielded). We have combat organi
zations, up through brigade, 
which allow us to harness the 
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power of our resources. We have 
numbers, experience, training, 
organizations, and are working 
hard to produce a well-rounded, 
competent leadership. At this 
point in time, we are the strongest 
helicopter force in the world. We 
have planted all the right seeds; 
the challenge to this generation 
of leadership is ' what can be 
grown from those seeds. 

Our very being is the recogni
tion of a change in land war
fare. Two-dimensional warfare 
has become three-dimensional. 
Unfortunately, only a few of our 
more visionary minds have 
grasped the true significance of 
this fact. The task before us lies 
in capitalizing on the advantage 
we have. Let us not become like 
the British and French, who 
allowed a superiority in tank 
development to be lost to the 
Germans, who foresaw the tank's 
true potential. The Russians have 
paid more than a little attention 
to our helicopter developments. 
They are working overtime to 
produce a helicopter force that 
can counter and defeat ours. 

Digress with me a moment; 
remember this article is about 
thinking, not flying! Weare 
thinking about fighting-not 
flying. It is also not about heli
copters. Helicopters are only the 
machines we use to fight. When 
you fight a flying machine, flying 
skill is required. However, fight
ing helicopter formations has 
about as much to do with flying 
as driving does with tank war
fare. Thinking men must avoid 
fixation with machines. If oUr 
first love is a tank, helicopter or 
whatever, we have already 
limited our field and will find 
oursel ves merely one more 
museum piece awaiting our turn 
on the shelf. 
. If we understand the seven 
basic tactics, the nine principles 
of war, the basic universal laws, 
and the five variables of battle 
that I have outlined, we can think 

tactics. We should be able to grasp 
and capitalize on the concept of 
the mobility differential. How? 
By using the foregoing as ele
ments to help us to think 
tactically. 

Think about three-dimensional 
warfare! How can the principles 
of war and laws of the universe 
be applied to this new warfare? 
How can we use the variables of 
battle to create a winning com
bination? Think! Think about 
winning! Think about forma
tions, organizations, leadership, 
and, most of all, battle. Think if 
what you are doing supports the 
war fighting effort. While we are 
thinking, let us think about the 
one variable in which we truly 
have an advantage-mobility. 
How can we use this mobility 
advantage to the greatest effect? 
How can the greatest gain be 
produced from the least cost? 
Now that the barrier of three
dimensional warfare has been 
crossed, we cannot go back. If we 
are to have an advantage, we 
must seize it now; in this genera
tion! If we fail in this task, we 
will have missed an opportunity 
that will never come again. Our 
best minds must apply them
selves to this line of thinking. If 
we miss this opportunity, we can 
be sure our enemy will not. 

Should the Soviets gain supe
riority in mobility once again, 
they will totally dominate con
ventional warfare. We would then 
have to return to the nuclear 
option. But, should we succeed in 
gaining a mobility differential for 
our country, we will upset the 
balance of land power, to our 
advantage, for at least half a 
century. This is our challenge; 
this is what we, in the Aviation 
Branch, are about! 

I will leave you with one last 
thought from The Book of Five 
Rings: "If you can freely beat a 
man, you can beat any man in 
the world." 

THINK! 
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NCO of the 
Year 

1969-1989 

Master Sergeant ScoH F. Rockwell 
Department of Enlisted Training 

U.S. Army Aviation Center 
Fort Rucker, AL 

TwENTY YEARS ago this past January, 
Sergeant First Class (SFC) Rodney J .T. Yano made 
the ultimate sacrifice for which he was later 
posthumously awarded the Medal of Honor. His 
actions, which demonstrated courage, loyalty and 
profound concern for the welfare of his fellow 
soldiers, were a shining example to the noncom
missioned officer (NCO) corps and reflected many 
of the tenets of the NCO Creed. 

During this "Year of the NCO," it is well for 
us to remember the accomplishments and sacri
fices of NCOs in the past. The "backbone of the 
Army" has served us well. We should never forget, 
however, today's NCOs and their continuing vital 
contributions to our Army and Nation. 

In May 1977, the maintenance training facility, 
Ft. Rucker, AL, was dedicated to the memory of 
SFC Yano (see "Yano Hall: Homage To a Hero," 
July 1977 Aviation Digest). It is fitting that now, 
12 years later, the Maintenance Training Division 
of the Department of Enlisted Training (DOET), 
Ft. Rucker, and the Department of Advanced 
Aviation Logistics Training (DAALT), U.S. Army 
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Aviation Logistics School (USAALS) , Ft. Eustis, 
VA, are a total NCO entity. Tomorrow's young 
aviation professionals are being trained and led 
by dedicated and experienced NCOs. Mirroring the 
NCO's expanded role in Army Aviation, NCOs 
are supervising and developing training and 
doctrinal strategies and literature at every level 
of DOET and DAALT. Instead of just implemen
tation, NCOs with vision, dedication and intelli
gence are changing the face of Army Aviation. 

The NCO traditionally has been the command
er's tool in implementing individual and team 
training. The major component of the NCO's 
charter of mission accomplishment and welfare of 
the men and women is, and always has been, 
quality training. The Aviation Center and USA
ALS discharge this duty by training air traffic 
control, aviation operations and aircraft mainte
nance soldiers with experienced and dedicated 
professional NCOs. They average 8 to 10 years 
of service in field aviation units and, coupled with 
low student to instructor ratios, are providing 
meaningful and effective instruction to the next 
generation of aviation professionals. 

The story, however, doesn't end there. While in 
the past, changing doctrinal and training strate
gies have been the purview of the commissioned 
officer, the NCOs of DOET and DAALT are now 
leading the way. Possessing vital insights into 
what does and doesn't work, and the strengths 
and weaknesses of our aviation force and equip
ment, they are evaluating present systems of 
training and developing new, more effective ones. 

Moreover, the responsibility for writing lesson 
plans and programs of instruction has been 
supplemented by the task of revising and creating 
soldier training products (SM, TG, JB, SQT) and 
doctrinal publications (FM, FC, etc.). DOET's/ 
DAALT's products in these areas have been 
effective and well received. Not content with merely 
doing the ground work, the leadership of these 
departments travels widely, publicizing, explain
ing and selling new systems and doctrine. 

Today's NCOs must be everything they have 
been in the past and much more. In this era of 
down-sized aviation units and changing doctrine, 
their role has been expanded. NCOs must, indeed, 
be the most versatile and professional leaders on 
the battlefield. An NCO will, in extreme cases, need 
to assume the role of the ground commander for 
small, highly .mobile elements. 
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An NCO must not only know the soldiers and 
their technical skills, but the jobs and responsi
bilities of the senior leaders also should be 
understood. Field Manual 25-100, Training the 
Force, states that "the key to winning, on the 
modem battlefield, will be the understanding of 
'how we fight' at every level and the demonstrated 
confidence, competence and initiative of our 
soldiers and their leaders." 

The competent NCO is the key link between the 
commander's intent and those who must perfonn 
the mission. He or she must clearly understand 
specific objectives and possess a historical and 
varied perspective on means of accomplishing that 
end. An NCO will, as a matter of course, be required 
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to make decisions and formulate innovative 
approaches to new problems. To accomplish these 
things, the NCO must become thoroughly 
immersed in tactics, techniques and procedures 
relating to aviation. Therefore, an NCO must have 
the skills and knowledge that only hard work and 
dedication will bring as we recognize the ever
expanding role of the corps in executing the tenets 
of AirLand Battle. 

We will never forget the time-honored fundamen
tals of the NCO Creed, and the courage and 
devotion of SFC Yano and other NCOs like him. 
We can no longer consider, however, the NCO as 
merely the "backbone of the Army," but part of 
the brain, spirit and will of Army Aviation as well. 
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NCOs Above the Best 
Take the Challenge 

Staff Sergeant Barry H. Maine 
Department of Enlisted Training 

U.S. Anny Aviation Center 
Fort Rucker, AL 

hE AVIATION noncommissioned officer 
(NCO) has one of the most indispensable, critically 
demanding careers in the U.S. Anny. The NCO 
must have a thorough knowledge of basic soldier 
skills and be technically proficient in aviation. 

The Anny theme of 1989 was proclaimed as "The 
NCO" in a joint statement issued by the Secretary 
of the Anny John O. Marsh Jr., Chief of Staff 
General Carl E. Vuono and Sergeant Major of the 
Arn1Y Julius W. Gates. Some of the themes in past 
years include the following: 

• Spirit of Victory. • Excellence . 
• Physical Fitness. • The Family . 
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• Leadership. • The Constitution. 
• Values. • Training. 

The NCO corps, the vital link in the Anny, 
accomplishes a myriad of missions. NCOs directly 
supervise more than 80 percent of the soldiers in 
the Anny. Therefore, the NCO corps could be 
considered the backbone of the Anny. 

Because of the sophisticated weapons and 
technological advances that many countries 
possess, the next battle could be won or lost by 
the airpower they maintain. Therefore, the 
Aviation Branch could be considered a foundation 
of the Anny. Anny Aviation is not only dependent 
on aviators, but also on crewchiefs, highly skilled 
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technicians, aeroscout observers and mechanics. 
Located at Ft. Rucker, AL, the home of Anny 

Aviation, is the Department of Enlisted Training 
(DOET). All units in the Anny are commanded 
by officers except DOET. DOET is a unique entity 
operated by an elite staff of superior, highly 
dedicated NCOs. This prestigious transformation 
occurred 1 October 1984 when Sergeant Major 
William R. Dunn became its director. 

Maintenance Training Division (MTD) , an 
integral part of DOET, is where a significant 
amount of enlisted training is accomplished. An 
NCO in the aviation field who desires to become 
an academic instructor must be above the best. 
The NCO must be technically proficient and 
possess the motivation and communicative skills 
necessary to professionally present material to the 
soldiers. All prospective instructors must attend a 
3-week instructor training course. The instructor 
must master the essential skills required to 
effectively teach and also develop lesson plans. 

Two of the most technically demanding courses 
taught are the 67N (utility helicopter repairer) and 
67V (observation/ scout helicopter repairer) 
courses. 

The Enabling Skills Branch (ESB) is the 
foundation of MTD. This is where advanced 
individual training soldiers gain the fundamentals 
of airworthiness technology to prepare them to 
become competent crewchiefs. 

On 1 October 1984, Master Sergeant George T. 
Dodson became the first enlisted branch chief of 
the ESB. With a staff of highly competent military 
and Department of Defense civilian personnel, 
ESB is dedicated to the professional development 
of 67N and 67V crewchiefs. 

The first block of instruction that soon-to-be 
crewchiefs receive is shop and flight line safety. 
For 5 hours, soldiers are taught the importance 
of safety and proper practices to follow when they 
work on multimillion dollar aircraft on the flight 
line. 

Flightfax, a periodic report of Anny aircraft 
mishaps, stated fiscal year (FY) 1988 was the safest 
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year in Anny Aviation history. During FY 1989, 
Anny Aviation had a rate of 2.09 Class A accidents 
(involving a fatality or cost of $500,000 or more) 
per 100,000 flying hours. In 1958, the year when 
aircraft accident data collection began, the Class 
A accident, then a major accident rate, was 54.3 
accidents per 100,000 flying hours. 

Safety cannot be overemphasized. In FY 1988, 
38 military fatalities occurred. This number might 
appear to be excessive, but without the conscien
tious and diligent efforts of responsible crewchiefs 
and supervisors, this number would be consider
ably larger. 

The soldiers' next class, which lasts about 30 
hours, is on the proper use of technical publications 
required to maintain the aircraft. The soldiers are 
not required to possess any prior knowledge of 
aircraft maintenance, but must have the mechan
ical aptitude, potential and motivation to learn. 
The instructors put emphasis on performing all 
maintenance stringently by the procedures in the 
applicable maintenance publications. 

Comparatively few aircraft mishaps are caused 
by environmental or materiel factors. A majority 
of accidents are caused by human failure. 
Statistics, compiled at the U.S. Anny Safety 
Center, Ft. Rucker, show 38 fatalities caused by 
32 Class A mishaps in FY 1988. Only one Class 
A mishap, with no fatalities, was attributed as a 
direct result of a maintenance error. The total 
monetary losses to the Army due to maintenance 
errors in FY 1988 was relatively small. The number 
of fatalities and aircraft losses has greatly lowered 
as a result of dedicated and professional teaching 
by military and DOD civilian instructors at ESB. 

Through dedicated service to soldiers and units, 
the aviation NCOs, especially those who instruct, 
contribute significantly to the Aviation Branch 
and the Army. The crewchiefs of today will become 
the NCOs who supervise and instruct in the future. 
The responsibility and knowledge instilled in the 
soldiers by their NCOs will help ensure the 
Aviation Branch has an excellent future. "Aviation 
NCOs-Above the Best." .. , 
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Living Up to the Creed of the 
Noncommissioned Officer 

Sergeant First Class Alexander C. Kurpes 
Department of Enlisted Training 

U.S. Army Aviation Center 

Fort Rucker, AL 

SINCE THE DAY I raised my hand and took 
my oath of military allegiance, I have been 
responsible for my actions as a soldier. Being 
acutely aware of this responsibility, I noticed other 
soldiers' actions, and formulated opinions as to 
whether they were good or bad soldiers. As I 
progressed through the ranks, I found that my 
responsibilities increased with each promotion. 
One document that spells out what it takes to be 
a professional noncommissioned officer (NCO) is 
the "Creed of the Noncommissioned Officer." As 
with many other creeds, this one is subject to 
interpretation. With different interpretations, there 
are different opinions on how NCOs measure up 
to the standards set forth in the creed. With this 
diversity of opinion, I offer my views on how we 
can live up to the Creed of the Noncommissioned 
Officer. 

The first sentence of the creed reads, "No one 
is rrwre professional than L" I realize that it is 
my responsibility to never stop learning. I must 
be able to relate to, and guide, the soldiers that 
work for me in all aspects of the work environment. 
If I do not know the answer to a specific question, 
I must know where to find the answer. Nothing 
is more devastating to morale and unit efficiency 
than an apathetic NCO. 
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"] realize that ram a member of a time honored 
corps, which is known as (the backbone of the 
Army' " Everyone should understand what the 
corps does to get the job done. NCOs forget what 
membership in this time honored corps means. 
"Time honored" depicts long and cherished 
traditions. How many times have we balked at 
attending functions that would allow us to show 
our support for these traditions? Instead of viewing 
these functions as inconvenient obligations, we 
should enthusiastically give our support and seize 
any opportunity to show our pride and concern 
for the NCO corps and its history. 

"] am proud of the corps noncommissioned 
officers and will at all times conduct myself so 
as to bring credit upon the corps, the military 
service and my country regardless of the situation 
in which ] find myself," This concrete statement 
leaves nothing to the imagination. The problem 
some NCOs encounter is lack of forethought-lack 
of forethought as to how our actions could be 
viewed by our subordinates. How NCOs conduct 
themselves quickly and substantially impacts the 
development of our soldiers. I suggest that all 
NCOs pay particular attention to their individual 
conduct and actions, and seriously consider the 
effect their actions could have on a subordinate's 
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impression of the noncommissioned; officer corps. 
"Competence is my watchword, ... ] will strive to 

remain tactically and technically proficient." Our 
soldiers are always looking to NCOs for guidance. 
To remain proficient indicates that, as NCOs we 
are, indeed, already proficient and we must do 
whatever it takes to remain proficient. An NCO 
does not make excuses for not being proficient, nor 
does he or she make statements such as, ''That's 
not the way we used to do it." It is our duty to 
remain up-to-date on current doctrine and 
procedures. We must ensure that we pass this 
current information to our soldiers. An uninformed 
soldier does not perform well. 

"All soldiers are entitled to outstanding 
leadership; ] will provide that leadership." Half
hearted attempts at providing leadership, or 
leadership only when it is convenient for the 
supervisor, has no place in our Army and, in fact, 
lessens the morale and strength of the Army. NCOs 
are available 24 hours a day, 7 days a week. 
Problems do not occur on a time schedule. Neither 
should our responsibilities to provide guidance and 
leadership. As supervisors, we should feel a great 
deal of satisfaction when a soldier confides in us 
his or her problems. A supervisor must not destroy 
this confidence and should ensure that problems 
are satisfactorily remedied if possible. 

"] know my soldiers and] will always place their 
needs above my own." How well we know our 
soldiers is the key to their confidence in us. It is 
not enough for supervisors to have the information 
available on a personal data card. We must take 
an active interest in our soldiers and their families. 
Caring is contagious! If soldiers feel that we 
genuinely care for their well being, their motivation 
and work performance will greatly improve. 

