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Dale Kesten

Allen M. Burdett, Jr.

A veteran aviator and a member of the Army
Aviation Hall of Fame, Lieutenant General Allen
M. Burdett, Jr., Ret., died pmm
in San Antonio, Tex., on [BiS
July 1 following an illness.
He is survived by his wife,
Antoinette, of 414 E.
Hathaway Drive, San An-
tonio, Tex. 78209; three
sons, Allen, William, and
Douglas, and a daughter,
Margaret. From his initial rating as an Army
Awviator in June 1960 to the time of his retire-
ment as Commanding General, Fifth Army, he
set standards of excellence along the way for
those involved in the Army’s aviation program.

As the Director of Army Aviation and later as
the CG of the Aviation Center, he played a key
role in not only training the force of the day, but
in preparing the force of tomorrow, through
many key studies and doctrinal developments.

An “Allen M. Burdett Memorial Scholarship
Fund” has been established. Donations may be
made to the AAAA Scholarship Foundafion, 1
Crestwood Road, Westport, Conn. 06880.

AAAA CALENDAR

JULY-AUGUST 1980 CHAPTER MEETINGS

HE JULY 23. David E. Condon Chapter
General Membership Meeting. An Update on
Maintenance Test Flight Operations. Building
2411-B, Felker Field.

W E August 7. Check Point Charlie Chapter In-
itial Reactivation Meeting Col. Glen Marsh, Dep.
Bgd. Cdr., Berlin Brigade. as guest speaker. Col-
umbia House, Tempelhoff Central Airport
(OOM), The Clipper Room.

B E August 17. Connecticut Chapter Summer
Picnic/Social Get-Together. Lee and Marge
Wilhem host the 1980 social outing.
Thrushwood Lake, Trumbull, Connecticut.
Bl August 22. S. California Chapter joint
AAAA/AHS Professional Luncheon Meeting.
Tour and Briefing of the Army and Air Force
Test Activities. Edwards AFB Officers Club.

B W August 22. Coastal - Empire Chapter
General Membership Meefing. Chapter Projects
for the upcoming year. Hunter Army Air Field
Officers Club.

B W August 27,28 Monmouth Chapter “Sports
Days” AAAA Member and Guest Golf and Ten-
nis Tournament plus a Clamback. Fort Mon-
mouth Officers Club Courts and Course



FIREPOWER
Ahead of TIME

The U.S. Army’s Advanced Attack 76 2.75-inch aerial rockets. Weapons
Helicopter — Hughes YAH-64 — is the systems are designed for rapid reloading
most effective anti-armor weapons system under all combat conditions, round-the-
ever developed. Equipped with completely clock.

integrated weapons and aircraft systems,
the YAH-64 will acquire and destroy hostile
targets at maximum standoff ranges during
day, night and adverse weather.

Firepower options on the YAH-64 include !
up to 16 Hellfire missiles, 30mm GHAIN Hughes Helicopters
GUN?® with 1200 rounds of ammunition and 4

The U.S. Army’s Advanced Attack
Helicopter — Hughes YAH-64 — a Total
System For Battle.

} . by
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THE BAD NEWS? OUR FIRST DUES INCREASE SINCE 1974

At its 19 July meeting, the Nat’l Board “bit the bullet” and approved a
general increase in its individual and corporate member annual dues in
view of the three-year diminution in the Ass’n General Fund. The increase
has been brought about by the all-too-obvious inflation in our operating
costs over the past six years, a period in which the Consumer Price Index
has risen more than 86%, while — at the same time — the AAAA’s
operating revenues, based on an average six-year membership of 8,500 +,
have been relatively stable.

THE GOOD NEWS? THE DUES INCREASE IS BEING DELA Y ED men
The dues increase for individual memberships won’t go into effect
until October 1, and the “old $12 annual dues” will be afforded to all per-
sons applying for new membership until that date. Additionally, current
members with October, November, and December 1980 membership ex-
pirations may renew at the old $12 dues, provided that their one-, two-, or
three-year renewal memberships are postmarked prior to October 1.

NATIONAL AND CHAPTER BOWLING CHAMPIONSHIPS

The AAAA will sponsor an International (All-Chapter) Bowling Cham-
pionship wherein feams from CONUS and overseas will be invited to
compete by mail. The David E. Condon Chapter, as proponent, will pro-
vide the inter-league rules for dissemination through the National Office.

NEW MEMBERSHIP ACTIVITIES

The members in the Greater Philadelphia-Wilmington Area have react-
ivated the Delaware Valley Chapter. In Europe, AAAA members in Berlin
have also reinstituted the Checkpoint Charlie Chapter, long one of the
Association’s “Most Active” small Chapters . . . There’s still plenty of
time to win many of the Membership Sweepstakes’ prizes . .. Help us in
our membership drive by signing up a new member at pre-Oct. 1 dues!

Gy 5 By

GEORGE S. BEATTY, JR.
Major General, USA (Retired)
President, AAAA




The Boem CH-47 Chmook:

the combat support reason.

As never before, the ground com-
mander needs the sustained swift response
to the lightning strike of modern weapons
and tactics, The Chinook helicopter, proven
in combat, gives him that capability.

Today's sophisticated tanks, highly
mobile artillery, and attack helicopters
require complex logistical systems to keep
them going. And when the terrain gets
tough, roads become blocked, bridges go,
and fluid battle lines create surge demands,
supply becomes a ground commander's
nightmare.

But the Chinook can go where the
action is. It'll bring in fuel and ammunition
10 or more tons at a time, redeploy 33 fight-
ing men with weapons and supplies, leap-
frog gun crew with field pieces at 100 knots,
evacuate 24 wounded on litters, spot barrier
material, bring in vehicles and armor, re-
cover equipment, and more.

No other helicopter of its class matches
the performance of the Chinook CH47. No

other can do so many jobs so well. The more

critical the conditions, the
more you need the Boeing
Chinook.

"

MBTETEING VESTTEILE
NEL S C TP TERS
FIHUE £ EAITINEG EIVEEE
Philadelphia, Pa. 19142




OR almost twenty years | have watched

my fellow Army Aviators treated as if they

were second class citizens. While not to-
tally rejected by our non-flying contemporaries,
we have alternately been ignored, suspected, re-
sented, envied, and excluded.

Many of our ‘ground-bound” friends have
outwardly professed respedt, appreciation, and
admiration (especially during Vietnam), while in-
wardly harboring some or all of the reservations
listed above.

We dress differently!

1, for one, believe that the majority of our grief
has been brought upon us because we look dif-
ferent, i.e., we dress differently. | have worn red
and grey and green flight suits in both one- and
two-piece sets.

I have worn slick flight jackets that were
orange inside, and neat green ones. | have used
cloth and plastic and leather insignia in varying
combinations.

| now wear an unbloused grey one-piece
flight suit with a green jacket and hat. | neither
look nor feel like a soldier. I's time for a change!

