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1. This Hanual is effective upon receipt and supersedes HA(L)-3 
Standardization Hanual of 20 Janu~,ry 1969. 

2. A NATOFS l-1anual has not been issued for the UB-lB aircraft operated 
by this command. Therefore, pursuant to the provisions of reference (a), 
this Manual has been prepared to establish a local Standardization Program. 

3. The UH-lL NATOFS Manual shall be the standard applicable to the UB-lL 
aircraft. However, some material is included in this Standardization 
l~ on the UH-lL aircraft. 

4. This 1,1a.nual amplifies the u.s. Army Technical l•:anual TM-55-1520-219-10 
(Operator's 1-1a.nua1, Army Model IDI-lB Helicopter), hereafter referred to 
throughout this Harrual as the DASH 10. Procedures for the training of 
flight creus and for operating the UB-lB in a Naval environnent and the 
operating conditions encountered by this coi!D"land are covered. The :t-1anual 
follo"IS the format of a standard NATOPS Flight Hanual. 

5. The tactical procedures utilized by this command in the employment of 
the UH-lB as a gunship are set forth in the HA(L)-3 Tactics lfJ.anual. 
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FOREVIORD 

The HA(L)-3 Strmdardization l·fanual exists primarily iQ. modify~ 
1lli::J.1l DASE lQ. Occasionally i terns referring to the illi-lL, that more 
clearly define or delinia te an area than in the UH-lL HATOIS Hanual, 
are also included in this publication. 

The DASH 10 and the procedures herein provide the best available 
operating instructions for most circumstances. Unless specifically 
1.raived, compliance w:i th standardization procedures is nandatory; however, 
nothing should prevent the pilot fron taking necessar:'/ action to safe­
cuard life c.nd property under unusual or emere;ency conditions. All 
Squadron pilots are charged ..,.ri th the responsibility of having a complete 
Jmowledge o::' the DASH 10 and this :Hanual. All Squadron crewmen are charged 
ui th the res ponsi bili ty of having a complete lalO'tvledge of the portions 
o: t.hese ma.nuals uhich pertain to their duties as flight crewmembers. 

A JDITIO:TAL . .90PIF.S 

ilequest for additional copies and inquiries into the status of this 
I:anual 1-r.i.ll be addressed to the Standardization Officer. 

UPDATE~G 'LJ!: HANUAL 

7o ensure that this Hanual contains the latest procedures and information, 
a revieH conference Hill be held periodically as necessary. 

RESPOHSIDILITY OF EACH SQUADRQiiJ PILOT 

Stc.mdardization Hanuals are kept current through an active manual change 
program. If you find anything you don 1 t like about the Nanual, if you 
have informa.tion you vTOuld like to pass along to others, or if you find 
an error in this HanuaJ., submit a change recor.unendation to the Standard­
ization Officer at once. 

CHANGE RECO:.l11E.NDATIONS 

Change recOMmendations of an urgent nature (safety of flight, etc.) 
should be submitted directly to the Commanding Officer via priority 
nessage. Submit routine change reconnnendations to the Standardization 
Officer via nemorandum. 

CHANGE Sffi.lMARY 

The change sunmary is provided for the purpose of maintaining a complete 
record of all changes issued to the Hanual. Each time the Hanual is 
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changed, the change summary shall be updated to indicate disposition and/ 
or incorporation of previously issued changes. 

WARNING, CAUTIONS AND NOTES 

The follovr.ing der:t.ni tions apply to "WARNINGS", ttQAUTIONS" and 0 N0Tl!B11 

found throughout the Manual. 

"WARNING" 

Operating procedures, practices, etc., which may result in injury or 
death, if' not carefully followed. 

°CAUTION" 

Operating procedures, practices, etc., which if' not strictly observed, 
may drunage equipnent. 

"NOTE" 

Operating procedures, practices, etc., which are essential to emphasiz~. 

WORDING 

The concept of word usage and intended meaning which has been adhered to 
in preparing this lvianual is as follows: 

"SHALL" has been used only when application of a procedure is mandatory. 

"SHOULD'' has been used only when application of a procedure is recommended. 

"HAY" and "NEED NOT" have been used only when application of a procedure 
is optional. 

11 WILV1 has been used only to indicate futurity, never to indicate any 
degree or requirement for application of a procedure. 

"LIGHTEN SHIP" herein the term "Lighten Ship" vr.ill be used to describe 
a UH-lB helicopter that has all armament removed (including the XM-16 
pylons and 2.75 rocket tubes). 
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Section 1 

Part 1. General Description. Aircraft description as written in the DASH 
10 and UH-11 NATOFS Manual applies. 

1 &rt 2. Systems. Systems descriptions as written in the DASH 10 and 
Illl-11 NATOFS Manual, amplified as follows, apply'. 

• MAIN ROl'OR BRAKE 

A rotor brake is provided for stopping rotation of the main rotor blade 
and for holding the rotor blade from turning while the helicopter is 
p:lrked. 

NarES 

During the operational employment of the UH-1B as a Light Attack Aircraft, 
the rotor brake will not be used as a p:lrking brake. Once the rotor has 
been stopped the rotor brake shall be disengaged and the main rotor blade 
shall be proper~ tied down. 

DESCRIPI'IOO - ROl'OR BRAKE 

The rotor brake system consists of: an actuator and master cylinder assembly 
located overhead, within reach of the pilot; a hydraulic line that leads 
from the master cylinder to a puck mounted on the transmission drive and 
sump assembly; a brake disc attacked. to the tail rotor drive quill; an 
indicator light marked ROl'OR BRAKE and a BlESS TO TEST switch located on 
the instrument panel. 

TESTING - ROl'OR BRAKE 

Test the rotor brake system before engine start by pressing the FRESS TO 
TEST switch on the instrument }:flnel. If the RC1.1' OR BR.A.KF! light fails to 
illuminate, check the ROl'OR BRAKE WARNING LIGHI' circuit breaker on the 
overhead circuit breaker p:lnel, puah breaker in and try the test light 
again. The RarOR BRAKE test light will light up when the brake is applied. 

OJERATIOO - RC1.l'OR BRAKE 

In an emergency the rotor brake my be applied at any rpn after engine 
shut down. Pull down on the actuator handle toward vertical position, but 
do not JBSS the center, for maximum braking effort. To release brake, 

• ease off on handle and place in detent. 
For normal brald.ng operations the rotor r!Jil will be allowed to decay to 
100 rotor rpn or less. Constant light pressure will be applied to 

1 "' stop the blades gradually. If the rotor brake is weak, pressure may 
be regained by returning the brake lever to the off position and reapplying 
the brake. 

If pressure is not regained after two or three cycles of the brake lever 
discontinue use of rotor brake and allow rotor blade to coast to a stop. 

1-J 
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FUEL FORT QAP SECUR!TY 

The fuel cap oan be installed improperly with the recess pointing in the 
direction of the aircraft oookpi t and the looking lever not properly 
seated or le:f't extended. This protruding loold.ng lever will prevent the 
sliding door :f'ran opening. 

QAUTION 

Insure that the fuel cap is ~inStNlti so ;Wt; .:ai~-P.SQ;~aft. This may 
be accomplished by aligning tlie painted strip on the cap t.li the painted 
line on the fuselage. This permits opening of the door even if the 
locking lever rises inadvertently. 

PILOT Al'ID CO-PILOT SHOULDER SLIDING PANElS 

CAUTION 

The shoulder panel must be maintained so that it will lock in the aft 
pos · , er panel 
c 0 ' e oc e . ill . e rear pOsi tiori, or if :t t 'does lock in the forward 
position, a hazardous condition exists which could make it difficult for 
the pilot and/ or co-pilot to egress if the aircraft is ditched. Each 
panel shall be equipped with a "TEE" handle for locking the panel aft. 
This 11 TEE" handle shall not fall in a detent wen the panel is pushed 
forward. 

~ 

If the shoulder sliding panel does not operate as described above, it 
shall be repaired. These panels shall be inspected on each periodic 
inspection for proper action. 

Part 3. Aircraft Servicing• Aircraft servicing instructions as written 
in the DASH 10 and UH-lL NA.TOPS Manual amplified as follows apply. 

AIRQ&\FT FUELING 

Only authorized and qualified personnel shall be permitted to operate 
fueling equipnen'ti. ~JWmt .Q~Rtii'D s~ be res;eonsible for refueling 
his artercraft after aaCll''nr~t. He s i<tmatce""av:rsua! aheck to ensure 
that ?rOper fuel is us ad. 

The aircraft should not be located in the vicinity of possible sources 
of ignition, such as blasting, drilling or welding operationS. 4 minimum 
of 50 feet shall be maintained :f'rom other aircraft and 75 feet :f'rom any 
operating radar set. The restrictions requiring 50 feet between air­
craft and 75 feet :f'ram operating radar are waived for operations aboard . 
the MRB II and wen operationally necessary aboard the LST1s'. Aircraft 
servicing vehicles shall be positioned :r:arallel to the aircraft during 
any servicing operation. · 
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Na.rE -
The aircraft commander is responsible for determining the proper tuel load 
commensurate with aircraft gross weight. 

YARNING 

Because of the possibility of lightning or other electrical discharges 
setting off rockets, loaded gunships hot refueling at miDi-pumps shall 
place their aircraft at such an angle that the rocket tubes will not be 
pointing toward another aircraft. 

GROUNDING 

ru~-~~-~~~md!;!i.~~t! on aircraft and drag chains on tracks 
Sliill-be ·~'Q'DY1Welliig personnel for proper ground. 
-..w::tf,ilii!$t~""""M'.!..,..~~ 

ElECTRICAL HAZARD 

Turn off all switches and electrical equiJID&nt in the aircraf't prior to 
commencing fueling. The batteey and inverter must be on to power the fuel. 
quantity gauge. 

Hot refueling JtJB.Y necessitate derlation in this area. Check that no 
electrical apparatus, supplied by outside power (electrical cords, drop 
lights, floodlights, etc.) are in ar near the aircraft. 

STATIC DJ:FFERENTIAL 

ATTACHING WIRE CLNKf 

Before removing the tank filler cap, the hose nozzle ground attaclmlent 
shall be connected to the aircraft gro1md jack or to a metal J&rt of the 
aircraft at a safe distance from the filler opening and tank 't'ents. 

FIRE EXTINGUISHER§ AND A'l'TENDAln'S 

~-... _· .. _···--.'~~~~-!_· -~~~~~~i~-t~;~i~~!!l.~,~~~.-~ .. ~~~_,!1!~ 
- .. ':''''~~-'~liA~.9Jm-..T"""b~""~~)$~ .. ,JJ:!.,..:~.,.,l . ....,. ... ~ .. 
VISUAL FUEL CONTAMINATION CHECK 

kr-'SJ!!!.,~~~-,.e:~ism..s~t~1*~is required to avoid use of contam-
. ted fuel. ~~~_, .. ,§..\1~....2...,~!,.;.l~~t-""3!t.t-~,§:P,Jl 

r~rtra~~r.!~~~t~1CenYrom~~i~~~~~~!l!!!t~, 
occasion of refueling :pl'ior to servicing the aircra.tt. The f'uel sample 

1-5 
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in the jar should be checbd in both the atatic condition aDd in a swirl­
ing state. In this anner the olarit7, oJ.eanHneaa, and ocmaiateD01 ot 
the fuel oan be noted and preaenoe of vater detected. 

SHQXIIG l1ESTBIQTI(IfS 

Dn3 t.. AimmQ Oparat1pg !4m't.a¥••· Operatillg l.ia:1tationa aa written 
in the DASH 10 and UH-1L HATOPS Mamal appq. 

1-6 
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INTRODUCTION 

The operating proeedures eontained in this manual apply to the UH-1 
helicopter when performing assigned tasks within its capabilities. The 
information contained herein is to cl.ari.t,y, amplify, and standardise those 
areas where there is roam for variance of interpretation by individuals. 
The procedures contained herein cannot possib:cy- cowr eveey conceivable 
situation, but are intended to govern si tuationa most frequent:cy- encotmtered • 
Satety and success of the mission are of paramount importance with prece­
dence depending upon the existing situation. 

GROUND TRAINING SYLLABUS 

A ground training program is established by sep!ll'&te instruction to en8Ul"e 
thorough training and a high degree of readiness tor all flight personnel. 
This ground training program contains syllabi which are an ex}mlsion of' 
the basic requirements contained herein. 

PILOl' GROUND TRAINING 

1. Each pilot checking out in the UH-1 helicopter will be required to 
complete a Ground Training course ot instruction. This course of' instruc­
tion is approximate:cy- 35 hours in length. 

2. A written examination will be given on this Standardisation Manual, 
OFNAV Instruction J710.7D, pertinent chapters of the "DASH 10", NWP 
series publications and the UH-1 L NATOFS Manual. 

J. Instruction and eX'allination must be completed on the following subjects 
ptior to completion of the flight familiarization phase: 

a. Helicopter operational perfor.mnce (flight characteristics, s,rstems 
operations, etc.). 

\.-. b. Weight and balance. 

c. Comnnmications. 

d. Flight planning. 

e. Contact navigation. 

t. Flight safety. 

,., g. Emergency procedures. 

4. While assigned to HA(L)-J, prior to assignment to a detachment, each 
pilot will receive instruction in the following: 

a. Survival and first aid. 

b. SAR }ll"ocedures. 
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c. Local and area tlight rules. 

d. Squadron mission, tasks and tactics. 

e. Applicable technical ordera and notea; IAVAIISISOCM iDatnctiona 
and teclmical directiftSJ OFBAV instructions; ted.eral aViation regulations. 

f. Intelligence. 

rpm FLIGHT TRAINING 

Pilot flight training thrc?ugh the tamUiar:lsation }D.se vUl be completed 
Jrlor to assigrll8nt to JlA(L)-3. The HA(L)-3 flight training 1171labas v111 
be established to accomplish llf1ld.mum. traiDi:Dg tor the Jldssion &lld tasks 
assigned. The flight training syllabus wU1 contain the f'olloving ]:hases; 
combat tlight familiar1sation, collbat flight forationa, na"f'igation, 
Dight combat flight f'am1l1arisation, ahipboard operations, local area 
familiarization, and SJIIOial categories. 

mpr IESIQNATION I QUALWOATIOlfS AND REQUIRDIR'.J:S 

It must be em.}ilasised that the require•nts set tGI"th herein, and in 
BA(L)-3 Instruction 3710.2 series, are m1 n1111111 req11irelaenta. A pilot 
sball not be adw.nced in desigmtion without thor~ demonstrating each 
requirement and exbibi ting the high degree ot prof'icienc;r de111Dded by the 
conditione under which this Cc.DI!lnd operates. Farther, any tiE a pl.lot 
demonstrates his inability- to act in the caplcity- of' his desigaation, 
hia desigoation shall be reTOked by the OCW!ending otticer. 

lESIGHATION 

A Naval Aviator will be designated as qualified-ira-model onl1' af't.er he has 
previous:cy- been designated as a helicopter pihtt under the prori.aions of' 
O!NAV Instruction 3710.7D. Each pilot, as he becomes qualified v.Lll be 
designated as a Helicopter Second Pilot, etc., and shall have a 
certificate thereof, aigned by the CmaaandiDg O.f'fioer. This certificate 
shall state the JIIOdel helicopter in which he is qalif'ied, and aball be 
placed-in-his Officer Service Record and trainiDg jacket. In addition, 
a notation Shall be- Dl!!lde·in his Aviatora Flight Log Book.· 

II§IGN4TING ApTH(IITY 

The CCII!aDding Officer is the desipating authority- f'o~ this_ Ccwmend. 

Piwr QUALIFICATIO!JS 

Pilot qmlitications are del.1neated 1D HA(L}-3 Instruction .1110.2 aeries. 

2-4 
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AIRCREWMEN DESIGNATION, QUALIFICATION AND REQUIREMENTS 

Aircrewmen are personnel assigned aboard the helicopter tor the perform­
ance of duties necessary for the successful completion of the mission or 
the helicopter, Aircrewmen shall be qualified in all }ilases as set forth 
in Section IX of this manual, and in addition, shall meet the requirements 
for qualifications as Aircrewmen set forth in HA(L)-3 Instruction 1510.2 
series, 

The Ccmmanding Officer will designate helicopter aircreWJ1181l ud isSlle 
certification thereto. This certificate shall state the model helicopter 
and modification thereof in which each crewman is qualified. Necessar,r 
record entries will be made in accordance with current directives, in each 
Aircrewman1 s Qualification Jacket and Service Record. 

A permanent Aircrewman 1 s Qualification Jacket shall be established for each 
enlisted man in a flight status and maintained to reflect his previous 
designations and completion or current qualifications and requirements. 

ASSIGIWNT RJ!i9UIRRJEil'S 

1. A pilot designated Zl:Ir~~in JIDdel will cOJDIIBDd the aircraft and 
oocup,y """ ot the ccmtrol poS t one ~e-a~ 
L.l;i...&lliia. A pilot designated as ~~- s gna on, nd 
~rart and occuw one of'l!l-itions 2.UJ.l. 1D~ 
.!~&!t~ and on su rt flights •. , · 

. . . .. ''"" 
IQ!! 

All persons who are not both: (1) assigned to HA(L)-3 and (2) on DIFo.r 
orders are considered to be Jassengers. Prior permission of the CCIIIIIBnding 
Officer is required before utilizing a:n;y such person as a D1811lber of the 
crew of a HA(L)-3 aircraft. 

NO.l'E -
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3. At least one qualified crewman will be assigned as a _.ber of' the crew 
for flights in Squadron aircraft. On test tlights this crellll8Jilber •7 be 
a maintenance technician on non-crew flight orders. 

ANNYAL FLYING AND C!JRRENCY REQUIRIWfl'S 

Annual flying and c1ll"r8ncy requirements f'or all active d'U't7 laTal Artators 
are set forth in OPNAV Instruction 3710.7D. 

liQl'ES 

Requirements f'or mintaiDing, ~:£i~BJA1Utit~i!&tPwft1pd1 while 
attached to HA(L)-3. 1'11 

STANDA!lP!ZATION EVALUATICfi 

On assigmuent to detachment, or re-assi~nt to the }Jll"ent squadron or 
other detachment, a pilot will not be required to receive a standardization 
evaluation if the log book ent17 and pilot 1 s qualification jacket indicates 
successful completion of the check within the last 12 months. 

The minimum requirements to remin current as a crew chief' in the helicopter 
will be to have perforMd the duties or a cre~r as outliDed in this 
anual within the last six months and to haw a current Standardization 
Evaluation. If the crew chief has not tunctioned as a cre'WJII8Jlber during the 
preceding six month period he will be required to satisfactoriq complete 
a Standardization Evaluation to regain currency. 

A crew chief'/aircre'WIII8n who has been functional within the previous six . 
months, upon reassigament to the squadron tram detachment or detachmeut f'rs 
the squadron will not be required to recieve a Standardisation E'n.iuation 
if the permanent flight record indicates successful ccmJ.pletion within the 
preceding 12 months. 

HAIVERS 

The CQIII!IIInd1ng Officer vlll waive, in writing, Jll.iD.1Jiull flight and/or 
training requirements where recent experience in siailar JIOClel helicopters 
or other circumstances arrant such a waiver. 

PERSQNAL FWJG EQUIIHgl' 

The latest available t1P8 or flight~-·~~~~~~IN~~~~~jlilj 
be shall be o -all pilots and creWM 

1. Hard hat with clear visor (dual visor optional). 
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2. Flight gloves • 

.3. Flight suit - Standard NaT,Y one piece HCMEX Flight Suit. 

4. leather Boots (combat boots with eylon iD.l.a;rs shall not be worn). 

5. Mae West. 

1 6. ~~ (fr~t and be.cki-gwmers; front- pilots) (flack vest under or 
· over armor optional). Not required for non--gunship flights. 

7. Strobe light. 

8. Pencil flare. 

9. Signal mirror. 

1 o. Survival knife. 

11. Mill tary hand gun and tracer ammunition. 

12. Day/night (MK 13) smoke flare (at least one per person)(six per 
aircraft). 

CAU'l'IC!l 

Personnel wearing flak vest are cautioned to secure it with snaps on:cy-. 
The zipper is easily fouled by shra{lle1, etc. and this will ED removal 
difficult if not impossible. 

CAUTI<Jf 

Wearing a .45 caliber pistol between the legs for protection ay limit 
aft cyclic movement if pilot/co-pilot seat is in up/forward position. 