"] will be fair and impartial when recommending 
both reward and punishment." I believe the Army 
NCOs do a good job at identifying substandard 
soldiers; however, we may falter a bit in following 
the progress, or lack of progress, in weak soldiers. 
Documentation of all counseling and methods used 
while attempting to correct the soldier's deficiencies 
is paramount. Without this documentation our 
efforts to correct a situation may be for naught. 
Documentation is proof in identifying specific 
problem areas, counseling the soldier concerning 
his or her weaknesses, providing guidance and 
standards of improvement, and the possible 
outcome of noncomplying with these standards. 
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We must ensure that problems are handled quickly 
and correctly and not allowed to be passed on to 
another supervisor or command. 

On the other hand, hard-working, superior 
soldiers should be recognized and rewarded. When 
counseling soldiers, tell them if they are doing a 
good job. Hard-working and conscientious soldiers 
deserve that recognition. A soldier should not leave 
an organization deserving recognition and not 
being recognized because the supervisor, for 
whatever reason, failed to recommend him or her 
for an award. Remember these words, "My two 
basic responsibilities will always be uppermost in 
my mind-accomplishment of my mission and the 
welfare of my soldiers. " 

"Officers of my unit will have maximum time 
to accomplish their duties; they will not have to 
accomplish mine. ] will earn their respect and 
confidence as well as that of my soldiers." Too 
often we let the officer corps handle jobs that are 
inherently "sergeants' business." No one is more 
qualified to handle sergeants' business than the 
NCO. No one needs to tell professional NCOs what 
their jobs are-they should know. 

"] will not forget, nor will] allow my comrades 
to forget that we are professionals, 
noncommissioned officers, leaders!" Friendship is 
a wonderful thing; however, friendship should 
not hinder professional relationships. Our duty 
as NCOs is to correct problem areas. It is impera
tive that we police our own ranks. If we observe 
another NCO conducting himself or herself 
unprofessionally and do not take corrective action, 
we are as guilty as that unprofessional NCO. 
Friendship is no reason to allow unacceptable 
conduct. If an individual lets friendship interfere 
with corrective action, I question the sincerity of 
that friendship. The courage to accomplish the 
hard right over the easy wrong is part of the NCO's 
fortitude. 

In our day-to-day training and guidance of 
soldiers, we must be careful not to fall into traps. 
One such trap is training our soldiers to be clones 
or mirror images of ourselves. Today's soldiers are 
intelligent and are looking for a challenge. Let's 
provide that challenge; let's train our soldiers to 
be better than we are. In this way the Army always 
will be moving forward. The Creed of the 
Noncommissioned Officer tells us what we must 
be and do. It is our responsibility to live up to this 
creed and ensure all NCOs do likewise. -X;-,-
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BROTHER SOLDIER" 
I Trust You With My Life 

I am a veteran of the Vietnam conflict and would like to pass along 

some lessons I learned from my experience then as an AH-1 G Cobra pilot. 

Captain (P) John E. Barron 
Directorate of Plans, Training, 

Mobilization and Security 
U.S. Army Aviation Center 

Fort Rucker, AL 

FIRST AND FOREMOST, one must be able 
to rely on his fellow soldiers. The tenn "soldiers" 
includes all ranks and both sexes. This message 
may seem obvious and a strange one requiring 
discussion. But, too often in today's Anny I find 
little or no understanding of this basic tenet of 
our profession. Being able to rely on one's fellow 
soldiers depends on mutual trust. When a soldier 
tells another soldier he is going to do something, 
he should do it no matter what. Also, reliability 
includes a soldier's looking out for the welfare of 
his comrades and making sure, to the best of his 
ability, that no harm comes to them. 

In the middle of combat, there is little time to 
check to make sure that everyone does his job. 
Obviously, under those circumstances, if someone 
does not do his job, others can lose their lives. This 
applies not only in combat, but aviators need to 
be able to depend on each other, their crews and 
maintenance personnel every day. 
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Today, as in Vietnam 18 years ago, I must rely 
heavily on the maintenance that my crewchiefs 
perfonn. When they say they have tightened a nut, 
it is possible for me to check it on preflight; however, 
a check should not be necessary. There are some 
things crewchiefs:fix that cannot be checked. I have 
to trust them. When a crewchief tells me that all 
my vehicles or aircraft are "up" and mission 
capable, I should be able to count on the report 
being correct. 

More important is the result of trust. The mission 
benefits when you know you can count on each 
other. Trust between soldiers should be applied also 
to less than "life or death" situations. If a fellow 
soldier sees a situation in which he can enhance 
a mission by completing an action, or helping a 
comrade avoid a mistake, he should do so. To call 
attention ·to another's weakness or, worse, to allow 
a mistake to cause a mission to fail or be marginally 
completed is unprofessional. On the battlefield that 
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attitude can kill us as surely as enemy fire. 
Another important and basic trait that a soldier 

should possess is selflessness. As Star Trek's Mister 
Spock so aptly put it, "the needs of the whole 
outweigh the needs of the few, or the one." 
Completing the mission and taking care of your 
brother soldiers, even at the possible expense of 
your own life, is a difficult but important philoso
phy for a soldier to accept. 

We members of Charlie Troop, 2-17th Cavalry, 
Vietnam, pledged to one another that whenever 
anyone was shot down, we would go in and get 
that person out, regardless of what had to be done. 
On more than one occasion, as many as eight 
soldiers rode out of a hot area on the skids or on 
the ammo bay of a Cobra-a dangerous maneuver. 
The alternative, however, would have been leaving 
those men to die. 

Such a rescue was not considered especially 
heroic. Everyone understood that rescue was 
expected. The confidence we had in each other and 
our organization was unparalleled. Knowing that, 
if we got into a fix, our brother soldiers would pull 
us out or die trying, gave us confidence to tackle 
and complete any mission. 

Every soldier knows that he may die, but he 
should not be overly concerned with dying. Iffellow 
soldiers are taking care of each other, and are 
concentrating on their mission, they all have a 
good chance of surviving. 

Close relationships develop during combat 
because of the trust and confidence that must be 
shared among soldiers. War stories usually 
mention how someone really put his life on the 
line so another person would not get hurt or killed. 
Being able to trust your fellow soldiers is always 
mentioned in these stories. 

We willingly followed Lieutenant Colonel (LTC) 
Robert F. Molinelli, 2-17th Cavalry Squadron 
commander, Vietnam 1970 to 1971, into the "jaws 
of hell" and beyond because of his willingness to 
lead from the front, and risk his life, to save the 
men working for him. It was not uncommon to 
hear "Cheyenne Phantom" come onstation in his 
command and control UH-1 Huey and ask for a 
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situation report. We knew when he was onstation 
things were about to happen. We also knew that 
if we were shot down while Cheyenne Phanton 
was onstation, he was coming in to pick us up 
personally. 

Many times I swung in on my squadron 
commander's wing, to cover him with my Cobra 
gunship, while he was descending out of altitude 
to go in and pick up a downed scout helicopter 
crew. LTC Molinelli's actions not only promoted 
confidence in his decisions but also set the example 
and tone for the rest of us in the 2-17th Cavalry 
to put our lives on the line for each other. 

Another example of giving the ultimate sacrifice 
for our fellow soldiers was our emergency extrac
tion of a long-range reconnaissance patrol (LRRP) 
team on the Laotian border. The extraction was 
complicated because the team had made contact 
with, and was surrounded by, a North Vietnamese 
Anny battalion. We had been fighting long and 
hard to get the LRRP team out. H~wever, I wish 
to focus not on the long fight and valorous actions 
of the LRRP team, but rather on the long, hard 
hours my crewchiefs put in that night rearming 
and patching up my Cobra. 

Each time I landed they swarmed over my 
aircraft like an "Indianapolis 500 pit crew" to make 
sure my ship was ready to go back out when the 
rearm and refuel were done. I watched in awe as 
young men, 18 or 19 years old, hauled 20 mm 
ammunition cans (weighing 100 pounds each) 2 
at a time to my aircraft. Each time I came in that 
night for rearm they made 5 trips, carrying 200 
pounds a trip; and, in most cases, the 200 pounds 
were more than the crewchief weighed. Those 
crewchiefs were "giving their all" because they 
knew our lives were in jeopardy and their work 
could tip the scales in our favor. And they 
succeeded. We got them all out-both our living 
and our dead brothers. 

The bottom line is, that to be effective in combat, 
the men in a unit must trust their lives to one 
another. This mutual pledge not only builds 
confidence, but develops a camaraderie that lasts 
a lifetime and can save your life. 1iii=r 
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The Second Annual 
Aviation Noncommissioned 
Officers Symposium-1989 

"Welcome to each and everyone of you . ... It's 
great to see all of you here. It's always good to 
have the opportunity to get the muddy boot 
soldiers back down here at Ft. Rucker to give us 
feedback from what's really happening out in the 
field, to give us first-hand assessment on the pro
duct that we are producing here, and to allow us 
to tell you where we think we are, where we 
intend to go, and to get your reaction to that. JJ 

LTG Ellis D. Parker 
Former Commander, U. S. 
Army Aviation Center 

FROM 19 THROUGH 23 June 1989, the U. S. Anny 
Aviation Center, Ft. Rucker, AL, hosted the second 
annual Aviation Noncommissioned Officers (NCOs) 
Symposium. There were a total of 114 attendees. And 
while 34 of those attending were assigned to various 
units at Ft. Rucker, the remaining 80 present came from 
as far as Korea and as close as Savannah, GA. 
Representatives included senior NCOs from throughout 
the Anny, U. S. Anny Reserves and the National Guard. 

The purpose of the gathering was twofold: 
• To update aviation brigade command sergeants 

major, major command senior NCOs and agencies with 
proponency for aviation personnel, equipment and 
logistics on the latest aviation issues, modernization 
plans, concepts and initiatives of the Aviation Branch . 

• To allow attendees the opportunity to provide 
feedback from the field to the "schoolhouse." 

The Aviation Branch is charged with knowing the 
Threat-what the enemy is doing with its hardware, 
the broad use of its hardware, its doctrine and its training 
force structure; i.e., how much can it put into a corps 
size (comparable) unit or division size unit. Then 
knowing the Threat, the Aviation Branch is further 
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charged with the responsibility of designing hardware 
for the future to counter the Threat. 

New hardware technology must be integrated with 
the old. For example, we had AH-1 Cobras and UH-1 
Hueys while we fielded the AH-64 Apaches. We will have 
Apaches while fielding the light helicopter program. We 
must sort out the operational and organizational (0&0) 
concept in which we will use it and field the aircraft. 
How do we do that? The plan for doing that is the Anny 
Aviation Modernization Plan. It serves as a roadmap. 
The Anny Aviation Modernization Plan spells out where 
we are and what we have, how many of each kind we 
have. It tells where we are going and how we'll get there. 
Each branch of the Anny must have such a plan, and 
had until the end of fiscal year 1989 to submit the plan 
to Department of the Anny. 

Before we field a unit, however, we have to write the 
doctrine, principles, tactics, techniques and procedures 
for employment of each piece of equipment against the 
Threat. The 0&0 concept does this. 

The Anny Aviation Personnel Plan lays out the 
management and professional development of Aviation 
Branch military personnel to improve combat readiness. 

In the past, the Aviation Commanders Conference 
held annually has proven to be a successful means by 
which the Aviation Branch receives feedback. Hopefully, 
including senior noncommissioned officers to give us 
feedback on an annual basis will add yet another 
dimension to improving the Aviation Branch's mission. 

In summary, the success of this mission depends on 
the integration of the following: 

• Knowledge of the enemy (Threat). 
• Hardware (combat development piece). 
• Doctrine (doctrinal piece). 
• Personnel management. 
• Training. 
• Safety (everybody's responsibility). 
The third annual Aviation Noncommissioned Officers 

SymposiUIIi is scheduled for 11 through 15 June 1990. 
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"Courage and Strength!" 
Activation of the 4th Battalion, 

123d Aviation Regiment 

Captain William c. Quistort 
Commander, Headquarters and Headquarters Company 

4th Battalion, 123d Aviation Regiment 
Fort Wainwright, AK 

THE 6TH llGHT Infantry Division based in 
Alaska is the new home for the 4th Battalion, 123d 
Aviation Regiment. Department of the Anny 
activated this unit provisionally on 16 October 1988 
at Ft. Wainwright, AK. One year from that date 
marked the activation ceremony for this new 
battalion. Comprising the assault helicopter 
battalion is a headquarters and headquarters 
company, two assault helicopter companies, a 
command aviation company and an aviation unit 
maintenance company (A VUM). 

Split-stationing of the battalion between Ft. 
Wainwright and Ft. Richardson, AK, proves to be 
a challenge to command and control. Company 
B, an assault helicopter company, together with 
elements of the headquarters company and the 
A VUM unit, is stationed at Ft. Richardson. The 
4th Battalion supports infantry brigades at both 
stations with a fleet made up of UH-IH Huey 
aircraft. The UH -1 has proven itself in the 
demanding environmental flight conditions of the 
arctic. Fielding of the UH-60BlackHawkwill begin 
this fiscal year. 

The Alaska Mountain Range and 350 miles of 
forest and arctic tundra separate Ft. Wainwright 
and Ft. Richardson. Therein lies the best training 
area the Army has to offer. From summer 
mountain flying to 6 months of full-time night 
vision goggles flight and blowing snow maneuvers 
in the winter, the mission of the 4th Battalion is 
a year-round challenge. 
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The recent record cold winter in Alaska, with 
temperatures recorded as low as minus 70 degrees 
Celsius, is a dramatic change from the 4th 
Battalion's tropical roots. Originally designated as 
the 123d Aviation Battalion, the unit was activated 
in Vietnam on 8 December 1967. The Distinctive 
U nit Insignia reflects the battalion's beginnings. 
Yellow and red from the Vietnamese flag are used 
in this insignia and symbolize the unit's activation 
and participation in Vietnam. 

On 8 December 1967 the 123d Aviation Battalion 
was activated in Vietnam as an element of the 
23d Infantry Division. It was inactivated in 
November 1971 and reactivated in December 1985 
under the 101st Airborne Division and Ft. 
Campbell, KY. The unit was reorganized in 
September 1987 as Company D, 123d Aviation, and 
assigned to the 7th Infantry Division at Ft. Ord, 
CA. On 16 October 1988 the unit was reorganized 
and redesignated as Headquarters and Headquar
ters Company, 4th Battalion, 123d Aviation, and 
assigned to the 6th Light Infantry Division in 
Alaska. 

On 16 October 1989 during the unit's activation 
ceremony at Ft. Wainwright, Colonel Dean M. 
Owen, commander of the Aviation Brigade, 
presented the unit colors to Lieutenant Colonel 
William L. Vogel, batttalion commander. The 
battalion motto: "Courage and Strength!" signifies 
the attitude and professionalism of this proud new 
Air Assault battalion! ~ 
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DIRECTORATE FOR MAINTENANCE 
u.s. Army A viation Systems Command 

The Case for Parts Mutilation 
Mutilation is the physical act of rendering materiel useless by 

reducing an item to scrap so it cannot be used for its original purpose. 

Mr. John J. Griffiths 
Directorate for Maintenance 
U.S. Anny Aviation Systems Command 

St. Louis, MO 

THIS IS ONE definition that should concern 
all of us in the business of maintaining aircraft. 
We need to be concerned for two relatively simple 
and logical reasons: 

• When an item is operated beyond its maximum 
allowable operating time (MAOT), the part could 
fail . 

• When a part has reached its MAOT or is 
condemned for other reasons and is not mutilated, 
someone else may try to use it. 

No one wants to take a chance on using a part 
or a component that has reached its established 
MAOT. The consequences can be devastating. 
Historically, the vast majority of our aircraft parts 
perform exceptionally well when managed within 
the limitations of the established MAOT. Despite 
well-intentioned efforts, the Aviation Systems 
Command (A VSCOM) continues to receive indi
cations that a general tightening-up is in order for 
handling condemned items. How and what can 
we do, as a group, to avoid the problem? This, 
too, is rather fundamental. Here are some things 
to do and not to do: 

DO 

Do maintain good, 
accurate records on 
components installed 
or being installed on 
your aircraft. 

Do condemn and 
mutilate the part 
or component at 
the lowest authorized 
maintenance echelon. 

Do call the AVSCOM 
2410 hotline for assis
tance in component 
data reconstruction 
at AUTOVON 693-
1879 or Commercial 
314-263-1879. 