I remember flying two full Vietnam combat
tours in cotton jungle fatigues. Some guys got
burned pretty badly, so the Army did two things:
it developed crashworthy fuel cells and equip-
ped its crewmembers with Nomex clothing.

| wore Nomex on a third tour and know it
works, but so does the new fuel system. The two
cures for the same ill were obviously an overkill.
Post-crash fires following survivable accidents
have essentially been eliminated.

OPINION:
LTC(P) Jerry W. Childers
contends that a good part of

our difficulties with our non-
rated brethren stems from . . .

Uniform
Madness

I suggest that Army Aviation should get into
step with the rest of the Army when it dons the
new camouflage uniform next year. What a logi-
cal time fo make the change!

The new outfit is much like the jungle
fatigues, with many pockets and a loose fit, both
of which are needed for cockpit comfort and
utility.

There will be many who argue strongly
against this proposal. Flight crewmen will resist
because Nomex is issued fo them free.

Tradeoff: More flying hours!

However, it costs the Army several hundred
dollars to equip one individual. Multiply that by
the total crewmember population, then figure in
cyclic replacement costs, and you'll have
enough money to buy more flying hours and
more aircraft, both of which we need very badly.

There will be injury-producing post-crash
fires in the future. However, following the same
logic that caused us to give up our annual flight
physical chest x-ray (too expensive for the results
to be achieved), we will eventually make a deci-
sion that Nomex is not cost-effective.

Let's do it in conjunction with the total Army
uniform change next year. I, for one, do not
want to wear a grey flight suit, a green flight
jacket, and a camouflage hat.
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Here's a maintenance-free, direct re-
placement for noisy, troublesome, high-
upkeep 2500 or 3000VA 3-phase rotary
inverters.

Highly efficient, it requires nearly 1,000
watts less input power than a rotary, yet
maintains fully regulated output power to
operate flight instruments and accessory
equipment.

It meets or exceeds requirements of
FAATSO C-73 with thermal, overload and
voltage protection circuits designed in.

Other outstanding features include:
2/3 unbalanced load capability ¢ No
periodic maintenance @ Wye or delta out-
put ® Phase lock capability ® Full input
transient protection ® Heat sinking not
required.

Itis one of our complete family of solid
state inverters. For full information, write
or phone: Jet Electronics and Technol-
ogy, Inc., Marketing Department, 5353
52nd Street, S.E., Grand Rapids, Michigan
49508. Phone (616) 949-6600.

Rota inverter problems?
Say hello to J.E.T. solid state re

liability.

4
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Jet Electronics and Technology. Inc.




LASER TRACKER
Provisions for)

DOPPLER

Ol T o

What's

A new Cobra has evolved. ne accurate target acquisi-
Doppler navigation w tion and engagement.

directs it to predeter- on the With a helmet-mount-
mined coordinates, ed sight, the crew
and provides aircraft rate cObra7 quickly aims cannon
data to the sophisticated e to TOW missile sight.

fire control system, 4 Radar warning pin-

Its unique laser- Ever yth points enemy posi-
tracker is cued by tions, allowing pilots
coded aerial or ground that helps to engage or evade,
observer laser transmis- o Weapon systems, fire
sions. Scanning ahead, it Wu fmd control, cockpit, active/
locks on the target and : passive defense systems,
directs the telescopic sight. and dynamics: These devices

Advanced fire control are found in the new
permits rapid and highly yO Cobra...today!

Bell’s AH-IS Cobra: Everything’s new but the name.



Aviation
Warrant

Officer

Overview

BY BRIGADIER GENERAL RICHARD D. KENYON,
ARMY AVIATION OFFICER, ODCSOPS, DA

previous arficles fhat have appeared in

this magazine have been devoted to per-
sonnel matters, it is appropriate and timely to
devote a full effort to addressing one element of
the aviation force structure - our Aviation War-
rant Officers.

This group of dedicated individuals
shoulders a significant portion of the aviation
burden across the spectrum of Army organiza-
tions. Recent trends of atirition show that we
have problems and my intent is to provide a
position report.

1,200 AWO’s short

The Army will probably end FY 80 about
1,200 warrant officer aviators short of total re-
quirements. Why? . . . Because our training out-
puts for the last three years has not been suffi-
cient to offset losses sustained during those
years. The increased aviation school outputs for
FY 81, which commence in October 1980, will
begin to offset those losses, but do not solve the
strength problem.

EVEN though considerable portions of the

We must retain more of our valuable assets if
we are to be able to man the Army’s aircraft. To
refain more warrant officers it's necessary to
understand who is leaving and why; then ex-
amine the causes of voluntary release from ac-
tive duty. This has been working for about a
year.

First, let's look at who's leaving. The Army
loses about 600 Aviation Warrant Officers per
vear. The breakdown: 100 permanent medical
grounding; 150 retirees; and 350 reliefs from ac-
tive duty, both voluntary and involuntary.

The last category requires more explanation
since the first two are relatively constant and can
only be slightly influenced by Army staff action.

For those aviators who graduated in FY 73,
74, and 75, the Army retained about 65% past
their initial service obligation. Those vyear
groups will continue to decline at a rate of about
5% per year.

The situation has recently changed because
we retained only 45% of year groups FY 76 and
FY 77 past the end of their initial obligation
which occurred in FY 79.




Why the change? We don’t have all the
answers yet but two broad categories are pay
and job dissatisfaction.

The first reason, pay — to include unequal
flight pay — is easy to define but harder to cure.
First termers are making career decisions in part
based upon their evaluation of the civilian avia-
tion market where they are finding opportunities
they consider more rewarding. Air Force and
Naval aviators are also making career decisions
based on that evaluation.

In an effort to provide more compensation in
this area, Department of Defense introduced
Congressional legislation, now known as the
Nunn-Warner Bill, which, if passed, would in-
crease flight pay for both commissioned and
warrant officer aviators by 25%. There are other
features of the bill which will benefit all members
of the force, if enacted.

Unequal flight pay, long an emofional issue in
the Army, is once again being studied. Unequal
flight pay between commissioned and warrant
officers is considered an inequity by many war-
rant officer aviators who feel that equal cockpit
duty should earn equal incentive pay.

A recommendation to equalize flight pay —
more correctly called Aviation Career Incentive

A FIRST!—CPT Mary J. Carr, shown per-
forming a pre-flight inspection with her
Instructor Pilot, CW3 David Craig, be-
came the first female helicopter pilot to fly
the US Army’s new Sikorsky UH-60A.She
recently completed her Black Hawk tran-
sifion training at USAVVNC, Ft. Rucker.
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Pay — has been forwarded by the Army to the
Department of Defense. Legislative changes and
funding will be required to effect such a change
and we may be two to three years away from
equalization if the Department of Defense con-
siders the request valid.