~ 

Body armor is not required during take off and landing aboard !ST' s • 

~ 

~~~ 
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Mae West shall be worn by' all occupants of squadron aircraft on all over 
water flights. Transit of the Delta or portions thereof is considered 
over water flight. Fassengers -.y wear the LPP-1 life preserver. It 
shall be worn around the neck, ready tor iDf'lation. 

ADy survival equipaent that a crewmember desires to have alcmg when he 
leaves the aircraft in an emergency should be carried on his person. 

Na.rE -
One pilot and one cre'WDian in each aircraft will be designated to ca.rry­
on his person one each of the surviw.l radios. 

BorE -
Pilots and cre'WIIISlllbers shall not wear the survi:val knite attached to the 
Mae West. 

!!Q!'! 

Flight suit pockets will be zippered closed in flight to preclude the 
possibility or their catching on obstructions during emergency egress. 

ADHERENCE 

MANIFEST REQUIREMENTS 

A manifest shall be made out to 1'8Cord the umes, rank/rate, and service 
nubmers or each passenger carried. This anifest will be left with a 
responsible person at the location at which the passeDgers embark. 

• 
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Section III 

Part 1. H;tssion Flpntpg. Topics concerning mission plarming as written 
in the DASH 10 and UH.-1L NA'rOJS Manual and Ulplified as follows apply. 

W'RODOOTIO,N 

Thorough planning of any flight is necessary to ensure the successf'uJ. 
completion ot the mission. No matter how familiar a pilot believes ~ 

self to be with an area and his aircraft ba is failing to :.eet his 
responsibilities if he eHm,nates mission planning. Although strategy and 
tactics cOill.prise a large portion c4 mission plam'ling, the topics discussed 
herein are restricted to factors affecting the e&PJ.bilities and limitations 
of the UH-1. 

FAC'l'QRS A.FFIC'l'ING HELICOPIJR LIFT CAPABILITY 

TEMlERA'rURE 

HUMIDITY 

The effect of humidity on gas turbine engines is negligible. 
~Wii!.~~·•t~:·~~~~ill'll~~"'-"~t~4'>\'-~A~llii!>~~"""'"'''"'"''" 

Aill'ITUIE 

Altitude bas a marked effect on the performance of all aircraft engiDes. 
Air density and temperature decrease as altitude increases. J.s air density 
decreases, the mass flov of air through the. gas turbine decreases. How--
ever the gas turbine oterates . e 
encountered at high altitudes~· t altitude~ the .. Ot gas -:"'· 
turbine engines decreases and the stecific ~1 . . on engine tuel 
consumption in Eper""hotn" divided by e DB orse power) 
deere~ due to ncreased engine efficiency~ This will be evidenced in 

't!fa:c:c t by a ecrease in the torque presfure reading. With the collec­
tive pitch control set, the Nf will beg1n to droop as higher altitudes are 
reached. Operating RlM can be reestablished by reducing the angle of 
attack of the blades (by decreasing collective). 
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If' a helicopter can take c4f and land into a steady wind, its xa7load 
can be increased because less power is required tor the 881118 flight 
perf'ol"JI8nce with willd than vi thout wind. Helicopters operating f'rom the 
decks of' ships underwa;y are in an excellent poai tion to take ad'ftntage 
of the relative vind generated by the ship's mve•nt. However, an 

allowan: ~or 8~:k~gelA=b~= !:!rebe w::e~t ·ft~t!~~~, 
colldi t ans. . ... . ..... -~~~.,,.-,.,,..,y.r,-

GR()UND EFFECT 

For hovering flight closer than oue-half' rotor diameter to the earth, the 
li.fting abilit;y of a helicopter is increased by ground effect. Since the 
power required to hover increases with an increase in height abo"fe tbe 
grou¢1 the helicopter can hciver at heavier gross weights !no-ground ef'f'ect 
(ICE) then out-of-ground effect (OGE). , · 

liD 6• Briel} pgiDebJ:iefing. Brief'iDg and De briefing as written herein 
applies. 

BRIEliiG 

1. The primary responsibilit;y for briefing the crew rests with the pilot 
in conmand of the aircratt. This briefing should be in suoh detail as to 
allow a complete understanding of the mission. The pl.lot llhould give 
SJ:ecific instructions where necessary to cover aey special situations, 
that may occur. ,.... • 

2. The briefing will be conducted using a standard briefing outline. On 
training flights, the appropriate s;yllabus guide should be used. Each 
pilot will maintain a lmee-JB.d am record all flight JlUIIlbers, call ligna 
and other data necessary to suocessf'ul.ly assume tha lead. The briefing 
will include the following items: 

a. General 

( 1) Helicopter assigJDent1 and back up (if' applicable). 

(2) Flight leader 

(3) Time for manning helicopter 1 engine and rotor start 1 air taxi 
and/ or take ott. 

b. Mission 

(1) Primary 

(2) Secondary 

(3) Operating and lallding areas 

(4) Control agency 
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(S) Time on station 

c. night Planning and Operational Data 

( 1) Fuel aboard, fusl required tar flight, minmum fUel state and 
fuel availability at destination. 

NO!'E 

The following definitions for minillluJn and emergency f'uel states will 
apply. 

Mipimwn Fuel: ~ ~.9\A!f~~;tein. the a.vaj,~l:!le. f'ue~ 
~t~~~~g~~:!i!Wi:m~~J~!:::!f£;,., 
Emergency Fuel: A condition w:t:~· the ava . . ~ res 

·~t:' . !aJIMIW.~ : ~ . • ~~·· trioritll: . .r.autinJi"*.Ji.Ae<~~t useab e runway a immedia e La.naing. 
~ -~'"'''~""!····-~--.;;;,li,~/~~fl'iiA>·~~.~ 

(1) Gross weight limitations 

(2} Approach and retiremnt routes 

(3) Obstacles to flight 

(4) Charts and camnunications picket 

(5) Alternate f'uel stops available enroute 
, . •t 

d. Communica\ions 

( 1 ) Frequencies and call signs 

(2) Radio procedure and discipline 

(3) Navigational aids 

(4) Identification and recognition procedures 

e. Weather 

( 1 ) Local area 

(2) Local area, enroute and destination forecast 

(3) Procedures when inadvertently encountering IFR conditions 

{4) Minimum operational weather 
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f. Emergency Proced'Ul"e s 

(1) Aborts 

(2) Downed pllot/aircratt 

(.3) SAR facilities 

(4) Radio failure 

(5) Loss of visual contact with tlight 

(6) Aircraft emergencies 

( 7) S7stem failure 

(8) Wave-off JB.tterns 

(9) landing sites available prior to reaching emergency f'llel state 

g. Special Instructions 

( 1 ) Intelligence 

(2) Fire plans 

(3) Aircraft and landing zone lighting far night flights 

1BIRIBFING 

1. A proper debriefing conducted under tactical or training conditions 
can be, in liiBllY instances, the most important part of a tlight. AU 
mistakes can be discussed in an atmos}ilere free fran distractions. UDder 
tactical conditions debriefing is a }riury' aouree of information leading 
to the location of targets, distribution of troops, and D18J17 other important 
considerations. An outline should be followed when debriefing a flight 
and should contain all of the items for briefing plus the following: 

a. All umsual circumstances encountered. 

b. Disererancies arising which do not confarm to an established 
doctrine. 

2. A proper debriefing should contain constructive criticism am be 
conducted in such a manner that all concerned can p.rticiplte am }resent 
their ideas on the conduct of the flight. 
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Fart 3. Shore-Based frocedures. Shore-based procedures as written herein 
apply. 

MRODUC'l'ION 

The procedures covered herein are of a standard nature and although not 
all inclusive are intended to cover most operational procedures. Parther 
information may be obtained trom Local Directives, NWIP 41-6, BWP 41 and 
OPNAV Instruction 3710.7D. 

H&LICOPl'ER ACQEPI'MCE 

The pilot in command should not accept the helicopter for flight until 
he is assured that the helicopter is satisfactory for sate flight and 
equipr,ed to accomplish the assigned task. The tvo •jor steps to be taken 
prior to acceptance of the heli~opter are a careful examination of the 
recent helicopter discrerancies and a thorough pre-flight inspection. 

YELLOW SHEETS 

At least the last ten discrepmcy portions of the yellow sheet will be 
made available to the pilot for his examination in accordance with OPNAV 
Instruction 3710.7D. Any additional discrepancies should also be brought 
to the pilot's attention. 

1 • The pilot will ensure that the crew chief has conducted a standard 
Daily and Pre-flight inspection as set forth in the NAVWE.FS 01-110...H01-6 
and bas signed the pre-flight and yellow sheet prior to each flight. 
Daily cards must be signed off each 24 hours. 

2. The pilot, when satisfied with the yellow sheet information, will 
fill in and sign the applicable portion or the yellow sheet. 

ffi.E-FLIGH! INSlEC'l'ION 

Prior to flight, the pilot and aircrewmen will conduct a complete visual 
check of the helicopter. 

EXTERIOR INSIECTION (UH-1B) 

On a pilot 1 s firet two FAM hops, exterior pre-flight inspection will be 
conducted in accordance v.i.th MRC cards. Mini.mum pre-flight requirements 
for normal operations are as follows: 

1. Right cargo doors (latched or removed) 

2. Fuel quantity and cap security 

3. Transmission oil level 

4. Engine oil level 
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5. Hydraulic fluid level 

6. Oil or tuel leaks in transmission and engine camprtments 

7. Wiring, hoses and linkage to engine and transmission 

8. All access doors and plnels secured right side 

9. Right skid tube and aft cross tube 

10. Mast, control linkage, blades and dampers tram right side 

1 1 • Tail rotor coupliDg and hanger beneath tailpipe 

12. Tail rotor cable on ~ey 

1.3. Antennas 

14. Tailpipe, thermocouples, B2 turbine blades 

15. Fuselage and tail boom right side 

16. Elevator tor damage or excessive play 

17. 42 gearbox oil level and cap, feel tor leaks 

18. 90 gearbox oil level arrl cap 

19. Tail stinger 

20. Tail rotor 

21. Tail rotor drive shaft cover 

22. Elevator for damage or excessive plq 

2.3. Fuslage arrl tail boom left side. 

24. Tail rotor cable on pulley 

25. Mast, control linkage, blades and dam:r:ers trom le:rt side 

26. left skid tube 

27. Landing light 

28. All access doors and plnels secured, left side 

29. left cargo arrl crew doors 

30. Froward landing gear cross tube 
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.31. Search light 

.32. Nose section for security and damage 

33. Pitot cover removed 

34. Windshield 

.35. Cargo mirror if installed 

.36. Inspect pilot's door for proper operation am latching 

INTERIOR COOKFIT INSIECTION (UH.-1B) 

The following items represent minimum inspection requirements for normal 
operations: 

1. Portable tire extinguisher - Charged and secure 

2. First aid kits and two canteens - Full and secure 

3. Seats - Locked to tie-down fittings 

4• Survival EquiJJDent - Check 

5. All loose gear secured 

6. Internal Cargo - locked to tie-dovn fittings, properly distributed 
(if applicable) 

7. Special equipnent - Properly installed (if applicable) 

8. Crew doors - Secure, emergency release handles seated 

9. Pilot's and copilot's seats- Adjusted 

10. Directional control pedals - Adjusted 

11. Shoulder harness am sagety belts - Adjusted and cheek lock 

INTERIOR INSFECTION (NIGHI' FLIGHTS) - (1E-1B) 

In addition to the preceding interior inspaction, the pilot should inspect 
the following: 

1. Flashlights - Available 

2. All interior lights - Check operation 

.3. All exterior lights - Check operation 
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PRJ!START (UH-l.B) 

1. Main rotor tiedown - Rsncwed and stowed 

2. Annam.ent panel - All off 

J. Radios -orr 

4. ICS • As desired 

5. Bleed air and defrost - Off 

6. Windshield Wiper - orr 

7. Lights - As desired 

s. Pi tot hea. ter - Off 

9. Circuit breakers - In 

10. Starter Generator - Start 

11. DC Vol bneter - Check ba. ttery vol ta.ge 

12. Main genera tor - On 

13. Inverter - Off 

14. ART - Connect (if practicable) 

15. Battery - On (Off for ART start) 

NOTE 

Power to energize the starter may be supplied by either of the 
following SotU"Ces: 

a. Battery '• Set battery s'Wi tch to ON and battery 'Will supply' power 
for the 29 volt DC camnon bus. Set start switch to start, pull start­
ignition trigger switch (on collective control lever), and starter 'Will 
energize. A minimum of 23 volts is required for a battery start (14 volts 
or more 'With starter engaged). 

b. ART connected to DC External Power Receptabls. Set batteey 
s'Wi tch to OFF. Connect APU to external DC power receptacle, set start 
switch to start, and starting power 'Will be available to the starter. Pull 
start-ignition trigger s'Wi tch and starter will energize. 

c. The starting sequence c:oU.ilined in a:. above is the type most 
commonly used. Starting sequence b. is preferred, whenever pra.cticaUe, 
because an APU prevents drain on the battery and preculdes prolonged 
starter operation. 
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CAtrriON 

To prevent battery drain, the battery switch should be in OFF position 
when APU is being used. Reversed polarity between helicopter electrical 
system and APU will result in damage to the aircraft and its equi}Dent. 

16. Rotor brake - Off 

17. Warning lights - .Press-to-test 

18. Force trim - On 

19. Hydraulic boost - On 

20. Caution Panel/Master Caution Lights - Test and reset 

21 • Engine de-ice - Off 

22. Main fuel - On 

23. Start fuel - On 

24. Fuel Governor (fuel control) - Auto 

25. Throttle - Operate to full open, return to cut-off (check flight 
idle stop), and reset to just below flight idle stop 

26. RR-1 increase-decrease switch - Decrease and hold for about ten seconds 

27. Rotor path - Check clear 

FIRE GOOID (UH-1) 

Prior to starting the engine, a qualified fire guard shall be stationed 
hear the engine and remain in readiness 'With a fire bottle until the 
engine is operating. 

WARNING 

The fire guard will remain clear of the exhaust and compressor blade 
area. 

Sl'ARI'ING ENGINE AND RO!OR (U&-1B) 

A qualified pilot shall be in one of the pilot 1 s seats whenever the engine 
and rotor are started. Before the engine and rotor are started, the main 
rotor tie down shall be removed and a positive visual check shall be made 
to ensure that the surrounding area is clear of unnecessary personnel, 
equipnent and obstructions. The pilot 'Will receive and acknowledge ISE, 
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crew chief and/ or fire guard' s all-clear signal before starting the engine 
and rotor. Goggles that provide adequate peripheral vision should be worn 
by flight line personnel. To avoid excessive exhaust gas temperatures, 
engine starting should not be attempted with a tail wind component ot 15 
knots or more except in operational emergencies. During high, gusty vind 
conditions ( 15 knots or more), the engine should be started with a crew­
member steadying the rotor blade by band to }reclude the blade from bottom­
ing against the mechanical stops or the mast. Once the engine has reached 
approximately 25 percent gas producer (N1 ) turbine speed, the rotor blade 
must be released b.r the crewmember and allowed to accelerate to engine 
speed. During the acceleration it may be necessary for the pilot to adjust 
the tip path plane to keep the main rotor hub trom coming against the stops. 

1. Starter-igniter trigger - Pull on and hold 

2. Oil Pressure Warning Lights - Check out 

CAUl' ION 

If Warning Light is not extinguished by the time the engine bas reached 
40% N1, shut down immediately and investigate cause. DO NOT attempt 
restart until cause or detect has been corrected. 

3. Start fuel switch - Off at 400°C 

4. Starter ignition trigger - Release at .lPf, N1 speed 

CAUl' ION 

Monitor EGI' to avoid a hot start. If a hot start is imminent, ABORT 
start by depressing flight idle stop and retard throttle to cut-orr 
position. Continue to motor engine for approximatel3' 20 seconds with 
starter, DO NOT exceed 40 second limitation on continuous cranking. 
Do not restart engine until cause has been determined and corrected. 

CAUTION 

If uneven or intermittent acceleration is accompanied by a rapid rise 
in EGI' 1 shut down the engine and investigate. During starting or 
"~ation, the ma:rlmum allowable measured Ear shall be 76000. It 
this lillli t is exceeded, record a hot start. If during the start 
o~ration, EGI' exceeds 65000 for more than 5 secoms, record a hot start. 

5. Inverter - On (check voltage 109 to 121 volts, all j:hases) 

6. Transmission and engine oil }ressure gages - Check (minimum 25 psi 
enginA oil pressure} 

7. Flight idle rpn - Check stabllzed at 58 to 62% N1 
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IIOXE 

Slight twist grip friction :aq be required to assure that flight idle 
position will be maintained with hands off' tba controls. This 
condition will vary due to variations within tuel controls, but should 
never require sufficient friction as to be objectionable during normal 
operation. 

CAUTICil 

Virtually all hot start overtemps can be avoided with increased 
attention to the }n"estart check list; aborting starts with low (less 
than 14 volts) batteey power-starter engaged, accepting slow N1 
acceleration, and being prepLred to depress the fiight idle stage button 
f'or instantaneous throttle roll-off. 

S. APU - Disconnect 

9. Batteey - On 

FOST START ( Ull=1 B} 

1 • Radios - On 

2. Visually check APU- Clear 

3. Flight controls - Check for proper response with force trim on and off. 
Check f'ar proper response with hydraulic boost ott. 

4. Hydraulic boost - On 

5. Force trim - On 

NOl'E 

The force trim switch shall be lett in the ON position during all }ilases 
of' flight including take-off' and landing. If temporary release of' the 
force trim qstem is desired the cyclic release button shall be depressed. 

6. Fuel quantity gage - Press-to-test (a 200 pound drop is sufficient to 
check gage operation) 

7. DC tuel boost PJDlP Jressure - Check gage indication and caution }mlel 
warning light. 

S. Governor - Check (Set power to ground idle, G0V switch to EHER, note 
N1 decrease~ ensure power at ground idle, GOV switch to AUTO)(First flight 
of each day} 

9. Throttle - Full open. Check rJD decrease (6000 rJD plus or minus 
50 rpn) 
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NOl'E 

Advance throttle slowly 1 :plying p:Lrticular attention to Ear 1 engine 
oil pressure, aDd torque pressure during engine acceleration. 

11. RIM audio warning sw1 tch - On 

12. RIM increase-decrease switch - Increase to check r}D at tull. increase 
setting (6700r}Jil plus or milDlS 50 r}Jil) am adjust to 6600 rpn. 

NorE 

Imrease rpn in short increments to avoid overspeed. 

1.3. AC inverter voltage -Check (115 volts, all }ilases) 

14. DO generator voltage - Check (approximately 28 volts) 

NOI'E 

It is recommended that the search light be pre-positioned prior to 
take-off for use during night landing. This should be dom prior to 
sunset to avoid interference with night vision or pilots and support 
personnel. 

!RETAKE-OFF (UH-1B) 