Do know the rules on 
managing time change 
components and 
condemnation and 
mutilation of items. 

DO NOT 

Do not operate a 
component or part 
past its MAOT. Get 
it off the aircraft. 

Do not put the 
condemned part back 
into the supply 
system for someone 
else to handle. 

Do not take a chance 
on a time component 
or part if not sure how 
many hours the item 
has operated. 
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Where Are The Ground Rules? 
Many publications greatly detail these do's and 

don'ts and some adequately cover day-to-day 
operations. This article does not include the rules, 
but the following chart should help put the 
principles into perspective: 

Component removal and 
repair/overhaul records 

Maximum allowable 
operation time for 
components 

Reuse of time change 
components 

Condemnation of retire
ment (finite) life items 

Tagging and supply 
documentation of 
condemned retirement 
(finite) life items 

Mutilation of condemned 
items 

Maintenance echelons for 
condemnation and 
mutilation of parts 

DA Pamphlet 738-751, 
paragraph 2-18 and 
appendix I; 
TM 1-1500-328-25, 
paragraph 4-9 

Overhaul and retirement 
schedules in applicable 
aircraft maintenance 
manuals 

TM 1-1500-328-25, 
paragraphs 4-6, 7 

TM 1-1500-328-25, 
paragraph 4-3 

DA Pamphlet 738-751, 
paragraphs 2-27 
through 2-31; 
TM 1-1500-328-25, 
paragraph 4-5 

TM 1-1500-328-25, 
paragraph 9-1 ; 
AVSCOM Maintenance 
Information Message 
(MIM-GEN-87-XSOF-Q1 ), 
dated 091900Z Jul 87 

Uniform source, 
maintenance and 
recoverability (SMR) 
codes in applicable 
-23P Parts Manuals. 
The fifth position of 
the SMR code format 
designates the mainte
nance echelon having 
condem nation/m uti lation 
responsibility. 

DA Pamphlet 738-751, Functional Users Manual for 

The Army Maintenance Management System

Aviation (TAMMS-A) 

TM 1-1500-328-25, Aeronautical Equipment Main

tenance Management Policies and Procedures 
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SMR CODES HOW THE SMR CODES WORK 

e~.~.~F 
~ Reparable item-when uneconomi-

cal to repair,condemn and dispose at 
the aviation intermediate mainte
nance (AVIM) level. 

--- Lowest maintenance level able to 
perform complete repair of AVIM 
item. 

.... --- Lowest mai ntenance level authorized 
to remove, replace and use the AVIM 
item. 

.... ---- Source codes-indicate manner of 
acquiring support items for mainte
nance, repair or overhaul support of 
end items. 

Note of Caution 
The simple act of preparing and submitting a 

DA Fonn 2410, Component Removal and Repair/ 
Overhaul Record, copy 3, with a LOSS CODE of 
"J" does not verify the item has been mutilated. 
If an item is turned in to supply and has not been 
mutilated and properly tagged (DD Fonn 1577, 
Unserviceable Condemned Tag-Materiel, or 1577-
1 label, Unserviceable Condemned Label-Materiel), 
virtually no record will be with the item to show 
it condemned. The item may slip back into the 
military or commercial supply system with 
potential catastrophic results. This happens more 
frequently than most people realize, because we 
get many inquiries for data that show the "J" 
LOSS CODE in our 2410 data base. The "J" LOSS 
CODE on the 2410 fonn only means the item went 
to the property disposal office or salvage point and 
is not a certification to show the item mutilated. 

Bottom-Line Responsibility 
Responsibility for mutilation of condemned 

aviation parts and components lies with the unit 
commander through the maintenance and supply 
officers. We encourage everyone to join us to 
eliminate "bogus" and unsafe retirement life parts 
and components. ~ 
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PEARL!S 
Personal Equipment And Rescue/survival Lowdown 

Lessons Learned 
The following survival story comes from 

Sergeant M. J. Dis ario , an Army helicopter flight 
medic who attended the USAF Survival School. 
While assigned to the 247th Medical Detachment 
at Ft. Irwin, CA, he used some of his survival 
training during one of his rescue taskings. The 
experience proved just how well survival training 
works. 

"One morning," he said, "the crash phone rang 
and we were informed that a fighter had gone down 
over the nearby Air Force bombing range. We 
scrambled to our helicopter and arrived at the scene 
in a matter of minutes. Upon arrival, we could 
see the smoking wreckage of what once was an 
F-4. Two parachutes lay nearby. 

"As soon as we landed," SGT Disario continued, 
"our two additional medical personnel ran toward 
the first chute that fully deployed and had been 
used by the weapons systems officer (WSO). He 
seemed to be in good shape. I headed for the second 
chute, the pilot's. While approaching, I saw the 
chute had not had time to fully deploy, and the 
pilot, still in the seat, had impacted the ground. 
I recalled my instructor mentioning an 'egress 
envelope' at Fairchild AFB, W A, 9 years earlier. 
I then realized the purpose of the envelope. 

"The other two medical personnel took the WSO 
to the helicopter and flew back to the hospital," 
SGT Disario said. "I waited for an Air Force rescue 
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helicopter to arrive at the crash site. By now, the 
aircraft fire had stopped, and I realized that 
spotting the wreckage in the midst of this giant 
desert plain would be difficult. A few minutes later, 
I spotted the Air Force helicopter about 10 miles 
to the west. 

"I didn't have a radio to contact it, so I took 
advantage of the sunny desert and pulled the 
signal mirror from my survival vest. I held it up 
to my eye, put the dot on the helicopter, and began 
to flash it up and down. Almost immediately, the 
helicopter turned toward me and I visually vectored 
it to my position. 

"Survival equipment and training are important 
and they do work. Confidence in equipment and 
confidence in training equal confidence in survival 
and rescue," SGT Disario concluded. 

Soldiers can learn two lessons here. The first 
is the ability to recall survival training even after 
9 years. To remember over a long period, the soldier 
must perform training well to recall it when needed. 
The second lesson may be somewhat hidden and 
it may never be known why the decision to eject 
was not made sooner. Perhaps the pilot did not 
have enough time. The fact remains-a fatality 
occurred during egress with any number of 
reasons. 

Whatever the reason, aircrews must know their 
egress envelopes and firmly establish their 
personal ejection minimums. Survival starts when 
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a problem occurs with the aircraft. If aircrews don't 
survive to make it to the ground, they will assuredly 
become statistics. They should egress their 
envelopes and return to tell about them. 

AN/PRC-90-2 Preventive Maintenance 
Checks and Services 

The following provides information for users
aviation intermediate maintenance (A VIM) and 
aviation unit maintenance (A VUM)-about the 
periodic inspection schedule for the ANIPRC-90-2 
survival radio: 

• Soldiers shall perform preventive maintenance 
checks and services at the A VUM level for the 
AN I PRC-90-2 according to Technical Order (TO) 
31R2-PRC-90-1, Section V, until Anny technical 
manuals are available. The intervals of inspection, 
as outlined in Table 5-1 of this TO, shall be as 

follows: Perform steps 1 through 32 as preflight 
checks and perform steps 4 through 7 as after opera
tion or monthly checks. Where the TS-24(B) is not 
available, soldiers shall perform step 7 according 
to paragraph 5-33 of TO 31R2-PRC-90-1. 

• Additionally, each AN/ PRC-90-2 shall be sent 
to the A VIM at a maximum of 120-day intervals 
for the radio transceiver test and radio frequency 
check (TO 33D7-71-42-1, paragraph 4-3.B and 4-
3.F,2). Soldiers shall use a locally reproduced label 
affixed to the radio to annotate several items: date 
these procedures took place; radio serial number; 
next inspection due date; battery replacement date; 
and the inspector's initials. 

Point of contact (POC) for the Communications
Electronics Command is Mr. L. Pearlman, AUTO
VON 992-3793. POC for the Aviation Life Support 
System is Mr. Chuck Fortner, AUTOVON 693-3574 
or Commercial 314-263-3574. <OJnI 

If you have a question about personal equipment or rescue/survival gear, write PEARL 'S AMC Product Management Office, ATTN: 

AMCPM-ALSE, 4300 Goodfellow Blvd., SI. Louis, MO 63120-1798 or call AUTOVON 693-3573 or Commercial 314-263-3573. 

u.s. Army Class A Aviation Flight Mishaps 

Army Total Cost 
Number Flying Hours Rate Fatalities (in millions) 

FY 89 (through 30 Nov) 7 275,049 2.55 3 $18.2 

FY 90 (through 30 Nov) 6 275,049* 2.18 3 $20.9 

'estimated 
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MAINTENANCE Y 
QNSIBILIT 

B RESP 
A G RE E N T A Captain Larry C. Burner II 

T 00 MANY TIMES I have heard platoon 
leaders place the blame for a poor operational 
readiness rate on the battalion maintenance officer. 
The real reason for the platoon leader's woes may 
be as close as the nearest mirror. Take a look in 
that mirror, lieutenant, and ask yourself if you have 
taken ultimate responsibility for maintaining the 
fleet. If you are not sure, this article should start 
you in a direction that cannot fail to improve the 
level of maintenance in your platoon. 

Maintenance is a green tab responsibility. 
Leaders at all levels must be aware of their 
maintenance posture because it represents the 
unit's capability to sustain combat operations. 

u.s. ARMY AVIATION DIGEST 

Aviation Brigade 
Fort Campbell, KY 

Even the best tactically trained unit will not be 
around for the fip.al victory without proper 
maintenance. The battalion maintenance officer 
is there to assist in repairs. He is not responsible 
for the aircraft status and level of maintenance 
within your platoon. To operate a good mainte
nance program there are, as a minimum, three 
keys-caring, forecasting and performing. 

CARING 
Caring involves taking a personal and genuine 

interest in all aspects of the maintenance process. 
Soldiers have a keen sense for recognizing when 
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a leader truly cares about the business of 
maintenance. 

First, take steps to personally know key players 
affecting your maintenance program. Talk with 
your platoon sergeant and noncommissioned 
officers (NCOs). Their experience and expertise in 
maintenance is one of your most valuable assets. 
Especially, key on your platoon sergeant. He 
should know about and supervise every mainte
nance activity within the platoon. Share your ideas 
with the key NCOs, listen to their recommenda
tions and then make plans, but remember that you 
are in charge. Next talk to the battalion mainte
nance officer, production control personnel, quality 
control personnel and maintenance test pilots. 
Finally, meet as many aviation intermediate 
maintenance (AVIM) personnel as possible, 
because they will become helpful in special repair 
missions. When a problem surfaces you will know 
who to call on for help. 

First-line maintenance belongs to the crewchiefs. 
Care about the crewchiefs because they actually 
perform the business of maintenance. Ensure they 
are given every opportunity to excel. Give them 
guidance when needed and always ensure they 
have the assets required to accomplish the mission. 
Sometimes it can be beneficial to assign an aircraft 
to each crewchief and pilot within the platoon. 
Pride of ownership is a powerful tool when used 
properly. A crewchief who takes pride in his aircraft 
will want to keep it clean, will keep the logbook 
in order, and will want people to inspect his aircraft 
to see how squared away it is. Assigning an aircraft 
to each pilot gets him involved in the maintenance 
process. Because it is his aircraft, he will want to 
see it in top condition and will genuinely become 
interested in the maintenance activities. Also, the 
pilot can help expedite the maintenance process 
as needed. The pilot must remember, however, that 
he is not the mechanic. 

Realize that no one loves your aircraft as much 
as you and your people do. Showing that you care 
will leave a favorable impression on those people 
and will demonstrate that maintenance is truly 
important to you. 

FORECASTING 
Forecasting is making a calculated estimate of 

the scheduled maintenance requirements and the 

36 

coordination effort required to successfully main
tain the platoon's aircraft. It is essential for the 
platoon leader to continuously coordinate with the 
platoon sergeant, especially in forecasting. 
Coordination with the platoon sergeant ensures 
that the absence of the platoon leader will not 
hinder the forecasting effort. Upon analyzing the 
platoon's mission requirements and flying hours, 
the platoon leader is prepared to begin planning 
for maintenance on phases and major services, 
routine inspections and services, and time-before
overhaul (TBO) items. 

The first rule of maintenance forecasting is to 
not over-extend your resources. Plan to fly aircraft 
so that phases and services on separate aircraft 
are not required to be performed simultaneously. 
Then when time for a phase or major service nears, 
plan maintenance efforts so all resources (people, 
parts, tools, etc.) are available to complete the 
maintenance activity in a timely manner. Plan
ning will pay great dividends in the form of man
hours saved and aircraft availability. 

Next, become intimately familiar with each 
aircraft and the routine services and inspections 
found on Department of the Army (DA) Form 
2408-13 and DA Form 2408-18. Do not let an 
overlooked service or inspection be a problem in 
your maintenance program. Develop a system that 
collectively tracks all routine services and inspec
tions for the platoon's aircraft. The tracking system 
you develop will aid in supervising and backing 
up the maintenance efforts of the platoon sergeant. 
For example, one of the most neglected items on 
the AH-1 Cobra is replacing explosive cartridges 
for the wing stores. A good tracking system will 
alert the platoon leader of the replacement 
requirement far enough in advance to have the 
explosive cartridges available when needed. 

Finally, know when TBO items are required to 
be replaced. Normally, the quality control (QC) 
section of the aviation unit maintenance (A VUM) 
company maintains a consolidated tracking list 
for TEO items. The QC section usually orders these 
items automatically. Development of a consoli
dated tracking system for TEO items will help the 
platoon leader back up the QC section and avoid 
an embarrassing moment if a TEO item is not 
available when needed. 

Forecasting is an essential element in any 
successful maintenance program. Work closely and 
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coordinate all efforts with the platoon sergeant, 
develop a tracking system and then execute. Time 
spent forecasting maintenance will be well worth 
the effort as the aircraft availability rate of your 
platoon becomes the best in the battalion. 

PERFORMING 
The final key to a successful maintenance 

operation is performing the mission of mainte
nance. Performing means doing it and doing it 
correctly. In order to perform maintenance 
activities correctly, the platoon leader must plan 
thoroughly and ensure the plan is carried out. 

Before any tool is raised to perform maintenance, 
some degree of planning must be accomplished. 
One method of planning, developed by Lieutenant 
Colonel Richard Cody, which works well, is the 
formula P3T2. The formula P3T2 stands for: 
problem, parts, people, tools (special) and time 
available. 

The first P, problem, involves evaluation of the 
problem. Before doing anything else, check to 
ensure a problem actually exists. Seek the advice 
of technical inspectors, test pilots and the battalion 
maintenance officer to determine exactly what the 
problem is, if any, and what maintenance action 
is needed. 

The second P, paris, means acquiring all the 
parts needed to successfully complete the main
tenance. Study appropriate technical manuals and 
consult technical experts within the battalion to 
help determine all parts that will be required to 
complete the mission. For example, when a main 
drive shaft repack is due on an OR-58C Kiowa, 
the platoon leader should ensure that major parts 
are on hand as well as supporting parts such as 
packing and plates that may be needed for an entire 
rebuild of the main drive shaft. If possible, have 
a main drive shaft already prepared to be installed. 
In short, always plan maintenance for the worst 
case. 

The third P, people, entails identifying all key 
players who will be needed while performing the 
maintenance operation and ensuring those people 
will be available during the process. Using the 
main drive shaft repack on an OR-58C as an 
example, the required personnel will be the 
crewchiefto perform the work; the platoon sergeant 
for supervision; a technical inspector to inspect the 
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work and installation process; and a qualified pilot 
to run-up the aircraft for ground testing. 

The first T in P:1T2 stands for special tools. Many 
routine maintenance activities require the need for 
special tools such as torque wrenches, jack stands, 
JET-CALs, VIBREX, etc. These tools normally are 
maintained at A VUM or A VIM level and are in 
high demand. Without some degree of coordination 
to obtain special tools, they will not be available 
when you are ready to perform maintenance. 

The final T in p JT2 stands for time available. 
First determine the amount of time required to 
complete the desired maintenance. Remember to 
plan for the worst case and perform the mainte
nance when it will create the least amount of down
time on the aircraft. For example, the worst case 
(most time required) for a main drive shaft repack 
on an OR-58C may be an entire day. Therefore, 
it would not be wise to begin this maintenance 
on a Friday afternoon unless coordination has been 
made to carry out the maintenance through 
completion. 

