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

2. A NATOPS Manual has not been issued for the UH-1B 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=1lL NATOPS Mamual shall be the standard applicable to the UH-1L
aircraft. However, some material is included in this Standardization
llarmial on the UH=-lL aircraft.

4o This Manual amplifies the UeSe Army Technical Manual TMe55=1520219=10
(Operator!s Manual, Army Model UH~1B Helicopter), hereafter referred to
throughout this Mamial as the DASH 10. Procedures for the training of
flight crews and for operating the UH-1B in a Naval enviromment and the
operating conditions encountered by this command are covered. The Manual
follows the format of a standard NATOPS Flight Manual.

5 The tactical procedures utilized by this command in the employment of
the UH~1B as a gunship are set forth in the HA(L)=3 Tactics Manual.
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KEA(L)=3 Standardization Manual
FOREWORD

SCOPE

The HA(L)=3 Standardization Manual exists primarily ito modify the
Ull=1B DASIi 10. Occasionally items referring to the Ul=lL, that more
clearly define or deliniate an area than in the UH-1lL NATOFS Manual,
are also included in this publication.

The DASH 10 and the procedures herein provide the best available
operating instructions for most circumstances. Unless specifically
waived, compliance with standardization procedures is mandatory; however,
nothing should prevent the pilot from taking necessary action to safe-
guard life end property under unusual or emergency conditions. All
Squadron pilots are charged with the responsibility of having a complete

knowledge of the DASH 10 and this Manuals. A1l Squadron crewmen are charged

with the responsibility of having a complete knowledge of the portions
of these manuals vhich pertain to their duties as flight crewmembers.

A DITIOIAL COPIES

Request for additional copies and inquiries into the status of this
lianual will be addressed to the Standardization Officer.

UPDATIG TU°E MANUAL

Yo ensure that this Manual contains the latest procedures and informationm,
a review conference will be held periodically as necessary.

BESPONSTIEILITY OF EACH SQUADRON PILOT

Standardization Manuals are kept current through an active manual change
orogram. If you find anything you dontt like about the Manual, if you
have information you would like to pass along to others, or if you find
an error in this Manual, submit a change recormendation to the Standard-
ization Officer at once.

CHANGE RECO:IENDATIONS

Change recormendations of an urgent nature (safety of flight, etc.)
should be sutmitted directly to the Commanding Officer via priority
message., Submit routine change recommendations to the Standardization
Officer via memorandum.

CHANIGE SUMMARY

The chanpge summary is provided for the purpose of maintaining a complete
record of all changes issued to the Manual. Each time the Mamual 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 following definitions apply to "WARNINGS"™, "CAUTIONS" and "NOTES®
found throughout the Mamual,

" ARNING"

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

"CAUTION"

Operating procedures, practices, etec., which if not strictly observed,
may demage equipment.

"NOTE"
Operating procedures, practices, etc., which are essential to emphasizd.
WORDING

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

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

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

"WILL" 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" will be used to desecribe
a UH~1B helicopter that has all armament removed (including the XM=16
pylons and 2,75 rocket tubes).
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HA(L)-3 Standardization Mamual
Section 1

« General Description. Aircraft description as written in the DASH
10 and UH-1L NATOPS Manual applies,

Bart 2. Systemg. Systems descriptions as written in the DASH 10 and
UH-1L NATOPS Manual, amplified as follows, apply.

MAIN ROTCR 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
parked.

NOTES

During the operational employment of the UH-1B as a light Attack Aircraft,
the rotor brake will not be used as a parking brake, Once the rotor has
been stopped the rotor brake shall be disengaged and the main rotor blade
shall be properly tied dowm.

DESCRIPIION - ROTOR 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 ROTOR BRAKE and a FRESS TO TEST switch located on
the instrument panel,

TESTING - ROTOR BRAKE

Test the rotor brake system before engine start by pressing the FRESS TO
TEST switch on the instrument panel, If the RCTOR BRAKFE light fails to
illuminate, check the ROTCR BRAKE WARNING LIGHT circuit breaker on the
overhead circuit breaker panel, push breaker in and try the test light
again., The ROTOR BRAKE test light will light up when the breke is applied.

OFERATION - ROTOR BRAKE

In an emergency the rotor brake may be applied at any rpm after engine

shut down, Pull down on the actuator handle toward vertical position, but
do not pass the center, for maximum braking effort. To release brake,

ease off on handle and place in detent.

For normael braking operations the rotor rpm will be allowed to decay to

100 rotor rpm or less. Constant light pressure will be applied to

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,

NOTE

Ir ;tessure 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,
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159) P _SECU.

The fuel cap can be installed improperly with the recess pointing in the
direction of the aircraft cockplt and the locking lever not properly
gseated or left extended. This protruding locking lever will prevent the
gliding door from opening.