1. Anti-collision light - On (LEA t; l) J R t..> oN ~- v') 

2. Crew - Checked 

3. Take-off checklist on instrument p~.ml - Canpleted 

NorE 

The use of the take-off checklist on the instrument pmel is mndatory. 

AIR TqiNG (UH-1) 

Movement or the helicopter from one ground position to another can be 

~~=fl~:c!).air taxiing at an altitme ot~Jwi~~,(~_!~~,~~ 
·:r"~;..'"~·~--:\·4"-.'11>4~~~.:~ .. ~, .. 

NCIWL TAKE-OFF (UH-1) 

Raise the collective smoothly, simultaneous}7 adding -suf'ficie.nt lett ru.dder 
to prevent yaw, and adjusting cyclic position to f'l.y the helicopter straingt 
up to a !-.:'9 £.2~ no~z:: Refer to the go-no-go chart to ensure that there is 
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a 2% N1 power reserve required to perform a normal take-off. Lower the 
nose attitude slightly ani move into forward flight using additional col-

i:~i~:lpi~~ i~ :~~.a1~i::S;t~¥.!!r~~~f~f~~ 
t w.l'-'tl~~·~·:t.w~>~~:~. ·-....rn wt.# eiif.srllil?'t'~'·'··· ir:i:"llllb!MIIII8i 

OBSTACIE TAKE-OFF (UH-1) 

If the obstacle as viewed from the cookpi t is not obstructed by the rotor 
plane, the obstacle Yf be cleared ~~the obst&g?! t:~-off procedure 
which IYftMIIY a SID PBA!I Nilbe_!__ • _ •--- , 1 11 ... I 1 I I HI Hti!£ I I ,_., - titJll!eR I 0 1 at Ia _., ll.ill'- I 

...... 
Cl~~ an obstacle which ~J> .. ~ .~ ars. rr.ca the c~;k,J?!. itit.to i •. ~ the rotor tta~ 'i4t'i'U!res""~··~sr~~<laiil"'- ·~ ~~i.~~~\"0:,~~- .. • 

Arter ensuring that a 3% power reserve in a two foot hover exists, 
smoothly increase collect! ve pitch am adjust ~er redals to prevent 
yaw. Climb at an angle sufficient to clear the Jobstacle' After the 
obstacle is cl~red, continue acceleration to jieciQ ph~ imb 
airspeed. ••• 1 

MAXIMUM GROSS WEIGm' LANDING (NO HOVER IANDDIG) ( UH-1) 
ar-. 

Simulated :maxiJnum gross weight landings sh~~ ~ p;8_";;'ti~~ to 
1 
simulate 

landing without hovering at high gross weights and high density altitudes. 
This type of landing may be employed where a transition to a hover is not 
possible or a sliding landing is not feasible. The helicopter is flown 
as in a normal approach with the exception that a straightaway of 400 to 
50? feet, £Cl.kn~£r,..~~n<l.~.f~i.Qi.§.ljJJ~ is desirable. At this 
pol.nt raise ~noSe a l'tuneey"lo"S!!wair'Speed ani adjust collective 
pitch control to slow the rate of descent. As the airspeed decreases, 
continue to adjust collective pitch control to maintain a slow, controlled 

;:t~~ft~;:~~~hf6.\!.d~~~~~!·~~&~~~h~~-·~-
c~o ma~ poWer available to prevent a hard landing. J:g,~~­
.should be at l~s~. than 5 knots ground speed. Once the helicopter is 
firmly on thegr"OUnd-;"""~~~ective pitch control to 
the bottom to co~plet~ the landing. 

NCTl'E 

3-15 



HA(L}-3 StandardizationManual 

SLIDING LANDING AND TAKE-QFF ( YB-1} 

2. To practice sliding landings, select a firm, smooth surface ot sufficient 
length and free of obstructions. The helicopter is nown as in a narDBl 
approach until just prior to toUchdown. Maintain sufficient forward 
s p:sed to retain translatioml litt am mootbl1' and slowly lower the 
helicopter to the ground vith the collective pitch control. Maintain 
heading with the directional control p:sdals-• Do not land the helicopter 
in a crab. Compensate for an;:r crosswind with the "wing down• DBthod. 
!aDding attitude should be level to prevent al\V pitch:ing of the helicopter at Wuchdown. I ' fr ~~ w fi wzy during slide. n1v ~ 4 d .m-!11 e and slow the 
slide. ~iFt'!ele cJ 1\l the ground, stop collective pitch 
control movement and allow the aircraft to slide to a gradml stop. 
Jf¥700,1 found s*ie is 20 to §i 'i!et. iolhen the helicopter bas stopped, 

ower t e collec ve p~ich co ro io the bottom. 

A sliding take-off is made as follows: Apply power until the aircraft 
is light on the skids. Smoothly apply a slight amount of forward cyclic 
in order to begin a ground slide. Do not attempt to •uch the forward 
motion of the helicopter as it will "dig in". As transitional lift is 
gained, the aircraft will fly off in a near level attitude. Maintain 
this attitude until reaching 40 knots at which time a normal climb my 
be initiated. 

CAm ION 

Sliding landings on soft surface such as mud, loose sand, and plowed 
fields may cause the landing skids to dig in. This could result in a 
damage or a nose-over crash. 

AurORarATIONS, GENERAL RtJ1ES (tJH-1) 

1. The following rules shall apply to the performance of all types of 
practice autarotations: 
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b. fragt~oe t'iemgg' enegg;;s 2! 'pgdugtvti n mas cg' ::md tg 
be insecure 1le a c at e ____.0:(, or sus_ t§ anew _ ~~ce. 

c. Pra@MfJI§?t@}' :£'JI!Q!fhft be conducted f$ fJ!:S'Jf srb*' excee4£ ___ , ___ - -- ____ gep#r gt s@ ___ di -· 

de with tm 

e. -The landinp or ~'-ii:IC~ 1JiJJtt mg~ f'l&!,t b.arsla. ani smooth 
permittio!l a die le@§(Wiih a)I#i* av&i@efiot)nAJ¥ AI zw l€6t. 

r. Practige antrrrgteMgpe ebnJ] be mrtemd RJlr'PS dexH $* houre ggJy. 

A Tef folir*w rules shAll apply to M'• lill:fSe='" of pver reeavery 
~or_ ati2_: 

200 ~;,f:gj;~ed'Jsj2!gff,%;tJ!¥2P@zA2J!1J!,:emjpgtes pe ?xwa than 

0 The following rules shall apply to the performance of full autorotations: 

t 

1. Autorotation procedures of the UH-1L are outlined in the UH-1L NATOP.S 
Manual. 

2. Normal autorotations include straight in, 90°1 and 1800 autorotations. 
They shall be conducted in the following manner: 
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a. The collective will be smoothly lowered to the full down position, 
simult~~~'MM!Itt'l4...,•f:M:grt'e 1 !Mtr,~ft!lf»r~~,.. 
6600 appar~wr ~, rai 4Mijrwi!J4Ii,.. lsl!e rt!Mtl!• pells~ ~"- .,,,_.,....,.. 
balanced flight. A 60 knot attitude will be assumed and a coordinated turn 
shall be c~tl' te-•ft!l!t 4fii'OUtJh df1rJ!r&e.• ~ i!!II!"'m'!'&tetr'ilM tli!!66pter 
must be aligned .. t. • ~ • :el~!Jft'.tM o:rw·~r!!I8"'Uff! Lb!""·'• 
"wing down top rudder" method be used. The normal flare altitude is approxi­
mately 7'""·feet •. ..,~ti!M'·eoiJi:!i't'!t1lJ!~~gn~·ow~·~­
commenced .at a•·<&l±~-hi'giteY' 1ftti't11!~·~,.~· w.:k'tk···made!ft!'6b."""-·Tl)V · •. ,_ .. 
headwinds also require a slightly higher than normal fiare•··alt1ttfde: .... m·· ........ 
flare is executed by smoothly, but posi ti wly raining the nose to approoxima~ly 
15° no~e up, and ...m.~·"'bhe' rete.t ~:rt.._,l~ ~-ts!!gttt•:bi8Piase 
in colleeti'ft"'.opi'bel..,.4flt~r·"t~tt•l1 ilff•~tJ&a·eBti~ "'"dlewD~!.rf-'t-·­
the flare to reach approximately 10 knots at 10 fee.h.._ ensuring that an 
excessive~ 'h1-gft mnr1fel!6~ ''aM!,.~ft~:~·~n~tp6:mtl tl4' w-
feet while still in the fl.B.re, smoothly roll the throttle firmly back into· 0 
the flight pas:ik.i-on,.,·l:asl•lrllshe4f!~mu'!!•tt7!'M~ttl'l! !D!Jt'St~·---­
increase collective pitch to recover above 3 feet of altitude with ;~10""'"'·...,,~ 
knots airspeed. If a full autorotation landing is to be performed, decele-
rate in the fl~;,oo•!eask~ema•l) ean·:rw~·!'e 'ftft LllEW:iiUWft!fllld, 
and lower the nose slightly to ensure that an excessively taif'"!o~nSliif""'~·­
does not occur. Dtn-ing the last 10 to 12 feet of altitude smoothly increase 
pitch e.s necessary to .. cushi:~ l.artti!~•·••ll@' ~mmtl~'6\illr~t"'ft!eed 
two helicopter lengths•' ~-h.e'i!t!t'JptW! ~Jll'!rlllll!e-ft"'~~-.--........ 
collective and smoothly roll on the throttle to 6600 RF.M. 

- .e -~·,.t'•t ,,'.r·'·'"r'. ,_-<\~ ..... -. li·"'"")·.~ .... ~-~...... n •• , •• .._............... ..., .... 

b. low alt~tllS.le . .au.t.o».Qta:Wrerrea ·~"" et11Mile!teeo<P-at-··a- m!:tl!ltmin' a1~tr·t;-r· .,.. 
60 knots.. azul_a..~W&.e··of\ ~ ··:Peerta !b1! etl't1'1"'1~ •Stf!l!""ll'S' ·ii ... mfttJB:r 
autorqte.tiop •.... Immediately- af:b&~~&!l"tJ!? ·~~M,!f'!me-·~ bl!r"~t'!'l!tect~'" · ... 
dissi}:ete airspeed, and slow the rate of descent. Care must be taken not 
to assume·~ an exce'!Si"V'eJ:~"' ~~'Bt'MtCJIMI•l5 !I! 1.~"ll'l'e:!'e\l!'m';'-~I1'" ~~ 
landing is effected in the sam~~!"' att""!bfbt• notl!il!f.t'·aftetS!Itfi!JI~"'N'"'"' -··--·•"""' 

~mG <:) 
If an excessive~ ~-~ .. •• w: ,,_.-tl!gl! tUtibtidt:J M BJI.'l) l!ftJ~" 
drift develop during t.he ·latter··'Sta·gee"'Of··&-ft<.e~ l!'te Mf"".--....,. 
immediately. ' 

c • A hovering autorota'biO!l"•:ftfo ~l:a'! B1'ftett~!'I'Y''ft:ll: l!Utbrbta't1~" . ,rC:>m"a "" ..,.. 
normal hover (not mare than 5 feet), roll off the throttle to fll!lfe'".!ftle;•-"~­
taking care not to raise or lower the collective inadvertently. Use rudder 
and cyclic to maintaitt"'haMI!ftgft\Wt'Wtr!~-rftrttealilldenrt!lftbp•·TI!e'"t!&lte~r 
will tend to maintain altitude-"Mrmle!lte.ri'qju"ttJeca-wtii->•c01PJfftmdE!- ~e-m-a--:---......_ 
As it settles apply up collective to cushion the landing. A:rter· tW'bl!'i- ... - ....... 
copter is firmly on deck, lower the collective to the fUll down position and 
smoothly roll on the throttle to 6600 RF.M, 

AUTOROI'ATION. FLI(ET CHARACTERI&'TICS C'UH-1 ) 

1. Section IV contains information regarding autorotational flight character­
istics following actual engine failure. 
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2. When maneuvering in autorota.tional flight to land on a predetermined 
spot most effective method is to approach the spot in such a manner that 
the projected autorotational glide path overshoots the spot. At this point 
commence S-turns in balanced flight to dissipate the excess altitude, planning 
the final approach course to be into the vim. A conventional approach 
wherein the helicopter is turned downwind followed by a course reversal 
usually results in an undershoo;tt. 

CAUTION 

Rotor RPM tends to build up during turns and flares, and may exceed the 
~ .. ~B-~~~~; .• ~~~9 ~i'2.~Fl-s}1 unless collective pitch is 
us o con e • 

.3. The .·oEtimum rotor RPM during an autorotational descent is ~J.lU;J~Qil,"V,. 
rotor RPM: ~,~-£~1M-1...~.~2.o,~.s..!.?-.!~.~~-~l, .. ~!!:.~E .. !~~~~ .. ~?.E.~e,~.~~~~r~,-, 

NOTE 

The minimum rate of descent autorotational airspeed for the UH-1B is · 
45 knots IAS, and the maximum glide airspeed is 7.3 knots:<" 60 lmots -.4r~15 

is a compromise between these two airspeed values, and is the airspeed 
at which autorotations should be practiced for the purpose of 
standardization. 

NO 'IE 

See attached sheet. 

lfl. VE-OFF UH-1: 

1. From Power-on Approach 

a. Collective pitch control - Smoothly increase to take-off power 

b. Airspeed - Increase to 60 knots IAS (70 lmots UH-1L.). 

c. Cyclic control - Establish a climb 

2. From Autorotative Approach 

a. Throttle - (Roll on) Full Open 
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b. Collective pitch control - Smoothly increase to take-orr power 

~r, c. Airspeed - Increase to 60 knots IAS (70 knots UH-1L) 

d. Cyclic control - Establish a climb 

lANDING OJH-1) 

1. Pre-landing check list {On instrument panel) - Complete 

NOTE 

SHtrrOOWN (UH-1) 

Pilots will ascertain prior to shutdown that the area is clear, and that 
personnel around the helicopter are either outside the tip path of the 
main rotor or within arm 1 s length of the fuselage. During any operations, 
the pilot is responsible for keeping personnel around the helicopter to 
a minimum number fer safe operations. 

1. Anti-collision light- Off 

2. RPM increase-decrease switch - Full decrease 

3. RPM audio warning switch - Off 

4. Throttle - Rool off to 7($ N1 for two mimtes (set UH-1L at 5500 NF 
for two minutes) 

5. Radios - orr 
6. Throttle - Flight idle (lD-15 seconds) 

7. Invertor - Off 
I 

8. Throttle - Idle cut-off (engine idle stop release switch must be depressed) 

9. Main and Start fuel - Off 

CAtrriON 

NOTE 
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stopped to ensure that fuel does not drain from the fUel control and 
allow air to enter the fuel system. Fuel TB.lve should rsaain in closed 
position at all times 'When engine is mt running. 

10. Rotor brake- Apply smoothly and steadily at 100 rotor rpn or less 
nntil rotor blades stop. 

NOTE 

The minimum rate of descent autorotational airspeed for the UH-11 is 58 
lmots IAS, and the maximum glide airspeed is 95 knots. BiahV knots is 

I 
! 

a compromise betveen these two airipeed values, and is the airspeed at . ,. 
which autorotational should be practiced for purposes of standardization. . 

NOTE 

Rotor brale may be applied at 130 rotor rpn or below with the engine 
shut down; however, 100 rotor riJ!l is recommended as maximum to extend 
brake life. For maximum braking action, do not move rotor brake handle 
over center position. 

NOTE 

Do not use rotor brale as a parking brake. 

11. Battery - orr 

12. Lights - orr 

~S~J.,PROCEDURES 

A postflight inspection should be make by the pilot leaving the helicopter 
after completing the assigned task. This inapection is a general visual 
i~soection of the landing skids, fuselage, main rotor, tail rotor and 
transmission systems, tail assembly and engine compartment. In addition 
to the established requirements for reporting a.rry sy~s defects, the 
pilot will also make entries on the yellow sheet to indicate when any 
normal operating limits have been exceeded. ~en an 'emergency fuel (fuel 
other than JP-4 or JP-5) is used, report the tt1pe fuel and length of 
operation. 

CAUTION 
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NOTE 

A notation of any contact with salt water spr&f should be noted on 
the "Yellow Sheet". 

DEBRIEFING 

For detailed debriefing, refer to part 2 of this section. Debrief those 
portions applicable to the flight. 

DISCREPANCY REPORTING 

Immediately following each flight the pilot shall complete all items on the 
yellow.sheet in accordance with OPNAV Instruction 3710.7 series, noting all 
discrepancies in detail. To aid in discrepancy analysis, seu~·t"iWftiC?n 
such as position of controls, movement of controls and re ' 4ls rumen 
readings, etc., should be recorded in flight, if practical, and be included 
on the yellow sheet. When possible maintenance troubleshooters should be 
abaiUtble for consultation. The pilot will ensure that he has conveyed his 
complete knowledge of the discrepancy orally and in writing. 

NIGHT FLYING 

The procedures for night flying will be essentially the same as those for 

days; however, :!r~1mfwE!£:E~,a~~la~:r&~·P:,~~~~~~JI ~, 
RESTRICTIONS ON NIGHT FLYING 

Helicopters will not be flown at night if any of the fbllowing equipnent 
is not in operating condition. , 
R.£Qal~~ I="CI( N/'LHT: 

.,./1. Pilot."'s compartment instrument and console lights • 

., 2. All exterior lights' • 

..r 3. T.mF radio. 

~ 4. Pilot's gyro horizon. 

PCSTFLIGHT PROCEDURES (NIGliT) 

Postflight procedures and the postflight inspection are performed in the 
same manner with the same detail as is required for daylight operations'. 

DEBRIEFING 

For detailed debriefing, refer to part 2 of this section. Debrief those 
portions applicable to the flightf. 
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Part 4 - Shipboard Proced.ures - Shipboard procedures AS written herein apply. 

COHl1AND RESPONSIBILITY 

Shipboard procedures must be as normal as~those associated with shore based 
activities. All detachments embarlCed becane a part of the cmtrall. ships 
functions for coordination, control, and support. The OinC of the detachment 
is responsible at all times for the combat readiness of his detachment. 
Command relations ani general procedures are contained in NI.JP 41 and NWIP 41-6. 

FIELD SHIP LANDING PRACTICE 

Field ship landing practice (FSLP) is required of first tour pilots within 
30 days prior to ship qualification to ensure maximum crew proficiency. 
The number of periods W'ill depend on the experience and ability of the 
individual pilot. FSLP's will be conducted to simulate shipboard operations. 
as closely as possible. 

NOTE 

When facilities permit, pilots should complete night FSLP 1s prior to 
night ship qualification to familiarize themselves with night ship­
board landing procedures. 

BRIEFING PRIOR 'ID FSLP 

Briefing prior to FSLP1 s 'Will include the information set forth in Part 2 
of this section and shall, in addition, include the following: 

1. Patterns, altitudes, and airspeed. 

2. Helicopter director signals. 

SRI? QUALIFICATION 

The tem "ship qualification" referred to herein encompasses all shipboard 
landinz operations. Initial day/night ship qualification should be madl 
unrer ideal weather conditions including a visible horizon. 

SHIP QUALIFICA"2ICri REQUIREMENTS 

l 
f 
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BRIEFING 

All pilots will receive an appropriate briefing prior to each flight. 
Flight briefings will include the information set forth in Part 2 of this 
section and shall, in addition, include the follm~_ng: 

1. UGe of helicopter lights (if night operation). 

2. Snecial safety precautions. 

3. 'Jea ther forecast. 

7 4• Pathfinder technique. 

FLIGHT DECK O?ERATIONS 

Flight dec}: procedures are found in N11IP 41-6 series. 

FLIGHT DECK O?ERAl.'IO:JS 

1. Flight deck handling procedures and aircraft handling signals are 
contained in ;;up 41. 

2. Personnel not required for plane handling will remain clear of the 
flight dec 1< during launch and recovery of helicopters. 

f 3. Starting engine and rotor will be done only upon direction of the 
' ship's LSE. 

4. Air taxiing and. 'lOVell'.ent of helicopters will be under the positive 
C8ntrol of the ship 1s LSE. 

STARTING ZEGINE AIID ROTOR 

Resnonsibilities and procedlrres for helicopter acceptance, yellow sheet 
co~~nletion, pre-flight inspection, pre-start, f!re guard , starting engine 
anc rotor, post start, ore-take off, shutdown and post flight ins~ction 
are outlined in Part III of this section. Addi tlonal requirements for 
starting engine and rotor aboard ship consist of the following: 

1. Relative wind velocity consistent with safe operating procedures. 

RELATIVE ;HIID F0:1. I..AUNCH AirJ Rln)VERY 
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L~U:TCH PROCED1JRES 

1. Helicopter will not take off until cleared by tile OOD and a signal 
has been received from the helicopter directo~. 

2. ~lhen the s~ip is underway, helicopters will avoid crossing the bow 
of the sloJ. "') at lm·r altitudes. 

TICOVERY ?ROCED~JRES 

Any of the i'o11m-rinc; sign~?.ls ;,~ay be given by flag hoist, blinker and/ or 
radio: 

1 • Signal Ji~: The flight leader will orbit his flight in the de signa ted 
'attern. 

2. Sir;nal ?F.EP C~~. The flight leader will maneuver his flight into 
tlle sn~cifi"'~~1tlf:ri'crrngnattern and commence approach in anticipation of a 
signal CHARLIE. 

3. Si~nal CHARLIE. 
~· ~ 

Cleared to land. 

DEL':'A PATTERN (HOLDING PATTERN) 

The JEL-:!:'A nattern for helicopters is as designated in the CVA/CVS NATOPS 
"an'J.al or by the individual ship. I:ore than one delta pattern may be 
designated. This nattern ~Y be assigned to any helicopter or recovery 
o'eration. :men heliconters are orbiting in a DELTA pattern, they will 
be nrenared to break on order fro:::1 the OOD to join the CHARLIE pa. ttern. 

?I. ;JJ, Li::DI:JG PROCEDURES 

A~~MJJ)~e~. i~~~·· Approaching the 1$0° p~~!o , initiate 