The planning performed using P3T2 will be worth 
little unless the platoon leader ensures his people 
are doing the work correctly. Make sure the 
crewchief is properly supervised and is using the 
correct manuals. Continuously check the progress 
of the work. Learn as much as possible about the 
maintenance being done without becoming a 
hindrance. Then, when the mission is successfully 
accomplished, pat your crewchief on the back, buy 
him a soda or use him on the maintenance test 
flight if one is required. Some recognition will help 
ensure that motivation toward maintenance 
remains high. 

Every platoon leader wants his platoon to be 
the best in the battalion. Unfortunately, there are 
few visible discriminations that clearly set one 
platoon ahead of the others. One of the most visible 
discriminators of a platoon's performance is its 
level of maintenance reflected by the operational 
readiness rate. Maintenance gives the platoon 
leader a unique opportunity to be innovative and 
resourceful and to distinguish his or her platoon. 
Form a system of aircraft maintenance around the 
keys of caring, forecasting and performing, and 
your platoon will maximize its potential. There is 
no substitute for a good maintenance program 
because it will sustain combat operations and 
ultimately will pay offin victories on the battlefield. 
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This new 
adjustable 
ladder Is mobile, 
compact, 
lightweight and 
Is ready for the 
field. 

CW2 (P) Larry Simone 
Apache Training Brigade 

Fort Hood, TX 

CURRENT ARMY Aviation 
maintainers seem to focus on 
"major" aviation equipment field
ings such as AH -64 Apaches, 
UH-60 Black Hawks, CH-47D Chi
nooks, AHIP (Army Helicopter 
Improvement Program), aviation 
ground power units and self
propelled cranes for aircraft 
maintenance and positioning. 
The maintainers seem to pay 
little attention to fielding 
advancements of the "minor" 
equipment that supports them. 
However, a closer look into our 
sets, kits and outfits reveals that 
this equipment also is advancing. 

One such support item that 
recently caught my attention was 
the maintenance ladder and 
platfonn system found in the 
aviation unit maintenance 
(AVUM) II/ aviation interme
diate maintenance (A VIM) shop 
sets. When you hear ladder, you 
envision some rickety wood or 
aluminum ladder-bulky, bro
ken, with missing rungs. This is 
not the case with the ladder 
system in the shop sets. The 
maintenance ladder and plat
fonn system is made of heavy 
gauge, extruded aluminum with 
high, straight, steel pivot locks 
and fittings. The aluminum 
ladder has telescoping legs to 
adjust the working height. The 
ladder is extremely durable and 
already is used by several mil
itary branches. 

More than a ladder, it is an 
alternative work stand when on 
the flight line and there is a lack 
of maintenance stands. This 
ladder and platform system is 
perfect for main rotor blade 
inspections and more. For the 
utility aircraft, it is the ideal 
maintenance stand to fold up, put 
in your aircraft and flyaway with 
it to the field. The system is man
portable and weighs about 35 
pounds. It is invaluable for tight 
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jobs such as C-5 Galaxy or ship 
load-outs where aircraft are 
stacked close together. 

With its various configuration 
adjustments, the ladder can be 
used on uneven surfaces or used 
as a 17-foot extension ladder. In 
the folded configuration, the 
ladder becomes an adjustable 
step ladder capable of work 
heights from 4 feet, 4 inches to 
7 feet, 3 inches. In one configu
ration, you can separate the 
ladder into two units perfect for 
working around OR-58 Kiowas. 

Scaffolding can be placed 
between the two sections to work 
at a height of up to 4 feet. The 
maximum weight combination is 
300 pounds. The ladder has two 
detachable work platforms. By 
placing a platform onto the 
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ladder, a safe surface on which 
to stand or place tools and equip
ment is readily available. 

Aircraft maintainers can make 
their maintenance jobs much 
easier with this ladder and work 
platform system. While the capa
bilities of the ladder system might 
sound too good to be true, this 
particular system offers signifi
cant safety and flexibility 
improvements over traditional 
ladders. The main problem is that 
not enough people are aware the 
ladder system exists. Maybe by 
the time all the hoopla is over 
with the current fieldings of our 
new aircraft, the ladder and 
platform system will be well 
known, and used, since it is going 
to be around for a long time-just 
like those new aircraft. For main-

The ladder system can be used 
from nose to tail on all Army 
helicopters, and it can safely hold 
two soldiers at once. There are 
two detachable work platforms, 
and the ladder legs can be safely 
adjusted to fit most jobs. 

tainers managing the new air
craft, this ladder system is a step 
up in the right direction. 

The ladder and platform sys
tem is available and recorded in 
the Army Master Data File, 
through the General Services 
Administration, under the follow
ing national stock numbers and 
nomenclatures: 

5440-01-048-8638 Ladder M-102 
Adjustable 

17-foot 

5440-01-092-1812 Work WD-104 
Platfonn 

Authorization for ordering the 
ladder is through the A VUM II, 
divisional A VIM or the nondivi
sional A VIM shop sets. ..- ,,-
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ATe Focus 
us. Army Air Traffic Control Activity' 

DOD Air Traffic Control Modernization Outlined 

Colonel Robert B. Nicholson, U.S. Air Force 
Colonel James E. Dooley III, U.S. Army 
DOD National Airspace System Plan 

Requirements Office 

Headquarters, Federal Aviation Administration 

Washington, DC 

THE DEPARTMENT of Defense (DOD) 
continues its commitment to modernize our fixed
base air traffic control (ATC) equipment in the 
National Airspace System (NAS). We are meeting 
our internal planning milestones: DOD and the 
Federal Aviation Administration (FAA) have 
signed agreements about the basic architecture; 
commissioned studies will blueprint "how to get 
there from here"; and work continues on procuring 
equipment in harmony with the FAA's moderni
zation plan. 

DOD facilities are an important component of 
the NAS. We operate and maintain a full assort
ment of navigational aids. Last year, we controlled 
27.3 million aircraft through the Army, Navy, Air 
Force and Marine Corps ATC facilities. Certainly 
the largest part of these aircraft were military, but 
2.35 million of them were civilian aircraft. These 
included commercial airlines controlled by our 
DOD terminal radar approach control (TRACON) 
facilities. 

Today, DOD operates 56 TRACONs at our 
respective military service bases, while the FAA 
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has 97 of these TRACONs. The Army's term is 
"Army radar approach control," or ARAC. After 
careful analysis of the FAA's NAS Plan, DOD 
concluded that its portion of the ATC system would 
need to be upgraded. This ensures that military 
and civilian aircraft under our control receive the 
same level of safety and services available to them 
in the FAA's portion of the system. Under this 
analysis, DOD planners concluded that some of 
their TRACON s should be transferred to FAA and 
to consolidate a few others. This would mean a 
more efficient operation and a cost savings to the 
taxpayer. 

Conversely, we will assume some TRACONs 
from the FAA where terminal area traffic is 
predominantly military. Cost savings for this giant 
undertaking were calculated by the Martin 
Marietta Corporation in a life-cycle cost analysis 
to be $470.3 million. 

The end result of all the studies, planning 
sessions and decision-making meetings was 
signing the DOD-FAA Memorandum of Agree
ment (MOA) 20 December 1988. This action 
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incorporated the TRACON realignments. DOD 
will assume responsibility for 5 of the present FAA 
facilities and the FAA will absorb 14 DOD 
TRACONs. The "end state" DOD architecture will 
be 43 facilities that serve 61 military airfields with 
radar approach controls. 

Paying for the modernization program and 
architecture realignment is the tough part. The 
MOA straightforwardly says the agreement itself 
is subject to funding availability. DOD's funding 
for ATC equipment must compete for funding with 
weaponry. Within the Pentagon, ATC has not been 
perceived as contributing to the primary military 
missions of deterrence and combat readiness. After 
considerable discussion, DOD senior officials now 
believe efficient ATC and airspace management 
capability is a prerequisite for effective combat 
training sorties, weapons development and testing 
sorties. 

Senior DOD officials agree that DOD's ATC and 
airspace management capabilities must be mod
ernized; therefore, they have begun to provide 
funding to accomplish the research and planning 
to support the acquisition of the equipment. 
Sufficient funds for fiscal year (FY) 1989 were 
allocated to reactivate a systems engineering and 
integration contract with the Martin-Marietta 
Corporation, the same company that acts as the 
FAA's integrator. The DOD and FAA agree only 
one systems integrator can exist. 

Several important NAS Plan studies began as 
a result of the FY 1989 funds being released. A 
Gulf Coast ATC and Range Control Airspace 
Study will detennine the best facility arrangements 
to provide those services. A similar study is 
underway in Alaska. The FAA is fully participat
ing in these studies. However, Martin Marietta is 
also helping us to develop a DOD ATC Modern
ization Transition Plan and to construct two 
analyses: a Military ATC Equipment Trade-Off 
Analysis and a Military ATC Tower Alternatives 
Trade-Off Analysis. These two studies support our 
Defense Acquisition Program procedures. 

Still another study, the "USAF/ Army Blue Air 
Analysis," has been funded and is in progress. The 
study will help us analyze existing and future Air 
Force and Army airspace requirements, capabili
ties and capacities. The study team will document 

the effectiveness of our current special use airspace 
(SUA) management practices and will recommend 
possible improvements. The final report will be 
integrated with an earlier Navy Blue Air Report 
to form a comprehensive DOD airspace manage
ment and planning document. 

One of the most important of the ongoing 
projects is the continued effort to incorporate the 
Military Airspace Management System. Briefly, 
this is a distributed computer scheduling system 
that will enable military organizations to deter
mine the availability of SUA and schedule their 
use. The system will interface with the FAA's 
traffic management system to foster near real-time 
management and use of the SUAs. Funding has 
been allocated for a requirements definition and 
prototype with the present schedule. This schedule 
calls for a prototype fielding in 1992 and instal
lation of the full system to begin in 1994. 

Overall, funding estimates indicate that DOD 
will need about $3 billion for our NAS modern
ization. Added to this amount will be a sizable 
figure for the upgrading and networking of our 
major range and test facilities with the NAS. We 
will again depend on the Martin-Marietta Corpo
ration to do the required studies to ensure the 
relevance to the N AS Plan goals. 

Where will we get all this money? Noone 
"expert" can answer that question for certain, but 
we do know that funding will be at the expense 
of other DOD acquisitions. The FAA has the 
congressionally appproved Aviation Trust Fund 
set up specifically to pay for ATC modernization. 
But DOD does not have the authority to tap this 
source of funds. We are, however, starting to receive 
some attention from Congress. Both the Senate 
and the House Armed Services Committees have 
recommended an authorization to the Secretary of 
Defense for up to $15 million for DOD participation 
in the NAS program for FY 1990. 

Looking back, the colocated and individual ATC 
staffs from each service have made impressive 
progress in formulating the DOD NAS modern
ization program. Looking ahead, DOD and FAA 
will continue to work together to fully modernize 
our ATC equipment. To achieve that long-term 
goal, we only need to execute the well-defined game 
plan now before us. G ' 

Readers are encouraged to address matters concerning air traffic control to 

Commander. USAA VNC, A TTN: A TZQ-A TC-MO. Fori Rucker, AL 36362-5265. 

u.s. ARMY AVIATION DIGEST 41 



Crew Endurance
A New Perspective 

Major Rhonda Cornum 
Crew Life Support Branch 
U.S. Anny Aeromedical Research Laboratory 
Fort Rucker, AL 

CREW REST OR crew endurance is a topic 
frequently discussed in safety meetings and well 
known to impact on aviation safety and mission 
completion. Army Regulation 95-3, Aviation: 
General Provisions, Training, Standardization, 
and Resource Management, specifically states that 
crew rest policies will be set for every aviation unit. 
The requirement defines the length of the duty day, 
but no requirement exists to standardize the time 
when that duty day begins. This aspect of crew 
scheduling is not addressed by any regulation and 
may not be considered seriously by most command
ers in the Army. Scheduling is, however, a critical 
element in determining aviation safety. 

The Air Force, Navy and commercial airlines 
have long considered this aspect of scheduling, 
probably because they frequently cross multiple 
time zones in a single day and have marked 
fluctuations in their aviators' circadian rhythms. 
Specific guidelines help commanders and flight 
surgeons optimally manage the sleep and rest 
cycles of deploying aviators. Perhaps because the 
Army historically has flown in the local area, the 
Army Aviation community in general has not 
specifically addressed "jet lag." However, jet lag 
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is currently an item of intense interest in special 
operational units. The whole Army, however, often 
flies day missions, then night missions and then 
day missions again. These shift changes, resem
bling changes in time zones, can cause similar 
changes in performance. Therefore, the large body 
of information accumulated about aviators moving 
from one time zone to a distant one applies to Army 
aviators. 

Simply stated, circadian rhythm is the change 
in physiological and psychological parameters 
over a day-and-night cycle. Figure 1 shows typical 
circadian rhythm changes in temperature for a 
typical "sleep at night, work during the day" 
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FIGURE 1: Body temperature changes in 24 hours. 
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activity pattern. As shown, temperature is highest 
during the day and reaches a low ebb at night. 
Figure 2 shows the same population, only this 
curve represents their performance in a flight 
simulator. What can we learn from these graphs? 
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FIGURE 2: Performance in flight simulator more than 24 hours. 

Number one, if one takes a check ride in a simu
lator, the individual should try for about 1800 
hours. Note performance very closely parallels the 
temperature curve. When the individual is in this 
type of day-and-night routine, we can obviously 
force a change in the sleep/ rest cycle overnight. 
However, we cannot force a simultaneous shift in 
temperature, hormone status or performance 
potential. This individual's reaction time and other 
performance parameters may be at their lowest 
when needed the most; for example, at night under 
goggles. 

Shift changes are in fact more difficult to adapt 
to than moving through time zones. Figure 3 is 
a schematic that shows performance in workers 
following a day (solid line) shift then maximally 
adapting to a night schedule (dashed line). Two 
things are most noticeable. First, peak performance 
shifts from day to evening or night. Second, the 
peak is broader but not as high. Maximum 
performance is reduced even when individuals 
adapt as much as practically possible. 

Do these factors contribute to accidents? Yes. 
The May 1989 Flightfax describes such an 
accident: "PIC had been working a day schedule 
before the accident, but was changed to nights for 
this mission. The abrupt change in working hours 
caused him to wake up at the normal time on the 

day of the accident, and he had been awake for 
18 hours. He did not recognize the effect the change 
in his work schedule could have on his perfor
mance." As described, fatigue was probably a 
factor, but fatigue and circadian dysrhythmia are 
additive in the degrading effects on perfonnance. 

What does this mean to planners? When 
possible, individuals who fly nights should stay 
on a night schedule and not switch between days 
and nights. If they must switch, as many days 
as possible should separate the day-and-night 
missions. Perhaps aviators could fly the simulators 
on several nights before the actual missions to give 
them a chance to adapt. There is little danger to 
aircraft or aviator if the simulator performance is 
suboptimal, but the individual can be doing useful 
work while adjusting circadian rhythms. 

If a deployment is upcoming, the individual can 
consider changing the work-rest cycles to comply 
with the schedule encountered before leaving the 
exercise site. The unit flight surgeon will have 
specific information on phase shifting schedules. 
Of course, as always, the aviator must determine 
whether or not to fly a particular mission. But 
remember, aviators will not walk in to the flight 
surgeon's or commander's office to complain 
circadian rhythms are out of synch! Commanders 
should recognize and prevent this problem if 
possible. ~ 

FIGURE 3: Performance of day-and-night shift workers. 
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The Aviation Medicine Report is a monthly report from the Aviation Medicine Consultant of TSG. Please forward subject matter of current 

aeromedical importance for editorial consideration to U.S. Army Aeromedical Center, ATTN: HSXY-ADJ, Ft. Rucker, AL 36362-5333. 
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AVIATION PERSONNEL NOTES 

Warrant Officer Additional Skill 
Identifier (ASI) Code 4A Deleted 

The Office of the Deputy Chief of Staff for 
Personnel, Headquarters, Department of the AnllY 
(DA) , has approved the deletion of the warrant 
officer (WO) ASI 4A. Graduates of the Senior 
Warrant Officer Training Course (SWOTC) are 
now identified with military education level (MEL) 
code "B." Implementing instructions will be 
announced by A Memorandum of Approved 
Change and published in the October 1990 Update 
of Army Regulation (AR) 611-112, Personnel 
Selection and Classification, Manual of Warrant 
Officer Military Occupational Specialties. 

Officers who attended the old Warrant Officer 
Advanced Course and Senior Course will lose their 
4A identifier in section I on their Officer Record 
Brief (ORB). The MEL code "B" will be placed in 
section VI on the ORB; however, attendance at 
the two courses of instruction will continue to be 
listed in section VI. 