Job dissatisfaction is much harder to define
and resolve since the problem is centered both
in duties in aviation units and perceptions of a
future career. MILPERCEN and the Army
Research Institute are both working to under-
stand the problem better and to identify what
causes people to choose other careers.

Entire program under study

The entire Aviation Warrant Officer Career
Program is currently under study to see what
improvements can be made in the near term to
encourage more aviators to remain in the Army.

Some warrant officers consider admini-
strative extra duty tasks such as mess, motor, or
supply officer of the unit to be menial and
beyond what they were trained to do. These are
crucial tasks in a unit's operation and are nor-
mally performed by commissioned officers in
many units, especially in non-aviation units.

Examination of internal Army selection
policies has already produced some beneficial
changes. For example, selection for fixed wing
qualification now is done by a board of five war-
rant officer aviators, and both aviation and non-
aviation warrant officers now sit on the DA Com-
passionate Review Board.

To be eligible for fixed wing training, an
aviator must have completed at least seven years
of aviation service. To be selected, the aviator
must have served numerous tours with troops
and have a top-notch file. We finally have a
policy that's fair and rewards high quality service
with troops.

Cobra training selection

Another change in policy is the way AH-1
Cobra training selection is made. Formerly, 100
annual quotas went to CW2s and CW3s enroute
to new stations while 100 went to “turn around”
Initial Entry Rotary Wing (IERW) graduates. Sen-
ding W2/3’s through Cobra school enroute to a
new assignment produced the number of Cobra
pilots required but loaded the Cobra force with
senior warrant officers.

Beginning in October, 1980, that ratio will be
changed, providing 150 quotas to IERW “turn



arounds” and 50 quotas to W2/3’s which will
infuse the force with a better mix of youth and
experience.

Job dissatisfaction can also be described in
terms of career uncertainty, often expressed as
“I will be behind my contemporaries if | don’t
get a certain school,” or “What should | be do-
ing at this stage of my career,” or “l have my
associate degree. Why can't the Army send me
for a bachelor’s degree?"”

Army Aviators are high achievers as a group
and their aspirations for continued self improve-
ment are high. DA PAM £00-11, “Warrant Of-
ficer Professiciial Development”, is a good
guide for visualization of a career but obviously
more needs to be done in this area to advise
aviators not only what is desired but also what is
possible.

Finally, where does all this leave us?

Are we in irrevocable frouble concerning
strength, policies, and procedures?

What's the outlook for the future?

Generally speaking, we're not doing too bad-
ly. While our attrition is up over previous vears,
the causes of that attrition are being assiduously
sought out. There is firm support from high
leadership levels to change what needs fo be
changed.

I hope that Aviation Warrant Officers
everywhere will share their concerns and sug-
gestions to help us sort these problems out for
the benefit of our personnel and the betterment

of Army Aviation and the Army.
w someone is killed, it is only natural for
all members of that unit to want all the

facts surrounding the mishap. Understandably,
aviation personnel are especially concerned
about what caused the crash. This concern goes
far beyond curiosity. The question in their
minds are legifimate ones and highly relevant to
their own safety.

Did a mechanical problem cause the crash?
If so, was it caused by maintenance error? Was
materiel failure involved? Is the problem
peculiar to a particular aircrafi? These are only a
few of the many questions that come to mind.
And they need to be answered. Unfortunately, in
some instances they are not.

The need to tell unit personnel of the circum-
stances of a mishap is twofold; To prevent other
mishaps from similar causes and to lessen any

HEN an aircraft crashes, particularly if

11

ANOTHER FIRST!—LT. Patricia Fleming
recently became the first woman to com-
plete the Army’s CH-47 Chinook Aircraft
Qualification Course at Ft. Rucker, AL. A
member of the Whirly Girls, she’s a USAR
officer with the 190th Trans Co in Kansas.

CH-47 course lasts about six weeks.

anxiety or apprehension that air, ground sup-
port and maintenance personnel may have. The
question, then, is who to ask.

During the on-site crash investigation, board
members gather important facts. From these
facts, they draw conclusions. These conclusions
are then translated into findings.

Command group has authority

When the on-site investigation is completed,
the board briefs the appointing authority and
the unit command group on all the preliminary
findings. This is followed at a later date, usually
20 to 30 days after the investigation, by a formal
wriften report to the commander. This report in-
cludes both findings and recommended correc-
five actions.

It is the command group, then, that has the
authority fo pass on - for accident prevention
purposes -the information made available to
them. The investigation board has no such
authority. So, it becomes not only the respon-
sibility but also the obligation of command to
tell unit members - and to put to rest all the
questions - about not only what caused the
crash, but also what has to be done about it.
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IRE strike protection for Army
w helicopters and their crews is

on the way. Unfortunately, too late for
some; but fortunately, in time for many.

To the uninitiated, this may not seem like a
very big deal. The average citizen views com-
munications and power cables as an unobstru-
sive necessity but to the helicopter pilot these
wires are a dangerous obstacle to the comple-
tion of his mission. In-flight wire strikes are a
serious threat during all-weather daytime and
nighttime helicopter operations such as terrain
flight (NOE, low level, contour), inclosed area
takeoff/landing, and confined area maneuver.

The U.S. Army’s growing emphasis on these
operations is a major reason for the recent in-
crease in wire strikes experienced. In the 19
March 1980 Flightfax, the U.S. Army Safety
Center reported that in the first four months of
FY 80, four lives were lost in wire strike mishaps
and four helicopters were destroyed.

Despite. peacetime training emphasis on
avoiding wire strikes, the Army Safety Center
reports that during the period 1 January 1974 to
1 January 1980, wire strikes accounted for:

8% of total Army aircraft damage

6% of total Army aircraft injuries
16% of total Army aircraft fatalities
The loss of men and materiel in peacetime

due to wire strikes is a serious problem that may
be greatly amplified in a combat situation, ad-
versely affecting mission effectiveness. Typically,
in a hostile environment we can expect the
enemy to siring wires as an intrusion counter-
measure. Since the emphasized operations re-
quire flight close to the ground during varying
degrees of visibility, the hazards presented by
wires cannot be eliminated. However, the effects
of these hazards can be effectively reduced by
configuring the helicopter system to withstand
wire strikes.

Many benefits

Increasing helicopter survivability to the wire
strike threat will result in fewer mishaps, and
therefore, increased aircraft availability, de-
creased maintenance, reduced casualties, and
improved mission effectiveness.

The Applied Technology Laboratory (ATL)
of the U.S. Army Research and Technology
Laboratories (AVRADCOM), located at Fort
Eustis, Virginia, has been active in analyzing the

Wire Strike Protection
for Helicopters

Aerospace Engineer LeRoy T. Burrows with the Applied
Technology Labs at Ft. Eustis, Va., reports on the actions
being taken to counter this serious operational threat.