a ·.1o1:1er adjus~ to reach the final approach ~on a _ QO ~~~~~w 
Q_Q_.JJ:JlQJ..§, ad jus tint~ snead as necessary to maintain a canf>o· -:·raleof 
~: The Jj-p:}.J;~~~~~~~~~~~~~t to eliminate the 
:.1ecessJ.. ty for exaggera ea pm.rerCh?nges or excessJ.be nares near the 
decV:. Final r~ove~,ent or.' the helicopter to the deck position is nor"'l3.lly 
acco 1~liched by air taxi. The pilot's maneuvers are governed by signals 
fro;l the helico~ter director. Touchdmm must be smooth. 

NOTE 
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DEBRIEFING 

\-then based aboard ship, debriefing can be equally as beneficial as when 
based ashore. For detailed debriefing, refer to part 2 of ~~is section. 
Debrief those ~ortions applicable to the flight. 

El :ERGZNCY PROCEDURES 

Any helicopter ex~eriencing trouble in flight will immediately notify the 
flight leader, ship, or controlling agency by radio or by visual sir,nals 
as the s:tuation dictates. I::" the nature of the emergency warrants an 
L~1ediate return to the ship, a radio call will be made to enable the 
shin to prepare for landing. In any case, the following information will 
be transmitted to the ship: 

1. Side nu'nber or call sign of the heliconter. 

2. Position. 

3. Difi'icu1 ty. 

4. Intentions. 

If radio co~cations are lost, the helicopter shall signal to indicate 
an energency as follm-J'S; Tur:n "lxternal lights to FLASH and landing light 
to 01~ during the a:Jproach tothe ship. If possible, visually relay 
~:'ifficulty to another airborne unit for radio relay to the shi~. 

~JI(fHT OPJ!RA'T'IONS 

1. PRS-F:..IGHT ?~lOCDURES 

The pilot's red-lensed flash1ieht will be used in making the external 
inspectins. In addition to the normal cockpit inspections, ensure that 
all light sHitches are positioned properly. Lighting at night becomes a 
critical area, and the general rule of not showing ~1ite lights on the 
flight deck should be rigidly observed. 

2. TAXI A:-.TD FLIGH"c' 

The :first rule the pilot should remember concerning night shipboard 
operations is tl:at the tenpo of operations, ·.both in volume and speed is 
consider~lbly reduced from day operations. Slou and caref'ul handling of 
helicopter by both helicopter directors and pilots is mandatory. If the 
pilot has any doubt about the helicopter director's signals, he should 
hold his position until clarification is obtained. 
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DEBRIEFDC 

For detailed debriefing, refer to part 2 of this section. Debrief those 
portions applicable to the flight. 

LST OPERA'rJOI'§ 

It is necessary to include a separate description of LST operations in 
order to acquaint the pilot with the variations from standard shipboard 
operations and to point out particular LST operating procedures. 

1 • DE!:7 L:;ITIONS: 

a. GIG 

b. 11 KIID AT THE DIP'' 

c. 11 KTLO CLOSE UP" 

d. LSE 

e. S::UP1 S 3EACOIJ 

f. G:lEEl\ DECK 

g. RED DECK 

h. SHIP1 S HEAD 

(COI:lbat Information Center) All information 
concerning scrambles as well as any other combat 
information concerning the operating area. 

Flight deck being readied for launch or 
recovery of aircraft. Approximately ten 
minutes or less. 

Ship is condncting flight operations, ready to 
land or launch aircraft. Synonomous with "green 
deck" and signal "charlien. 

(Landing Signalmen Enlisted) Enlisted member of 
the ship's company who assists the pilot during 
take-off, approach, and landing through the use 
of hand signals or wands. 

EaCh LST is outfitted with a bright white 
flashing beacon located on top to the mast. 
This beacon can be an invaluable aid in 
locating the ship on dark, overcast nights. 

Ship w.i.ll announce "Green Deck", "Signal Charlie" 
when ready to recover hel. os. 

Flight deck is fouled. Ship 'Will give estimate 
when they expect a green deck. 

The ship will announce "Ship 1s head" steady, 
ship 1s head swinging to port (starboard) to 
aid the pilot in planning his approach. 

3-Z'l 
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The ship announces wind conditions on the 
rlight deck in the following manner: Wind 
direction is given in degrees relative to 
the ship's head, i.e.,. 060 port, 060 
starboard. 

2. FLIGHT OPERATIONS 

Sustained fiight operations from LSTs have proven highly successful. Launch 
times for "Scrambles" average approximately five minutes, and under normal 
launch conditions attack helicopters are launched in less than ten minutes. 

? Due- to the small size of the LST' s flight deck only one helicopter 
shall be turned up at a time. 

' CAt.?i:ION 

Spotting the helicopter is critical; therefore proper training of, 
a..."'ld close cooperation 1-ri.th 1:he LSE is mandatory. 

;. FLIG:-IT DECK EVOLUTIOn 

a. Take-off: :·Then all pre-take off checks have been completed, 
operating rprr. (6600) set, and a ~reon deck has been indicated, a ~~' 

J.l2!!. signal is given tQ 1.t~ indicating ready to lift. A normai"'""'rrt 
off is then executed"1o! d\hng the hand or wand signa1 s of the LSE. Hake 
a visual check of allinstruments plus a careful check of "power required" 
to hold a 2 foot hover. The EO\\~t • .J:~Se~Jl~~ ?- foot~,s~ 
'.Ihen the pilot iG satisfied that there J.s enoug!~" ava:da~ anornFa1 
take-off is commenced. As the helo passes over the deck edge, ground 
effect is lost. At this point, over controlling the helo can lead to rapid 
loss in rotor rpm and collision with the water. .d. night take-off from 
an LST is an instrument flying evolution and shall be handled as such. 
The pilot flJdng the helicopter will go on the gauges immediately after 
he has ascertained that the helico~sr is clearihg the deck edge. J[~. 

:turps ~h!lll ~e c9mmen99d rior, .. tQ,w~Q9_.f:~~ n:e co-pilot shall ba'ClrUp 
e p on · · s ~e pl.lot of any dangerous or 

unusual conditions. 

NOTE 

Refer to page 3-31 of this manual for insturment take-off procedures. 
.. 
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b. Approach: Approach patterns will 1'81"1 'With the position of the 
LST in relation to the river bank, the terrain along the banks, the eneJI1' 
forces in the area and the weather. However, the final approach is always 
basically the same. A turn into the viDd is made and the helo is flown 
toward the ship 1mtil the proper glide slope is intercepted, then a descent 
and decrease in airspeed is commenced • ..llJ.e~,4..u~m.,~m'tt, ... !§.'l>4,~ 
transitional _1-u•+ .. a't :!fh~ same mome~~ tp~J~~iconter comes. to a hg~~. 
Then_ e __ .... ~. .. ~ii;;....,,~_· ~ .. 'l~ia.nd_"in_ ... ;>·• 11\itt¥! '.'·' " ... ,!c]"'''""'~:t''f.~ti_'_Oii'S'"'~o·~.ov~i_crare 
c"o~~~··,~·'ib:~LhQY;r···v~e ~iu,·.~~~- ,;~~":~rur:exeauting &n. extr.f)~ 
~:kt~--~~s~·"" ..... . .. -. · .. ·''"······· ···~·'··· ..... ···' .· .... 

c. Pathfinder (Angle of Approach Lights): The Army Pathfinder Light 
has been evaluated and has proven to be an invaluable aid to assist in 

~t~~:i~ :~~e:d C~~t~~!~ld~:;~g~~~~~~~~~~~£fc~tr ~C: G, 
Variation from this is at the discretion of the detachment OinC when 
emergency operations dictate. 

d. Night Approach 

(1) The following is a general description of the operation: 

(a) Standard LST flight deck lighting is utilized with an 
LSE present. 

(b) The pathfinder light is placed along the centerline of 
the flight deck on the upwind edge. 

(c) The unit is adjusted for 6° elevation vi th the "level 
bubble"· centered for LST operations. The unit used on an Z.lRB is adjusted 
for 8° elevation. 

(2) The recommended approach pattern is as follows: 

base leg. 

(a) Enter downwind at 400' /f:IJ knots (80 knots UH-1L) 

(b) Set up a box pattern which will allow for a t mile 

(c) The pilot will remain on the gauges until turning to 
the base leg heading. He shall be assisted by the co-pilot in orienting 
the flight pattern vi th the ship. Upon intercepting the glide slope 
turn to final approach course. Decelerate along the glide slope to reach 
zero groundspeed in a hover over the deck. The indica ted airspeed on the 
glide slope vill depend on the wind conditions. However, the indicated 

.il~~Js~,.,~,,-· ~-~.,~-~~~~h-;.d··-~"1t'""~~s~~~~~.~,,~.;~9 . »:S'·~·· . , e.~ wiD!iS:hed.:· 
"'·' ... ~ ···- · "~~!:·""~,..,. • .::~ · · ·~ --~-~~t~~~Jnl~~~~-
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(d) When the helo is within 20'-40' of the deck edge, the green 
light will be lost and an amber light observed. At this point the flight 
deck is well defined and a visual approach to touchdown is effected 
utilizing the LSE. 

(e) The co-pilot will continually monitor altitude, airspeed 
and rpm and keep the pilot advised. 

NOTE 

During night approaches the pilot will have to rely to a great extent 
on VGI, altimeter, and airspeed indicator to keep his approach within 
safe parameters of closure rate and descent. 

e. Wind Velocity: Wind velocity and direction are particularly 
critical aboard an LST because of the limited flight deck area and helo 
weight considerations. To avoid excessive EGT, starting should not be 
attempted with a tail wind component of 15 knots or more except in 
operational emergencies. During high gust wind conditions (15 knots or 
more) the engine should be started vi. th a cre'WID!Ul steadying the main rotor 
blade by hand. Once the engine has reached approximately 25 percent gas 
producer N1 turbine speed, the rotor blade is released by the cre'WID.ember 
and allowed to accelerate to engine speed. 

NOTE 

The rotor blade should not be "thrown" or "pushed" by cre'WD18ll, as this 
induces flapping. It shall simply be released. 

Before take-off or landing, the 1ST should maneuver so that the existing 
wind is abeam the ship. Crosswinds, especially right crosswinds, require 
excessive left rudder inputs. The combination of torque and right cross­
wind will often require the use of full left rudder which frequently will 
be insufficient to maintain directional control. Take-offs and landings 
with crosswinds in excess of 15 knots should not be attempted. Wind 
limitations for start/engagement: 

RELATIVE WIND (TO THE H:ELOl 

180° 
160° 
135° 
110° 
090° 
oooo 
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CAUTION 

Severe deck edge turbulence should be ezpected in winds in excess of 
35 knots. Only when operationally necessary should rotor engagement/ 
disengagement be attempted. The rotor tip path plane must be carefully 
monitored in order to prevent .the main rotor blades from hitting against 
the mechanical stops. 

f • Temperature: In the Delta area of Vietnam, high ambient temperatures 
ranging from approximately 26 degrees C at night to 40 degrees C during 
the day will be encountered throughout most of the year. Density altitudes 
of 3300' are not unusual. Due to the high density altitudes, smooth 
pilot technique must be employed during take-off to prevent loss of 
rotor rpm when carrying a combat load. 

4. LAUNCH WEIGHT 

We1ht is ~ bi~~~ to cont~ w~~~t:am, LST~L 
~n·acii"";!tuift:l~ he .p . 'Ot~'f'~m ·~~i1'Uez:e;erv;'r e ~ 
carry and still reach his destination with an adequate fuel reserve. 
He must insure that any additional weight is evenly distributed. The 
heavy armo~ plated pilot seats induce a nose heavy tendency and therefore 
e;:t ~ .:~vei t _ . ~. laced ~ . far. :;~,;~~ • .Jt~~,i~~~ The aircraft 

omman er mus exerc~se goo JUdgement. · 

INSTRUMENT TAKE-OFF (ITO) 

1. The following ITO procedures are mandatory for all night shipboard 
take-offs and for any take-off when visibility conditions dictate. Prior 
to take-off adjust the horizon bar of the attitude indicator so that the 
mir.iature airplane will appear level with the horizon bar. Ensure that 
the radar altimeter is operating by observing the absence of the cross 
hatched flag, and actuating the press to test button. The press to test 
button generates a 100 foot plus or minus 15 foot signal. Set the low 
altitude warning system to 75 feet. The radar altimeter requires approx­
imately 90 seconds to warm up. Establish a two foot hover visually. En­
sure that an adequate power reserve exists for the take-off. An ITO shall 
not be attempted with a power reserveless than .l% N1 in a two foot hover. 
With a' steady smooth motion increase oollective pitch to within t% of 
maximum power N1 , "simultaneously lowering the nose to a level (40 knot) . 
attitude by pushing the cyclic forward against the force gradient spring 
preosure. The transition from hover to climb, and the climb itself, shall 
be made with the force trim engaged. Care shall be taken not to exceed 
maximum power because main rotor droop with its associated loss in shaft 
horsepower will result. Until an indicated airspeed of 25 knots is reached 
the pitot static instruments are unreliable due to rotor downwash. During 
the transition to 25 knots, control of the helicopter must be achieved by 
reference to power setting, radar altimeter, the attitude gyro and the RMI. 
When the pitot static instruments become effective, reference should be 
made to the VSI and the barometric altimeter as well as the radar a1 timeter 
to ensure that a positive rate of climb is continuing. Upon reaching 40 
knots the nose atitude must be lowered slightly to accelerate to 60 knots. 
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5. SAFETY TIPS FOR LST OPERATIOnS 

The following are safety tips concerning UH-1B flight operations on LSTs: 

a. Don't overcontrol a heavily loaded UH-1B helicopter on take-off. 
Hake smooth and precise corrections. 

b. Don't attempt turns on the spot over the flight deck when two ./ 
helos are on board. . 

c. Have the ship maneuver to place the existing wind w.i. thin 45 deg~es 
of the nose of the helicopter, depending on wind condi tiona, before you 
take-off. 

d. Don't set up a sink rate on night take-offs,maintain take-off power 
setting. 

e. On night approaches set running lights steady dim, rotating beacon 
off when established on final. With the running lights on steady dim, 
during approaches, the LST can accurately judge whether you are too high 
or low. Turning the rotating beacon off eliminates flicker vertigo. 

f. Never come aboard the LST vi th the armament system "safe light" 
on. The co-pilot will always report to the pilot: "Guns and rockets 
cold, circuit breakers out". Insure door gunners have de-armed their 
weapons. 

g. Wave-off whenever you are not satisfied with your approach• Any 
wave-off issued by the LST is mandatory. 

6. ALTERFATE AIRCRAFT POSITIONING 

a. Only during exceptional conditions with the LST riding at anchor 
will the wind be 090°to the ship's head. During normal operation the 
aircraft will be positioned heading closest to the best relative wind. 
This then allows minimum ship maneuvering to provide acceptable launch 
winds. However 180° winds shifts and tidal ebbs and floods occur daily. 
If it is anticipated that the aircraft are going to remain in a scramble 
status for an extended period of thle, positioning one helicopter heading 
port and one starboard will allow the advantage of having one halo 
generally heading into the wind. While launching one, the ship can make 
preparations to warm up the engines and twist on the anchor or get underway 
as necessary. If winds permit, the second helicopter may turn on deck. 
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CAUTION 

~­~,;~~~~e~~~mer t.>. ~c=ish 
preposi tioning. Merely land normally and acoept the fact that a scramble 
may be delayed. In this case Safe"!:,- must not be compromised. 

c. Launch Phase: With the airerart he~ in al.ternate directions, 
the r irst one to launch will be the one llO&It generally heading into the 
wind. '!'he second aircraft will then start and engage downwind an:i 
slide to the center of the deck to execute a turn on deck. 

CAUTION 

It must be recognized that a 1800 turn on an LS'l' fiight deck is a 
difficult and demanding maneuver. It is imperative that pilots, 
crewman and all fiight deck personnel are thoroughly aware or the 
maneuver to be executed and direction ot turn. Crewmembers wst 
keep the pilot informed or the proxilli ty or the ...u to obStructions 
or personpel on fiight deck. 

NOTE 

!!i!lliti;~ .. ~!~f!!!Z, .. ~~~~~~ae~~·~~~ 
CAUTION 

~~ .. ~~-~~hi~bi~~~. _ -~-_we .... xce•_ p:;...t~~~ertre-..-~me....,;., 

7. QUICK TURN AROUND 
During times or intense operations it may be necess8.17 to execute 

one or more quick turn arounds. '!'his requires ma.rlmum effort on the 
part of the ship and detachment perso:rmel in rearming and refueling 
the helicopter. Time saved may be of the essence. 

WARNING 
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SECTION IV 

FLIGHT PROCEDURES 
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INTRODUCTION 

Flight procedures as written in the Dash 10 and UH-1 L NATOPS and as 
amplified as follows apply. The flight characteristics of this 
helicopter in general are similar to other single rotor helicopters. 
The particularly noticeable difference is the adjitional stability that 
is evident during take-off, hovering, and all flight speeds. This stable 
condition is the result of the gyroscopic action of the stabilizer bar. 
The control system, with hydraulic serve assist, provides the pilot with 
a near zero force required for control feeling is induced into the cyclic 
stick and directional control pedals by means of a force trim system. 

LEVEL ?LIGHT CHA.RACTERISTICS AT VARIOUS SPEEDS 

The level flight characteristics of this helicopter are normal throughout 
the operating limits range. All control response is ir.~ediate and gives 
positive results. 

HA.t\!EUVERING FLIGHT 

Action and response of the controls during maneuvering flight is normal 
at all times when the helicopter is operated within the limitations set 
forth. The pilot should note that when percent N1 and torque pressure 
are stabilized (collective position set such as for a cruise position) 
that the percent N1 and torque presSure will wary ·as cruise maneuvers 
are performed, However, the N1 and torque readings will return to the 
original setting when a steady state of flight is reestablished. During 
hard turns the pilot should be prepared to "hold" the collective up so 
that airframe vibration will not cause the collective to fall. Further­
more, the pilot should be aware that the angle of attack of the blades 
changes during cruise maneuvers even though the collective positiou is 
set. If the pilot adds collective during maneuvers it is possible to 
exceed the percent N1 available and cause the N2 to droop. 

NOTE 

PO\IER SETTLING 
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NOTE 

Power settling is most likely to occur during conditions of high gross 
weight, high densi v a1 ti tude, low airspeed, and descending powered 
night. 

BLADE STALL 

Blade stall. ~g~ml,._~;,~.x~~,LA~~~:\ill~~~~~~ 
and sta~t.§ 8t. thA ;n'MA,..n section ~mL.PJ"O~es.~_es o~l59A~·WJ. · .. 
~~~tf6~~~:.td1T"~"'"te~~tere"'t w~li'tte" .. --
'tien~er is operated within the published limits imposed on it. Blade 
stall is t!J:e ;auml .. 'L9.tA~~~yj_Ra~i~t~. su~11 tt§~,_~D.'tmiallt, 