Army Occupational Survey Program (AOSP) 
Aviation Logistics Review 

Recently, 553 questionnaires were distributed 
Annywide to lieutenants, captains and majors as 
part of the AOSP survey. The questionnaires are 
designed to identify the importance of tasks 
performed by aviation logistics officers. In 
addition, 400 training factor questionnaires were 
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distributed Armywide to collect information 
identifying tasks that will require systematic 
training. The results will be used to evaluate the 
lVlaintenance Manager/ Maintenance Test Pilot 
Course and the Aviation Logistics Officer 
Advanced Course (projected to begin October 1990). 
The results will more clearly define the area of 
concentration 15D job requirements. If anyone 
received one of the questionnaires, taking the time 
to answer the questions and returning it is 
important. The Directorate of Aviation Propo
nency, U.S. Anny Aviation Center, Ft. Rucker, AL, 
solicits your support. 

Department of the Army Photographs 
DA requirements for photographs are outlined 

in AR 640-30, Photographs for Military Personnel 
Files. All soldiers in the Anny should know their 
responsibilities to have a current DA photograph 
on file. This paragraph is a reminder to ensure 
everyone complies with the regulation. 

A special reminder goes out to second lieutenants 
and recently promoted first lieutenants. Second 
lieutenants do not require a DA photo; however, 
they are required to have a photo taken within 
60 days of promotion to first lieutenant. The 
primary value of the lieutenant photo is for 
promotion to captain consideration. The lack of 
a DA photo is a recurring problem at the captains' 
selection board. 
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Warrant Officer Multifunctional Task 
Selection Board 

The U.S. Army Aviation Center hosted a U.S. 
Army Training and Doctrine Command sponsored 
Task and Site Selection Board 28 to 31 August 
1989. The board was a first of its kind for WO 
training. Task selection boards serve as manage
ment tools to ensure training requirements are 
current and meet the needs of the Army. This 
particular board reviewed all three levels of W 0 
training. It also recommended what tasks to teach 
at what level of WO training. Tasks selected by 
the board will be used to revise course content for 
better training of WOs. 

Functional Area (FA) Designation Changes 
A new change in structure of commissioned 

officer career paths has been initiated. Beginning 
with year group 84, FA designation will be 
accomplished by the completion of the fifth year 
of active federal commissioned service (AFCS). 
This is a change from the previous designation 
at the seventh year of AFCS. Because of this 
change, the importance is greater now than before 
that professional development sessions are 
available to our junior commissioned officers. 

Functional area positions are tied closely to the 
fully funded graduate program through the Army 
Educational Requirements System. Career tracks, 
such as material acquisition management, require 
specific F As and advanced education for partic
ipation. As a result, the choice of an FA is a critical 
step in the professional development of an officer. 

DA Pamphlet 600-3, Commissioned Officer 
Professional Development and Utilization, outlines 
the Officer Personnel Management System. It 
describes areas of concentration, F As and the types 
of assignments one may expect in each. The Army 
Aviation Personnel Plan (A 2P 2) also offers 
descriptions ofF As and points out those considered 
critical to the Aviation Branch. These two 
documents are the primary source documents for 
developing professional development sessions. 
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Leaders of all levels should stress to their junior 
officers the importance of their FA choice. 
Professional development classes for upcoming 
year groups can be a positive way to ensure 
aviation officers make informed and intelligent 
decisions to benefit individuals and the A via'tion 
Branch. 

New Training for Tactical Intelligence 
Officers (15C) 

The U.S. Army Intelligence Center and School 
will ensure intelligence officers are trained and 
qualified to serve in intelligence positions. Recent 
changes in their program of instruction have 
established tactical intelligence (35D) training as 
the foundation training for the military intelligence 
officer. To remain competitive, aviation tactical 
intelligence officers now will be required to attend 
the Military Intelligence Officer Training Course 
(MIOTC) before attending the Military Intelligence 
Officer Advanced Course (MIOAC). The MIOTC 
is the only 35D area of concentration producing 
course. It will provide 15Cs with a basic 35D 
foundation and better prepare them for their 
ground military intelligence assignment. Aviation 
tactical intelligence officers will attend MIOTC en 
route to the MIOAC. 

Air Traffic Control's Transition to 93C 
The Memorandum of Approved Change dated 

17 February 1987 outlines the reclassification 
guidance for military occupational specialties 
(MOS) 93H (tower operator) and 93J (radar 
controller) conversion to 93C (air traffic control 
operator). The time line for completion has been 
extended to 23 March 1990. MOSs 93H and 93J 
are substitutable for MOS 93C until that time. 
Soldiers who have not been reclassified by 1 April 
1990 automatically will be identified for reclassi
fication based on the needs of the Army. 

Commanders will continue to use the Air Traffic 
Control Transition Packets (J02/ J03) for those 
soldiers who have not yet transitioned to 93C. Units 

45 



Aviation Personnel Notes 

will award MOS 93C to all controllers in the 
following categories without regard to completion 
of a transition packet: 

• Controllers who completed advanced individ
ual training (AIT) for MOS 93C. 

• Dual-rated controllers (tower and radar). 
• Controllers who completed AIT for former 

MOSs 93B and 93K. 
• Controllers entered in a unit cross-training 

program that results in a dual rating. 
• MOS 93J personnel in the grades of E8 and 

E9. 
Commanders will continue to submit DA Form 

4187, Personnel Action, to the servicing personnel 
support center upon completion of reclassification 
training. 

The skill qualification test for fiscal year 1990, 
completed in the September-October 1989 window, 
will be used as a training indicator only. It will 
not be linked to the Enlisted Personnel Manage
ment System. 

Rank Coding Tables Updated for Master 
Warrant Officer (MWO) 

The Aviation Branch presently has 36 CW4s 
who have completed the Master Warrant Officer 
Training Course and been designated MWO. Many 
may already have MWOs assigned to their unit. 
The war-fighting capability of the Aviation Branch 
can only be complemented if these selected 
individuals fill capstone positions, on the table(s) 
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of organization and equipment and tables of 
distribution and allowances, that equal their 
training and experience. The current rank coding 
tables in AR 611-112, Manual of Warrant Officer 
Occupational Specialties, do not reflect the MWO 
correctly. To correct this problem, the Aviation 
Proponency Office at the Aviation Center has 
developed a requirements-driven plan to identify 
and codify capstone positions on future authori
zation documents. 

Medical School Wants Students 
Physicians' Assistants may be interested to 

know that the Uniformed Services University of 
the Health Sciences is seeking students. The 
Department of Defense's own medical school at 
Bethesda, MD, is seeking qualified applicants for 
their 4-year medical program. Both civilians and 
military personnel may apply. Tuition, books and 
equipment are free, and students receive full pay 
and benefits while in school. Graduates receive the 
master's degree, the rank of captain in the Army 
and have a 7-year service obligation. Individuals 
must complete the Medical College Aptitude Test 
and be under the age of 31 to apply. 

The university also offers master degree and 
doctorate programs. For more information, write 
to the Office of Admissions, ATTN: PAC, Uni
formed Services, University of Health Science, 4301 
Jones Bridge Road, Bethesda, MD 20814-4799, or 
call AUTOVON 295-3101. -.--=" 
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REPORT TO THE RELD AVIATION 
STANDARDllAT ION 

AH-64 Apache 
Performance Planning 

CW4 Dwain Hartwick 
Flight Standardization Division 
Directorate of Evaluation and Standardization 
U.S. Army Aviation Center 
Fort Rucker, AL 

Recent Directorate of Evaluation and Standard
ization evaluations have surfaced an issue relating 
to AH-64 Apache perfonnance planning. Task 
number 1004 of the AH-64 Aircrew Training 
Manual requires the aviator to have necessary 
perfonnance data to complete the mission. Army 
Regulation 95-1, Army Aviation: Flight Regula
tions, paragraph 5-2a, requires the aviator to 
evaluate aircraft perfonnance before flight. We are 
finding that, to do this, aircrews are relying on 
past perfonnance and experience. 

When presented with an alternate set of flight 
conditions (pressure altitude, temperature and 
gross weight) other than what they nonnally fly, 
many aviators have difficulty computing aircraft 

performance. For example, given a pressure 
altitude of 4,000 feet, a free air temperature of 40 
degrees Celsius and a gross weight of 17,000 
pounds, no single engine capability can exist until 
the aircraft weighs about 15,750 pounds. Even 
then, the airspeed range will be so narrow the 
aviator would have to maneuver the aircraft within 
the somewhat precise range of 76 knots true 
airspeed to remain airborne. At 17,000 pounds, the 
aircraft will not be capable of an out-of-ground 
effect (OGE) hover. OGE capability will not occur 
until the gross weight is lowered to about 15,650 
pounds. 

To detennine go, no-go torque for in-ground effect 
(IGE) requires using Technical Manual (TM) 55-
1520-238-10, Operator's Manual for Army Model 
AH-64A Helicopter, figure 7-4, Hover Chart, sheet 
2 of 2. This chart, developed for external tank 
installation use, shows dashed lines when tanks 
are not installed. 

Figure 7-4, sheet 1 of 2 of this TM, cannot be 
used to detennine IGE go, no-go torque, because 
the gross weight lines at the upper portion of the 
chart do not extend to meet the intersection of 
pressure altitudes. 

Detennining the maneuvering limits of the flight 
envelope (figure 5-3, Flight Envelope Chart of this 
TM) requires the use of density altitude. The only 
density altitude chart in this TM is at the bottom 
of figure 5-2, Airspeed Operating Chart. The 
performance planning card does not require 
maneuvering limits, but the computation is 
prudent nonetheless. 

To reverse this trend and avoid a potential 
perfonnance problem when operating in other than 
a nonnal environment, aviators should periodi
cally challenge themselves with various perfor
mance planning scenarios to maintain sharp skills. 

DES welcomes your inquiries and requests to focus attention on an area of major importance. Write to us at: Commander, U.S. Army 

Aviation Center, A TTN: A TZO-ES, Fort Rucker, AL 36362-5208: or call us at AUTO VON 558-3504 or Commercial 205-255-3504. After 

duty hours call Ft. Rucker Hotline. AUTOVON 558-6487 or Commercial 205-255-6487 and leave a message. 
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ARMY AVIATION IN 

ST oAFRICA 
Major Danle. W. Pike 

Offtcer of the CI8aa Director 
u.s. Command and General Staff Collage 

Fort .... enworth, KS 

The C-12D flown by the author is parked on the runway centerline at Akjoujt, Mauritania. 

The purpose of this narrative is to acquaint the 
Army Aviation community with one of those 
out-of-the-mainstream aviation jobs. This anecdote is 
not intended to serve as a role model, but simply to 
relate these experiences and to entice others to follow 
in this challenging aviation assignment. The 
opportunity here is to perform in a dual specialty job 
that is interesting, challenging and professionally 
rewarding. This is particularly true for senior field 
grade officers since most aviation attache jobs require 
personnel in the grade of major and above. 

WE WERE ABOUT an hour at flight level 230, on a predeter
away from the nearest very high mined course to our final desti
frequency omnidirectional range nation at Cheggatt-a 3,OOO-foot, 
(VOR) at Zouerate, while cruising unimproved desert strip in north-
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eastern Mauritania. Fortunately, 
the Omega (a network of eight 
transmitting stations located 
throughout the world to provide 
worldwide navigational signal 
coverage)was working and had 
proven itself reliable on the 
previous leg of our journey. With 
just 15 minutes to go before 
descent and our last high fre
quency radio position report with 
Dakar, Senegal, I suddenly asked 
myself, ". . .and just how did I get 
here?" 

Interestingly enough, I volun
teered for this assignment. How
ever, little did I know at the time 
what I was getting into. It began 
years before when I accepted 
permanent change of station 
orders from the 2d Infantry 
Division. Rather than go to my 
fourth consecutive air cavalry 
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WEST AFRICA 

assignment at Ft. Stewart, GA, 
I instead chose to go to Ft. Bragg, 
NC, for the first leg of training 
in the foreign area officer (FAO) 
program. 

Three years into a comprehen
sive civil and military training 
program, I felt somewhat confi
dent with my soldier/ statesman 
skills as an FAO. However, my 
next duty assignment as the 
Anny attache to Liberia (from 
November 1986 to November 
1988) required aviation skills 
beyond my experience base. The 
Anny 60-hour, fixed-wing, ' mul
tiengine course and a 12-hour, Air 
Force C-12 Super King Air tran
sition course was all I received 
(mostly gained on hard surface 
runways more than 5,000 feet in 
length and in radar controlled 
environment). Upon arrival in 
Liberia, this limitation became 
real since all I knew about Anny 
Aviation was of little apparent 
value. The only things that 
counted were my previously 
acquired airsense and a willing
ness to learn. 

The C-12D, homebased in 
Liberia, is one of 20 such air
frames owned by the Air Force 
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and loaned to the Defense Intel
ligence Agency. An additional 11 
airframes are leased to the 
Defense Security Assistance 
Agency. These aircraft, based 
throughout Asia, Africa, the 
Middle East and Latin America, 
are operated under Air Force 
and International Civil A via
tion Office (ICAO) flight regula
tions. Aircraft maintenance is 
performed onsite under contract 
with Beech Aerospace Services, 
Incorporated. 

A 300-hour per year program 
and 3 pilots kept the Liberia 

MAURITANIA 
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C-12 program going. The air
frame schedule required 28 weeks 
per year away from home base, 
while 3 pilots (1 each Navy, Anny 
and Air Force) rotated duties to 
keep both seats filled. Logistical 
support stayed behind. With the 
only C-12 in the region, outside 
assistance was nonexistent. 

Crew integration and coordina
tion took on new meaning as 
interservice aviation philoso
phies, systems experience, differ
ing skill levels and experience 
bases crept into the cockpit. Navy 
fighter pilots, Air Force KC-l35 
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WEST AFRICA 

pilots and Anny helicopter pilots 
just seemed to view things 
through different filters. Thank
fully, momentary cockpit confu
sion rarely occurred and was 
dealt with as soon as pos
sible. One common concern
crew, passenger and equipment 
safety-transcended these in
stances. This overriding factor 
kept the C-12 program on track 
without any disabling incidents. 
However, there was foreign object 
damage (FOD) to five lower 
anticollision light assemblies and 
one propeller during the 2-year 
tour. We remained our best safety 
officers. 

The "local" flying area was 
about half the size of the United 
States; we provided support to the 
American embassies in Liberia, 
Sierra Leone, Guinea, Guinea
Bissau, Senegal, The Gambia, 
Cape Verde Islands, Mali and 
Mauritania. Our secondary 
region covered an area about the 
same size since we provided 
backup for the Ivory Coast-based 
aircraft. This region includes 
Ghana, Togo, Benin, Upper 
Volta, Nigeria, Niger, Chad and 
Western Saraha. The region's 

50 

diverse geography is comprised of 
vast deserts with both rocky 
plateaus and sand dunes, savan
nas, mountains, tropical rain 
forest and several Atlantic Ocean 
islands. The unimaginable vast
ness, relative desolation and 
resource poor economies result in 
weak communication links and 
few infrastructural facilities. 

The easiest mode of transpor
tation in all of these countries is 
by air. However, the predomi
nance of small light aircraft 
countered the perceived national 
need to develop interior air
ports and airfields capable of 
handling light twin engine and 
mid-sized cargo aircraft. There
fore, throughout the region, the 
major international airports 
received the bulk of available 
national resources in order to 
generate new monies. In theory, 
this provided the crew with one 
major airport in each country 
that had a hard surface runway 
of more than 8,000 feet; 24-hour, 
two-way communications within 
the national airspace; jet fuel; 
night capability (lights); and a 
day and night instrument 
equipped runway. ICAO stan-

ABOVE: The 3,OOO-foot runway at 
Cheggatt, Mauritania has no lights, only 
rocks. 

LEFT: The tall elephant grass at the 
end of the runway at Kebala, Sierra Leone 
was always flattened by the aircraft's wing 
tips. 

dards notwithstanding, VOR, 
instrument landing system ser
vice and airfield lighting were 
habitually non operational. Fuel 
availability was the limiting 
factor and always determined our 
alternate airfields. Consequently, 
fuel versus passengers load trade-
offs were common. I 

In contrast to the major air
field, the interior airports, run
ways, fields and strips varied 
from 500 to 5,000 feet. Dry season 
surface conditions were usually 
poor, and varied country to coun
try from sand to crushed rock, 
laterite, grass, scrub brush, mud, 
dirt, hot oil or cement. Wet season 
conditions were interesting_ 
Lighting and on-facility naviga
tional aids were nonexistent, 
while fuel could be procured in 
specific places if arranged in 
advance. U.S. Air Forces in 
Europe (USAFE) regulations 
required a minimum of 3,000 feet 
of usable runway for us to even 
consider using the airfield. A 
typical landing was made on an 
unlit 3,000- to 4,OOO-foot laterite 
strip. 