Insure that the fuel cap 1is jnstglle racess points afte This may
be accomplished by aligning “the Painted strip on the cap ith the painted
line on the fuselages This permits opening of the door even if the
locking lever rises inadvertently.

PILOT AND CO=-PILOT SHOULDER SLIDING PANELS

CAUTION

The shoulder panel mst be maintained so_that it will tock :Ln the aft

3 In the rear position, or if it "does Lock in the forvard
pos:Ltlon, 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 "TEE" handle shall not fall in a detent when the panel is pushed
forwvard.

NOTE

If the shoulder sliding pa.neif does not operate as described above, it
shall be repaireds 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=1L NATOPS Mamual amplified as follows apply.

AIRCRAFT FUELING

Only authorized and qualified pers onnel sha.'Ll be permitted to operate
fueling equipment. plape. santaln shall be responsible for refueling
his aftercraft after each f gh‘lf. : nake al check to ensure
that »roper fuel is used.

The aircraft should not be located in the vicinity of possible sources

of ignition, such as blasting, drilling or welding operationss A minimm
of 50 feet shall be maintained from other alrcraft and 75 feet from any
operating radar set. The restrictions requiring 50 feet between air-
craft and 75 feet from operating radar are waived for operations aboard
the MRB II and when operationally necessary aboard the IST!'s, Aircraft
servicing vehicles shall be positioned parallel to the aircraft during
any servicing operation. '
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NOTE

The aircraft commander is responsible for determining the proper fuel leoad
commensurate with aircraft gross weight,

WARNING

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

GROUNDING

‘% to W devices on aireraft and drag chains on trucks
sSpec “m"fig personnel for proper ground,

EIECTRICAL HAZARD

Turn off all switches and electrical equimment in the aircraft prior to
commencing fueling, The battery and inverter must be on to power the fuel
quantity gauge.

NOTE

Hot refueling may necessitate deviation in this area, Check that no
electrical apparatus, supplied by outside power (electrical cords, drop
lights, floodlights, etec,) are in or near the aircraft.

STATIC D NTIAL

Before using a fuel hose, the hose nozzle shall be brought in contact with
wmm of the aircraft, Femote fToi thE TUST tanks, €6 snside
) f Eho statle DITPSFERElaT axists,

ATTACHING WIRE CLAMP

Before removing the tank filler cap, the hose nozzle ground attachment
shall be comnected to the aircraft ground jack or to a metal part of the
aircraft at a safe distance from the filler opening and tank vents,

FIRE INGUL ND ATTENDANTS
JDuring fueling a secondary operater or assistant plane Wg
” p q. ..u»: e 2L 47535 B ey, megmnémgﬁ e, — A Shgrmﬂggm> smbis -eg -«mmw

\VISUAL FUEL CONTAMINATION CHECK

A visual insgagtmww f aviation fuel 1s required to avoid use of contam-
Tnated fuel, A fuel sample drawn, in a clean gg jar,.on each

inmsﬁl . £0.2850r9. B9, CoNTARTIYTante Fedchod™1he “Tyel fanks
T“gme: sampling sha g%e taken from the fuel source on "ea?g& +

occasion of ref‘neling rior to servicixsxg the aircraft, The fuel sample
1=
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in the jar should be checlked in both the static condition and in a swirl-

ing state, In this manner the clarity, cleanliness, and consistency of
the fuel can be noted and presence of water detected,

SUOKING RESTRICTIONS

Smoking is hibited within 50 feet of the aircraft at all times during
ground opera%‘f)ons. - )

- Alxeraft Operating Iimitations. Operating limitations as written
in the DASH 10 and UH-{L NATOPS Manual apply.
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HA(L)-3 Standardization Manual
INTRODUCT ION
The operating procedures contained in this manual apply to the UH-1
helicopter when performing assigned tasks within its capabilities, The
information contained herein is to clarify, amplify, and standardize those
areas where there is room for variance of interpretation by individuals,
The procedures contained herein cannot possibly cover every conceivable
situation, but are intended to govern situations most frequemtly encowmtered.
Safety and success of the mission are of paramount importance with prece-
dence depending upon the existing situation,
GROUND TRAINING SYLIABUS
A ground training program is established by separate instruction to ensure
thorough training and a high degree of readiness for all flight personnel.
This ground training program contains syllabi which are an expansion of
the basic requirements contained herein,
PILOT GROUND TRAINING
1. Each pilot checking out in the UH-1 helicopter will be required to
complete a Ground Training course of instruction, This course of instruc-
tion is approximately 35 howrs in length.
2. A written examination will be given on this Standardiszation Manual,
OMNAV Instruction 3710.7D, pertinent chapters of the "DASH 10", NWP
series publications and the UH-1L NATOFS Mamal,

3. Instruction and examination must be completed on the following subjects
prior to completion of the flight famlliarization phase:

a. Helicopter operational performance (flight characteristics, systems
operations, etc.).

' b, Weight and balance,
¢. Commmications.
d. Flight planning.
e, Contact navigation.
f. Flight safety.