~j<~~stFm_~~~~~;~~~-~-~-~4:'1!»~~ ~~!::, 
sooner at h~-~ ~, • e or the more important 
features o~two-bladed, semi-rigid rotor system is its warJi~ 
~~~~ ... syJ;l., Prior to progressing•fUHY to ·the 
? reg~ e · pilo~11 "reeF a marked increase in both airframe 
vibration and vibration in the centrals. Consequently, corrective action 
can be taken before the stall conditions become severe. 

BLADE STALL - CORRECTIVE ACTION 

In the event blade stall should occur, it will be characterized by a 
progressively increasing two-per-rev vibration, terminating in a loss or 
longitudinal control and severe feedback in the cyclic control stick. 
The nose of the helicopter will oscillate up and down violently, independent 
of cycl~c co~trol stick posi~on. Recovery ~hould be made by d=a~~ 
coll~ct~v~ ... ···"Jdliai~~-~~'ti2~~~f ~ 
.-JJ~~ o~il~· DescenS,!_~ to a .Lower altitude will ow 
maneuvering~ increased airspe;r;dthout e:ooountering blade stall. 

WARNING 

Entry into blade stall can result in structural damage to the helicopter. 

WARNING 

In power descents it is possible that the airspeed limits as set forth 
on the operating limits decal, displayed on tqe instrument panel, may 
be exceeded. Violations of these limitations may result in structural 
damage to the aircraft. 

ROTOR DROOP 

Droop is a tem used to denote a change in power turbine speed and rotor 
speed that occurs with a demand for increased power with the governor at 
a constant speed setting. Droop may be further categorized as either 
HAPW.i\ax2WMu¥:ta.taz J.iDI!I~ is the momentary change in 
power turbine spee and rotor spee resu · ng from an increased power 
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demand, and it is compensated for by the overspeed control •. s.te~.4Y,stat~ 
droop is the decrease in power turbine speed and rotor speed~h"resu!ts 
from an increased power demand when the engine is already operating at 
maximum gas producer speed. This condition should be avoided during normal 
operation. 

POST MAINTENANCE INSPECTION PROCEDURES 

As a general rule, the procedures contained in this pagagraph are for 
information only. 

A study by the Aircraft Haintenance Officer of the scope of maintenance 
or repair work accomplished on a helicopter willdetermine whether it is 
to be flown or is to receive a functional ground test. 

NOTE 

It is particularly important that a thorough preflight be held prior 
to starting engine and rotor for post maintenance turn up. All paper 
work should be checked by the turn-up pilot to assure that the aircraft 
is in fact ready and safe to engage. 

POST MAI~ITENANCE FLIGHT PROCEDURES 

Post maintenance flight inspection flights are performed to determine 
if the airframe, power plant, accessories, and items of equippage are 
functioning in accordance with predetermined requirements while subjected 
to the intended operating environment. Conditions requiring post 
maintenance inspection flights are outlined in NAVAIR Instruction 4700.2 
series. Inspection flights will be conducted within autorotation distance 
of a landing field, when feasible, and must be accomplished under VFR 
cohditions during daylight hours. Maintenance flights may be accomplished 
in combination with the operational flights provided the operational 
portion is not conducted until the flight inspection requirements have 
been satisfied by a designated maintenance check pilot. 

SEARCH AND RESCUE 

~;~r~i~"<y~····~·~"~"~'~'~!~$~~L~AJ ..• ~~,Y~i-~~~~~!~f,.!:h;ti~·~e! 
--· t~mA!J_~~~i.,l..,..~~"''·~''·'P~9R"'"""§; .. ~."~:4,'t, .• "'.-;;""" involves control of aircraft in the immediate area to avoid~corigestion 
and hindrance to rescue, as well as direction of the actual rescue 
operation. Other aircraft, especially fixed-wing aircraft, should be 
used as radio relays when necessary. For detailed information on 
responsibilities and procedure refer to NWP 37 series - National Search 
and Rescue Hanual. 
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AUTOROTATION CHARACTERISTICS 

The information contained herein was compiled from TM55-152D-219-10 and 
-20, Bell facto:cy technical representatives, AAR findings and squadron 
flight testing. The purpose of including this data is to assure that 
each pilot is aware of the ex e ot, rotor nA~~'~v .. !.o~wing 
Anx:rine fa'illl'I"Aa ·· · ~ St•--. 
~ 

NOTE 

WARNIOO 

WARNING 

All pilots Im.lst be aware of the importance of checking to ensure 
that the AUDIO WARNING SWITCH is in the ON position prior to and 
during flight. 

CAUTION 
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SECTION V 

EMB:RGENCY PROCEDURES 

TABIE OF CON1ENTS 

Familiarization and Proficiency••••••••••••••••••••••••••••••••5-3 
Ditching- Power ON•••••••••••••••••••••••••••••••••••••••••••t5~ 
Ditching- Power OFF•••••••••••••••••••••••••••••••••••••••••••5-4 
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FAHILIARIZATION AND PROFICIENCY 

J.Iany of the emergencies that can be encountered in the UH-1 can not be 
simulated to afford the pilot training and proficiencr,r. others can be 
simulated only to the degree of statically practicing basic responses. 
The follm-r.i.ng are requirements 'Which shall be met on a monthly and quarterly 
basis and ~1e records that must be retained. 

a. Twice each month each crewmember will participate in a sinrulated 
ditching drill. (One water ditching and one land ditching) Compliance 
1-r.i. ~1 this 1-r.i.ll be recorded in the monthly training report. 

b., T\·r.i.ce each month crews of IST detachments will hold practice 
fire drills. Land Dets will review the aircraft fire fighting and 
rescue procedures which are used at their ~cular base and hold drills 
simulating the participation of station personnel if necessary. Compliance 
Hith this uill be recorded in the monthly training report. 

c. Ti-r.i.ce each mnth each crewman will participate in a simulated 
t~ded pilot drili to provide proficiency in removing a pilot from the 
fold back pilot seat. Compliance with this will be recorded in the 
monthly training r~port. 

d. Once each month each pilot will practice the use of emergency 
throttle on the ground to acquire and maintain a feel for its use. No 
report required. 

NOTE 

Careful moni taring of EGT and N2 (NF) is essential 'Whenever operating the 
engine on manual control with the GOV switch in the U:IER position. 

CAUTION 

Ensure that the trottle is set at ground idle prior to selecting the U·IER 
position ·1-1ith the governor switch. 

CAUTION 

Use extreme caution in manipulating the throttle 'While in GOV-»1ER. 
Eanual control of the fuel flow is exacting and f'ailure to use caution 
ldll result in an overs peed or overtemp. 

CAUTION 

Ensure that the throttle is set at ground idle prior to returning the 
governor switch to AUTO 
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e. Once each quarter all pilots shall receive extensive ground 
training to review and remain familiar with the following: 

1. Engine failure 
2. Engine restart in fiight 
3. Fuel control failure 
4. Compressor stall 
5. Tail rotor malfunctions and responses 
6. Hydraulic power system failure 
7. Autorotations; characteristics and responses 

Compliance id th this will be recorded in the monthly training report. 

DITCHING - POWER ON 

a. 
b. 
c. 
d. 

Normal descent and pre-landing procedures - Execute 
Passengers - Alerted 
Helicopter position - Radio position to aid in search and rescue 
Copilots door - Jettison while hovering a few feet above the 

water; 
e. 
r. 
g. 

assure both cargo doors are fUll open. 
Have passengers leave the helicopter 
Fly a safe distance - Avoid possible passenger injury 
Battery switch - Off 

WARNING 

The helicopter is not watertight and will sinkt- rapidly. 

h. Landing - Perform a normal landing and allow aircraft to settle 
level in the water. If the aircraft begins to roll left or right assist 
it by ac1ding full cyclic in the direction of roll 

i. Apply rotor brake 
j. Shoulder harness and safety' belt - Release and clear helicopter 

as soon as all motion of the aircraft has stopped. 

DITCHING - POWER OFF 

a. Collective pitch -Adjust as required to maintain rotor RPM 
id thin limits. 

b. Autorotative glide - Establish an autorotative glide into the 
uind at a mininrum airs peed of 55 to 6o knots dependent on gross weight 

c. Passengers - Alerted 
d. Helicopter position - Radio position to aid in search and rescue 
e. Copilots door - Jettison 
f. Cabin doors - Full open and locked 
g. Throttle - Closed 
h. Fuel main switch - orr 
i. Battery switch - Off 
j. Shoulder harness - Lock 
k. Flare - Execute flare near water surface and approach surface 

with moderately tail low attitude. 
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WARNING 

The helicopter is not watertight and will sink rapidlY• 

1. Landing - As the tail contacts the water, allow the aircraft 
to settle in a level attitude. Continue applying collective pitch to 
slow rotor blades. Apply rotor brake. Do not assist aircraft to roll. 

m. Shoulder harness and safety belt - Release and clear the 
helicopter as soon as all motion has stopped. 

F--EL FILTER CAUTION LIGHT 

Illumination of the fuel filter caution light indicates a clogged fuel 
filter. If the clogging continues, the fuel by-pass line opens to permit 
fuel to now around the filter. Corrective action is to land as soon as 
practicable, and correct the clogged condition before attempting further 
flight. 

FUEL BOOST PUHP FAILURE 

The engine driven fuel pump will substain engine operation without the 
assistance of the fuel boost pumps at altitudes below 4600 feet. The 
failure of one or both boost pumps reduces usable fuel. After loss of 
one or both boost pumps, illumination of the twenty minute fuel warning · 
light indicates only five minutes of fuel remaining at cruise flight. 
Corrective action for fuel boost pump(s) failure follows: 

a. Descend to a pressure altitude of 4600 feet or less. 

b. Check fuel boost pump circuit breakers in. 

c. Plan for 15 minutes reduction in flight endurance. 

ENGINE FUEL PUHP FAILURE 

Illumination of the engine fuel pump light indicates failure of one of the 
two elements of the pump. Operation of at least one of the two elements 
is required to sustain engine operation. Corrective action: 

a. Land as soon as_ practicable. 

NOTE 

Boost pumps alone will not maintain engine operation. 

AIR INLET FILTER LIGHT 

Illumination of engine inlet air light indicates a clogging,condition in 
the air inlet filter. Corrective action: 
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a. Reduce power setting and airspeed. 

b. If light still illuminated, the pilot shall, as conditions permit, 
proceed to the nearest practicable landing area for cleaning of the air 
inlet filter. 

LOW SIDE GOVERNOR FAILURE 

An underspeeding N2 governor will be evidenced by loss of N2 and rotor 
roM. Corrective action: 

a. Collective pitch - Full down, if altitude penni ts. 

b. Throttle - decrease to Flight Idle. 

c. Engine fuel GOV switch - Emergency position. 

d. Throttle - Advance slowly to obtain engine operating roM. 

e. Land as soon as practicable. 

An underspeeding governor may initially be confused with an engine failure. 
Upon entering autorotation following an apparent engine failure, check 
the Nl tachometer. A steady Nl reading of 4r$ to 6C/fo indicates an 
underspeeding governor. 

An N2 governor may malfunction only interm:i ttently; N2 and rotor RH1 may 
drop to 5900 to 6000 RFM and then return to 6600. Upon observing the 
first malfunction, execute the corrective action delineated above. This 
will preclude a second malfunction which could otherwise occur at an 
inopportune time. 

CAUTION 

Refer to the UH-lB Operator's Manual. for instructions regarding flight 
operations in the emergenqy fuel position. 

HIGH SIDE GOVERNOR FAILURE 

An overspeeding N2 governor will be evident by increasing N2 RFM with 
constant throttle setting with power applied. 

a. Collective pitch - Increase to put load on rotor system. 

b. Roll off throttle to 6400 N2 to remove authority of N2 governor. 

c. Continue flight with conventional throttJ.e control. 

d. Land as soon as ~etie&ble. 
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SHORT SHAFT FAILURE 

A short shaft failure is indicated by an cverspeeding N2, and a decaying 
rotor RFM. The engine is suddenly unloaded, and unable to deliver power 
to the rotor system. A short shaft failure is essentially an engine 
failure. Corrective action: 

a. Autorotate to a landing immediately. 

b. Secure engine 

NOTE 

Refer to the UH-lB Operator's Manual for an amplification of engine 
failure procedures. 

YIAIN TRANSMISSION QHIP LIGHT 

Corrective action: 

a" Land as soon as practicable. Enroute to landing area observe 
transmission oil temperature and pressure indicators. 

b. At the first sign of a rising oil temperature, a loss of 
transmission oil or an impending transmission failure, proceed as in 
Hain Transmission Oil Loss. 

TAIL ROTOR CHIP LIGHT 

Corrective action: 

a. Proceed to the nearest practicable landing area and execute a 
precautionary low power (running) landing. 

If evidence of an impending tail rotor drive failure - other than the 
illumination of the tail chip light - is observed, perform a fUll 
autorotative landing at the nearest secure and improved landing area. 

NOTE 

Refer to Tail Rotor Drive Failure in this section. 

:TAIL ROTOR DRIVE FAILURE, GENERAL CONSIDERATIONS 

An impending tail rotor drive failure will usually be preceded by the 
following signs: 

a. Progressive loss of effectiveness of left rudder application. 
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b. Intermittent feedback through the tail rotor controls. ("kicksn 
in the rudder pedals) 

c. A medium to high pitch whine emanating from tail section. 

0 0 
d. In the case of 1;;. or 90 gearbox maJ.f'unctioning, illumination of 

the tail rotor chip light. 

Tail rotor drive failure is indicated qy a yaw of the helicopter to the 
right with a complete loss of effectiveness of the rudder pedals. The 
collective should be lowered inunediately to control the yaw if altitude 
permits. 

WARNING 

If a low airspeed and altitude situation precludes bottoming of the 
collective following tail rotor drive failure, the throttle must be 
rolled to flight idle, and an autorotative landing nmst be executed 
immediately. The best course of action is an inunediate autorotation to 
a secure and improved landing area. If the helicopter is over unfavorable 
terrain, powered flight may be attempted. In powered flight the degree 
of sideslip and t~1e degree of roll may be varied by changing airspeeds 
and by varying power (throttle or pitch), but neither can be eliminated. 
Below an airspeed of approximately 30 to 4J) knots, the sideslip angle 
becomes uncontrollable and the nose of the aircraft begins to revolve on 
its vertical axis. In autorotative flight the sideslip angle and the 
roll angle can be almost completely eliminated qy maintaining an airspeed 
of 40 to 70 lmots. When the airspeed is decreased thr~ approximately 
20 to 30 lmots the streamlining effect is lost. The application of 
pitch in an autorotative landing will have a slight tendency to pull 
the nose of the aircraft left because of friction in the transmissiorl. 
The loss of the streamlining effect and the slight tendency of the nose 
to yaw left upon pitch application should not cause excessive yaw, even 
in a zero ground speed autorotative landing. However to preclude any 
difficulties with aircraft yaw, the autorotative touchdown should be at 
an airspeed of 15 to 20 lmots if runway or terrain condition permit. 

If :f'yling over a secure and improved landing area with indications of an 
imminent tail rotor failure, a precautionary f'ull autorotative landing or 
a low pmver running landing should be executed. A complete tail rotor 
drive failure during the latter stages of a normal approach would probably 
result in a severe aircraft damage. 

TAIL ROTOR DRIVE FAILURE, PROCEDURES 

In a haver: 

a. Throttle - Retard to Flight Idle 

b. Cushion landing with collective pitch. 
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c. Secure engine. 

In cruise flight: 

a. Altitude permitting, bottom collective to control yaw. Ensure 
airs peed at 1 east 60 lmots • 

b. Slowly and smoothly increase collective pitch simultaneously 
applying left cyclic. Attempt to maintain level flight. 

WARNING 

If yaw of tho helicopter becomes uncontrollable when power is applied, 
irmediately bottom the collective again, roll the throttle to flight 
idle, and autorotate to a landing. 

WARNING 

'V1hen flying in pm;ered flight following tail rotor drive failure, avoid 
turns to the left. Turns to the left tend to dissipate airspeed which 
results in uncontrollable spinning to the right. 

c. Upon reaching a secure landing area, bottom the collective, 
secure the engine, and execute a f'u1l autorota.tive landing. 

JAiL'!ED DROOP .COHPENSATOR, GENERAL COIJSIDERATIONS 

Tl1e fuel control unit of the T53 engine operates on the design droop 
principle. As the free power turbine tends to droop ,,men collective 
pitch is applied, a signal is transmitted to the fuel control unit calling 
for an increased fuel flow to bring the free power turbine back up to 
speed. If the fuel control unit alone attempted to maintain a constant 
H2 by sensing engine parameters through its nonnal channels, Nl, would 
be continually "chasing" N2. In helicopter installation of this engine 
the output of the fuel control unit must be trimmed to provide a constant 
IJ2 speed because the design droop feature results in undesireable low 
nain rotor RPli values at high power settings. The output of the fuel 
control unit is mechanically trimmed to provide constant N2 values by 
the droop compensator. As the collective pitch is increased the droop 
compennator, through the action of a cam, sends a mechnical signal to 
the fuel control unit to increase output. The mechnical signal is 
indapendent of the existing value of N2. The droop compensator also 
functions to reduce fuel flow during a decrease in collective pitch. 
Under nol."T:lal conditions, the combined action of the droop compensator 
and the fuel control unit maintains a constant value of N2. The value 
of N2 that is nainta.ined is selected by the pilot by adjusting the 
governor RPH switch. When the droop compensator is not functioning, 
the output of the fuel control unit during changes in collective pitch 
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must be trimmed by the pilot using the governor RFM switch. The 
governor RFH switch is effective only in the governing range of 6000 
to 6700 engine RFM. When operating w.i. thout the droop compensator the 
pilot must exercise care ·that collective pitch changes do not cause 
H2 to leave the governing range. 

JA; :lfED DROOP COMPENSATOR, PROCEDURES 

If a bind occurs in the droop compensator linkage the collective w.i.ll 
be ja.rnmed. Overcoming with force the jammed collective will sever the 
shear pin in the droop compensator linkage allowing collective movement. 
If a droop compensator becomes jammed in flight, proceed as follows: 

a. Overcome bind in collective with moderate force. 

b. Haintain 6600 N2 by adjusting governor RH·1 sw.i. tch during changes 
in collective pitch. 

c. Abort nission. 

d. Return to home field. If based aboard ship proceed to the 
nearest practicable maintenance facili~. 

TAIL ROTOR COJ:TTROL FAILURE 

Tail rotor control failure is a malfunction involving a loss of control 
resulting in a fixed pitch setting, such as a severed control cable. 
Normally under these circumstances the directional pitch setting that is 
in the tail rotor at the time the cable is severed will, to some degree, 
remain in the tail rotor, The flight performance of the aircraft 
following tail rotor control failure depends on the pitch setting of the 
tail rotor at the time of the failure. Since the pitch setting of the 
tail rotor in pOivered flight is largely a function of the power being 
developed, tail rotor control failures can be grouped into three general 
categories: 

a. High power failures 

b. Cruise power failures 

c. Low power failures 

Follovr.i.ng tail rotor control failure, the aircraft must be landed with a 
power setting close to that which erlsted at the time of the failure. It 
is this power setting which will align the aircraft to the flight path 
and result in little or no sideslip. 

In the case of the failure at a very low power setting, an autorotation 
nay be necessary, depending on the degree of low pitch that existed in 
the tail rotor at the time of the failure. 
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A failure at an intemediate power setting reuires a running landing. 
If the required touchdown speed appears to be dangerously fast the 
aircraft should be slowed, accepting a maximum of 45• yaw to the right 
as airspeed decreases and power required increases. The airspeed 
resulting in a 45 ° yaw to the right is the nrln1nmm touchdown speed. 
Irrnnediately before touchdown the yaw to the right should be corrected 
by a reduction in the rotor RFM w:i th a sillUll.taneous and small increase 
in collective pitch to cushion the landing. 

CAUTION 

To prevent a hard landing do not reduce RFM with a sld.d to runway 
clearance in excess of three feet. 

If a tail rotor control failure occurs at a high power setting, a slow 
airspeed running landing is necessary. If the power setting at the time 
of the failure is close to hovering power, the required touchdown speed 
will approach zero. During the approach phase the aircraft will be 
yawed to the left because of the low power setting. As power is applied 
for a landing, the nose will come back to the right. When landing w:i th 
this type of tail rotor control failure on a very smooth surface such as 
high grade concrete or FSP without non-skid, some uncontrolable swerve 
or rotation to the left will be experienced after landing when the 
collective is lowered. The swerve or rotation is not sever, l:u~ the 
aircraft should be landed on the right side of the runway to prevent an 
uncontrolled departUre from the runvm.y during roll out. 

NOTE 

In a povrered approach >d th any type of tail rotor control failure, a 
condition of left yaw indicates a need for application of more power 
before landing. A condition of right yaw indicates a need for a 
reduction in power (collective pitch or lUM) before landing. 

EAIN TRANSHISSON OIL LOSS (OVER LAND) 

When a transmission oil temperature above redline, or a drop of pressure 
below .30 PSI is encountered during flight, an immediate powered landing 
should be executed. The transmission is not receiving proper lubrication. 
If the enemy situation precludes an immediate landing, the aircraft should 
be no-vm an absolute minimum distance before landing. 

a. The creditability and severity of an apparent transmission oil 
emergency is determined by observing the state of the transmission oil 
on both the gauges and the caution panel indicators. (Refer to the l.lli-lB 
Operator's Nanual, J:aragraphs 2-77 through 2-86 inclusive) 

WARNING 

There 1dll not always be a transmission oil temperature rise associated 
with a loss of pressure. 
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l1AIN TRANSMISSION OIL LOSS (AT SEA.) 

If a main transmission oil system emergency is encountered during an 
aver water night a ditching may be prevented by heading for the nearest 