To complicate life a bit more, 
there are two seasonal weather 
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patterns-thunderstorms for 5 
months and heavy dust, called 
the Harmaton, for 4 months. 
These weather patterns allowed 
for only 3 months of unlimited 
visibility to train new pilots on 
landmarks and reference points 
needed to compensate for re
stricted visibili13r and unreliable 
navigational aids. Notices to 
airmen were posted, but never 
reflected route-of-flight reality 
One weather forecaster was avail
able for the entire region. He was 
700 nautical miles (nm) away. By 
default the crew became its own 
weather observer, while the 
Omega and onboard weather 
radar proved to be the best 
navigational tools available, 
especially for overwater and 
coastal flights. It was back to 
instrument flight rules basics 
in a nonradar environment. 
Luckily, aircraft density in the 
region remained low. 

Safety implied standardiza
tion. Since each pilot brought a 
wealth of experience and train
ing that eventually was used to 
meet the changing and unforgiv
ing environment, mistakes could 
have proven costly. The USAFE 
standardization and evaluation 
representative came once every 
13 months to ensure stan
dards were maintained in the 
office flight operations. Regretta
bly, the standards were USAFE
generated and applicable to 
the European environment. The 
evaluator was not interested in 
the short or soft field operations 
we so frequently operated from, 
and could rarely contribute to the 
institutional knowledge in the 
office. 

Because we operated in deso
late areas with few means of 
communications with the capital 
cities meant that, at best, a 
tenuous radio link could be main
tained with one of two flight 
information regions-Dakar, and 
Monrovia, Liberia. This was the 
norm even when the U.S. ambas-
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sador, a president or minister, or 
other senior official was aboard. 
On occasions the crew had to 
declare the landing surface 
unsuitable, or weather and 
reduced visibility prevented a 
safe landing, and the mission 
was aborted. We were trusted to 
understand the mission, assess 
the risks versus the gains and 
make the safest decision. Com
mand pressure was never a 
factor. 

Out of the clear, the copilot 
announced the descent point, and 
the crew prepared to land at one 
more first-time site. After 450 nm, 
solely on an Omega course across 
the scarcely populated Sahara 
desert, we had drifted about 4 nm 
south of the actual landing strip. 
Navigational equipment often 
proved more reliable than avail
able navigational data at times 
like this. Ironically, also on these 
occasions, acquired Anny A via
tion experience paid off. Even old 
maps provided terrain features 
that could be reconciled with the 
ground. The strip was located and 
flown over to verify the landing 
surface. A low approach proved 
useful not only to ensure runway 
conditions, but also to move 
camels, horses, goats, dogs, don
keys, people, etc., off of where you 
wanted to be. The decision was 
made to land. After landing, a 
thorough postflight revealed 
minimal FOD. The outside air 
temperature gauge read 48 
degrees Celsius. An eerie feel
ing-standing in the middle of so 
much desert without a living soul 
in the vicinity. A military patrol 
would need a week in 4 by 4 land
rovers to reach the same point on 
the ground from the nearest 
populated center-Bir Mogrein, 
Mauritania. Later that afternoon, 
care during takeoff roll assisted 
in the short field takeoff and 
prevented additional damage. 

This flight was but a small part 
of 1, out of 60, week-long missions 
we were tasked with. Each flight 

Runways at Podor, Senegal (top), 
Tidjikdja (center) and Zouerate, 
Mauritania were often hard to find due to 
sand storms. 

mISSIOn had its own character 
and usually took us to different 
and interesting places. Good 
planning, vigilance and a safe 
attitude prevented us from fal
ling prey to complacency and 
"homitis" during this West Afri
can experience. G ' 
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Mr. Charles Block 
u.s. Army Aviation Development Test Activity 

Fort Rucker, AL 

N JUNE 1988, the Defense Acquisition 
Board approved a light helicopter experi
mental (LHX) research development, test 

and evaluation competitive acquisition strategy. 
That strategy transitions concept exploration 
efforts into a 23-month demonstration/ validation 
(DEMIV AL) phase that began in October 1988 and 
will be completed in September 1990. During the 
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DEM/ VAL, each con'tractor team (Boeing/ 
Sikorsky, the "First Team" and McDonnell 
Douglas/ Bell, the "Super Team") will define the 
mission equipment package with brassboard and 
breadboard hardware. It is notable that neither 
team will build a flying prototype before down 
select for full-scale development. Besides brass
board and breadboard hardware and selected 
demonstrations, each team will develop simulators. 
These simulators will be used to demonstrate what 
the team has seen at the bench and what they 
expect will be their final design. 

Therein lies the challenge for the test community. 
How does one test the claimed performance of an 
aircraft that is yet to be built? One way is to review 
the capabilities stated by each team and validate 
their claims with the results of selected demonstra-
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tions. This was, in essence, what was going to 
happen until the birth of the simulation assessment 
team (SAT). The idea for the SAT came from 
Lieutenant Colonel Ralph "Buddy" Buie, the LHX 
project manager (PM) for test and evaluation. He 
recognized the value of what was being planned 
for simulation as supplementary information for 
the source selection board. On 14 March 1989, 
Major General Ronald K. Andreson, the PM for 
LHX, signed the SAT charter. 

The purpose of the SAT is to provide the expertise 
that can determine if the simulations faithfully and 
accurately represent the systems as they are 
expected to perform at the time the LHX is fielded. 
To do this, the chairman of the team has gathered 
subject matter experts from the technical and 
operational community. The U.S. Army Materiel 
Systems Analysis Activity (AMSAA) chairs the 
technical side, which includes the U.S. Army Test 
and Evaluation Command, the U.S. Army Avia
tion Development Test Activity (USAA VNDTA) 
and the Aeroflight Dynamics Directorate (AFDD), 
which is part of the Aviation Research and 
Technology Activity, U.S. Army Aviation Systems 
Command. The Test and Experimentation Com
mand (TEXCOM) Aviation Board chairs the 
operational side, which includes the U.S. Army 
Operational Test and Evaluation Agency (OTEA) 
and the U.S. Army Training and Doctrine 
Command representatives. The overall chair of the 
SAT is the LHX PM's office. 

After the organization was chartered, its 
members examined its objective and went about 
deciding what its functions were. It became clear 
that none of the traditional techniques used in 
testing would directly apply to this effort. A normal 
test follows the sequence of a requirements 
document and system specification and criteria. 
In this phase there are only two specific goals or 
"specs" for this effort. These are the weight (7,500 
pounds) and the cost ($7.5 million). Neither of these 
criteria are of much help to the test community. 
The SAT had to look elsewhere for its answers. 
The outcome of the search was an innovative and 
new way of approaching testing. The approach 
involves the technical and operational experts in 
a separate but coordinated effort. 

First, the technical side. The first questions this 
group had to wrestle with were the test objective 
and the test issues. Traditionally, these would be 
derived from a requirements document of a system 
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specification, neither of which were available, so 
the team developed their own. The technical chair 
defined the objective as follows: 

"To assess the technical performance of the 
LHX, contractor developed full mission 
simulators in terms of anticipated '95 state
of-the-art technology and the '00 threat 
performance estimates to provide a 'reality' 
check for operational assessment." 

This umbrella objective was further broken into 
"issues." An example is an issue assigned to the 
USAAVNDTA, which reads: 

''Does the UIX design confonn to sound human 
factors engineering (fIFE) design practires?" 

Similarly worded issues were developed for 
weapons, sensors, countermeasures and other 
areas of interest. Progress was being made. Then 
each team member developed a list of data elements 
that need to be collected to answer their issues. 
AMSAA will collect these data elements, sort them 
and reissue them as the basis for individual, 
detailed test plans. 

Meanwhile, the operational side was busy 
developing their approach to the test. The first step 
was the development of a set of measures of 
performance (MOPs). These are the benchmarks 
that the Aviation Board and OTEA will use to, 
respectively, assess and evaluate the simulator. 
The TEXCOM Aviation Board will use these MOPs 
to develop their detailed test plan. 

This all sounds simple and may appear to be 
a "business as usual"; i.e., a separate technical test 
followed by an operational test, each taking 3 to 
4 months. However, this program is anything but 
business as usual. The traditional 3 to 4 months 
is replaced by a 5-day period during which both 
technical and operational issues will be addressed. 
To accomplish this, the operational and technical 
teams became one simulator assessment team. All 
of the meetings called by the chair include mem
bership from both sides. It became clear from the 
beginning that what one tester planned impacted 
on the other. To this end, the chairman decided 
that the USAA VNDTA would develop one HFE 
questionnaire that would be used by all technical 
and operational members. USAA VNDTA will 
obtain input from all parties to produce a document 
that meets everyone's needs. 
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Similarly, the evaluation pilots will represent 
both communities. The operational element will 
provide six pilots and two technical pilots for each 
contractor team's assessment. All of the pilots will 
receive the same training and fly the same 
operational missions. The only difference will be 
that the technical pilots will have been trained in 
specific data collection skills that allow them to 
assess certain areas from an engineering point of 
view. The eight aviators will all receive 2 weeks 
of training in the contractor's simulator imme
diately before the I-week test period. This 2-week 
block will be preceded by 5 weeks of training at 
the AFDD and I week of orientation and training 
at Ft. Rucker, AL. During the 5-week sessions, the 
pilots will be screened to ensure that the eight sent 
to each contractor are balanced in ability and 
experience. The pilots will not be told which 
contractor they will evaluate until shortly before 
the test. 

The flavor of coordinated testing began to 
mature as planning continued. One of the 
challenges that emerged was how to provide the 
operational evaluator with a "sanity" check of his 
data. For example, if a simulator allowed a pilot 
to see through mountains, yet be protected by the 
mountain, the simulation would be invalid and the 
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specific MOP would be biased. To solve this 
problem, the MOPs are being broken into subele
ments that have been identified as "things that 
can affect the MOP." For example, one of the 
MOP's is "mean exposure time of the scout aircraft 
to the target array." The things that could affect 
this are sensors, navigation and flying handling 
qualities, to mention a few. The technical commu
nity will take the list of elements that could affect 
the MOP and rate them on a scale that states the 
simulation is better than, the same or worse than 
technology can be expected to produce in the 1995 
timeframe. From this infonnation, the Aviation 
Board will indicate their level of confidence that 
the operational data can be translated into an 
operational capability. 

As the SAT becomes more deeply involved in 
the contractors' efforts, new approaches may 
evolve. Just as the program has the two bench 
marks of 7,500 pounds weight and $7.5 million cost, 
the SAT team also has two benchmarks. These 
are "I-week assessment period" and "do not 
interfere with contractors' efforts in DEM/ V AL." 
These limitations are being overcome with a degree 
of cooperation and enthusiasm that is a hallmark 
of the best in the operational and technical test 
community. _ " 
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Intelligence Support 
to an AHack Helicopter BaHalion 

Captain Kerry L. Kimble 
4th Aviation Brigade 
Fort Carson, CO 

T HE PRIMARY IIDSSlon of 
an attack helicopter battalion is 
to fix and destroy massed enemy 
forces with aerial firepower, 
mobility and shock. One inherent 
mission of the attack battalion is 
reconnaissance. This makes the 
battalion a member of the divi
sion intelligence community. It 
takes the form of each pilot 
reporting what they see and, in 
turn, that combat infonnation 
being passed up through the 
intelligence channels. The battal
ion can initiate a spot report, 
which can act as a tipoff for the 
other members of the intelligence 
community (ground surveillance 
radars, task force scouts and 
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electronic warfare assets) or 
which can confirm or deny a 
report from these assets. Cur
rently, the battalion 82 can fully 
practice his skills at the National 
Training Center (NTC), Ft. Irwin, 
CA. 

The NTC is living up to its 
purpose; that is, to provide a fluid, 
semicontrolled environment in 
which comoine<farffis operations 
can be established and refined. 
The 4th Attack Helicopter Battal
ion, Ft. Carson, CO, deploys to 
the NTC three times each year. 
A key point in the successful use 
of this critical asset is the intel
ligence support that the 82 
provides. 

As a division-level asset, the 
attack battalion must be able to 
operate in numerous sectors with 
a clear understanding of what the 
enemy threat is. This requires the 
82 to have full knowledge of the 
enemy's equipment, tactics and 
doctrine as well as how the attack 
battalion operates. Besides pro
viding intelligence support to the 
battalion, the 82 also is respon
sible for passing vital intelligence 
to the supported division or 
brigade on what the battalion is 
"seeing." The intelligence effort is 
not a haphazard one; it is a 
systematic approach in identify
ing and predicting enemy opera
tions and intentions. 
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Intelligence Support 
to an AHack 

Helicopter BaHalion 

Before the operations order 
briefing, the battalion S2 section, 
in coordination with the 83, does 
the majority of their work. This 
section uses the intelligence 
preparation of the battlefield 
(IPB) process. It all starts with 
the particular mission that 
higher headquarters assigns to 
the battalion and the division 
G2's or brigade S2's estimate of 
the enemy situation and their 
specific reconnaissance tasking. 

Within his assigned area of 
operations, the battalion 82 will 
consider all aspects of the enemy, 
terrain and weather. He will 
examine how the enemy doctri
nally deploys his forces and 
equipment by developing concise 
order of battle data. Afterward, 
he will analyze both the terrain 
and weather to see how it impacts 
on the enemy's doctrinal 
deployment. 

During this analytical process, 
the 82 must think both like the 
enemy and friendly commanders. 
He should be asking such ques
tions as: 

• How can the enemy use the 
terrain to his advantage? 

• How can the friendly force 
use the terrain to his advantage? 

• What are the enemy's capa
bilities and how can they be 
negated? 

This process continues until the 
S2 has covered the entire spec
trum of enemy and friendly 
possibilities. Once all of these 
elements are integrated, further 
refinements are necessary. 
Named areas of interest (NAIs) 
are then developed to detennine 
where significant enemy activi
ties and events will occur. NAIs 
are developed to confirm or deny 
a particular course of action the 
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enemy will take. Thus, NAIs 
serve as cues to enemy intentions. 
Using NAIs and other elements 
of the IPB process, decision 
points (DPs) are identified. These 
poin ts are time and space 
oriented and tell the commander 
when he must implement a par
ticular course of action to influ
ence the battle on his terms. 

DPs involve the "wargaming" 
of all possible enemy courses of 
action. The 82 must be able to 
track the enemy through these 
NAIs and DPs, then develop time 
phase lines to predict where the 
enemy will be at a particular time 
in the future. Once this is done, 
then target areas of interests are 
identified in which attack heli
copters or artillery can be 
employed to engage the enemy. 

With all of the planning that 
is conducted by the S2 and S3 
sections, it is key that the indi
vidual pilot and observer be 
trained in identifying enemy 
equipment, vehicles, formations 
and have a working knowledge 
of their doctrine and tactics. The 
S2 is responsible for providing the 
necessary training material. This 
training can take place through 
briefings, literature and updated 
threat material. These updates 
become extremely important 
when Soviet tactics change, such 
as the latest 80viet capabilities in 
air-to-air weapons systems. This 
training also will apply to any 
augmentees that the battalion 
may receive. 

Based on the area of opera
tions, the attack battalion can use 
observation post (OP) teams to 
augment the scout aircraft, prim
arily along the flanks. Depending 
upon this augmentation, the 
battalion can successfully 
employ either the field artillery's 
combat observation lasing teams, 
fire support team elements or any 
attached squad of infantry from 
a task force to perform as OPs. 
These OPs can watch specific 
named/target areas of interest, 

as identified by the 82, for enemy 
forces or assist in the employment 
of attack helicopters against a 
known target. A vital element to 
this concept is communications, 
not only between the OPs and the 
aircraft but between the aircraft 
and the battalion. 

An important aspect of this 
communications is the passage of 
information both up and down 
the network. The battalion S2 
section must be aware of the 
activity on three separate nets. 

First, the battalion command 
net, over which all of the spot 
reports are passed from the com
panies. These spot reports con
tain critical combat information 
that can be processed into 
intelligence. 

Second, the brigade operations 
and intelligence (0&1) net, which 
is the central intelligence network 
between the brigade and the task 
forces. After a quick analysis the 
companies' spot reports are for
warded to the brigade, by the S2, 
to assist them in properly iden
tifying what is going on in the 
battle. 