FIG. 1—The W5SPS upper cutter that is designed
fo profect the main rofor controls of the OH-58.

wire strike problem and defining concepts that
will make a helicopter more tolerant to this
threat. In 1978 the author visited the Canadian
National Defense Headquarters (NDHQ) to
review the design of a Wire Strike Protection
Concept conceived by Bristol Aerospace,
Ltd. (BAL) under NDHQ sponsorship.

Ironically, their concept was almost identical
to one for which ATL was formulating a
development effort, except the ATL concept in-
cluded skid gear protection. It was pointed out
that U.S. Army wire strike mishap statistics
strongly supported the need for skid gear pro-
tection from wire snags and that this would be a
worthwhile addition to the Canadian design.

BAL redesigned their concept to include skid
gear protection and named it the Wire Strike
Protection System (WSPS), resulting in a de-
sign that is consistent with U.S. Army goals of
simplicity, light weight, retrofit suitability, low
cost, and high effectiveness for any wire strike
protection concept.

The WSPS is a cutter/ deflector system with
an upper cutter (Figure 1) to protect the main
rotor controls; a lower cutter (Figure 2) to pro-
tect the skid gear; and a windscreen center post
deflector with a serrated cuiting edge insert to
deflect wires to upper cutter, to cut copper and
aluminum wires, and fo enhance centerpost
structure.

The WSZPS is a passive system, having no
moving parts. Upon wire impact, the helicopter
momentum deflects the wire/cable into the up-
per or lower wedge-shaped cutter that’s notched
to the extent required for easy breakage in fen-
sion. The total OH-58A WSPS weight is 16.3
pounds, including all supporting structure and
the mounting plates.

In May 1979, the Canadian WSPS was quali-
fied for Canadian Kiowa helicopter (OH-58A)
application. BAL conducted a series of 52 wire
cutting tests at a Gimbli, Manitoba, Canada site
by mounting a deflector and upper cutter on a
wrecked Kiowa fuselage, rigidly securing this to
the flatbed of a truck, and driving the truck into
various wires.

Test variables included speed (15 to 60
mph), vaw angle (0 to 45°), and strike location
(nose to top of cutter). The author arranged for a
DARCOM/TRADOC/ Safety Center team to wit-
ness part of this test series. Concurrently, the
Canadian Aerospace Engineering Test Estab-
lishment, conducted a flying qualities qualifica-
tion of the OH-58A with the WSPS installed. (No
wires were cut in these tesis). All wire cutting
tests were successful and no significant effects
upon aircraft performance were noted.

Upper cutter validated

The wire cutting test method employed by
BAL validated upper cutter and deflector design
objectives but did not test the lower cutter and,
because the aircraft was rigidly fixed to the truck
bed, did not answer questions regarding aircraft
pitch and yaw changes and deceleration loads
during the wire impact and cuifting sequence,
and their potential effects upon aircraft control,
crew, and blade flapping.

To answer these questions, and thereby de-
termine suitability of a WSPS for U.S. Army air-
craft application, ATL acquired WSPS compo-
nents from Canada under a standardization loan
agreement to conduct a series of tests in the
United States. Inasmuch as a manned flight

. Y |
FIG. 2—The Wire Strike Protection System’s
lower cutter designed to protect the skid gear.




through wires posed an unacceptable risk, a test
approach was selected that would nearly dupli-
cate the free flight condition.

The tests were performed at the NASA Lang-
ley Research Center's Crash Impact Dynamics
Research Facility, Hampton, Virginia, which u-
niquely permits helicopter pendulum swing
tests (Figure 4). In these tests the aircraft was
supported only by the rotor mast, as it would be
in normal flight.

The Army's test specimen was an OH-58A
helicopter that had been retired from service
and was being used for maintenance training by
the U.S. Army Transportation School. It was ful-
ly equipped OH-58, less avionic equipment.
The aircraft was prepared for testing at ATL, to
include installation of the Canadian OH-58A
Helicopter Wire Strike Protection System.

“Wires cut with ease!”

Successful cuts of a 10M steel 3/8-inch-
diameter cable carrying a 50-pair communica-
tions cable were made, each with the upper and
lower cutter. This was the first test of the lower
cutter. As a final test, two .419-inch-diameter
copper high voltage power transmission cables
were strung above a 10M messenger and a
50-pair commo cable. These multiple wires
were cut with ease, deflecting into the upper and
lower cutter simultaneously (Figure 4).

In these tests the aircraft velocity at impact
was 40 knots and the yaw angle was 15°. The
atitude changes and aircraft loads recorded
were analyzed and found to be insignificant for

all tests.
s
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FIG. 3—lllustration of pendulum swing tests
performed at NASA’s Langley Research Center’s
Crash Impact Dynamics Research Facility.

FIG. 4—Langley Research Center test sequence
with OH-58 Kiowa in the bottom of its pen-
dulum arc cufs multiple wires simultaneously.

In addition, ATL fabricated an adapter kit to
fit the OH-58A WSPS on an OH-58C. This hard-
ware was shipped to the U.S. Army Aviation
Engineering Flight Activity (AEFA), Edwards
AFB, CA, where it was installed on an OH-58C
and given flying qualities tests. No adverse ef-
fects on the lateral stability of this aircraft were
noted (no wire cuiting was attempted).

Also, ATL arranged for the Canadians to loan
the second WSPS production unit fo the U.S.
Army so that it could be installed on an OH-58A
at Fort Rucker to serve as a display and to permit
operational evaluation (not to include wire cui-
ting). The U.S. Army Aviation Development Test
Activity at Fort Rucker performed this installa-
tion.

The Canadians have made a decision fo in-
itiate retrofit of their Kiowas beginning in April
1980. In this country, Product Improvement
Programs (PIPs) have now been submitted for
the OH-58, UH-1, and AH-1 series helicopters
in that priority, and plans for retrofitting all Army
helicopters have been formulated by Hg, AV-
RADCOM and Hq, TSARCOM.

As a result of the ATL and Canadian tests
and the alarming wire strike mishap statistics
disseminated by the Army Safety Center, the
major “users” took a supporting stand for the
WSPS.

USAREUR stated an urgent requirement for a
WSPS and requested that action be initiated to
obtain WSPS equipment in Europe in the
earliest possible time frame.




CLOSE
ENCOUNTERS

OF Tt

Close tactical encounters, close support
demand a lot from the pilot. Flying NOE
missions requires fast and accurate naviga-
tion, especially at night.

With our Projected Map Display, the pilot
can remain terrain-oriented—regardless
of weather, visibility, altitude, or speed. To
establish position at any time during flight
requires only a glance at the display.

Target hand-off is simple and straight-
forward—the PMD can display target
coordinates in lat/long and UTM grid.