1 8o Emergency procedures,

4. While assigned to HA(L)-3, prior to assignment to a detachment, each
Pilot will receive instruction in the following:

a, Survival and first aid.

b. SAR mrocedures,
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HA(L)-3 Standardization Manual
¢, local and area flight rules,
d. Squadron mission, tasks and tactics.

e, Applicable technical orders and notes; NAVAIRSYSCOM instructions
and technical directives; OFPNAV instruotions; federal aviation regulations,

f. Intelligence.

FILOT FLIGHT TRAINING

Pilot flight training the familiarisation phase will be completed
mior to assigmment to HA(L)-3. The HA(L)=3 flight training syllabus will
be established to accomplish maximumm training for the mission and tasks
agsigned. The flight training syllabus will contain the following phases;
combat flight familiarisation, combat flight formations, navigation,

night combet flight familiarisation, shipboard operations, local area
familiarization, and spscial categories,

TION, QUA CAT AND HE S

It mist be emphasigzed that the requiremsnts set forth herein, and in
HA(L)=3 Instruction 3710.2 series, are minimm requirements, A pilot
shall not be advanced in designmation without thoroughly demonstrating each
requirement and exhibiting the high degree of proficiency demanded by the
conditiond under which this Commmand opsrates, Further, any time a pilot
demonstrates his inability to act in the capacity of his designation,

his designation shall be revoked by the Commanding Officer,

DESIGNATION

A Naval Aviator will be designated as qualified-in-model only after he has
mreviously been designated as a helicopter pilet under the provisions of
OPNAV Instruction 3710,7D. Each pilot, as he bBecomes qualified will be
designated as a Helicopter Second Filot, etc., and shall have a
certificate thereof, signed by the Commending Officer. This certificate
shall state the model helicopter in which he is qualified, and shall be
placed-in-his Officer Service Récord and training jacket, In additionm,

a notation shall be-made-in his Aviators Flight Log Book, ‘

DESIGNATING AUTHCRITY
The Commanding Officer is the designating autharity for thia“Gc_Imnd.

ELLOT QUALIFICATIONS
Pilot qualifications are delineated in HA(L)-3 Imstructiom 3710.2 series.

2-4
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ATRCREWMEN DESIGNATION TICATION RE S

Ajircrewmen are personnel assigned aboard the helicopter for the perform-
ance of duties necessary for the successful completion of the mission of
the helicopter. Aircrewmen shall be qualified in all phases as set forth
in Section IX of this marmal, and in addition, shall meet the requirements
for qualifications as Aircrevmen set forth in HA(L)-3 Instruction 1510,2
series,

The Commanding Officer will designate helicopter aircrewmen and issue
certification thereto. This certificate shall state the model helicopter
and modification thereof in which each crewman is qualified. Necessary
record entries will be made in accordance with current directives, in each
Aircrewman's Qualification Jacket and Service Record,

NOTE

A permanent Alrcrewman's Qualification Jacket shall be established for each
enlisted man in a flight status and maintained to reflect his previous
designations and completion of current qualifications and requirements,

ASSI NT S

1. A pilot designate L model will command the aircraft and
occupy one of the conmtrol positions on Sdb combat and combal tralnir
fli%%?s A pilot designated as HAC, or ssigna ;

the alrcraft and occupy one of The GonUf

Ilights and on SUPport fLights,

KOTE

All persons who are not both: (1) assigned to HA(L)=3 and (2) on DIFOT
orders are considered to be passengers, Frior permission of the Cammending
Officer is required before utilizing any such person as a member of the
crew of a HA(L)=3 aireraft,

h : AN e .. mggmwmww
in cockpd.t --" "and safety, to include intercom system operation and

lookout responsibi]itiea. At no time will the UH-1 transit over epemy

NOTE

For non-combat flights the Squadron Flight Surgeon may occupy a pilot seat,
SR IR e 3 A EAIENOLL 55 A

2=5




HA(L)=3 Standardization Manual
3. At least one qualified crewman will be assigned as a member of the crew
for flights in Squadron aircraft, On test flights this crewmember may be
a maintenance technician on non-crew flight orders.
L IN c CY REQU

Annual flying and currency requirements for all active duty Naval Aviators
are set forth in OPNAV Instruction 3710,7D,

Requirements for maintaining ipatrument gualifications are waive
attached to HA(L)-3. ‘

STANDARDIZATION EVALUATION

On assigmment to detachment, or re-assigmment to the parent squadron or
other detachment, a pilot will not be required to receive a standardization
evaluation if the log book entry and pilot's qualification jacket indicates
successful completion of the check within the last 12 months,

The minimm requirements to remain current as a crew chief in the helicopter
will be to have performed the duties of a crewmember as outlined in this
manual within the last six months and to have a current Standardization
Evaluation., If the crew chief has not functioned as a crewmsmber during the
preceding six month period he will be required to satisfactorily complete

a Standardization Evaluation to regain currency.