And third, the fire support net. 
This net ties into numerous other 
sources, particularly targeting 
data, which can assist the S2 in 
his analysis. Subsequently, the 
brigade will then periodically 
assess the enemy's capabilities 
and intentions. The spot reports, 
which the ground task forces pass 
to the brigade, also are relayed 
to the attack companies by the 
S2 to keep them up-to-date on 
where the threat is. 

The attack companies are not 
the only elements that receive 
support from the S2 section. 
Other elements are the fire sup
port element; nuclear, biological 
and chemical (NBC) section; the 
forward arming and refueling 
points (F ARPs); and the battalion 
trains. 

First, the S2 must work with 
the fire support officer (FSO); this 
coordination adds firepower to 
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the battalion. It is critical for this 
interaction to take place. There 
are numerous occasions in which 
the threat to the aircraft is 
extremely high, thus negating 
their particular firepower; how
ever, they can observe and per
form "call for fire" missions. 
U sing the IPB process and 
artillery, the enemy's air defenses 
can be suppressed (to protect the 
aircraft), the enemy can be hin
dered enough either to stop the 
advancement or divert them into 
a different area where an attack 
helicopter, ground force or joint 
air attack team ambush can be 
established. 

The fire direction net is also a 
vital source of intelligence. One 
requirement to fire a mission is 
to clearly have a known identifi
able target. By having access to 
this net, both the S2 and F80 can 
correlate the information and 
provide a clearer picture of the 
battlefield to the commander. 

Second, the mission of the 
battalion's NBC section is usu
ally a reactionary one. Since the 
possible use of nuclear and chemi
cal munitions, primarily chemi
cal, always will be present, this 
section's job will be to determine 
when and where they most likely 
will be used, the effects and extent 
of this usage. The S2 is respon
sible for ensuring that the NBC 
officer or noncommissioned 
officer has received the chemical 
downwind messages and NBC-l 
reports, which are passed over the 
brigade 0&1 net, so that they can 
analyze the full threat to the 
aircraft and advise the com
mander on what actions should 
betaken. 

Third, military scholars habitu
ally talk about the critical nodes 
within each unit. For the attack 
battalion this takes the form . of 
the F ARPs. Without the F ARPs 
the attack battalion will be 
extremely limited in support of 
the division. The FARPs are 
unprotected, except when the 
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attack helicopters are in the area 
and when friendly artillery plan
ning incorporates their primary 
and subsequent positions into the 
overall scheme of maneuver. To 
help them survive, the F ARPs 
should be kept out of indirect 
artillery range. 

A good planning guide (within 
the operational constraints of the 
unit and the enemy situation) 
would be to use the 283 152 mm 
SP howitzer (range 17.23 km). 
Even though this howitzer is part 
of the divisional artillery group, 
it can be attached down to a 
regimental artillery group. When 
the enemy is in the defense, it is 
relatively easy for the S2 to 
template their location and 
recommend a no pass line for the 
FARPs. 

However, using the decision 
support matrix, when the enemy 
is in the offense, the F ARPs must 
be placed further back to allow 
the enemy artillery to move 
forward with their units and to 
allow the F ARPs the necessary 
(10 to 15 minutes) teardown time 
and begin movement to their new 
location (if the enemy has not 
been slowed or stopped). This 
movement order is based on the 
enemy forces passing a grid line 
or specific terrain feature. The 
F ARPs exert the key ingredient 
to sustain the operations, but it 
also takes command and control 
to provide the direction. 

Fourth, because the Soviets 
place a high priority on rear area 
activities, it is important that the 
battalion trains are kept abreast 
of these activities so that those 
personnel who are continuously 
moving to and from the division 
support area know what the 
current threat is. As with the 
F ARPs, the administrative and 
logistics support (mail, food, fuel, 
etc.) keeps the battalion function
ing and any disruption in this 
support will adversely effect the 
battalion's combat operations. 

Even though Field Manual 1005, 

Operations, states that the next 
war will be fought at brigade 
level, realistically, it probably will 
be fought at the ground maneu
ver battalion task force and 
attack company level because of 
the intensity of the battle. But 
with the creation of numerous 
backup systems, it would be more 
likely that command, control, 
communications and intelligence 
will be maintained to assist in 
mission support. For example, the 
4th Attack Helicopter Battalion 
primary control is centered at the 
tactical command post (TAC CP). 
Here the battalion commander, 
S2, 83, FSO and a couple of radio 
operators control the employment 
of the attack companies. 

The same principles apply to 
the location of the TAC CP as 
with the FARPs. A complete, 
redundant network is located at 
the tactical operations center 
(TOC). The S2 section in the TOC 
monitors the same communica
tion nets as the TAC CPo This 
provides a secondary source of 
combat information for the 
attack companies if the TAC CP 
is either destroyed or redeploying 
to a new site. They are also 
responsible for planning the 
operations for the next battle. 
Collocated with the TOC is a UH
IH Huey, possibly equipped with 
a command console, to be used 
on a temporary basis if either the 
TAC CP or TOC is destroyed. 

As part of the support element 
to the attack helicopter battalion, 
the 82' s mission is to provide 
accurate, up-to-date intelligence. 
This is done through the analysis 
and correlation of combat infor
mation to adequately predict the 
enemy's intentions. The S2 must 
be able to interact with the attack 
companies, OPs, the FSO and 
higher headquarters. He must 
also be able to translate intelli
gence data into useful material to 
assist the commander in fulfilling 
mission objectives while keeping 
friendly losses to a minimum. 
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IIIN PLATOON 
LEADER'S 

LESSONS LEARNED 

Captain John G. Kershaw 
Aviation Officer Advanced Course 89-3 

U.S. Army Aviation Center 
Fort Rucker, AL 

NAPOLEON BONAPARTE once said 
that "an anny marches on its stomach." If that 
is true, then it also must be true that an aviation 
unit "marches" on its fuel and ammunition. Every 
aviation commander stresses the extreme impor
tance of efficient and effective Class IIIIV (fuel 
and ammunition) support operations to the unit. 
Without fuel, there is no flying; without ammu
nition, there is no shooting, no dead enemy, and 
consequently, no victory. 

Much of this key facet of mission accomplish-
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ment rests on the shoulders of the III/ V platoon 
leader. A platoon leader's position may be more 
crucial to battlefield success than any other 
lieutenant duty position in that unit. Successful 
tactical deployment is impossible without the 
platoon doing its job. Without them, the whole 
show quickly stops. 

If the above statements are true, if the III/ V 
platoon leader's position offers such an outstand
ing opportunity to excel, if it offers the chance to 
lead more soldiers than many attack company 
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commands, why then is the position often looked 
upon with such dread and loathing? Why does one 
hear words like "stuck" and "shafted," or 
statements like, "Hang in there for a little while, 
soon it'll pass ... "? 

These were some of the few words of sympathy 
that I received when I was assigned the III/ V 
platoon a few years back. They were soothing and 
helped ease the pain as tears rolled down my cheek. 
I was soon to lament, as sleek, refilled AH-1G 
Cobras abandoned me, dust covered and occasion
ally fuel soaked at the National Training Center 
(NTC) forward 8rming and refueling points 
(FARPs). 

Looking back, I now have to say that it wasn't 
that bad. In fact, it was the most rewarding job 
I've had to date. Sure, I didn't get to fly much 
during my unit's battles at the NTC. I had more 
than a few cold, sleepless nights looking for lost 
fuel trucks (my soldiers would say lost lieutenants). 
There were times where I had to plead the relative 
insignificance of being one grid square off in a 
training area with more than 350 grid squares from 
which to choose. But those crises are a little less 
dramatic now, in fact they're good memories. 

I was given an excellent opportunity to lead 
troops-to lead them in an unglamorous, dirty and 
thankless job that had to be done. I learned the 
importance of leading by example, caring for and 
respecting troops, planning, maintaining morale, 
not quitting when you're tired and taking a good 
chewing out like a soldier. The list could go on. 
I had the chance to learn about aviation literally 
from the ground level. 

I made many mistakes as III/ V platoon leader. 
Some were "mistakes of commission," errors where 
I had a choice to make and I made the wrong 
one. Most, however, were "mistakes of omission," 
caused by inexperience and ignorance of the proper 
way to do my job. These were mistakes of the "if 
only I'da known ... " variety. 

It is always better to learn from another's 
mistakes. With that in mind, I would like to pass 
on some advice and learning points gained during 
my tenure as a IIIIV platoon leader. Some of these 
points may be obvious, and, although they worked 
for me, some of them may not work for you. They 
are by no means iron-clad. 

I will not dwell on such subjects as "leading by 
example," "using your NCOs" or "hitting the 
books." (Some of the books to hit, however, are 
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Field Manual (FM) 10-68, FM 10-69, FM 10-70, FM 
1-104, Army Regulation (AR) 710-2, and the Unit 
Supply Updates to Department of the Army 
Pamphlet (DA Pam) 710-2-2 and DA Pam 738-750.) 
Such concepts are fundamental and should already 
be well ingrained by the time a lieutenant 
graduates from the officer's basic course. 

Instead, I intend to discuss some of the specifics 
of how a platoon leader can excel in such an 
assignment. How to establish procedures to help 
ensure that he doesn't find himself caught up in 
noncommissioned officer (NCO) business, leading 
an inefficient platoon, and in the "dog house" with 
the boss. I will discuss five different areas that 
are of crucial importance. They are "taking 
charge," "fuel and ammunition accounting 
procedures," "equipment maintenance proce
dures," "platoon management techniques," and 
"leadership techniques." 

Taking Charge. First impressions mean a lot. 
How well a platoon leader takes charge will 
detennine, to a large measure, how a platoon 
initially feels about its leader. A good first 
impression will help establish an atmosphere of 
confidence in a new leader. A bad one will take 
time and effort to overcome. 

The initial inspection is of great importance in 
making this first impression a good one. It will 
give your platoon the opportunity to see you and 
to size you up. It will give you a chance to observe 
your new platoon; to see how they do business; 
and to gauge their proficiency, efficiency, cohesion 
and esprit. It will give you the opportunity to ask 
questions and learn. 

It is important for you to know as much 
infonnation as possible about your platoon and 
its responsibilities. Excluding an emergency, there 
is no rule that says you must meet the platoon 
the day you are assigned. If time is available, a 
couple of days of preparation is worth its weight 
in gold. Talk to the previous platoon leader to get 
his opinion of the platoon, its NCOs and the job. 
Ask for copies of the standing operating procedures 
(SOPs) for the platoon and to point out key parts 
of manuals you must know. Talk to the supply 
officer and learn about the fuel accounting 
procedures. Are there any problems? Do the same 
with the operations and training officer for 
ammunition management. Drink a soft drink with 
the ground maintenance officer of the unit. See 
how he feels about the maintenance procedures 
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in the platoon. A couple of days of reading in a 
military occupational specialty (MOS) library will 
help you gain the knowledge to ask "smart 
questions" when you do inspect your platoon. 
Become especially familiar with the petroleum, oils 
and lubricants (POL) and ammunition manage
ment guidelines in the Unit Supply Update and 
the maintenance procedures outlined in the 
Maintenance Management Update. If there are 
management "bibles," these are good examples. 
A good guide in conducting the initial inspection 
is the "Fuel and Ammunition" section of the 
Aviation Related Management Survey booklet. 
The inspection criteria in that booklet is the Army 
standard for POL and ammunition operations. 

Here are some things to look for when you make 
the initial inspection. How does the equipment 
look? Are the refueling hoses and equipment stored 
neatly? Are records of the necessary monthly and 
quarterly services recorded? Look at the trucks in 
the platoon. Are they parked in an orderly manner? 
Are they clean? Are the DA Forms 2404 on file? 
Check the technical library in the platoon. Is it 
up to date and neatly stacked? Is it used? By asking 
a few basic questions, you'll soon find out. Check 
the fuel and ammunition paperwork. Is it neat? 
Most importantly, is it being maintained according 
to the guidelines established in the Unit Supply 
Update? Look at the SOPs for the platoon. Are 
your NCOs knowledgeable of them and following 
their guidelines? A good sign is if the fuel tankers 
are being gauged at the end of the day. 

These are some signs of the professionalism of 
a platoon. They will show effectiveness of the NCO 
chain. If the equipment is ready, the SOPs are 
being followed and the paperwork is right. Smile, 
the NCOs appear to know their jobs (you may be 
getting some flight time after all). If not, you may 
have some work to do. 

Fuel and Ammunition Accounting Procedures. 
Proper record keeping will help keep your head
aches mild and your pockets full. Improper records 
will help bring about bad officer evaluation reports, 
reports of survey and (if you're the accountable 
officer) involuntary payroll deductions. Ensure 
that you and your NCOs know AR 710-2 and DA 
Pam 710-2-1 almost verbatim. The Unit Supply 
Update has all the current information that you'll 
need to keep records correctly. If DA Forms 3643, 
3644, 4702-R and fuel quality control program are 
being maintained in accordance with the Update, 
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then you are correctly managing your fuel 
accounts. Ensure that your ammunition records 
(DA Forms 581 and 5515-R) are also being 
maintained within the guidelines of the Update. 

The key is not getting behind on your paperwork. 
Ensure that your NCOs complete any necessary 
paperwork by close of business or at the end of 
exercise. This will keep the mathematics simple 
and the numbers correct. Demand to see it, check 
its accuracy, and if it is not done correctly, make 
them do it again. Make sure that the fuel and 
ammunition signature cards, DA Form 1687, are 
up to date and on file. It helps to assign specific 
personnel the responsibility for these paperwork 
tasks in the SOP for the platoon. Assigning 
responsibilities in writing reduces the chances of 
misunderstanding. 

Equipment Maintenance Procedures. Equip
ment maintenance is the most important garrison 
activity for your platoon. It directly affects the 
ability to successfully accomplish the mission of 
the platoon. Emphasize it and make the time for 
it. Conduct "motor stables" at least weekly. Don't 
be afraid to get your hands dirty, but concentrate 
your efforts on management. Check to see if your 
troops are getting the maintenance equipment and 
parts support they needs. Keep constant tabs on 
parts requests. Make sure that the platoon sergeant 
and first line supervisors closely monitor vehicle 
preventive maintenance checks and services 
(PMCS), and that they work in close association 
with the motor sergeant for the unit. 

The Maintenance Management Update to DA 
Pam 738-750 has the current information for 
equipment maintenance record keeping proce
dures. Ensure that DA Forms 2404 and 2407 used 
in preventive maintenance are filled out in 
accordance with this Update. The best way to do 
this is to always review the DA Forms 2404 before 
they are sent to the unit motor pool. Make sure 
that entries are specific enough to allow mainte
nance personnel to know where and what the 
equipment problem is. A good method is to ask 
if a maintenance entry tells you "what, where and 
when." If it doesn't, then the entry is not specific 
enough. Be suspicious of blank DA Forms 2404. 
A good PMCS will almost always uncover a 
deficiency. 

Ensure that scheduled periodic services on 
equipment are recorded on Department of Defense 
(DD) Form 314. The technical manual for equip-
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AH-1 G Cobras refuel at a forward arming and refueling pOint. 

ment will tell you if scheduled periodic services are 
required. The Maintenance Management Update 
will show you the procedures for using DD Form 
314. Again, make sure that the maintenance 
actually takes place. Beware of "penciled-in" 
services. Random equipment inspections with the 
platoon sergeant will help prevent this. 

If you feel that the platoon is weak in main
tenance procedures, and you would like to increase 
proficiency, request (through your commander) a 
visit from the installation maintenance assistance 
and instruction team. Ask them to evaluate the 
platoon and for help in setting up a maintenance 
training program. They are extremely helpful. 

Platoon Management Techniques. Mission 
. accomplishment and good management go hand
in-hand. As a platoon leader, you are responsible 
for the effective management of your platoon. You 
must establish a system for the safe and effective 
use of personnel and supplies. The system must 
be flexible enough to meet the constantly changing 
support needs of the unit, yet possess enough 
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standardization to permit unity of the efforts of 
the platoon. It must accommodate initiative and 
innovation, while at the same time, ensure 
accountability and waste prevention. 

A key to successful management is to establish 
a good system and ensure that the platoon complies 
with its procedures. The cornerstone of your system 
should be the SOPs for the platoon. You should 
have a garrison SOP and a tactical SOP. They 
should describe in sufficient detail the duties and 
responsibilities of every position from the platoon 
leader down to the individual fuel and ammunition 
handler. They should conform to Anny doctrine 
and to the "guidebooks" for the platoon. Get advice 
from NCOs when developing the SOPs and hold 
them accountable for adherence to them. 