Comprehensive trials in five tactical
aircraft have proven the PMD. Seven years
of operational use have demonstrated
pilot confidence and a reduction in
cockpit workload.

Features of the PMD include:

® instant orientation—north or track up
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IS WHAT?—Upon receipt, we took a long hard look at the above photo and immediately grabbed

for the tranquillizers. Shown in this November 1957 bit of photographic nostalgia is “The Bored
Dragon,” the USA Aviation (Test) Board’s unique unit costume for the 57 Ft. Rucker Halloween Par-
ty. A 68-legged beast, “The Bored” is shown undulating towards the Officers’ Club in its uncertain,
multi-brained way. In addition to creating numerous traffic diversions, it's rumored the beast
decreased alcoholic consumption on the post momentarily. On snorting a loud “Set up 34! at the
0-Club Bar (while its tail was still moving through the parking lot outside), two bartenders blanched,
suspending beverage service at the Club for 13 minutes. Harassed by endless budgetary slashes,
Board officials pointed to a recent economy drive as the sole reason for the “single unit costume.”

The Eighth U.S. Army stated that the WSPS
is considered to be of critical importance to avia-
tion safety and asked what assistance can be
provided to insure early initiation of the OH-58,
UH-1, and AH-1 PIPs.

FORSCOM stated there is an urgent require-
ment now for wire strike protection for Army
helicopters and urges that WSPS PIPs receive
high priority.

UH-1 system underway

No further development is required for the
OH-58A; however, for all other systems the
basic WSPS concept will require configuration
adaptation and basic handling quantities evalua-
tion. BAL has designed a UH-1 WSPS con-
figuration under contract to the Canadian
NDHQ that will also be available to the U.S. Ar-
my for retrofit initiation for this aircraft in FY 81.

The AH-1S will require developmental efforts
to adapt the basic WSPS concept to this more
complex weapons system. It is important to
point out that during the competitive procure-
ment process another wire protection system,
other than the one described herein, could be
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selected. This would more than likely affect the
retrofit schedules stated above.

In summary, though not a panacea, the Wire
Sirike Protection System is considered to be
crifical survivability equipment for Army heli-
copters. The WSPS has been qualified in
Canada and by the U.S. Army and is ready for
OH-58A retrofit now.

70% effectivesness

Based upon mishap data one can deduce
that the WSPS will be at least 70% effective in
preventing wire strike accidents. Therefore, it
can be postulated that for peacetime operations
the WSPS will reduce Army Aviation damage by
5.6%, aviation injuries by 4.2%, and aviation
fatalities by 11%.

In a combat situation, the WSPS can be ex-
pected to be even more prolific in preventing ac-
cidents and casualties because of the increased
threat.

The approval and funding of the wire strike
protection PIPs is another indication that flight
safety is high on the list of Army Aviation
priorities.
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ABOVE: Courteous Atlanta Convention Bureau
personnel assist in the on-site Convention Regis-
tration process. BELOW: Thanks to the Army
Aviation Museum and LTC Tom Sabiston, its
curator, an Army L-4 surprised Conventioneers
as a main lobby display in the Sheraton-Atlanta.

BELOW: Instead of a traditional “Cof-
fee Break,” attendees enjoyed a refreshing “Pop-
sickle Pause ” in the Exhibit Hall. They're shown
peeling the papers from their ice cream sticks.

ABOVE: Protocol
Chairman “Bill”
Pollard, r., with Hall
of Fame principals,
l-r, Willa Marr, Bet-
ty and Mel Cook.




BELOW: President

Beatty, 1., and Mrs.
Robert M. Shoema-
ker, r., flank HRH
Prince Faisal and
Princess Asiya.

ABOVE: AAAA President Beatty (at lectern)
provides an abbreviated Annual Report during
the AAAA General Membership Meeting pre-
ceding the second day’s Professional Sessions.

g ™ )

ABOVE: A 5-piece Dixieland Band entertains
attendees at the Penthouse “Box Lunch”.
BELOW: General Edward C. Meyer, r.; and
doseph C. Cribbins, center, ODCSLOG, are
shown in a moment of preAwards Banquet levi-
ty with MG James C. Smith, left, ODCSOPS.




VOTED Some of the attendees shown KNEELING,

“THE MOST HOSPITABLE CHAPTER” Ir: Rick Brown, CPT David Meeks, Debbie

Poteat, Carol Brown, Laurie Hesson, Bea
BY 1980 CONVENTION ATTENDEES Kempster, Ruth Luce, CPT Dennis Williamson.

* % K
SITTING, I-r,Clare Poteat, Carolyn Ditton, Rita
T s Geary, Thyra Bonds, Joyce Hesson, COL(P)
20 James Hesson (Chapter President), Peg Mai-




Hospitable Chapter

thews, Tillie Rowlan, Sandra Berdux, Marjorie
Kellogg. STANDING, l-r, Don Luce, John
Geary, COL Jim Poteat, MAJ Robert Laposky,
COL Sy Berdux, LTC Jack Kempster, MG Story
Stevens, COL Terry Gordy, COL Kenneth
Kellogg, Paul Hendrickson. PRESENT at Con-
vention, but not in the photo: BG Ed and Mary

e

Lynne Browne, Gene and Marie Phillips, Jim
Matthews, Jack Keaton, Bob Filby, Ralph and
Loretta Parr, Marc Hilbert, Glenn Lewis, Judy
Gordy, J.K. Bush, Brad Atwood, COL(P)
Chuck and Lillian Drenz, COL Walt and Ellie
Rundgren, Sus Stevens, and Charlie and Patty
Crawford. 21 (Rene Bidez)



Some twenty military and industy speakers made
presentations to the 525 + persons in attendance at
the professional sessions at the Army Aviation Assoc-
iation’s 1980 National Convention in Atlanta, Ga.
* % &
The speakers, whose photos are shown on these
pages, included key Department of the Army offi-
cers in the areas of operations, logistics, and per-
sonnel. The theme, “Army Aviation — A Report for
the '80's”, also devoted major programming seg-
ments to reports from three corporate presidents and
two aerospace vice presidents.
* k%
Updates on four major hardware programs (AAH,
UH-60A, ASH, and CH-47D) were provided as were
user reports from USAREUR; Fts. Hood, Campbell,
and Carson, and the Canal Zone.