A crew chief/aircrewman who has been functional within the previous six
months, upon reassigmment to the squadron from detachment or detachment from
the squadron will not be required to recieve a Standardization Evaluation
if the permanent flight record indicates successful completion within the
mreceding 12 months,

HAIVERS

The Commanding Officer will waive, in writing, minimum flight and/cr
training requirements where recent experience in similar model holicoptera
or other circumstances warrant such a waiver. )

1. Hard hat with clear visor (dml viaor optional).
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2, Flight gloves.
3. Flight suit - Standard Navy one piece NOMEX Flight Suit,
4. leather Boots (combat boots with nylon inlays shall not be worn),
5 Mae West,

7 6, Body (fromt and back-gunners; front- pilots)(flack vest under or

' over armor optional). Not required for non-gunship flights,
7. Strobe light.
8. Pencil flare,
9. Signal mirror,
10, Survival knife.
11. Military hand gun and tracer ammunition.

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

CAUTION
Personnel wearing flak vest are cautioned to secure it with snaps only.
The zipper is easily fouled by shrapmel, etc, amd this will makes removal
difficult if not impossible,

CAUTION

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

NOTE
All crewmembers and passengers embarked shall be provided seatbelts and
NOTE

Comman

a_helicopter of this :
T g as required
T m

“J-Ln—
TR A
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NOTE
Mae West shall be worn by all ocoupants of squadron aircraft on all over
water flights, Transit of the Delta or portions thereof is considered

over water flight. FPassengers may wear the LPP-{i 1life preserver., It
shall be worn around the neck, ready for inflation,

NOTE

Any survival equimment that a crewmember desires to have along when he
leaves the aircraft in an emergency should be carried on his person,

NOTE

One pllot and one crewman in each aircraft will be designated to carry
on his person one each of the survival radios.

NOTE

Pilots and creumembers shall not wear the survival knife attached te the
Mae West,

NOTE

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

ADHERENCE >

«

A manifest shall be made ocut to record the mames, rank/rate, and service
nubmers of each passenger carried. This manifest will be left with a
responsible person at the location at which the passengers embark,
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Section III

Fart 1. Mission Flanning. Topdcs concerning mission plaming as written
in the DASH 10 and UH-{L NATOFS Manual and amplified as follows apply.

RODUCT

Thorough planning of any flight is necessary to ensure the successful
completion of the mission. No matter how familiar a pilot believes hime
self to be with an area and his aircraft he is failing to meet his
responsibilities if he eliminates mission planning, Although strategy and
tactics comprise a large portion of mission plarming, the topies discussed
herein are restricted to factors affecting the capmbilities and limitations
of the UH-1,

FACT CTING HELICO CAPABILITY
TEMPERATURE

High outside air temperature (OAT) results in increased inlet air temper-
atures which have an adverse effect on the power output of gas turbine
- Joss in horsag_mer ca.n be

3 a%ggmtgm O&Jﬁmmw&g,

I&mg,, \,;M | I@@fﬁﬁ,
power can be expected Kn increase in OAT at a constant pressure
AR R ’t‘;ggfigse 10 BBTETEY KT EE T T

T TSR S TP y;»_‘\m BN 2 SR SRR T

The effect of humidity on gas turbine engines is negligible,
I S AR R

A B A e e AR AT TSR R Mo AR

ALTITUIE

Altitude has a marked effect on the performance of all aircraft engines,
Air density and temperature decrease as altitude increases, As air density
decreases, the mass flow of air through the gas turbine decreases. How-

ever the gas turbine operates pore efficiently af B SWRL ARBRSTR LT e S
encountered at high altitudes, A ‘ tpat of gas
turbine engines decreases and the spacific fuel dons ’?‘\,3? engine fuel

consumption in S~Ter hour divided by efgine shalt horse power)

decre due to ncreased engine efficiencyd This will be evidenced in
m%ﬁ%»t by a ‘decrease in the torque pres reading., With the collec-
tive pitch comtrol set, the Nf will begln to droop as higher altitudes are
reached, Operating RIM can be reestablished reducing the angle of
attack of the blades (by decreasing collective),
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WIND

If a helicopter can teke off and land into a steady wind, its payload
can be increased because less power is required for the same flight
performance with wind than without wind, Helicopters operating from the
decks of ships underway are in an excellent position to take advantage
of the relative wind generated by the ship's movement, However, an
allowance for deck edge turbulence must be made. Consi

o winds in the landing zone ashore when at o oross welght
'c0ndit ons, U
GROUND EFFECT

For hovering flight closer than one-half rotor diameter to the earth, the

lifting ability of a helicopter is increased by ground effect. Since the

power required to hover increases with an increase in height above the

%rmmd the helicopter c&n hover at heav:ler groas welghts ineground effect
thén out—of-ground effect (OGE),