landing site {either ship or shore) at a slow speed and a low enough 
altitwle to permit a quick nare followed by ditching at the first signs 
of failure. 

TRANSNISSION OIL PRESSURE ZERO, Tnll'ERATURE WITHIN LIMITS 

In this case there is a possibility that the XMSN oil pressure indicator 
and the XNSN oil pressure XMTR is malf\mctioning. Check XMSN OIL PR.ESS 
DID circuit breaker. A popped circuit breaker indicates an electrical 
problem rather than oil oss problem exists. Since the transmission oil 
pressure caution light works independently from a pressure switch, if' 
the caution light is not illuminated, there is probably an electrical 
ma.lf\mction rather than an actual oil pressure loss·. Whether or not the 
mission is to be aborted with a purely electrical malf\mction of this 
type depends on the urgency of the combat situation. 

HYDRAULIC POWER FAILUm! 

The most prevalent cause of a hydraulic power failure is a loss of 
hydraulic fiuid through one of the fittings on the armament pylons. If' 
the leak from the pylon can be detected early, an immediate movement of' 
the armament switch to the OFF position will prevent a hydraulics emergency. 

A hydraulic power failure is usually preceded by a 'Whining noise from 
the pnnp followed by nickering and finally illumination of the hydraulic 
caution light (HYD PRESSURE) • After hydraulics failure the force 
required for control movement is increased and moderate feedback forces 
wlll be i'el t. Control motions will result in normal night reactions in 
all respects except for the increased force required for control movement. 
In the event of a hydraulic power failure, proceed as i'ollows: 

a. Airspeed - Adjust as desired to obtain most comfortable control 
movement level. 

b. HYD CONT circuit breaker- OUT, check for electrical failure 
of hydraulic control switch. 

NOTE 

The hydraulic control sw.i. tch is an electrical fail safe device. Pulling 
theHYD CONT circuit breaker isolates any electrical malf\mction, allowing 
the switch to activate to the ON position. 

5-12 



HA(L)-3 Standardization ManuaJ. 

c. HYD CONt.ci.rauit breaker - IN, if electrical failure of hydraulic 
control switch has been eliminated and actual hydraulic failure has been 
confirmed. 

d. HYDRAULIC CONTROL SWITCH • Recycle, ON (OFF, if power is not 
restored). Reset MASTER CAUTION light. 

e. Land at nearest secure airport. 

HYDRAULIC CHECK VAJ.,VE MALFUNCTION 

WARNING 

Under certain conditions, rapid operation of the cyclic controls can 
cause a check valve in the irreversible valve to become unseated, 
allowing fluid to by:r:nss the actuating cylinder, rendering it unmovable. 
Should controls lock up due to too rapid movement, imrneclia tely tum 
hydraulic switch to the OFF position and then back to the ON position. 
This will allow the check valve to reseat itself. 

LOOT PLANE PROCEDURES 

The primary requirements when lost are as follows: 

a. Confess 

bo Communicate 

c. Climb 

d. Conserve 

e. Conform 

For emergencies not covered in this section, the UH-lB Operator's 
l1anual (DASH 10) applies. 
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SECTION VI 

ALL WEATHER OPERATIONS 

All weather operations as written in the Dash 10 and the UH-11 NATOPS 
~~val and amplified as follows apply. 

SIMULATED INSTRUMENT FLIGHT 

The pilot in command Hill ensure that the crewmembers embarked during 
instrument flight are thoroughly briefed on the responsibilities of 
lookouts. 
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SECTION VII 

CO~IDNICATIONS PROCEDURES 
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INTRODUCTION 

The role of communications is to provide an effective means or control 
and coordination. It is of primary importance that all transmissions 
be as brief an~curate as possible. To accomplish this without aver­
loading•• :am•f£ :R:!'~f~cui ts requires strict adherence to proper voice 
procedures and radio discipline. Communications procedures and terminology 
are standardized by: NWP1s 16(A), 32(A), 37(A), and 4l(A). 

RAPIO CG1HUNICATIONS 

The helicopter's communications and associated electronics equipment is 
adequately described in the Dash 10 and UH-lL NA.TOPS Manual. Correct 
procedures are set forth in this section. 

IHPORT~ICE OF PROPER PROC;EDURE€. 

Proper comnmnica tions and comnrunica tions procedures <1re vi tal to the 
safe, efficient operation of aircraft, and are es8ential to the successfUl 
completion of any operation involving more than one aircraft. A 
continuous guard of the emergency freque:1cy mu.st be maintained at all 
times, but tr:J.P.,s-:nis 'ion on the Hard~JUE~wi 1 b made o · an 

.. ~~"" ----~-- ~··· -~~~~~~~-~~~~· wnen iaen ca ~~o~n~· ~w~mL~-~r~.o~-~~~~~~~~~~~ 
1111~~-~~-... ~~;~;;.,·.·~· ... ,. ,. 

oc~ e :. t can ra. ~~ 
squadron aircraft and a complete frequc::cy c:J.X.""u18lization be 
placed in each l•elicopter. The Fli liaison set installed is primi~r:i.~~' 
::'t'J:_' ''.ir- ~-.n-t;:,"O'.':Cld co:rurrunica tions and command liaison. 

EQUIB·1=:1JT WARN-UP TD1E 

The radio equipment installed in the helicopter requires various lengths 
of time for -warm-up. ..In r~r~~ \o~.£!11~. time ~~~~ ... J.~~~th~~~K?, 
minutes is required for all equipment-pr.foF~erahon. "EiCept1·ons to 
the above is the.JJE. transceiver which require -~!..~~1!-'tj.~J,.,. 

VISUAL CO:.il-IUHICATIOlJS 

Helicopter shipboard radio and visual operating signals will be in 
accordance Hi th Ni-IP 4J_(A) and NWIP-41-6(A). 

AIRCRAFT LIG:HTii:G 

Aircraft lighting during ni~ht operations ashore and aboard ship will be 
used as set forth in HWP 4J_{A) and OPNAVn:ST 3710.7 series. Running 
lights will not be used as a means of interplane communication. 
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GROffiiD-TO...A.IR SIGNALS 

Ground-to-air signaJ.s, which include body signaJ.s, panel signals, and 
international ground-air emergency code, will be in accordance with 
NWP 4J,.(A). Aircraft maneuvers as an aclalowledgement of ground-to-air 
signals 'Will be in accordance with NWP 41 (A). When a pyrotechnic ld. t 
is carried inside the helicopter, all crewmembers will familiarize 
themselves 'With its contents and the operation of the components. 

PASSING CONTROL OF THE AIRCRAFT 

NOTE 

FLIGHT FOLLOHING 

NOTE 

When utilizing flight follmdng the pilot in command shall ensure that 
communications are established with the new controlling agency before 
relinquishing contact ui th the old agency. 
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SECTION VIII 

WEAPONS SYSm1S 

~-lea pons systems as written in the Dash 10 apply. 
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SECTION IX 

FLIGHT CREW COORDINATION 
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DITRODUCTIOl~ 

The crew chief performs essential :functions as an integral member of 
the helicopter crew. The crew chief is an aircrewman assigned aboard 
the helicopter for the performance of duties necessary for the success­
ful completion of the mission. Basic requirements for qualification and 
requalification as an aircre'WI!lan are outlined in paragraph 12.42 of OPNA.V 
Instruction 3710.7 series. HA(L)-3 Instruction 1510.2 series, Subject: 
Aircrevnnan (Airborne Gunner); selection, training, qualification, and 
designation of, amplifies and implements these basic requirements 
providing procedural guidance leading to Aircrewman designation. 

All aircrewmen not so designated are considered to be in training for 
that designation and therfore are expected to have lmowledge of the 
responsibilities and performance requirements of the crew chief as out­
lined in this section commensurate with their experience and length of 
time in training. 

PROFICIENCY 

Proficiency in all of the requirements for initial qualification must 
be maintained and demonstrated periodically. Regular performance 
requirements for crewmembers are as follows: 

a. PUBLICATIONS AND RELATED DIRECTIVES 

The crew chief will demonstrate current knowledge of the content and 
use of applicable publications and related directives. This will include 
the Illustrated Parts Breakdow (IPB), Maintenance Instruction Manual 
(HDI) 1 Handbook of Inspection Requirements (HIR), Failure Unsatisfactory 
Removable Report (UR), Aircraft Log Books, etc. 

b. SURVIVAL AND FIRST AID 

Crew chiefs will maintain proficien~ in land and water survival 
techniques, with particular emphasis on proper use of personal survival 
gear and operation of all i terns of survival equipment normally carried 
in the helicopter. This will include knowledge of the latest first aid 
techniques. 

c. CGll-IDNICATIONS PROCEDURES 

The crew chief will be familiar lo.'i th the operation of the helicopter's 
radios, navigation equip:nent and basic techniques, and res. He will 
understand procedures to be followed in the event of lost communications 
Hi th the pilot. 
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c. MAINTENANCE .. PROCEDURFS 

The crew chief 'Will demonstrate the ability- to perform preventative 
maintenance a..'ld Periodic Inspections on all systems and equipment in 
t.he helicopter. 

d. SEARCH AND ~QUE 

The crew ch.-tef 'Will be familiar w.i. th ground-to-air signals, which 
include body signals 1 panel signals, and intel"D&tional ground-to-air 
emergency code. 

e. HELICOPI'ER WADING 

The crew chief will naintain proficiency in loading procedures w1 th 
emphasis on center of gravity limitations of the helicopter. He shall 
be able to pro~erly secure internal cargo to prevent shifting ill night. 

f. SAFETY 

The crew chief will demonstrate a thorough understanding of prescribed 
safety procedures in and around the helicopter during ground operations. 

g. WEAPONS ORIENTATION 

The crew chief will maintain proficiency in use and maintenance of 
all \.feapons systems incorporated on the helicopter. 

BRIEFING 

~tf. .. TU?*,~~¥-tif~~~~·eSf'!f~~"~ttlk1!atHhflfoUJ_d This ne ~ng s e con uc e e ore g commences an s 
be in such detail as to allow a complete understanding of the task assigned. 
The pilot should give specific instructions where necessary to cover a:ny 
special situations that may occur. In addition, ~~cr~ will ensure 
that all passengers are :1anifested prior to fiighCBii!"'.£~r£iared 
t b • ' J J .. .. il:l. II)~ 

0 n~ ,:fb ·~"iimi&J;i; on: . 

a. Fitting, wearing, and use of survival equipment. 
b. Adjustment and use of safety belts. 
c. Procedures to follow in the event of an emergency. 
d. Smoking regulations. 

PRE-FLIGHT 

The crew chief will: 

a. Perform a thorough prefiight of the helicopter and complete the 
necessary forms (Daily/Prefiight Sheets and Yellow Sheet). 
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DITRODUCTIOK 

The crew chief performs essential functions as an integral member of 
the helicopter crew. The crew chief is an aircrewman assigned aboard 
the helicopter for the performance of duties necessary for the success­
.ful completion of the mission. Basic requirements for qualification and 
requalification as an aircrew.ma.n are outlined in paragraph 1242 of OPNA.V 
Instruction 3710.7 series. HA(L)-3 Instruction 1510.2 series, Subject: 
Aircrevm~an (Airborne Gunner); selection, training, qualification, and 
designation of, amplifies and implements these basic requirements 
providing procedural guidance leading to Aircre'WIDB.ll designation. 

All aircrewmen not so designated are considered to be in training for 
that designation and therfore are expected to have lmowledge of the 
responsibilities and performance requirements of the crew chief as out­
lined in this section commensurate with their experience and length of 
time in training. 

PROFICIENCY 

Proficiency in all of the requirements for initial qualification nrust 
be maintained and demonstrated periodically. Regular performance 
requirements for crewmembers are as follows: 

a. PUBLICATIONS AND RELATED DIRECTIVES 

The crew chief will demonstrate current knowledge of the content and 
use of applicable publications and related directives. This will include 
the Illustrated Parts Breakdown (IPB), Maintenance Instruction Manual 
(HD-1), HB;Ildbook of Inspection Requirements (HIR), Failure Unsatisfactory 
Removable Report (UR), Aircraft Log Books, eta. 

b. SURVIVAL AND FIRST AID 

Crew chiefs will maintain proficiene,r in land and water survival 
techniques, with particular emphasis on proper use of personal survival. 
gear and operation of all items of survival equipment normally carried 
in the helicopter. This will include lmowledge of the latest first aid 
techniques. 

c. COHHUNICATIONS PROCEDURES 

The crew chief will be familiar v.'ith the operation of the helicopter's 
radios, navigation equipnent and basic techniques, and ICS. He will 
understand procedures to be followed in the event of lost communications 
Hi th the pilot. 
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o. MAINTENANCE . PROCEDURE3 

The orew ohief w.U1 demonstrate the abilit;r to perform preventative 
maintenance a.."ld Periodic Inspections on all systems and equipment in 
t.he helicopter. 

d. SEARCH AND :flESCJI! 

The crew chief will be familiar with ground-to-air signals, which 
include body signals, panel signals, and intel'Dational ground-to-air 
emergency code. 

e. HELICOPI'ER Ulii)ING 

The crew chief will nainta.in proficiency in loading procedures w.l. th 
emphasis on center of gravity limitations of the helicopter. He shall 
be able to properly secure internal cargo to prevent shifting in flight. 

r. SAFETY 

The crew chief will demonstrate a thorough understanding of prescribed 
safety procedures in and around the helicopter during ground operations. 

g. WEAPONS ORIENTATION 

The crew chief will maintain proficiency in use and maintenance of 
all weapons systems incorporated on the helicopter. 

BRIEFING 

The primary responsibility for briefing the crew rests with the pilot. 
This briefing should be conducted before the flight commences and should 
be in such detail as to allow a complete understanding of the task assigned. 
The pilot should give specific instructions where necessary to cover a:ny 
special situations that may occur. In addition, the crew chief will ensure 
that all passengers are :1anifested prior to flight and will be prepared 
to brief all passengers on: 

a. fitting, wearing, and use of survival equipment. 
b. Adjustment and use of safety belts. 
c. Procedures to follow in the event of an emergency. 
d. Smo:V..ing regulations. 

PRE-FLIGHT 

The crew chief will: 

a. Perform a thorough preflight of the helicopter and complete the 
necessary forms (Daily/Preflight Sheets and Yellow Sheet). 
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b. Secure all loose gear in the helicopter. 

c. Correct any minor discrepancies found. 

d. Ensure that any special equipment required by the task assigned 
is aboard the helicopter. 

e. Ensure that the fire bottle, life vest, and first aid kits are 
inspected, serviced, and properly sealed. 

f. Supervise internal loading of the helicopter under direction of 
t~e pilot. 

g. Ensure that all helicopter lights are in operating condition 
prior to a night flight. 

h. Accompany and assist the pilot in his preflight inspection. He 
idll advise the pilot of any limitations on the aircraft. 

S TARTH;G/ROTOR START 

The creH chief will: 

a. Act as fire guard during starting. 

b. Watch for and inform the pilot of irregularities during engine 
rotor start. 

WARNING 

The fire guard idll remain clear of the plane of rotation of the 
compressor and turbine area at all times. 

c. Act as lookout during engine/rotor start to ensure area is clear. 

TAXI/TAKE-0:.i'F 

The crew chief idll: 

a. Act as taxi director if necessary. 

b. 'Ha.intain a listening watch on IGS and inform pilot of any 
potGntial hazards. 

c. Advise pilot of the condition of internal cargo. 

d. Ensure that passengers are strapped in. 

NOTE 
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IN-FLIGHT 

The crew chief will: 

a. Be responsible for condition and conduct of operations in the 
cabin under the pilot's supervision. 

b. Act as lookout. During sinrulated instrument flight, he will 
maintain a lookout on the same side as the pilot who is sinmlating 
instrument flight. 

c. Ensure that passengers remain secru.red in their seats. 

d. Advise the pilot of any unusual conditions. 

e. Ensure security of internal cargo. 

f. Haintain ICS contact with the pilot. Advise the pilot if his 
duties require him to break ICS contact. 

WARNING 

ROUGH AREA. LA.NDIKGS 

The crevr chief will: 

a. Observe the landing zone for any potential hazards. 

b. Advise the pilot Hhen tail rotor and tail skid are clear of 
obstacles for landing. 

TACTICAL TROOP LIFTS 

The creH· chief will: 

a. Assist in the embarkation and debarkation of troops. 

b. Advise pilot vJhen troops are properly loaded. 

c. Ensure removal of troop life vests when overwater flight is 
terminated. 

d. Signal troops when clear to debark. 

e. Ensure no smoking in cabin. 
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LANDETG 

The crew chief will: 

a. Same as during take-off. 

b. Haintain a lookout at the tail skid and tail rotor and under 
the helicopter for clearance of obstacles at the landing site, and 
keep the pilot advised. 

POST FLIGHT 

The crew c~1ief will: 

a. Notify passengers 1-Jhen they may disembark. 

b. Perform post flight inspection. 

c. Service, secure, and tie down the helicopter as required. 

d. Be prepared to remain td th helicopter if security forces are 
not available. 

DE-BRIEFI:TG 

It is the responsibility of ~~e crewman to pass on any information 
obtained during the flight so that pilot may include this information 
on the required reports. 

VIP FLIGHTS 

The crew crci.ef must present a neat appearance and maintain the proper 
bearing Qt all times. His helicopter must be immaculate, with particular 
care taken to ensure a clean passenger compartment. The cret; chief will 
do everything td thin his power to ensure the comfort of his passengers. 

Et)ERQENOY PROQEPUR,ES 

It is important that two-way communication between the pilot and crew 
c·1:ief be naintained at all times. In the following emergencies the 
crew chief' t-rill be responsible f'or action indicated: 

a. EfGilJE FIRE ON THE GROUND 

1. Fight the f'ire through the engine inspection access panel. 

2. Signal the pilot to continue to start or to shut donn as 
appropriate. 
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b. FIRE IN THE AIRCRAFT ON THE GROUND 

1. Advise the pilot of the location and type of fire. 

2. Attempt to bring the fire under control. 

3. In the event the fire cannot be controlled, he will assist 
the p:1ssengers in evacuating the cabin. 

c. TAKE-OFF AND LANDilm U1ERGENCil!S 

1. Remain secured in seat. 

2. Abandon helicopter after rotor stops • 
..... ,._ • .,. ....... ._. ', ... ••;>:,-,, .... 1. ~ ••• ·~. '.,, -~_.,r_., ... ·_,:- ::.: . 

d. FIRE IN FLIGHT 

1. Advise the pilot of location and type of fire. 

2. Close cabin doors to prevent fanning the fire, if applicable. 

3. Attempt to bring the fire under control. 

4. Prepare for emergency landing. 

eo SHOY..E, CARBON HOUOXIDE, AND GAS FUME:) 

1. Advise pilot. 

2. Open the cabin doors. 

WARNING 

This procedure not to be followed in the event of fire. 

f. EHGINE FAILURE IN FLIGHT 

1. Notify p:1ssengers. 

2. Prepare for emergency landing. 

,3. Do not allovr passengers to leave the helicopter until the 
rotor has stopped. 

g. DITCHING 

1. Notify p:1ssengers. 

2. Open cabin doors. 
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3. Remain secured in seat until rotor stop;. 

-
4. Assist passengers to evacuate cabin. 

5. Remove survival equipment upon departing cabin. 

PERSONAL FLYING EQUifl.lEKT 

In the interest of safety and survival, aircrewmen shall wear flying 
equipment as required by Section II of this Manual. 
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COHCEP.r 

The standard operating procedures prescribed in this Hanual represent the 
optinrum nethod of operating mi-lB aircraft. The Standardization Evalua­
tion is intended to evaluate compliance with Standardization procedures 
by observing and grading individuals. This evaluation is tailored for 
compa tabili ty ui th various operational commitments and missions of the 
Squadron. The prime objective of the Standardization Evaluation Program 
is to improve readiness and safety through constructive comment. Max~.:rrrum 
benefit from the Standardization Program is achieved only through the 
active vigorous support of all pilots and flight crewmembers. 

IMP!.nfENTATION 

Individual and Standardization Evaluations will be conducted periodically; 
ho1vever, instructions in the observation of adherence to Standardization 
procedures must be on a daily basis to obtain maximum benefits from the 
pro'gram. The Standardization Officer, and Standardization Instructors 
shall administer the program as outlined in OPNAV Instruction 3510.9 
series and this Hanual. Evaluees who receive a grade of unqualified on 
a ground or flight evaluation shall be allowed 30 days in Hbich to complete 
a re-evalU<:~tion. A maximum of 60 days may elapse between the date the 
initial ground evaluation was .commenced and the date the flight evaluation 
is satisfactorily completed. 

EVALUATIOl: PROCEDURES 

a. PILOTS NONTACTICAL EVALUATION 

Local Standardization Instructors shall conduct the Ground 1'\raluation 
and the Hontactical Flight Evaluation of pilots in their detachments or 
units. Exar.ri.nc.tions and Flight Evaluation 't~orksheets shall be forwarded 
to the Squadron Standardization Officer for grade determination and 
completion of the Standardization Evaluation Report. Local Standardization 
Instructors shall be evaluated by the Squadron Standardization Officer. 

b. CR.E'.-JNEN EVALUATION 

Crewmen shall receive a Ground Evaluation and a Flight Evaluation 
which idll be administered by the Squadron Enlisted Standardization 
Evaluator. 

DEFilUTIOlJS 

The follmdng terms, used through this section, are defined as to their 
specific meaning Hi thin the Standardization Program, 
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a. STANDARDIZATION EVALUATION 

A periodic evaluation of individual flight cre'Will.ember standardization 
consisting of an open book emmination, a closed book examination, an 
oral examination, and a flight evaluation. 

b. STAlJDARDIZATION RE-EVALUATION 

A partial Standardization Evaluation administered to a flight crew­
member who has been placed in an unqualified status by receiving an un­
qualified grade for any of his ground emminations or the flight evaluation. 
Only those areas in \.Jhich an unsatisfactory level was noted need be 
observed during a re-evaluation. A grade of unqualified on the re-evaluation 
1dll result in the convening of an Aircrew Screening Board to determine 
whether the crev1P.l8Jl should receive additional training or be removed from 
flight status. 

c. QUALIFIED 

That degree of standardization demonstrated by a very reliable flight 
cre'WI!lember -vrho has a good knowledge of standard operating procedures and 
a thorough understanding of aircraft capabilities and limitations. 

d. COEDITIONALLY QUALIFIED 

That degree of standardization demonstrated by a flight cre'Wllletnber 
'Hho meets the mininn.un acceptable standards. He is considered safe enough 
to fly as a pilot in command or to perform normal duties wi thaut 
supervision, but more practice is needed to became qualified. 

e. ill~QUALIFIED 