MG Webb
DCSOPS

ADCSPER

COL(P) Drenz

COL Rundgren
UH-60A PM

ASH—PM

GEN Robert M. Shoemaker
AAAA Presentations Chairman

LTG Gregg
DCSLOG

COL Gordy

MG McEnery
CH-47D Mod PM Hq FORSCOM



Professional Sessions

-y oocume

ABOVE: The 1980 AAAA Professional Sessions in Atlanta are opened by Pres. George S. Beatty,
Jr., (at lectern) with the introduction of GEN Robert M. Shoemaker, Commander, FORSCOM.
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J.F. Atkins W.P. Jones W.J. Crawford, III J.G. Real
Bell Helicopter Boeing Vertol General Electric Hughes Heptrs

= '\ L L a— 3
MAJ McGinty CPT Cook COL Pulliam LTC Goodin CPT Gilbertson
6th ACCB 101st Abn Div Hq USAREUR 210th Avn Bn 4th Inf Division 23




MONMOUTH CHAPTER CORPUS CHRISTI
GET WIRED! CHAPTER

AIR ASSAULT
CHAPTER

A

24 FORT HOOD CHAPTER DAVID E. CONDON
HOOD TIME! CHAPTER



Hospitality Sultes
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ARMY AVIATION CENTER CHAPTER
PEANUTS!

CONNECTICUT CHAPTER
DAMN YANKEES!

WASHINGTON, D.C. CHAPTER
MOVERS! HEAD SHEDDFRS!




Thirty-two aerospace and
military exhibitors utilized 63
separate 8 x 10 booths at the
1980 AAAA National Con-
vention. Reached by double
escalators from the main lob-
by, the various exhibits were
located on the street level in
one large AAAA Exhibit Hall,
As in 1979, the Exhibits were
viewed during the opening
LCarly Birds Reception, the
Convention’s several one-
hour refreshment breaks and
the final Saturday afternoon
open exhibit period. The Hall
was closed during all profes-
sional presentation periods
to allow all exhibit personnel
to attend the same Ass’n prof-
essional programming. The
wives of attendees had a spe-
cial one-hour viewing session.
ok K
PHOTOS THIS PAGE

Top left—Boeing Vertol—A
D-Model rollout photo is
viewed by William P. Jones,
left, Boeing Vertol's Director,
Medium Lift Helicopter Pro-
grams, and COLs Lewis J.
McConnell,” AEFA Com-
mander, and Bob Bonifa-
cio,* President, USA Avia-
tion Board; and LTC Robert
S. Young, 101st Abn Div, Ft.
Campbell, KY.

Left—Hughes Helicopters—
Hughes President Jack G.
Real, left, explains a feature
of the Army’s YAH-64 Ad-
vanced Attack Helicopter to
LTG Jack Wright* and COL
Daniel J. DeLany, Aircraft
Survivability Equipment PM,
as Carl D. Perry,” Hughes
Executive VP, looks on.

Bottom left—Marconi Avion-
ics—dJohn D. Bolton, center,
Marketing Engineer, and
Wayne W. Stokes (2d from
left), Marconi Program
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Manager, brief 1. to r. COLs
Bill Hobbs (Hq, FORSCOM),
Darwin A. Petersen* (AVRA-
DA, Fort Monmouth) and
John J. Stanko* (Chief, Ar-
my Aviation Division, NGB)
and LTC Marion J. Goodin,
,Commander, 210th Avn Bn
(Canal Zone).

'Top right-Sikorsky Aircraft
‘Division—Jolm R. Soehnlein

of Army Marketing stands in
front of the giant one-armed
bandit that comprised a
quarter of Sikorsky’s exhibit
space. The 3-screen game
‘that “paid off” whenever a
Quad-A emblem appeared in
‘one or more of the screens
 proved to be one of the Hall's
'most popular exhibits.

Right—General Electric Co.
GE Vice President “Bill”
 Crawford, cen., and George
’Burkholder, far right, a GE
Human Factors Engineer, dis-
cuss the T-700 turbine engine
with, I-r, MAJ Jack Sheehan
(in civvies), 11th Aviation
Group S-4; COL Terry L.
Gordy, Program Manager,
CH-47 Mod Program, and
COL Dick Stoessner,* Depu-
tv Commander, USA Trans-
portation Centerand Fort Eu-
stis, Va.

Bottom right— Rockwell Col-
lins—Maurice Mowrer (at far
right), Marketing Manager,
Telecom Products, and Dan
‘Kothenbeutel (far left),
Marketing Manager, Gov-
ernment Avionics, brief —
left to right — BG Charles E. BT -0
Canedy,* AAAA’s USA- e
REUR Regional President;
MG James C. Smith,*
ODCSOPS, DA; and COL
Bob Molinelli, Hq, Il US
Corps, Ft. Hood, Texas.
‘Denotes Member, AAAA
National Executive Board.
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1980 Hall of |

Top Left: Major General George S. Beatty,
AAAA President, greets the Hall of Fame Lun-
cheon guests, and introduces General Hamil-
ton H. Howze, left photo, the Chairman of the
Army Aviation Hall of Fame Board of Trust-
ees and the Luncheon Master of Ceremonies.
Top and bottom center photos: The Hall of
Fame head table. Top right: 1980 Inductee,
LTG Allen M. Burdett, Jr.; Mrs. Beatty; and
GEN Howze. Right: Hall of Fame Inductee
CW4 E.M. “Mel” Cook and his wife, Betty, are
applauded on their way to the head table.



ime Inductions

Bottom right: Mrs. Golda Marr, center, the
mother of Inductee John Marr, is surprised on
her 79th birthday as the members of her fami-
ly get ready to help her blow out the candles.
The man with the matches, General Shoema-
ker (rear) gets ready to light the cake as soon
as Dotty Kesten places it on the table. Bottom
left: The widow of 1980-1983 Inductee, LTC
Robert L. Runkle, left, and Inductee Joseph P.
Cribbins, right, of ODCSLOG, Department of
the Army, are shown during the ceremonies
held at the 1980 HOF Induction Luncheon.
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1980 Ha

Clockwise, starting with t
bottom left photo. ‘Joe’ Cri
bins, “Mr. Army Aviation

gistics,” and Hall of Fam
MG William J. Maddox, J
l., after porirait unveilin

Left: CW4 and Mrs. E.
Cook, are flanked by HC
member LTG ‘Bob’ Willia

and Mr. and Mrs. Reging
Nelson, r., the Inductee’s si
ter-in-law and her husban

Top left: MG George S. P
nam, Jr., center; HOF me
ber LTG John J. Tolson, I
left; and Mrs. Putnam liste
attentively as Gen. Putna

Hall of Fame citation is rea

Above: WWII—Korean W
veteran LTC Arthur W. ‘Pe
Barr and Mrs. Barr stand b
side the former’s portrait j
unveiled by Hall of Fa
member Glenn Goodha
Top right: HOF membe
CW4 Mike Novosel, left, al
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Frank N. Piasecki, right,
flank Inductee COL John W,
Marr and, left to right, his
wife Willa; his mother, Mrs.
Golda Marr; his daughters,
Connie and Kathie; and his
niece, Cindy Jones.

Right photo: Longtime friend
and fellow HOF member
LTG Harry W.O. Kinnard es-
corts Inductee LTG Allen M.
Burdett, Jr., center, and Mrs.
Burdett to the portrait site
where the Hall of Fame por-
trait was first unveiled.