Bart 2. Briefing/Debriefing. Briefing and Debriefing as written herein
applies,

BRIEFING

1. The primary responsibility for briefing the crew rests with the pilot
in command of the aircraft, This briefing should be in such detail as to
allow a complete understanding of the mission., The pilot should give
specific instructions where necessary to cover any special situations J
that may occur. >

2. The briefing will be conducted using a standard briefing outline, On
training flights, the appropriate syllabus guide should be used., Each
pllot will maintain a Imee-pad and record all flight numbers, call signs
and other data necessary to successfully assume tha lead., The briefing
will include the following items:
a. General
(1) Helicopter assigmment, and back up (if applicable),
(2) Flight leader

(3) Time for manning helicopter, engine and rotor start, air taxi
and/or take off, _

b, Mission
(1) Primery
(2) Secondary
(3) Operating and landing arees

Control
(4) Control agency 3ms
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(5) Time on station
¢, Flight Planning and Operational Date

(1) Fuel aboard, fuel required for flight, minimum fuel state and
fuel availability at destination.

NOTE

The following definitions for minimm and emergency fuel states will
apply.

Mipimm Fuel: ndition

2tion o dostination vith norms

(2) Apmroach and retirement routes

(3) Obstacles to flight

(4) Charts and communications packet

(5) Alternate fuel stops available enroute
4 Communié%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) Minimm operational weather
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f£. Enmergency Procedures

(1) Aborts

(2) Downed pilot/aircraft

(3) SAR facilities

(4) Radio failure

(5) Loss of visual comtact with flight

(6) Aircraft emergencies

(7) System failure

(8) Wave-off patterns

(9) landing sites available prior to reaching emergency fuel state
g. Special Instructions

(1) Intelligence

(2) Fire plans

(3) Aireraft and landing zone lighting for night flights

IERRIEFING

1. A proper debriefing conducted under tactical or training conditions

can be, in many instances, the most important part of a flight, All
mistakes can be discussed in an atmosphere free from distractions., Under
tactical conditions debriefing is a primary souree of information leading
to the location of targets, distribution of troops, and many 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 umusual eircumstances encountered.

b. Discrepancies arising which do not conform to an established
doctrine. '

2. A proper debriefing should contain constructive criticiasm and be

conducted in such a manner that all concerned ecan participate and rresent
their ideas on the conduct of the flight,

3-6
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Fart 3. Shore-Bagsed Procedures. Shore~based procedures as written herein
apply.
INTRODUCTION

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

OPTER ACCE PTANCE

The pilot in command should not accept the helicopter for flight until

he is assured that the helicopter is satisfactory for safe flight and
equipred to accomplish the assigned task, The two major steps to be taken
prior to acceptance of the helicopter are a careful examination of the
recent helicopter discrepancies and a thorough pre~flight inspection.

iE SHEETS

At least the last ten discrepancy portions of the yellow sheet will be
made available to the pilot for his examination in accordance with OFNAV
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 NMAVWEFS 01-110-HCA-6
and has 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
£i1l in and sign the applicable portion of the yellow sheet,

FLIGHY INSPECTION

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

EXTERIOR INSFECTION (UH-1B)

On a pilot's firset two FAM hops, exterior pre-flight inspection will be
conducted in accordance with MRC cards, Minimm 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

4Le Engine oil level
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5. Hydraulic fluid level |
6. 01l or fuel lesks in transmission and engine compartments
7. Wiring, hoses and linkage to engine and transmission
8. All access doors and panels secured right side
9., Right skid tube and aft cross tube
10. Mast, control linkage, blades and dampers from right side
11. Tail rotor coupling and hanger beneath tailpipe
12, Tail rotor cable on pulley
13. Antennas
14. Tailpipe, thermocouples, N2 turbine blades
15. FPFuselage and tail boom right side
16. Elevator for demage or excessive play
17. 42 gearbox oil level and cap, feel for leaks
18. 90 gearbox oil level and cap
19, Tail stinger
20. Tail rotor
21. Tail rotor drive shaft cover
22, Elevator for damage or excessive play
23. FMuslage and tail boom left side,
24, Tail rotor cable on pulley
25, Mast, control linkage, blades and dampers from left side
26, left skid tube
27. landing light
28, All access doors and panels secured, left side
29, Left cargo and crew doors
30, Froward landing gear cross tube

3-8
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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 and latching
INTERIOR COCKPIT INSFECTION (UH-1B)

The following items represent minimum inspection requirements for normel
operations:

1. Portable fire extinguisher -~ Charged and secure
2, First aid kits and two canteens - Full and secure
3. Seats - Locked to tie-~down fittings

4e Survival Equimment - Check

5. All loose gear secured

6. Internal Cargo - Locked to tie-down fittings, properly distributed
(if applicable)

7. Special equimment - 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 and sagety belts -~ Adjusted and check lock
INTERIOR INSFECTION (NIGHT FLIGHTS) - (UH-1B