That degree of standardization demonstrated by a flight cre'Wlllember 
-vJho fails to meet mininrum acceptable criteria. He should receive 
supervised instruction until he has achieved a grade of qualified or 
conditionally qualified. 

f. AREA 

A routine or preflight, flight or postflight 

g • SUB-.A.RFA 

A performance sub-division within an area, which is observed and 
evaluated during an evaluation flight. 

h. CRITICAL AREA/SUB-AREA 

Any area or sub-area which covers i terns of ft.gnif:Lca.nt importance 
to the over-all mission requirements, the marginal performance of 'Which 
would jeopardize safe conduct of the flight. 
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i • UIERGENCY 

An aircraft component, SJBtem failure, or condition VJhich requires 
instantaneous recognition, analysis, and proper action. 

j • NALFU1~CTION 

An aircraft component or system failure or condition VJhich requires 
recognition and analysis, but which permits more deliberate action 
than that required for an emergency. 

GROUND EVALUATION 

Prior to commencing the flight evaluation, an evaluee must achieve a 
minimum grade of qualified on the open book and closed book examinations. 
The oral examination is also part of the ground evaluation, but may be 
conducted as part of the flight evaluation. 

a. OPEN BOOK EXAHINATION 

The purpose of the open book examination portion of the written 
examination is to evaluate the crewmembers knowledge of appropriate 
publications and the aircraft. The maximum time for this examination 
should not exceed seven days. 

b. CLOSED BOOK EXAMINATION 

The purpose of the open book examination portion of the written 
examination is to evaluate the crevanans knovrledge of specific areas. 
Questions designated critical w:i.Jl be so marked. An incorrect answer to 
any question in the critical category will result in a grade of un­
qualified being assigned to the examination. 

c. OP.AL EXA11INA.TION 

The questions may be taken from appropriate manuals and drawn from 
the experience of the Instructor/Evaluator. Such questions should be 
direct and positive and should in no way be opinionated. 

d. GRADING INSTRUCTIONS 

Examination grades shall be computed on a 4.0 scale and converted 
to an adjective grade of qualified or unqualified. 

1. Open Book Examination. 

To obtain a grade of qualified, an evaluee must obtain a 
minimum score of 3.5 
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2. Closed Book Examination. 

To obtain a grade of qualified, an evaluee must obtain a 
minimum score of 3.3 

3. Oral bmination. 

A ~de of qualified or unqualified shall be assigned by 
the Instructor/Evaluator. The grade of conditionally qualified does not 
apply to m-itten and oral examinations. 

FLIGHT EVALUATION 

The Standardization Flight Evaluation is intended to evaluate detachment/ 
individual compliance w:i th approved standardized operating procedures. 
The successf'ul completion of all ground evaluations and examinations is 
required prior to commencement of the flight evaluation. Evaluation 
flights will be scheduled so as not to interfere 'With Squadron operations. 
Determination of the final flight evaluation grade will be made as 
outlined in the Final Grade Determination section:. 

NOTE 

Areas/sub-areas to be evaluated are listed. Critical a.reas/sub-e.ress 
are marked by an asterisk. 

PILDT1S NONTACTICAL FLIGHT EVALUATION 

Critical areas are marked with an asterisk*. 

a. BRIEFING 

b. PREFLIGHT 
1. Records check 
2. Preflight check* 
3. Crew briefing 

c. ENGINE AND ROTOR START 
1. Start* 
2. Post start 

d. AIR~ 

e. TAKE-OFF*/TRANSITION 
1. Procedures* 
2. ~ take-off* 

(a) Vertical 
{b) Cross-wind 
(c) Ma.:x:imum gross weight 
(d) Sliding 

3. Transition 
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f o CLIMB/CRUISE 

1. Procedures 
2. Power control 
3. Helicopter control 

g. APPROACH AND LANDING* 

1. Procedures 
2. Power control 
3. Helicopter control 
4. ~e of landing* 

(a) Vertical 
(b) Sliding 
(c) Cross-vrind 
(d) Maximum gross weight 

h. COIJFINED AREA lANDING* 

1. Procedures 
2. Approach* 
3. Power control* 
4. Helicopter control* 

i. AUTOROTATION* 

1. Procedures 
2. Airs peed control* 
3. Recovery* 

1. P:..~ocedures 

2. Helicopter control* 

k. SHUTDOWN/PCSTFLIGHT 

1. Shutdovm 
2. Postflight inspection 

1. GREl-l COORDI?JATION 

m. DEBRIEFING 

:n. NAVIG.h.TION 

PILO'!S EXAHINATION GRADING CRITERIA 

Cr:t tical areas are marked 1d th an as teri.sk*. 

a. ORAL EXAMINATION GRADING CRITERIA 

Final oral e:xrunination grade is to be determined by the Evaluation 
Instructor. 
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1. ltiERGENCIES 

QUALIFIED. Canpletes questions on emergencies with minimDD 
grade of 100 percent. 

CONDITIONALLY QUALIFIED. Completes questions on anergencies 
with only minor deviation in sequence not detrimental to proper 
corrective action. 

2. HALFUUCTIONS 

QUALIFIED. Exhibits thorough knowledge of 1 and familiar! ty 
with all coal.lJit switches and controls in the application of corrective 
action necessary in combating system malfunctions. Completes 30 question 
oral ooaunination with minimum grade of 90 percent with no deviation in 
the oral outJ.ine of corrective action required. 

CONDITIONALLY QUALIFIED. Exhibits adequate knowledge of, 
and familiarity wit..~ .cockpit switches and controls·. Completes oral 
examination with m:i.nimwn grade of 85 percent and minor procedural deviation 
in canba.ting malfunctions not affecting or detrimental to the continuation 
of flight. 

IDlQUALIFIED. Shows lack of familiarity with cockpit switches 
and controls sufficient to ensure proper application of corrective action 
necessary to cope with helicopter sys tern malfunctions. Is slow and hesitant 
in the recognition of corrections of malfunctions. 

3. HELICOPTER SYSTEl.f> 

QUALIFIED. Exhibits a thorough knowledge of helicopter 
systems and their operation. Answers all questions on the systems 
satisfactorily. 

CONDITIONALLY QUALIFIED. Shows sufficient familiarity with 
helicopter systems to ensure proper corrective action in case of emergency 
or malfunctions of any sys tent. 

WQUALIFIED. Shows a de.tini te lack of familiarity with 
helicopter systems and their operation. Could not have applied proper 
corrective action in case of emergency or malfunction of a system due to 
this lack of knowledge. 

b. WRITTEN EXAMINATION 

1. OPEN BOOK GRADING CRITERIA 

QUALIFI3ll. Pilot completes examination 'With a minimum grade 
of 3.5 
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2. CLOSED BOOK GRADING CRITERIA 

QUALIFIED. Pilot completes examina. tion with a :minimum grade 
of 3.3 and no errors on critical questions. 

c. PILOT'S NON-TACTICAL FLIGHT EVALliATION 

1. BRIEFING 

QUALIFIED. The briefing was conducted in an orderly, well 
organized manner. Ample tL'lle was allowed to ensure adequate digestion 
of all material presented. 

CONDITIONALLY QUALIFIED. The briefing was conducted in an 
orderly manner, but with errors and/or omissions. 

UNQUALIFIED. Did not brief the mission. 

2. PREFLIGHT 

RECORDS CHECK ( YELLO'vl SHEET) 

QUALIFIED. Consul ted 11 yellolv sheet" for the status of the 
helicopter and ensured its completeness and accuracy. Reviewed the ten 
previous "yellow sheets" for discrepancies and ascertained that the 
corrections had been made. Filled out the "yellow sheet" without errors 
or omissions. 

COIIDITIONALLY QUALIFIED. Consulted the "yellow sheettt for 
the status of the helicopter, but failed to avail himself of all the 
information contained therein and/or neglected to review the ten previous 
"yellow sheets". 

ill'JQUALIFIED. Failed to sign the acceptance of the hell copter 
and/or failed to ascertain if all of the discrepancies had been corrected. 
Accepted a helicopter that was not ready for flight. 

PREFLIGHT CHECK* 

QUALIFIED. Accomplished the preflight inspections as out­
lined in this Hanual. Ensured proper servicing of the helicopter in 
accordance with the planned mission. 

CONDITIONALLY QUALIFIED. Accomplished the preflight inspection 
as outlined in this Ha.nu.a.l, with minor ornnissions or errors, none of 
which would affect safety of flight • 

UNQUALIFIED. Performed the required prefiight inspection 
as outlined in this Manual, but with errors and/or Clllissons which could 
involve safety of flight. Failed to verify that the helicopter was 
serviced and ready for flight. 
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CREW BRIEFING 

QUALIFIED. Briefed the crew on the nature of the mission 
and instructed him (them) on any emergency and/or unusual aspects of the 
mission. 

CONDITIONALLY QUALIFIED. Did not brief the crew completely 
on the mission and/or did not instruct him (them) on the emergency a:nd./or 
any unusual aspects of the mission. 

mrQUALIFIED. Did not brief the crew. Showed complete 
unconcern for the safety and the lmowledge of the crew with regards to 
the mission. 

3. ENGINE AND ROTOR START 

START* 

QUALIFIED. Standardization Hanu.a.l procedures and checklist 
follm.red i.J:Lthout deviation, omission, or errors. Displayed excellent 
lmowledee and fa.m:i.liari ty 't·Ji th the cockpit. Properly utilized his co-pilot 
and/ or crel..J' chief. 

CONDITIONALLY QUALIFIED. Omitted not more than two i terns on 
the checklist. Deviations and omissions of the prescribed procedures 
caused delayed and erratic starting. Poor timing in the manipulation 
of the controls. 

ID~QUALIFIED. Comni tted more than two errors or omissions on 
the checklist. Could not start the engine and demonstrated a complete 
lack of proper technique. Did not meet the standards set forth to be 
condi tioneJ..ly qualified. 

POST ..START 

QUALIFIED. Performed all checks subsequent to the engine and 
rotor start and prior to taxi, in accordance with this Hanual. Ensured 
the proper operation of equipnent. 

CONDITIONALLY QUALIFIED. Deviations and/or omissions in use 
of check-off list did not involve safety of flight. 

illJQUALIFIED. Failed to use check-off list. Did not perfonn. 
required post start cockpit checks in accordance with this Nanual. 

4. AIR TAXI 

QUALIFIED. Proper procedures used to effect smooth safe 
operation. Desired directional control maintained without abrupt changes. 

CONDITIONALLY QUALIFIED. Proper procedures followed, but with 
deviations, none of which jeo:rnrdized safe operation. Directional control 
slightly erratic. 
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m~QUALIFIED. Proper procedures were not follo'tred '<rhich 
allOired errors and ar:rl.ssions that Jeopardized safe operatiori. 

6. TAKE-OFF* /TRANSITION 

PROCEDUR.E;s * 
QUALIFE:D. All procedures followed as prescribed by this 

ganual ,.n_ th no errors or devia t.ions. Proper opera t.ing limitations 
observed. 

IDNUALIFIED. Procedures not performed as ou tJ.ined in this Hamlil. 

TYPE TAKE-OFF* 

QUALIFIED. Checklist used. Power control used was proper 
for perforr.1ance required. Pm-rer was applied smoothly and positively, 
he..adings ren..:"..ined const.cmt. Hover check performed, where applicable 

Vertical - above applies (a) 
(b) 

proper airspeed to 
(c) 

straight course. 

lfax Gross Weight - Cyclic correctly used to attain 
prevent settling 
Cross Wind - Applied cyclic properly to maintain a 

(d) Sliding -Applied proper 
off in nearly level flight. 

(e) Control of rudder. 

cyclic and pouer to lift 

mJQU.ALIFIED. Power control used was not correct. Checklist 
not used. Hover check not performed, where applicable. Drooped rotor RBI 
to an unsafe :mini:mu.m. 

(a) Vertical - Above applies 
(b) Max Gross Weight - Touched surface after take-off. 

E..~ceeded torque limits. 
(c) Cross 't·lind- Overcontrol caused erratic course. 
(d) Sliding -Allowed helicopter to tuck. Exceeded 

torque li.."lli ts • 

TRANSITION 

QUALIFIED. Transition to climb made 1-rl. th an addition of 
collective pitch, which in turn prevented a loss of altitude. All control 
a,plications smooth. 

COl!DITIOlJALLY QUALIFIED. Transi t:i.on to climb was made, but 
vdth a marked loss of altitude. Power control applied abruptly to cause 
slight heading change. 

UNQUALIFIED. Not up to standard of conditionally qualified. 
Flew into ground. Drooped rotor RH1 to an unsafe minimum. 
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7. CLD-1B/CRUISE 

PROCEDtOOS 

QUALIFIED. Standardization procedures followed without 
error a:nd/or deviation. Fuel planning in accordance ,,Jith existing charts 
and Hi thin planned usage. Proper procedures utilized. 

COllDITIONALLY QUALIFIED. Standardization procedure followed 
i·r.i. th d9viations, none of 1.-rhich jeopardized the mission. Fuel planning 
allowed variance from planned schedule. 

U:JQUALIFIED. Standardization procedures not followed, 
:r:rl.ssion jeopg.rdized as a result. Fuel planning made continuance of 
nission inadvisable. Improper voice procedures utilized. 

P01-JER CONTROL 

QUALIFIED. Used reconunended power settings as appropriate 
to gross ueight. Application ws smooth with no abrupt changes required. 

CONDITIONALLY QUALIFIED. Recommended poi.rer settings as 
appropriate to gross weight used. Control fluctuated a:nd/or abrupt changes 
required. Directional control varied as a result of power changes. 

m~QUALIFIED. Selection of POirer required for gross weight, 
as recormended, in error. Excessive fluctuation and/or exceeding engine 
l:inits. 

HELICOPTER CONTROL 

QUALIFIED. Standardization procedures followed 1.-r.i thout error 
or deviation. Airspeed as recommended ws constant with smooth acceleration/ 
deceleration at the proper altitude. The helicopter control accomplished 
the intended maneuver with proper attitude. Held course within 5° of the 
desired heading. Held altitude with plus or minus 50 feet. 

COliDITIONALLY QUALIFIED. Deviated from standard procedure, 
but :.1ot to the extent to jeopardize safety of flight. Airspeed other than 
that rec0!11:1.ended in Standardization Hanual and/or varied, i.Jhich required 
abru,t deceleration or acceleration to accomPlish desired maneuver. Helicopter 
altitude held -vr.i. thin plus or minus 100 feet, heading held within plus or 
minus 10°. 

IDJQUALIFIED. Standardization procedure was not followed. 
Excess airs~ed and/or slow speed jeopardized safety of flight. Helicopter 
attitude not appropriate for desired maneuver. 
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7. APPROACH AND lANDING* 

PROCEDURES 

QUALIFIED. Checklist used. Site selected for landing was 
adequate; p3.ttern to selected site showed proper planning. 

CONDITIONALLY QUALIFIED. Standardization procedures 
followed, but id th deviation, which did not jeOinrclize safety of flight. 

ID~QUALIFIED. Standardization procedures were not followed. 
Failed to use checklist. 

PO'i.JER CONTROL 

QUALIFIED. Recommended poiver setting as appropriate to 
gross "t-reieht. Application was smooth with no abrupt changes required. 
Povrer control corunensura te 1vi th type maneuver, reached sinrul taneously 
i·Ii th desired ground speed and desired altitude. 

COlmiTIOHALLY QUALIFIED. Recommended power settings 
appropriate to gross weight used. Control fluctuated and/or abrupt 
changes required. Directional control varied as a result of poi-ter changes. 

mrQUALIFIED. Selection of pmver required for gross weight, 
as reconnended, in error. Excessive fluctuation and/or exceeding engine 
limits. 

HELICOPTER CONTROL 

QUALIFIED. Airspeed as recormnended was constant with 
deceleration at the proper altitude. The helicopter control accomplished 
intended naneuver with proper attitude, altitude, and no deviation in 
heading. 

CONDITIONALLY QUALIFIED. Airspeed other than that recommended 
and/or varied, which required abrupt deceleration or acceleration to 
accanplish desired maneuver. Helicopter attitude required slight changes 
in altitude and heading to accomplish desired maneuver. 

mrQUALIFIED. Excess airspeed and/or slow speed jeOJXlrclized 
safety of flight. Helicopter attitude not appropriate for desired 
maneuver. 

8. TYPE OF LANDING* 
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VERTICAL LANDING 

,~UALIFIED. Transition from forward flight to hover was 
deliberate and smooth. Hover was constant in position and altitude. 
Descent fron hover was 1dth a smooth and constant rate. Touchdmm was 
1d th no motion other than vertical. 

C011DITIONALLY QUALIFIED. Tran.si tion to hover was smooth 
l·ri thout a porpoising motion. Hover was allowed to drift and altitude 
1m.S not constant. Slight sideward motion was allowed at touchdow. 

ffi'IQUALIFIED. Transition to hover required abrupt change in 
altitude. Hover position varied to extreme. Descent and touchdown 
rough -vrhich resulted in a hard landing. Failed to use checklist. 

SLIDING Lt.JIDIJJG 

QUALIFIED. Transition from glide was constant and smooth. 
Attitude permitted smoot:."l. touchd01m. Approo.Ch speed as prescribed in this 
Hanual. Lo.nding ·Has straight ahead -vr.i th no drift. 

COHDITIONALLY QUALIFIED. Transition from glide was erratic 
lr.i th slight porpoising motion. Approach.speed iva.S allowed to vary plus 
or r:dnus 5 knots over that prescribed in this Manual. Slight drift 
allo1·J"ed on touchdown. 

IDJ~UALIFIED. Did not meet condition of conditionally 
qualified. Approach speed exceeded plus 15 lmots from that prescribed 
in this Ha.nual. Failed to use checklist. 

CROSS-WHID IAlTDING 

QUALIFIED. 
deliberate and smooth. 
Heading -vms maintained. 
rate. Compensation 1vas 
no sideward motion. 

Transition from forward flight to hover was 
Hover '\oJaS constant in position and altitude. 

Descent from hover was 1d th a smooth and constant 
made 1d th cyclic control to allm.,r touchdown 1-rl. th 

COr:IDITIONALLY QUALIFIED. Tran.si tion to hover was smooth 
1d thout a porpoising motion. Hover was allowed to drift and a1 ti tude 
1.ro.s not constant. Slight side1vard motion was allowed. 

tnJQU.ALIFIED. Transition to hover required abrupt change in 
attitude. Hover position varied to extreme. Sideward motion as a result 
of crosSi·rind ws not stopped l·ri th cyclic. Failed to use checklist. 
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HAXIHUH G?,OSS WEIGHT LAlJDIIJG 

QUALIFIED. Followed prescribed procedures as outlined in 
this 1Ianual, to place the helicopter in a position for a proper approach. 
Pm.rer controls were handled in a smooth manner so as to effect proper 
c:..::>proach speed. Helicopter controlled so as to arrive on or over the 
touchdovm point 1dth proper attitude, speed, rpn, and pm.rer • 

COEDITIONALLY QUALIFIED. Approach speed - 10 knots from 
thc.t prescribed in this :t!Janual. Power control erratic, but within 
tolerance. Helicopter control was erratic with abrupt changes in attitude. 

IDJQUALIFrl>. Engine limits prescribed by this 1-Ianua.l were 
exceeded. Allm.red speed to decrease to an unsafe value or less than shown 
on deadrul.11' s CUI"V'e. Allo1.red sldds to sclli'f deck prior to point of 
intended touchdown. Failed to use checldist. 

'9. AUTOROTAION* 

NOTE 

Autoro~~tion criteria contained herein applies to any type autorotation; 
i.e., straight in, 90°, 180°, or 360°autorotations. 

P:lOCEDU?..FS 

QUALIFI~D. Adhered to procedures as set forth in this 
Eanual 1Ji thout error or deviation. Area selected for landing in accordance 
ui th o:a:Av Instructions and adequate for practice autorotation. 

IDIQUALIFIED. Deviation from procedure as set forth in this 
Ea...'l1U8.l. Procedures if allm.red to continue would jeop:~.rdize sai'ety of 
flight. Area selected for landing, highly improbable for successf'ul 
completion. 

QUALIFIED. Airspeed selected for autorotati.on was in accordance 
vri th this Nanual. Transition from cruise speed to autorota.ti.on smooth 
without abrupt movement of collective or cyclio. Naintained proper speed 
of 60 knots, plus or m:i.nus 5 knots, throughout maneuver to break-off point. 

CO:i:IDITIOHA.LLY QUALIFIED. Airspeed selected was in accordance 
1.r:i.. th that prescribed in this Nanu.al. Airspeed was allowed to vary Hi thin 
plus or minus 10 knots of prescribed speed, but made immediate effort to 
correct tlri.s deviation. Hesitated in transition from cruise to rota ti.on 
speed and applied abrupt control movements. 
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UNQUALIFIED. Airspeed selected was not in accordance \d th 
that prescribed in this Manual. Airspeed allowed to exceed and/or fall 
belmv that required for safety of flight and/ or altitude versus speed. 

RECOVERY* 

QUALIFIED. Properly analysed the emergency situation and 
took the appropriate innnediate action outlined in this Hanual ldthout 
deviation, error, or omission. 

CCliT>ITIOHALLY QUALIFIED. Properly analyzed the emergency 
si tua. tion and accomplished required action, but ld th minor errors or 
omission which did not preclude the successful completion of the immediate 
action. 

IDJQUALIFIED. Not up to the standards of conditionally 
qualified. 1-iade errors that, if allowed to continue, lrould jeopardize 
safety of flieht. 

IlliLICOPTSR CONTROL* 

QUALIFIED. Power, attitude, and airspeed ,.,ere maintained 
ui t~1in li"Uits prescribed in this Hanual ,.Jhile taking corrective action. 

COliDITIONAILY QUALIFIED. Power, attitude, and airspeed va±:ted 
excessively, but were within safe limits. The helicopter control was 
returned to the prescribed limits set forth in this Manual before an 
unsafe concition developed. 

ill! QUALIFIED. Exceeded operating limitations, or entered 
into any dan11erous cond:t tion of altitude, airspeed, or attitude. 

NOTE 

Overall grading in Emergency Procedures is the lowest score obtained 
uhile undergoing evaluo.tion in any one emergency. 

10 •. SHUTD01.Jl! AND PCSTFLIGHT 

SHUTDOl.VN* 

QUALIFIED. The securing of the rotors, engine, and all 
au::d.liary equipnent was done in accordance with this Hanual and in the 
prescribed order Hith no exceptions, deviations, or amissions. 

COliDITIONAILY QUALIFIED. The securing of the rotors, engine 
and all auxiJiary equipnent was perfomed, but not in the order prescribed 
in this Nanual. Minor deviation, or omissions are allo,~ed unless these 
deviations or orlissions are injurious to the equipnent or to personnel. 
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'ITI'JQUALIFIED. Did not shut dovm the rotors, engine, or 
au:x:i..lie.ry equi:r-ment in accordance with the procedures outlined in this 
Nanual. Deviations or omissions in the procedures that if allowed to 
perpetrate i·TOuld be injurious to the equipnent or personnel. 

PffiTFLIGHT INSPECTION 

QUALIFIED. The postflight engine check and the securing of 
the cockpit was as prescribed in this Nanual, with no exceptions or 
devio.tions. Completed records "yellow sheets". 

CONDITIOlTALLY QUALIFIED. The postflight engine check and 
securing of the cockpit -vm.s performed as described in this 1--Ianual, but 
uith minor or.rl.ssions or deviations. 

U1TQUALIFIED. 
conditionally qu~lified. 
properly. 

Did not meet the standards set forth in 
Failed to fill out records "yellow sheets" 

11. CREW COORDINATION 

QUALIFIED. Coordination -was smooth and efficient with other 
flight crellmembers, as required by this Manu.al. 

COITDITIONALLY QUALIFIED. Coordination with other flight 
cre,~enbers incurred frequent delays and/or misunderstending which were 
corrected without precluding successful completion of the mission or 
jeopardizing safety. 

UNQUALIFIED. Coordination 1d th other flight crewmembers 
1-ra.s lacld.ng to the extent that successful accomplishment of the mission 
and/or safety -vm.s jeopardized. 

12. DEBRIEFIHG 