Bottom right: The portrait of
1980-1983 Inductee LTC
Robert L. Runkle is viewed
by the members of his family.
— l-r, his widow, Mrs.
Runkle; his son, CPT John
Runkle; his daughter, Sari;
and his son, Robert, and
daughter-in-law. MG James
C. Smith, a Hall of Fame
member, escorted the family
to the portrait unveiling site.
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Clockwise, starting with the top left photg
are—Bell—James F. Atkins, c., BHT Pres.
and Robert R. Williams,* BHI President,
cover some ground with GEN Robert M
Shoemaker, right, CG at USA FORSCOM

Top center—Agusta— Walter J. Wosicki, left
Asst VP & Dir of Materiel of the Italian Air
craft Corp., briefs COL “Walt” Rundgren
right, ASH PM, on company areas of interes

Top right—Sanders— Chatting at the specia
ASE booth are, l-r, COL Daniel J. DeLany
ASE PM; Thyra V. Bonds,* Ch, PM Divisiol
ASE Ofc; Dr. Eugeéne S. Rubin, VP & GM
DSD, Sanders; MG Edward M. Browne, the
AAH-PM; and Dr. John R. Kreick, PM, DSI

Right—Singer Link—BG Glenn Goodhand
Ret.*, cen., is shown with Dave Woods, left
Mgr, USA Tng Sys Sales, and John A. Todd
Ret., of Singer's Washington, D.C. office
*AAAA National Executive Board Member




thirough
Alreealt Survivability Equipmedt (ASE)

Bottom right— Martin Marietta—Dan A. Pe-
tersen (2d from right), VP, Adv Sys & Plans,
briefs, 1-r, MG John W. McEnery, Chief of
Staff, FORSCOM; BG Robert M. Leich,*;
and AAAA President MG George S. Beatty.*

Below— Grumman—Dr. Renso Caporali, 1.,

Joel DiMaggio, and Ron Corl of Grumman

Aerospace update MG Harold I. Small, CG

of USA Transportation Center & Ft. Eustis. ' &
Bottom left—Lockheed Missiles & Space— E A\ i
GEN R.M. Shoemaker, cen., queries Jack T. ‘

Grover, right, Dir, Adv Sys Div, and J.R. Ab-

bott, Mgr, Army Prog Mktg, as, left, COL

John W. Marr, AAAA SrVP*, and COL Em-

mett F. Knight, Commander, Applied

Technology Laboratory, look on.

Left—Beech—J.K. Mackay, center, Mar,

Aerospace Shows & Exhibits, is shown with

LTG “Jack” Wright,* left, and LTG “Bob”

Williams,* r., at the Beech C-12D exhibit.
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ABOVE: AAAA ladies board busses fo four
Atlanta and the home of Prince Faisal. BELOW:
The “Most Outstanding Chapter”, the Avn Cir
Chapter, I-r, Dean Cunningham, CPT Dave
Ahearn, LTC Robert Price, COL Bob Bonifacio,
MAJ Ward Coleman, and Tom Sabiston.

BELO‘W Greetmg attendees at the President’s
Reception are, . to r. facing left, Art Kesten, Ex-
VP, AAAA; Dotty Kesten; MG George S. Beat-
ty, Ret., AAAA’s President; and Mrs. Beatty.

" nj“

ABOVE President
Beatty chats with
General Edward C.
Meyer during the
Awards Banquet.
BELOW: Greeting




Mrs. Rose Marie
Swallow (r.) at the
Ladies’ Coffee are Jo
Goodhand, Jean
Williams, and (hid-
den) Millie Leich.

b

ABOVE: Following their morning “Coffee”,
COL George A. Morgan, a member of an ODC-
SPER, briefing team, discusses ‘The Aviation-
Career,” with the AAAA ladies in attendance.

ABOVE: James .T. “Butch” Kerr, center, the
1959 “AA of the Year”, chats with Art Kesten,
r., AAAA’s ExVP, and Staffer Wally Kyle. BE-
LOW: Three happy Conventioneers relax after
the Banquet while Rene Bidez, r., the Conven-
tion photographer, jumps into his own picture.




'Army National Guard Dedicates Its Newest
Aviation Support Facility at Davison AAF

largest — and the newest — Army Na-
tional Guard Aviation Support Facilities
_ in the United States. The largest, which is shown
in the photograph that appears immediately be-
low, is located at Fort Indiantown Gap, PA.
This facility, which could house a regulation
football field, is home for a unique mix of Army
aircraft, including the CH-54 Tarhe, CH-47 Chi-
nook, UH-1H and UH-1C/M Iroquois, OH-6
Cayuse, and U-3 aircraft.
In the foregound is the building which
houses the 2B-24 Simulated Flight Training
System (SFTS). Although utilized by aviators

T HE photographs on this page depict the

ABOVE: The largest Ar-
my National Guard Avia-
tion Support Facility lo-
cated at Fort Indiantown
Gap, PA. RIGHT: The
District of Columbia’s
Army National Guard
Aviation Support Facility
located on Fort Belvoir's
Davison Army Airfield.

from the Active Army, the U.S. Army Reserve,
and the Army National Guard, the SFTS is com-
pletely managed and operated by the Army Na-
tional Guard of Pennsylvania with staff su-
pervision from the National Guard Bureau’s
Aviation Division.

The second facility, which is shown in the
lower of the two photographs, is the District of
Columbia Army National Guard Aviation Sup-
port Facility. The ribbon-cutting ceremonies for
this new AASF took place on June 14 when the
official dedication program was held.

This AASF is unique in that while operated
100% by the Army National Guard, it is lo-
cated on Fort Belvoir's
Davison Army Airfield.
Then too, it is located in
Virginia although it is the
home of “District of Col-
umbia Army National
Guard Aviation.”

Sometimes the Guard
is quite complex.




XPANSION of Army National Guard

(ARNG) aviation programs has elevated

the status of its aviation units from their
former “poor country cousin’ role to a force of
well-trained professionals with modern facilities,
aircraft, and equipment.

Aircraft availability rates for its fleet of 2,500
to 2,600 aircraft are second to none. Managing
a program of this scope requires constant atten-
fion to innumerable defails but the ullimate key
to success lies with people and their productivi-

The addition of modern, up-to-date equip-
ment has enabled ARNG aviation units to
launch vigorous “hands-on” fraining programs
aimed at achieving maximum MOS qualification
for aviation maintenance personnel. All ARNG
aviation maintenance, up to and including
AVIM (with limited depot level repairs when ap-
proved by DARCOM), is accomplished by
Guardsmen. That maintenance not accomplish-
ed by Army National Guardsmen during unit
fraining assemblies or annual training is ac-
complished by Army National Guardsmen in
their technician capacity.