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

1. Flashlights - Available
2. All interior lights - Check operation

3. All exterior lights - Check operation

3-9
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PRESTART (UHe.
1. Main fotor tledown = Removed and stowed
2. Armament penel = A1l off
3. Radios = Off
Le ICS = As desired
5. Bleed air and defrost = Off
6. Windshield Wiper = Off
7. Lights = As desired
8. Pitot heater - Off
9. Circuit breakers = In
10, Starter Generator = Start
11, DC Voltmeter = Check battery voltage
12, Main generator ~ On
13+ Inverter - Off
1l4e APU = Connect (if practicable.)
15, Battery = On (Off for APU start)

NOTE

Power to energize the starter may be supplied by either of the
following sources:

ae Battery '« Set battery switch to ON and battery will supply power
for the 29 volt DC camon bus. Set start switch to start, pull starte
ignition trigger switch (on collective control lever), and starter will
energize. A minimm of 23 volis is required for a battery start (14 volts
or more with starter engaged).

be APU connected to DC External Power Receptabld. Set battery
switch to OFF. Connect APU to external DC power receptacle, set start
switch to start, and starting power will be available to the starters Full
start-ignition trigger switch and starter will emergize.

ce The starting sequence wuflined in a. above is the type most
cammonly used. Starting sequence b. is preferred, whenever practicaple,
because an APU prevents drain on the battery and preculdes prolonged
starter operation.

3-10
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CAUTION
To prevent battery drain, the battery switch should be in OFF position
when AFU is being used, Reversed polarity between helicopter electrical
system and AFU will result in damage to the aireraft and its equimment.
Rotor brake - Off
Warning lights - Press-to-test
Force trim - On
Hydraulic boost - On
Caution Panel/Master Caution Iights - Test and reset
Engine de-ice - Off
Main fuel - On
Start fuel - On
Puel Governor (fuel control) - Auto

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

R increase~decrease switch - Decrease and hold for about ten seconds

Rotor path - Check clear

FIRE GUARD (UH-

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
aresa.

STARTING ENGINE AND ROTQR (UH-1B)

A qualified pilot shall be in one of the pilot'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,
equiment and obstructions, The pilot will receive and acknowledge 1LSE,

3-1
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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 of 15
knots or more except in operational emergencies, During high, gusty wind
conditions (15 knots or more), the engine should be started with a crew-
member steadying the rotor blade by hand to mreclude 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 by 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 from coming against the stops.

1, Starter~igniter trigger - Pull on and hold
2, O0il Fressure Warning Lights - Check out
CAUTION
If Warning light is not extinguished by the time the engine has reached
40% N1, shut down immediately and investigate cause, DO NOT attempt
restart until cause of defect has been corrected,
3. Start fuel switch - Off at 400°C
Lo Starter ignition trigger - Release at 40% N1 speed
CAUTION
Monitor EGT to avoid a hot start, If a hot start is imminent, ABCRT
start by depressing flight idle stop and retard throttle to cut-off
position. Continue to motor engine for approximately 20 seconds with
starter, DO NOT exceed 40 second limitation on contimuous 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 EGT, shut down the engine and investigate. During starting or
a pation, the maximum allowable measured EGT shall be 760°C, If
this limit is exceeded, record a hot start, If during the start
operation, EGI exceeds 6500C for more than 5 seconds, record a hot start,
5. Inverter - On (check voltage 109 to 121 volts, all phases)

6. Transmission and eng:lne 0il pressure gages - Check (minimm 25 psi
engine oil pressure

7. Flight idle rmm - Check stablized at 58 to 62% N1

3-12
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NOTE
Slight twist grip friction may be required to assure that flight idle
position will be maintained with hands off the controls, This
condition will vary due to variations within fuel controls, but should
never require sufficient friction as to be objectionable during normal
operation,

CAUTION
Virtually all hot start overtemps can be avoided with increased
attention to the mrestart check list; aborting starts with low (less
than 14 volts) battery power-starter engaged, accepting slow N1
acceleration, and being prepared to depress the flight idle stage tutton
for instantaneous throttle roll-off,
APU - Disconnect
Battery - On

'ART B

Radios - On
Visually check AFU - Clear

Flight controls = Check for proper response with force trim on and off.
Check far proper response with hydraulic boost off,

Hydraulic boost = On
Force trim - On

NOTE
The force trim switch shall be left in the ON position during all phases
of flight including take-off and landing, If temporary release of the
force trim system is desired the cyclic release button shall be depressed,

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

DC fuel boost pump pressure - Check gage indication and caution panel
warning light.

Governor - Check (Set power to ground idle, GOV switch to EMER, note
N{ decrease, ensure power at ground idle, GOV switch to AUTO)(First flight
of each dayS

Thrott%e = Full open, Check rpm decrease (6000 rpm plus or minus
50 rm '

3-13
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' NOTE

Advance throttle slowly, paying particular attention to EGI, engine
oil pressure, and torque pressure during engine acceleration,

11. RM audio warning switch - On

12, RIM increase-decrease switch - Increase to check rmm at full increase
setting (6700rm plus or minus 50 rpm) and adjust to 6600 rmm,.