QUALIFIED. Debrief conducted in accordance with this 
I:anual. Debriefing was conducted in a professional manner, contained 
constructive and adverse criticism of the entire flight. 

COnDITIONALLY QUALIFIED. Debriefing was conducted in less 
t.'l-lan a professional manner, and did not follow the guidelines set tobth 
in this Hanual. The debriefing -was not complete and did not cover the 
entire flight. 

ill'IQUALIFIED. 
debriefing was omitted. 
qm:lified. 

No debriefing guide was used and/or the 
Did not meet the standards of conditionally 

13. CONFINED AREA LANDEJG* 
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PROCEDURES 

QUALIFIED. Followed prescribed procedures as outlined in 
this }~1 to place the helicopter in position for a proper approach. 
Completed checklist Hithout error or omission. 

COliDITIO:NALLY QUALIFIED. Approach speed plus or minus 10 
lmots of t...hat prescribed in this Manual. Power control erratic, but 
ui thin tolerance. Completed checklist td thout error or omission. 

ill{QUALIFIED. Power control exceeded the allowance prescribed 
by this l·Ianual. Allowed speed to decrease to an unsafe value. Allowed 
skids to scmff deck prior to point of intended touchdown. Failed to use 
checklist. 

APPROACH* 

QUALIFIED. Approach route was the optinn.un considering all 
factors of safety, terrain, wind and local conditions. }fade a clearing 
pass prior to landing approach (unless situation dictated otherwise). 

COIJ'DITIOHALLY QUALIFIED. Failed to properly consider all 
the factors, but approach was safely completed. Hade a clearing pass 
prior to lc.nding approach (unless sitw:tion dictated otherwise). 

Ull:~UALIFIED. Failure to properly consider wind, altitude, 
site, and obstacle clearance precluded the completion of a safe approaCh. 
Did ;'lot rr1:1.ke clearing pass 'When situation allowed it. 

PO:·JER CONTROL* 

QUALIFIED. Recommended power settings as appropriate to 
gross weight used. Application was smooth with no a'brupt changes 
required. Povrer used commensurate with type maneuver reached simul ta.neously 
vr.i th desired ground speed versus desired altitude. 

Co:t:IDITIOlJALLY QUALIFI.ZD. Control fluctuated and/or abrupt 
changes required. Directional control varied as a result of po'\ler changes. 

ID-JQUALIFIED. Selection of power setting required for gross 
vteight, as recommended, in error. Excessive fluctuation and/or exceed­
ing engine limits • 

HELICOPI'ER CONTROL* 

~~u.&LIFIED. Initial approach speed in accordance with this 
Hanual and ui th smooth deceleration. The helicopter control accomplished 
throughout the intended maneuver with proper attitude, altitude, and 
heading. 
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CONDITIONALLY QUALIFIED. Standardization procedure deviated, 
but not to the extent to jeopardize safety of flight. Initial airspeed 
other thun th11t recommended in this :Ma.nu.a.l varied, which required abrupt 
deceleration or acceleration to accomplish desired maneuver. Helicopter 
required slight cr.anges in attitude, altitude, and heading to accomplish 
desired maneuver. 

m~QUALIFIED. Exceeded operating limitations, or entered 
into any dangerous condition of altitude, airspeed, or attitude. 

14. :IAVIGATION* 

QU~LIFIED. Maintained knowledge of position of helicopter 
at all times. Utilized all navigational aids available 1dth ease and 
confidence. 

CC2JDITIONALLY QUALIFIED. 
position of helicopter at all times. 
navigational aids available. 

Did not maintain knowledge of 
Was not fruniliar 1d th all 

UNQUALIFIED. Unable to read map and/or failed in attempt 
to locate helicopter's position in relation to available references and 
navigational aids. Exceeded limitations for conditionally qualified. 

CREHilE·lBER EVALUi~TION AREAS 

a. Preflight/Daily/Intermediate Inspection*. 

b. Ye1J.o1-1 Sheet/Daily/Intermediate Inspection Forms. 

c. Storage and Security of aircraft equipnent. 

d. Ground safety precautions*. 

e. Trouble shooting aircraft and related weapons systems. 

f. Fueling and servicing of aircraft•. 

g. \.feapons disassembly, cleaning, reassembly*. 

h. Infield boresighting. 

i. Loading internal cargo (weight and balance).* 

j. Briefing of passengers. 

ko Post flight inspection. 

1. Ha:x:t.mu:m use of safety equipnent*. 
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m. Emergency procedures.* 

o. Alertness. 

P• Voice procedures. 

q., Lookout during takeoff.* 

r. Lookout during landing.* 

s. Pilot crew coordination. 

t. Door gunner duties. 

u. Handling and firing M-6o machine gun.* 

v. First aid. 

CREW l1Uill:t!:R EXAl:lilJl~TION GRADING CRITERIA 

Critical areas are marked w.i. th an *. 

a. PREFLIGHT/DAILY/INTERMEDIATE INSPECTION* 

QUALIFIED. Demonstrated proper techiniques as outlined in the 
appropriate inspection for(s) Hith no errors or anissions. 

co:miTIONALLY QUALIFIED. Errors or ommissions, none of which 
vrould affect safety of flight. 

mquALIFIED. Allo't-red error or~· anission which would involve 
safety of flight. 

b. YELLOU SHEET/DAILY/INTERMEDIATE INSPECTION FOOO 

QUAI,IFIED. 
errors or missions, 

Properly fills out all applicable forms with no 
Ensures pilot is aware of any discrepancies. 

CONDITIONALLY QUALIFIED. Filled out all applicable forms w.i. th 
only minor errors or omissions, that WOUld not mater:taJ.ly affect the 
accomplishment of the assigned task. 

ill'JQUALIFIED. Failed to sign yellow sheet and/ or prefiight form, 
or intermediate inspection form. Forms filled out incorrectly or w.i.th 
major anissions, and/or failed to naote aircraft limitations on appropriate 
part of yGllow sheet. 

c. STORAGE AND SECURITY OF AIRCRAfT EQUIFNENT 

QUALIFIED. All internal gear in proper location, clean, in good 
repcir and secured properly for flight. 
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CONDITIONALLY QUALIFIED. Not all internal equipnent stowed 
properly. However, made no errors that would effect accomplishment of 
the mission. 

UNQUALIFIED. Little or no care evident in storage or cleanliness 
of equipment. Equipnent not secured and potential missiles and hazards 
evident • 

d. GROIDID SAFETY PRECAUTIONS* 

QUALIFIED. Observes all safety precautions. No conduct that 
could jeopardize safety of aircraft or personnel. 

IDJQUALIFIED. Conduct or actions that could cause damage to 
aircraft, or injury to personnel. 

NOTE 

Flagrant disregard of safety precautions will be cause for termination 
of standardization check. 

e. TROLJ"BLE SHOOTING AIRCRAFT AND RELATED WEAPONS SYSTn1S 

QUALIFIED. Understands principles of trouble shooting appropriate 
to level of experience. Performs trouble shooting duties surely and 
confidentJ.y. 

COliDITIONALLY QUALIFIED. Generally understands trouble shooting 
principles, but not at a level expected of a person with his experience. 
Not sure of himself. Performs trouble shooting duties with some confusion. 

m~QUALIFIED. Clearly lacks an understanding of trouble shooting 
procedures. Performs trouble shooting hesitantly and wi. th little or no 
confidence. 

f. fUELING AND SERVICING OF AIRCRAfT* 

QUALIFIED. Clearly understands and observes all procedures and 
safety precautions for refueling of aircraft. Aircraft is properly 
fueled md serviced for night. Observes all fuel contamination pre­
cautions. 

CONDITIONALLY QUALIFIED. Aircraft not serviced as required for 
mission, but fiight not delayed. Safety precautions observed. 

UNQUALIFIED. Fails to observe safety precautions and does not 
understand proper fueling procedure. Aircraft fiight delayed by in­
complete servicing of aircraft. Does not observe fuel contamination 
precautions. 
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g. WEA.PONS DISASSEMBLY, CLEANING, REASS»>DLX* 

QUAIJFIED. Demonstrates a thorough knowledge of disassembly, 
cleaning, reassembly of weapons used. Observes all safety precautions 
pertaining to each weapon. Make no errors which would affect safety of 
personnel or aircraft. 

UNQUALIFIED. Does not follow proper procedures for disassailbl.y1 
cleaning, reassembly of weapons used. Flagrant violations of safety 
precautions shall terminate the standardization check. 

h. INFIELD BORESIGHTING 

QUALIFIED. Does job with confidence. Demonstrates a thorough 
lmowledge of and uses proper procedures for boresighting in both stowed 
and flex positions. Ensures all systems safe to boresight. Violates 
no safety precautions. 

CONDITIONALLY QUALIFI:W. Sometimes fails to observe proper 
procedures, but violates no safety precautions. 

UNQUALIFIED. Improper techniques or violates safety precautions. 
Standardization check shall be terminated if safety precautions are 
flagrantly violated. 

i. LOADING INTERNAL CARGO (WEIGHT AND BA!ANCE)* 

QUALIFIED: All internal cargo loaded properly in relation to 
aircraft 1imi ta. tions. Cargo secured to prevent shifting in flight. 

CONDITIONALLY QUALIFIED. Internal cargo not loaded in accordance 
-vr.ith aircraft limitation, but does not enter upon a dangerous nose heavy 
or tail heavy condition. Insufficient tie dow straps used. 

IDJ<:~UALIFIED. Cargo loaded in such a way as to cause serious danger 
CDf a nose heavy or tail heavy conditon in fligh'ti. Aircraft clearly 
over loaded. Internal cargo not secured. 

j • BRIEFING OF PASSENGER> 

QUALIFIED. Performs duty of briefing passengers confidently and 
with no errors or Clllissions. Follows proper procedures'• 

CONDITIONALLY QUALIFIED. Performs duty of briefing passengers 
hesitantly and with ommissions. No errors and/or anissions in 
emergency procedures. 

UNQUALIFIED. Does not understand passenger briefing procedures. 
Serious errors and/ or anissions in briefing. 
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k. POST FLIGHT INSPECTION 

QUALIFIED. Properly secured aircraft, checked aircmrt for 
combat damage, and for leaks or any k:iil.d. 

CONDITIONALLY QUALIFIED. Did not properly secure aircraft. Made 
minor omissions none of Wich affect safety of equipnent or personnel • 

UNQUALIFIED. Failed to secure aircmft. Did not check for 
comba. t damage or leaks. 

1. HAIDfllM USE OF SAFETY EQUiftlENT* 

QUALIFIED. Had available and in useable and complete condi ton, 
all safety equipnent required. 

CONDITIONALLY QUALIFIED. Used safety equipment but with minor 
errors or omissions that did not endanger himself, other personnel or 
the aircraft. 

UNQUALIFIED. Failed to make use or safety equipnent provided and/ 
or committed errors or omissions that could endanger the aircmft or 
personnel if continued. 

m. CCMPLIANCE \.JITH SAFETY REGULATIONS* 

QUALIFIED. Has a good understanding of all safety precautions. 
Imparts the idea of safety to others'. Makes no errors or omissions. 

CONDITIONAUJY QUALIFI~D. Complied with the reruirements of 
safety regulations bu.tcw:ltll. .lbi.Iio~:-·errors:::-ol':::i:amisBlons that .did :not .enttanger 
personnel or equipnent. 

UNQUALIFIED. Failed to comply with the requirements of safety 
regulations or committed errors or omissions that could endanger personnel 
or cause damage to the aircraft if continued. 

n. :a~JERGENCY PROCEDURES* 

QUALIFIED. Properly analyzed the El!lergency situation and took the 
appropriate immediate action outlined without deviation, errors or 
anission. 

CONDITIONALLY QUALIFIED. Properly analyzed the Elllergency situation 
and accomplished required action, but with minor errors or omissions which 
did not preclude the successf'ul completion of the immediate action 
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UNQUALIFIED. Did not know required actions to be taken in an 
emergency or made errors that if allowed to continue would jeopardize 
safety of flights:. 

QUALIFIED. Maintained an alert professional attitude during the 
entire fligh~. Proceeded about his duties confidently and proficient:fi. 

CONDITIONALLY QUALIFIED. Did not maintain an ilert a tt.i tude to 
the .best possible condit.ton, however not so bad as to endanger mission 
completion. 

UNQUALIFIED. Obviously lacking in the watchful, vigilant 
attitude required by the crew position. 

o. VOICE PROCEDURE§ 

QUALIFIED. Know and practiced the proper voice procedures at 
all times. 

CONDITIONALLY QUALIFIED. Hesi ta.nt in the practice of voice 
communications 'With some confusion evident. 

UNQUALIFIED. Did not know standard voice procedures or was 
con:f'u.sed on transmissiorui. 

P• LOOK-OUT DURING TAKEOFF* 

QUALIFIED. Keeps constant look-out outside and to the rear. 
Advises pilot of obstacles or other aircraft which may cause danger to 
the take-off. 

CONDITIONALLY QUALIFIED. Occassionally fails to advise pilots of 
obstacles or other aircraft sometimes lax in keeping a look-out to the 
rear. 

UHQUALIFIED. Fails, · to keep look-out to outside and to rear. 
Does not advise pilot of obstacles or other aircraft which may endanger 
the take off. 

q. LOOK-OUT DURING LANDING* 

QUALIFIED. Observed the landing area and surrounding area. 
Notified the pilot of any obvious dangers observed in the landing area'. 
Notified the pilot when tail rotor and tail skid were clear of 
obstructions. 
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CONDITIONALLY QUALIFIED. Did not observe the landing area 
and did not notify the pilot of tail clearance. 

UNQUALIFIED. Fails to keep look-out to outside and to rear. 
Does not advise pilot of obstacles or other aircraft which may endanger 
the landing. 

r. PILOT/CREW COORDINATION 

QUALIFIED. Coordination was smooth and efficient with other 
crew members. 

CONDITIONALtY QUALIFIED. Coordination with other crew members 
incurred delays and/or misunderstanding which were corrected without 
jeopirdizing successful completion of the mission or jeop3.rdizing safety. 

UNQUALIFIED. Coordination wi. tb. other crew members was lackt.ng 
to the extent that successful completion of the mission a:n.d/or safety 
was j eop3.rdized. 

s. DOOR GUNNER DUTIES 

QUALIFIED. Thoroughly understands proper procedures of target 
observation, target marking, target attack, a:n.d receiving fire. 

CONDITIONALLY QUALIFIED. Understands proper procedures of target 
observation, target marking, target attack and receiving fire. VJ.akes 
only minor errors or omissions, none of which effect safety of personnel 
or aircraft. 

UNQUALXFIEDo Makes major error or omission, which, if allowed 
to continue would effect safety of personnel or aircraft. 

t. HAHDLING AND FIRING M-6o HA.CHINE GUN* 

QUALIFIED. Demonstrates thorough knowledge of handling and 
firing techniques. Does not violate any safety regulations. 

CONDITIONALLY QUALIFIED. Knows how to handle and fire his weapon. 
Makes only minor errors nonw of which would effect safety of personnel 
or aircraft. 

m~QUALIFIED. Flagrantly violates safety regulations. Endangers 
safety of personnel or aircraft. 

u. FIRST AID 

QUALIFIED. Has adequate lmowledge of first aid. Knows location 
of first aid kits in aircraft. 

ffi'JQUALIFIED. Has an inadequate lmowledge of first aid. Does not 
know locations of first aid kits in aircraft. 
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FLIGHT EVALUATION GRADING CRITERIA 

Only those su'H.reas provided or required will be graded. The grades 
assigned for a sub-area slmll be determined by comparing the degree of 
adherence to standard operating procedures with adjectival ratings 
listed belm.r. Momentary deviations from standard operating procedures 
will not be considered as unqualifying provided such deviations do not 
j eopa.rdize flight safety and the evaluee applies prompt corrective action. 

QUALIFIED. Well standardized; evaluee demonstrated highly professional 
lmowledge of and canpliance with standards and procedures; momentary 
deviations from or minor anissions in non-critical areas are permitted 
if pranpt and timely remedial action is initiated by the evaluee. 

CONDITIONALLY QUALIFIED. Satisfactorily standardized; one or more 
significant deviations from standards and procedures, but no errors in 
critical areas and no errors jeopardizing flight safety. 

UNQUALIFIED. Not acceptabley standardized; evaluee fails to meet minimum 
standards regarding lmowledge of and/or ability to apply standard 
procedures; one or more significant deviations from standards and 
procedures which could jeop:1rdize flight safety. 

FLIGHT EVALUATION GRADE DETERMINATION 

The following procedure shall. be used in dete~ the flight evaluation 
grade: A grade of unqualified in any critical area/su'H.res will result 
in an overall grade of unqualified for the flight. Otherwise, flight 
evaluation (or area) grades shall be determined by assigning the 
follmdng numerical equivalents to the adjective grade for each sub-area. 
Only the numerals o, 2, or 4 will be assigned in sub-areas. No 
interpolation is allowed. 

Unqualified • • • • • • • • • • • • • • 0.0 

Conditionally Qualified • • • • • • • • 2 .o 

Qualified • • • • • • • • • • • • • • • 

To determine the numeral grade for each area and the overall grade 
for the flight, add all the points assigned to the sub-areas and 
divide this sum by the number of sub-areas graded. The adjective grade 
shall t.'len be determined on the basis of the following scale: 

0.0 to 2.19 - Unqualified 

2.2 to 2p99 - Conditionally Qualified 

3.0 to 4.0 - Qualified 
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EXAMPLE: (Add sub-area numerical equivalents) 

4+2+4+2+4 
5 

= ~ = .3.20 Qualified 
5 

FINAL GRADE DETERHINATION 

The final standardization evaluation grade shall be the same as the grade 
assigned to the flight evaluation. An evaluee who receives an lUlquallfied 
on any ground examination or the flight evaluation shall be placed in an 
u,nqualified status until he achieves a grade of conditionally qualified 
or qualified on a re-evaluation. 

RECOHDS AND REPORTS 

A NATOPS Evaluation Report (OPNAV Form 3510-8) shall be completed for 
each evaluation and forwarded to the COniina.nding Officer. This report 
shall be filed in the :i.ndividual flight training record and retained 
therein for 18 months... In addition, an entry shall be made in the pilot 
flight log book under "Qualifications and Achievements" as follows: 

QUALIFICATION 

Example: STAN EVAL Tm-lB 

DATE 
10-25-&:1 

SIGNATURE/UNIT 

J.M. DUNN HA.(L)-3 

In the case of enlisted crewmembers, an entry shall be made in the 
Administrative Remarks Section of his personneL-record upon satisfactory 
completion of the Standardization Evaluation as follows: 

(Date) ComJ?leted a Standardization Evaluation in (Aircraft Designation) 
as (Flight crew position) with an overall grade of (Qualified or 
Conditionally Qualified) • 

STANDARDIZATION EVALUATION FOJ:Ml 

Four forms will be used for recording standardization qualifications as 
follows: 

a. OPHAV Form 3510-8 (NATOPS EVALUATION FORM) This form will be 
filed in the pilots/crewmembers flight jacket when completed. 

b. Local Form la (Pilots Non Tactical Flight Evaluation) This 
form will be destroyed after completion of OPNAV Fom 3510-8~ 

c. Local form 2a (Crew Members Evaluation Areas) This form will 
be destroy~d after completion of OPNAV Fom 3510-8. 

d. Local form 3a (Pilot/Crewmember Flight/Safety Equipment) This 
form will be destroyed after canpletion of OPNAV Form 3510-S. 
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NATOPS EVALUATION REPORT 
OPNAV FORM 3510-8 (8-65) 0107-723-oooo 

NAME (Last, fir-st inttial) I GRADE SERVICE NUMBER 

SQUADRON/UN IT A I RCRAFT MODEL CREW POSIT I ON 

TOTAL PILOT/FLIGHT HOURS TOTAL HOURS IN MODEL DATE OF LAST EVALUATION 

NATOPS EVALUATION 

GRADE 
REQUIREMENT DATE COMPLETED 

0 co u 

OPEN BOOK EXAMINATION -CLOSED BOOK EXAMINATION -ORAL EXAMINATION -
*EVALUATION FLIGHT 

FLIGHT DURATION A I RCRAFT BUNO OVERALL FINAL GRADE 

REMARKS OR EVALUATOR/INSTRUCTOR 

D CHECK IF CONTINUED ON REVERSE sIDE 

GRADE, NAME OF EVALUATOR/INSTRUCTOR SIGNATURE DATE 

GRADE, NAME OF EVALUEE 5 IGNATURE DATE 

• REMARKS OF UNIT COMMANDER 

RANK, NAME OF UNIT COMMANDER SIGNATURE DATE 

*KST, OFT, COT, or cockptt check tn accordance wtth OPNAVINST 3510.9 (effecttVe edttwn). A-72+7 
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FO:RN la-1 PILOTS NON-TACTICAL FLIGHT EVALUATION 

U CQ Q 

1. BlUEFIHG i ] 

2. PREFLIGHT (overall) 

a. Records Check 

b. Preflight Check* 

c. Crei-t Briefing ! 

3. ENGINE .~:UID ROTOR START 

a. Start* 

b. Post Start 

4· AIR TAXI [ 

5. ~/SBSITION* [ 

a. Procedures r 

b. T-<,rpe Take-off 

(1) Vertical 

(2) Cross-1-Tind 

(3) Hax:i.IliUlll Gross Weight 

' (4) Sliding 
j 

c. Transition ! 
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Fom la~ 

• U CQ Q 

6. CLIHB/CRUISE 

a. Procedures 

b. Power Control 

c. Helicopter Control 

7. APPROllCH A:::n LANDIHG* 1 
! 

a. Procedures 
' 
I 

b. Power Control 
I 

c. Helicopter Control l 
d. 'l'Y"PEL-o£. lB.nding 

(1) Vertical 

(2) Sliding 

(3) Cross-wind 

(4) Ha.ximum Gross Weight 

s. COHFINED AREA LANDING 
} 
~--+---1----t 

a. Procedures 

b. Approach 

[ 
I 

c • Power Control 

• d. Helicopter Control 
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FOR11 la-3 

9. AUTOROTATION* 

a. Procedures 

b. Airspeed Control 

c. Recovery 

10. Et.fER.GENCY PROCEDURES* 

a. Procedures 

b. Helicopter Control 

ll. SHUTDmJNjPCETFLIGHT 

a. Shutdown 

b. Postflight 

12. CREIV COORDIUATION 

13. DEBRIEFING 

14. NAVIGATION 

CRITICAL AREAS ARE HARKED WITH AN * 
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FORH 2a-l CREW ~·.JEMBERS EVAWATION AREAS 

• U CQ Q 

1. IHS PECTIONS* 
J 

a. Preflight* 

b. Daily* 

c. Intermediate* 

2. INSPECTION FORl:S 

a. Yellou Sheet 

b. Daily 

c. Internediate l 

3. AIRCRAFT EQUIR11ENT 

a. Storage 

b. Security 

4. GROU:ID SAFSTY PRECAUTIONS* [ I ~ 1 

5. TROUBLE SHOOTilTG SYSTE!·fS 

a. Aircraft 

b. Weapons 

6. FUELING .U~D S:::RVICIIJGiE J 
• 
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FORH 2a-2 

7·. . WEJVOIJS 

a. Disansembly 

b. Cleaning 

c. Reassembly 

8. INFIEID BORESIGHTING 

9. LOADING INTERNAL CARGO* 

10. BlUEFING OF PASSENGERS 

ll. FOOT FLIGHT IHSPECTION 

12. HAXIHtJl:l USE OF SAFETY EQUIH1ENT* 

13. C01-1PLIAHCE '.f.[TH SAFETY REGULATIONS* 

14. ]}!ERGZHCY PROCEDURES* 

15. ALERT!~ 

16. VOICE PROCEDURES 

17 • LOOKOUT DURII'IG TAKE-OFF* 

18. LOOKOUT DURilJG LANDiliG* 

19. PILOT CRE'Vl COORDINATION 

20. DOOR GmmER DUTIES 

21. P,AIJ)LI~!G AND FIRING H-60 
• 

22. FIRST AID 

u CQ Q 



• 

HA ( L)-3 S tandardiza t.i.on Ma.nua.l 

FORH Ja-1 PILOT/CREW HliXBER FLIGHT/SAFETY EQUIR:lENT 

1 •. l-IARD HAT I·JITH CLEA.R VISOR 

2. GLOVES 

3. FIJGHT SUIT 

4. LEATHER BOOTS 

5. HAE WEST 

6. BOD~ ARNOR 

7. STROBE IJGHT 

8. PENCIL FT.uA.RE 

9. SIGNAL NIH.ROR 

10. SURVIVAL KNIFE 

11. NILITARY HAND GUN AND TRACER Al·lMO 

12 • DAY/NIGHT (I-1K-13) FlARE 

u 
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SECTION XI 

PERFORMANCE DATA 

Perfonn.anoe data as wr::i. tten in the Dash 10 applies • 
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APPENDIX A 

LIST OF REFERENCES 

The follmdng references are pertinent and govern the operation of 
Naval helicopter: 

a. NWP 37 Series National Search and Rescue 

b. NWP 41. Series Naval Air Operating Procedures 

c. HvJIP 41. Series Helicopter Operations 

d. OPNAVIHST 3710.7 Series - General Flight and Operating 
Instructions for Naval Aircraft 

e. OPHAVIHST 3510.9 Series - NATOFS Program 

NOTE 

Throughout t!1is Hanual the specific references to other publications, 
instructions, etc., are to be interpreted as referring to the latest 
effective edition thereof or change thereto. 
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