Program objectives are twofold

Without getting into a formal mission state-
ment for ARNG aviation units, it can be quite
simply stated that their objective is to train their
personnel to assure high levels of proficiency
and to maintain a combat-ready fleet of aircraft
that can be rapidly deployed.

To provide the necessary maintenance sup-
port for attaining these objectives, each state is
organized with one or more Army Aviation Sup-
port Facilities (AASF's), each with an AVUM and
limited AVIM capability and, in some instances,
with an Army Aviation Flight Activity (AAFA)
possessing only an AVUM capability. Mainte-
nance not performed during annual training or
during unit training assemblies is accomplished
by technicians at the AASF’'s and AAFA's.

It becomes immediately obvious, therefore,
that the difference in the basic organization of
these facilities, as compared with active Army
units, necessitates a different method for defer-
mining personnel and technician requirements.

In the summer of 1976, the ARNG Aviation
Division began studying the means by which in-
formation could be gathered that would enable
them to determine maintenance technician re-
quirements. Great care was taken in developing
the system to insure that the data base it produc-
ed would be of unquestioned accuracy and in-
tegrity that would allow firm recommendations
to be made for updating the manning docu-
ments of the aviation maintenance facilities.

Additionally, close liaison was established
with management analysis personnel of the AR-
NG Comptroller Division to further insure that
valid and accurate data were produced. The
product that eventually evolved was called the
Aviation Manpower Accounting Data System
(AMAD). Initially, eight states volunteered their
time and effort to assist in developing realistic
methods that could be used at the AASF/AAFA
level.

These eight states, (AL, FL, ME, MN, OK, OR,
TX, and WV), provided an ideal cross-section of
ARNG facilities and aircraft fleet composition.
The geographic dispersion of these original
states also provided a means to compare the ef-
fect of regional climatic differences on man-
power requirements of the states.

A two-part system

AMAD is a two-part system for recording and
reporfing the maintenance that is done at the
AASF's and AAFA's. Specifically, the first part is
a generalized record and report of total techni-
cian duty time expenditure categorized as direct,
indirect, and administrative services. The sec-
ond part is a more detailed record of the amount
and kind of specialized services needed to main-
tain each type of aircraft in the ARNG fleet.

meeeesssssmm— Availability Rates Second to None! sosssssssssm——n

AMAD!

The Chief of the National Guard Bureau’s Army Aviation Division,
John J. Stanko, cites the Aviation Manpower Accounting Data System
as a tool that aids in the determining of maintenance technician needs




Forms AMAD 1 through 7 were developed to
gather and consolidate needed information and
at the same time minimize administrative time
required for their preparation. The keystone
from which all data are developed is the AMAD
1 Time Ticket shown in Figure 1.

It is from this form that information is ex-
tracted for preparation of the AMAD 2, 4 and 6
Forms, showing where man-hours are spent and
the AMAD 3, 5 and 7 Forms, summarizing
man-hour expenditure by aircraft type and
system. A diagram showing the flow of the forms
and the personnel resaponsible for their
preparation is shown in Figure 2,

Personnel required to furnish data for AMAD
are the Aircraft Pilot Supervisor (Maintenance
Officer) and his subordinates. In essence, this
encompasses the total maintenance operation at
each facility. Properly executed, AMAD involves
each individual in the collection, analysis, ad-
justment, and reporting of information about
their duties and responsibilities.

It provides an in-depth means for determin-
ing where maintenance man-hours are being
expended; therefore, AMAD becomes a useful
management tool at the facility and state level as
well as for the National Guard Bureau.

If a program is to be successful, it must be
kept as simple as possible, commensurate with

AMAD-1 Indiv Ticket
{Individual)

-
AMAD-3 Daily MOS
Report
(Team Leader)

|
AMAD:-2 Indiv M/H
Report
(Team Leader)

AMAD-4 Foreman
Recap/MO
(Foreman)

AMAD-5 MDS Recap
Monthly
(Supervisor)

L]
Other
Inputs

AMAD-6 M/H Re-
port Monihly
(Supervisor)

AMAD-7 MDS Re-
port Monthly
(Supervisor)

AMAD-6 and AMAD-7
(Facility Manager)

AMAD-6 ahd AMAD-7

FIGURE 2  (Naf'l Guard Bureau)

the complexity and depth of data required.
Every effort has been made to minimize ad-
ministrative time expenditure for the “wrench-
turning” mechanic. His only administrative re-

quirement is to complete his dailiy AMAD-1
Form,

Man-hours are broken down into quarter-

NAME
MHRS CODE MDS SYSTEM

AMAD TIME TICKET
ASSIGNMENT

DATE
REMARKS

L 3¥NOId




AMAD FUNCTIONAL CODES

01 Maint Services 03 Quality Control 05 Maint Support Svcs
01.1 PMD 03.1 A/C Inspections 05.1 Afip/Alert/Firefging
01.2 PMI 03.2 FAC Inspection 05.2 Flight Support
01.3 PMP/Phase 03.3 Tech Publications 05.3 ARNG Support
01.4 Repair 03.4 Tech Assistance 05.4 Supervision
01.5 Replace 03.5 Historical Records 05.5 Administration
01.6 Cleang/Gnd Handl 03.6 Calibration 05.6 Cleanup/make ready
01.7 MFT/MOC . 05.7 Facility Maintenance
01.8 Tech Compli Rqmt 0% Sy 05.8 GSE Shop Equip
01.9 Spec Inspection 04.1 Paris Acquisition Motor Vehicles
01.10 Local Manufacture 04.2 Warehousing 05.9 ALSE
01.11 Troubleshooting 04.3 Inventory Control 05.10 Training
02 Production Control 044  Parts Res/Expeding  05.11 Meetings
02.1 Aicraft Scheduling 04.5 Supply Admin 05.12 Travel
02.2 Aircraft Status 04.6 Property Book 05.13 Other
02.3 Shop Coordination 04.7 POL Control :
02.4 Work Req/Monthly 04.8 Central Issue Facility 06 Nonavailable Time

Maint Reports 04.9 Tool Room Keeping 06.1 Leave
02.5 AMAD Rpstl ltems 06.2 Breaks

FIGURE 3

hour increments; the code column refers to
labor subdivisions that are listed in Figure 3. To
further illustrate, the 01 codes are all direct labor
tasks of which there are 11. They are provided
to reduce the amount of writing that must be
done by the mechanics and as an aid to simpli-
fying the system. Codes 02 through 05 are in-
direct support functions with two exceptions in
the 03, Quality Control code. Nonavailable time
in the 06 code covers leave and technician
break time.

Fine-tuning the process

The systems column of the AMAD-1 in-
cludes Crewchief— Aircraft Maintenance, and
Quality Control in the general category and
Avionics, Airframe, Engine, Hydraulics, Prop,
and Rotor—Powertrain, and Electrical in the
Specialty or Allied Shop categories.

Because of the need to insure that AMAD in