NOIE
Increase rpm in short increments to avoid overspeed,
13. AC inverter voltage - Check (115 volts, all phases) .
14. DC generator voltage - Check (approximately 28 volts)
NOTE
It is recormended that the search light be pre-positioned prior to
take-off for use during night landing, This should be done prior to

sunset to avoid interference with night vision of pilots and support
personnel,

FRETAKE.OFF (UB-1B)
1. Anti-collision light - On (leASs BIR®H ow%»‘g}
2. Crew - Checked
3. Take=off checklist on instrument panel - Campleted
NOTE
The use of the take-off checklist on the instrument panel is mandatory,
AIR T U~

Movement of the helicopter from one ground position to another can be
accomplished air taxiing at an altitude of 3

to 5 feot (skid tube to
ground surface), R - rraionas

NORMAL TAKE-OFF (UH-1)

Raise the collective smoothly, simultaneously adding sufficient left rudder
to prevent yaw, and adjusting cyclic position to fly the helicopter straingt
up to a two foot hover: Refer to the go-no-go chart to ensure that there is

3-14
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a 2% N1 power reserve required to perform a normal take-off, Lower the

nose attitude slightly and move into forward flight using additional col-
lective pitch to maintain altitude, Remain in ound Jgffodt il trans-
lational 1ift is acquired. Climb at*8Y Ymots ( ) knots” )7 I

OBSTAC A KB UH~

If the obstacle as viewed from the cockpit is not obstructed by the rotor
plane, the obstacle may be cleared sinog the obstacle tske-off procedure

After ensuring that a 3% power reserve in a two foot hover exists,
smoothly increase collective pitch and adjust rudder pedals to prevent
yaw, Climb at an angle sufficient to clear the sobstacle' After the
obstacle is cleared, contimie acceleration t e

airsmedo

MAXIMIM GROSS WEIGHT IANDING (NO HOVER LANDING)(UH-1)

" Rita

Simulated maximum gross weight landings shouﬁ be practiced to 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
500 feet, 6Q,knots_IAS _and gggt of ag:ti is desirable, At this
point raisé the nos de to slow a spe%g&?am adjust collective
pitch control to slow the rate of descent, As the airspeed decreases,
continue to adjust collective pd.tch control to maintain a slow, controlled
rate of descent, As translational 1ift is lost w}egel the heﬂ]%gmm

assume the Jlanding %% “Contime to {ncreasds ¢ piteh
contro ﬁ?mnn pOwer available to prevent a hard landing. %T,QAMQQ
should be at less than 5 knots ground speed, Once the helicopter is
firmly on the ground, &mSGtHIf"I? ective pitch control to
the bottom to complete the landing.

NOTE

| sshould be “A‘M PO
' Yo mimﬁxfuze WoAr on eng
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SLIDING IANDING AND AKE—

1. Sliding landings and take-offs should be practiced to simulate conditions
when hovering in ground effect is not possible, They also aid the pilot

in assessing the feasibility of an operation requiring maximm alrcraft
performance, They have value in that they familiarize the pilot with the
characteristics of skid-type landing gear on various landing surfaces and
they afford the opportunity to evalmte possible landing sites in case

of engins failure. 20 ger o 8cegss
.msm-ma ] «ﬁMsmiamWMFum} 3 A8 ¥ ’1l "

2. To practice sliding landings, select a firm, smooth surface of sufficient
length and free of obstructions, The helicopter is flown as in a normal
approach until just prior to touchdown, Maintain sufficient forward

speed to retain translational 1ift and smoothly and slowly lower the
helicopter to the ground with the collective pitch control, Maintain
heading with the directional control pedals; Do not land the helicopter

in a crab, Compensate for any crosswind with the "wing down"™ method.

Ianding attitude should be level to prevwent any pd.tching of the helicopter

i ST '-v and slow the
slide, > on the ground, stop collective pitch
control movement and allow the aircraft to slide to a gradwel stop,

?m; Eound ﬁqgﬁ hs,20 to éo ﬁe’c. When the helicopter has stopped,
ower the collective pitch control to 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 forwerd cyclic
in order to begin a ground slide. Do not attempt to such the forward
motion of the helicopter as it will "dig in". As transitiomal 1ift is
gained, the aircraft will fly off in a near level attitude., Maintailn
this attitude until reaching 40 knots at which time a normal climb may
be initiated,

CATTION
S1liding 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,

AUTOROTATIONS, GE RUIES

1« The following rules shall apply to the performance of all types of
practice autorotations:
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c, When power recovery autorotatigns are rarfoimed o
surface TN Hoveloping milot proriciency in mane erin to a predetermined

L LJ e~ ‘.