Establishing accountability is another impor
tant management imperative: A well defined 
"chain of accountability" will greatly increase the 
maintenance posture of the platoon. A soldier will 
take much better care of a vehicle or piece of 
equipment if he is financially liable for its upkeep. 
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Designated NCOs must be experts in refueling aircraft. 

Each vehicle should be assigned an operator. 
Equipment should be subhand receipted down to 
the lowest possible level. 

The technique that I used was to subhand receipt 
the refueling equipment to the platoon sergeant. 
He subhand receipted it to the F ARP team 
noncommissioned officers in charge (NCOICs). An 
Air Force container express (CONEX) was 
assigned to each F ARP team to secure the 
equipment. The NCOIC for the F ARP team was 
the only person with a key to this CONEX. These 
team leaders could then further subhand receipt 
the equipment to the members of the team. Thus, 
the NCOIC for the F ARP team had equipment 
that was "his." He was liable for equipment 
maintenance and accountability. Needless to say, 
equipment cleanliness, readiness and account
ability improved. 

Always incorporate safety considerations into 
any of your management systems. A good officer 
takes care of his men. A very important part of 
taking care of them is to ensure that they have 
a safe environment in which to work. You must 
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establish an environment where safety is always 
on the minds of your troops. 

Aircraft refueling and ammunition handling are 
dangerous jobs! Ensure that NCOs are experts in 
both their jobs and in safety. They must always 
ensure that their troops perform the mission "by 
the book." They must train your platoon well and 
ensure that every soldier in the platoon knows what 
to do in the event of an emergency. 

Some safety poL."'1ts to keep in mind are: 
• Prohibit smoking or the carrying of any sort 

of fire within at least 50 feet of refueling or 
ammunition operations. 

• Ensure that refuelers use helmets, goggles, ear 
plugs and leather gloves while refueling aircraft. 

• Ensure that they know the hand and arm 
signals for aircraft refueling emergencies. 

• Ensure that the fire extinguishers in the 
platoon are charged and inspected. 

• Ensure that the platoon area has an eyewash 
facility. 

• Ensure that there is a workable fire evacuation 
plan and practice it. 
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Leadership Techniques. A UIIV platoon leader 
must be an aggressive leader. It is a position of 
great responsibility and independence. You must 
plan, execute and see to it that the platoon 
accomplishes and sustains operations to ensure the 
success of the unit. Be prepared to accept the 
prestige that goes With the job. Protect the troops, 
be ready to take the blame for the platoon's failures 
and ensure that the men get the credit for the 
success of the platoon. 

The best leaders lead by example. They make 
things happen. So, too, should you. Don't be afraid 
to pitch in with the manual work when the mission 
is big and the resources are few. You can't always 
lead from behind a desk or with your anns folded. 
Get out there and help out! 

Use your position to positively influence the 
platoon. Constantly look for ways to improve the 
operation of the platoon. Seek out new ideas from 
your soldiers. There is always something that can 
be improved. 

Have an open door policy. Work closely with 
the platoon sergeant to ensure the welfare of the 
troops and their families. Try to solve a soldier's 
problem at the platoon level. Become familiar with 
Army Emergency Relief fund and Red Cross 
procedures. A soldier with troubles needs your good, 
quick and correct answers. 

The platoon sergeant probably will have many 
years of valuable experience. Listen to him and 
follow his advice, especially in regard to troop 
discipline. Be careful not to undercut his authority 
with your rank in the presence of the troops. 
Together, you are a leadership team and will 
depend on each other for success. If you have 
differences, take them behind a closed door and 
work them out. Don't be afraid, he usually won't 
bite. 

Develop NCOs by giving them responsibility. 
You can't be everywhere on the battlefield, and 
you need competent, confident help to get the 
mission accomplished. Young NCOs are only 
going to acquire that competence and confidence 
through experience and practice. It is our respon
sibility as officers to see to it that they get such 
experience. Be a mentor. 

Keep the troops informed. It is a lot easier for 
a soldier to drive half the night and refuel aircraft 
in MOPP (mission oriented protective posture) IV 
all day if he knows why he is doing it. These 
refuelers don't work for a commercial activity, 
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they're soldiers! They need to feel like part of the 
aviation team. Give them frequent tactical 
operations briefings. Show how the platoon fits 
into battle. Give them a real reason to work hard. 
Reward them for their hard work. It takes very 
little time to do, you owe it to them, and it will 
improve their performance and professionalism. 

These are some of the things that I wish I had 
done a little better when I was "III/ V." I would 
have met with less failure. My troops would have 
had a better leader and mentor. I would have had 
a few less gray hairs on my head and a few more 
flying hours in my logbook. But those were my 
mistakes, they don't have to be yours! $ijb:; 

Critical to any unit operations is the efficient and 

effective'Class IIIN support. Without this support, 

there can be no victory. 
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VIEWS FROM READERS 

Editor: 
To reiterate to the Army Aviation 

units and ammunition supply points 
the required procedures for aviation 
units to comply with in requisition
ing, issuing and tum-in of cartridge 
actuated devices/ propellant actuated 
devices (CAD/ P AD) items installed 
in aircraft, request the following be 
published in a future issue of your 
professional bulletin: 

"Due to their explosive content, 
CAD/ P ADs have recently become a 
unique part of the Army Class V 
ammunition supply system. These 
items had, on occasion, been stored 
with general supplies creating a 
potential life threatening situation to 
storage personnel unfamiliar with 
explosive handling procedures. 

"Requisitioning/ issuing of CADI 
PAD items through ammunition 
supply points assures correct han
dling and storage procedures and 
precludes explosive items from get
ting into general supply storage. 
Technical Manual 9-1377-200-20&P 
provides guidance on CAD/ PAD 
maintenance and storage. As with all 
Class V items, which are free issue 
to the customer, requisitions should 
be submitted in accordance with AR 
725-50 through local ammunition 
supply points. 

"Storage of CAD/ P AD items at the 
unit level is discouraged. The CADI 
PAD items are procured based on the 
total number of aircraft in the field. 
Stockpile at unit level could possibly 
cause another unit requiring these 

items to go without, thereby ground
ing aircraft and interrupting training 
and critical missions. 

"The shelf/installed life on CADI 
PADs is determined by testing at the 
Naval Ordnance Station, Indian 
Head, MD. The main criteria required 
for CAD/ P AD testing is lot number, 
date installed and date removed from 
aircraft. Test data compiled from this 
testing determine service life exten
sions or reductions on CAD/ P AD 
items. The CAD/ P AD data should 
be recorded by lot number by the 
aviation units involved, as to date 
installed and date removed from the 
aircraft. Units removing such items 
and turning them in at the ammu
nition supply points should do so in 
accordance with SB 742-l. 

''Referenres are AR 72500, SB 742-1, 
TB 9-1300-385, TM 9-43-0001-39 and 
TM 9-1377-200-2O&P. 

"Any questions pertaining to 
CAD / PAD items should be 
addressed to Commander, U.S. Army 
Armament, Munitions and Chemical 
Command, ATTN: AMSMC-DSD
AS, Rock Island, IL 61299-6000; 
AUTOVON 793-4966, Commercial 
309-782-4966." 

The point of contact at this head
quarters is Mr. Harold Kelley. 

Colonel Warren F. Hodge 
Director, Defense Ammunition 

Directorate 
Headquarters, U.S. 

Armament, Munitions 
and Chemical Command 

Rock Island, IL 
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Editor: 
The Department of Social Sciences 

a t the United States Military 
Academy is looking for highly quaIi
fied company grade ROTC or OCS 
officers from basic year groups 1982 
to 1989 who are interested now or 
may have a future interest in civilian 
graduate study followed by a teach
ing assignment at West Point. The 
Department of Social Sciences edu
cates cadets in the academic disci
plines of political science (American 
and international), economics and 
management. The department's 
selection process is exceptionally 
competitive and requires officers to 
express their interest early-it is 
never too early to begin the applica
tion process. 

Under consideration now are the 
applications of officers who might be 
available to start graduate study in 
the summer of 1991 or later. Officers 
available in the 1991 group must 
complete their applications, includ
ing reported GRE or GMA T scores, 
not later than 31 March 1990. Selec
tion criteria include: branch qualifi
cation before beginning graduate 
school, demonstration of strong long
term military potential, and under
graduate or graduate records that 
indicate the ability to gain admission 
and successfully complete graduate 
study at a top American university. 

For more information please write: 
Department of Social Sciences, Uni
ted States Military Academy, ATTN: 
Captain William K. Sutey; West 
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Point, NY 10996; or call AUTOVON 
688-3247/ 411 0 or Commercial 914-
938-3247/ 4110. 

Editor: 

CPT W. K. Sutey 
Assistant Professor and 
Assistant Personnel Officer 

Did you know that the Textile 
Section of the Air Delivery Quality 
Control Division, Directorate of 
Quality Assurance, located at New 
Cumberland Army Depot (NCAD), 
New Cumberland, PA, has one ofthe 
most unique mission capabilities in 
the U.S. Army? It can design, rein
stall and modify new or existing 
aircraft interiors for rotary or fixed
wing aircraft. This package also 
includes seats, headliners, draperies, 
curtains and carpeting. It can also 
create special utility covers for items 
like toolboxes, mike and earphone 
jacks and additional utility pockets 
located throughout the aircraft. 

Cost is an important factor. This 
of course eventually will be decided 
by the customer since it will be 
determined by the design and type 
material requested. However, the cost 
will be at least 50 percent lower than 
if the customer had the work accom
plished by a civilian contractor. All 
materials used meet or exceed the 
Army Federal Aviation Administra
tion regulations as to safety and 
fireproofing. 

For more information about what 
the Textile Section at NCAD can do 
for you, please contact Mr. Emanuel 
Apostolakis, Chief, Textile Section, 
New Cumberland Army Depot, New 
Cumberland, PA 17070-5001, AUTO
VON 977-7475/ 7071, Commercial 
717-770-7475/ 707l. 

CW 4 Lester K. Mason 
Chief, Air Delivery Quality 
Control Division 

Directorate of Quality Assurance 

Editor: 
The Army Reserve Officers' Train

ing Corps (ROTC) department at the 
University of Texas (UT), Austin, is 
currently establishing an alumni 
association. The planned start date 
is January 1990. 

Goals of the association are to 
support the ROTC program in its 
growth, development and advance
ment, thereby doing the same for UT 
cadets. The association would like to 
provide financial help; support the 
program's administration; and aid 
in, and maintain, a communication 
network among the alumni, provid
ing information, services, opportuni
ties and career contacts. 

An Alumnil Spring Military Ball is 
tentatively planned for March 1990. 
It is hoped that this will be a "first 
annual" event, with many more to 
come. Ideas for activities include: 
setting up an individual scholarship, 
based on need and leadership poten
tial; providing subsidized cadet hous
ing; sponsoring an annual run on the 
UT Austin campus; a competitive 
scholarship for postgraduate work; 
and helping to offset the cost of dress 
blues for commissioning (for distin
guished military students). 

Points of contact are Major Duane 
Puffpaff or Cadet Sergeant Roger 
Booker. If you are, or someone you 
know is, a UT Austin alumni and 
has not been contacted, please send 
name, address and phone number to: 
Military Science Department, Uni
versity of Texas, Russell A Stein dam 
Hall 110, Austin, TX 78712-1182, 
Commercial 512-471-5919. 

Editor: 
I certainly enjoyed reading your 

recen t three part series on French 
Army Aviation. In part three, entitled 
"French Captains," you indicate in 
a "box" article entitled "An Atypical 

Captain" that Captain Nicole Riedel 
is the first woman pilot in French 
Aviation. History suggests other
wise. I have enclosed a page from 
"One Way Up," a short summary of 
Hiller Helicopter Inc., in which, 
perhaps, the first woman pilot in 
French Army Aviation is identified. 
Valerie Andre's exploits in Vietnam 
are truly historic, and she went on 
to become Surgeon General (Lieuten
ant General) of the French Army. 
Incidentally, she was a charter 
member of the "Whirly Girls," the 
organization of lady helicopter pilots 
formed in the early 19508. 

Mr. Richard M. Carlson 
Director, U.S. Army Aviation 

Research & Technology 
Activity-A VSCOM 

Ames Research Center 
Moffett Field, CA 

The excerpt from "One Way 
Up," referred to by Mr. Carlson, 
read: 

" ... It was in Vietnam that a 
helicopter was first called' Angel 
of Mercy.' 

"No one could have given more 
dramatic meaning to that name 
than Mademoiselle Valerie 
Andre, an extraordinary woman 
who served in the French Army 
as a surgeon with the rank of 
captain. Assigned at first to 
paratrooper units, Mlle. Andre 
was fascinated by the medical 
advantages of helicopter trans
port. She returned to France, 
learned how to fly a 360 at 
Helicop-Air, and in a few months 
appeared again in Vietnam, 
where she logged hundreds of 
flight hours snatching wounded 
out of the jungle, delivering them 
to a hospital near Hanoi. Opera
ting alone as both pilot and 
doctor, she could fill both her 
litters with wounded." 

Readers can obtain copies of material printed in any issue by writing to: Editor, 

U.S. Army Aviation Digest, P.O. Box 699, Fort Rucker, AL 36362-5042. 
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USAASO SEZ 
u.s. Army Aeronautical Services Office 

AVIATION MAPPING, 
CHARTING AND 
GEODESY ISSUES 

This article, a continuation from the previous issue, 
shows how the U.S. Army Aeronautical Services Office 
(USAASO) helps the Army aviator with mapping and 
charting services. 

Mr. Thomas J. Callahan Jr. 
u.s. Army Aeronautical Services Office 

Cameron Station, Alexandria, VA 

High Intensity Radio Transmission Areas 
(HIRT As)-Possible electromagnetic interference 
to the Army's newer type aircraft led to a review 
of known HIRT A locations, power intensity and 
avoidance distances. The Department of Defense 
(DOD) Electromagnetic Compatibility Analysis 
Center gets this information for the U.S. Army 
Aviation Systems Command (AVSCOM). 
AVSCOM reviews it and provides USAASO and 
Army units worldwide with the standoff distances. 

USAASO requested that the Defense Mapping 
Agency (DMA) change the map and chart 
specifications to authorize depiction of HIRT A 
information. However, the map and chart produc
tion cycles, classification of information and 
changes to the numerous products, suggest Army 
would be better served by using a HIRT A 
supplement to distribute information. DMA agreed 
to publish the information in a HIRT A supplement. 
USAASO will forward the HIRTA information to 
DMA and provide the prototype supplement to 
Army users for review. 

Prototype Digital Chart of the World 
(DCW}-DCW was the former international map 
and chart database. This new digital prototype is 
based on DMA operational navigational charts 

(ONC). The DCW will consist of worldwide 
coverage at an approximate1:1,000,000-scale with 
the same detail associated with the paper ONC. 
Total database storage is about 5 to 10 gigabytes. 
The distribution media is compact disk-read only 
memory. The data structure is the attributed vector 
format topologically structured. The first prototype 
is slated to be the ONC G-18 version that covers 
southern California. DMA's ultimate objective of 
the initiative is to develop, refine q.nd establish a 
suite of standards that enable the exchange of 
digital spatial information. The data applies to 
aviation mission planning systems and moving 
map displays. 

Digital Aeronautical Flight Information 
File (DAFIF) and DAFIF Users' Group 
Meetings-DAFIF provides flight information 
data comparable to that published in the DOD 
Flight Information Publication in machine
readable form for automated systems. The 
database has information on airports, runways, 
navigational aids and en route and airspace data. 
These data support such applications as flight/ 
mission planning and in-cockpit displays. 

Some of the systems using DAFIF data are the 
Optimum Path Routing System for the Navy; 
Tactical Air Forces Mission Support System, 
Deployable Aircraft Mission Planning System and 
Advanced Computer Flight Plans for the Air Force; 
and the Company/ Battalion Levels Automated 
Mission Planning for the -Anny. The following 
systems are candidates for future DAFIF support: 
light helicopter experimental; C-17; C-130 simula
tor; V-22; and the DMA aerospace center simulator, 
Project 2051. 

The user's group shares user applications of 
digital aeronautical data, consolidates require
ments issues and establishes a mechanism by 
which DOD can submit consolidated requirements. 
The goal is using resources efficiently, sharing 
DOD applications and knowledge and standard
izing requirements. • f 

USAASO invites your questions and comments and may be contacted at AUTOVON 284-7773. 