; are she not be cong .'A.mm.-..mm be eflfected above

AUTOROTATIONS, FROCEDURES (UH-1B)

1. Autorotation procedures of the UH-1L are outlined in the UH-~1L NATOFS
Mamal.

2. Normal autorotations include straight in, 90°,
They shall be conducted in the following manner:

3-17
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a. The collective will be smoothly lowered to the full down position,
simultaneousiy melling «bhe V@t ey AIPHT TN HATHELPATNG SR00 T8~
6600 apparenisaetomiiiisenivadiuebing-tinr-ruider-potnls. bormrtnbat s so: oo o
balanced flight, A 60 knot attitude will be assumed and a coordinated turn
shall be commidfived torPimel- approusie-conr e o= PIRNT WTIOret- CHR NS S ster
must be aligned.te-thedamdense-airuttror, ~Aewrgsswin . 7 -
"wing down top rudder" method be used., The normal flare altitude is approxi-
mately 75-feet »indwt condieroresr NP oY weitht" the fhare- Mgt ™"
comenced .at a-skightly -highty 2Ttitos und-execouted: with -moderatIBh, ToY
headwinds also require a slightly higher than normal flare~altitiude.™ The"
flare is executed by smoothly, but positive]y raining the nose to app‘o:dmtely
15° nose up, and -eenbatming - HHE PO UL BEESSINYy by w-wITANt- IAEPBY se
in collective~pitelrerif> avpover "retovenpetwetyrher ewa ¢ TN, “IOUETE IR Sy v
the flare to reach approximetely 10 knots at 10 feet ensuring that an
excessively hig=rETE DI Tessdmr aoee- M A VETST. ~he"
feet while &till in the flare, smoothly roll the throttle fimly back into" o
the flight pesitieny:lowermbhenuse o™ VeI AT IS BT &
increase collective pitech to recover above 3 feet of altitude with 5™EE"0™" =™
knots airspeed. If a full autorotation landing is to be performed, decele-
rate in the flaresto reswly
and lower the nose slightly to ensure that an excessively tail o‘"ﬁ"nﬂi&”"’""" _
does not occur, During the last 10 to 12 feet of altitude smoothly increase
pitch 2s necessary to-cushi:on-dHE* 14vidd mpyee SR SURG “FulSh U ot E%8eod
two helicopter lemgths, Whewrrhe: helSoaPEr UGN 4" LTOY,  TUNE:THE o oo
collective and smoothly roll on the throttle to 6600 RIM,

e R I N R NI NS S VAT, S . st

b, Low altiiude. aubozeiatiene shlY Vescommenceod- at-e~minttii- atrypeed 62 ~*
60 knots, and.a.-minimm-aléitude 0f 50 SewmpprarPhementyy=1w-the ~dame 4§ a*"i‘i‘a’ﬁﬂ“al"
autorotation. ..Jomediately. after-entyy ‘2 oot rIte MUt D exe cuted Hy ™
dissipete airspeed, and slow the rate of descent, Care must be taken not .
to assume”dil exc@usively“tssl: Fow HteTtoevEemEe oY T tUIE " Revbvery oY
landing is effected in the sameé™MAtMer: ag“dyre rort!] “a it ML I o e aes

WARNING

If an excessively

‘high ~edaismredospr-rmaeeirhoiewmiy;
drift develop during the latter -sbages of -an-auterobetiumnm: WEVE-ULe
imediately.

SRR AL, MR A S0 ot ORI ¢ A R T e .

6. A hovering swborotatiomvie wlrEsIPre HErTH11 HOLOrOtatIOE WS T
normal hover (not more than 5 feet), roll off the throttle to fl'i‘glﬁ‘ma’"""‘ n-
taking care not to raise or lower the collective inadvertently., Use rudder
and cyclic to maintaimhewdive msivensnre P vercienivdoseeninvr T~ mitesPter
will tend to maintain altitude momerterilyi=thersweiid: commencs to-settIe™ > e
As it setiles apply up collective to cushion the landing, After tHEhéTI- = >~

copter is firmly on deck, lower the collective to the full down position and
smoothly roll on the throttle to 6600 R,

AUTOROTATION, FLIGHT CHARACTERISTICS (UH-1)

1e Section IV contains information regarding autorotational flight character-
istics following actual engine failure,
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2. When maneuvering in autorotational 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
~cormence S-turns in balanced flight to dissipate the excess altitude, planning

the final approach course to be into the wind. A conventional approach

vherein the helicopter is turned downwind followed by a course reversal

usually results in an undershoot,

CAUTION

Rotor RPM tends to build up during turns and flares, and may exceed the
maXJmumoallowable_l'H:UBEM:or 6920 aggarent) unless collective pitch is

3. The optimum rotor RPM during an autorotational descent is £400 apparent
rotor RPM, ﬁggiﬂggu;%w,rng%t in considerably higher rates of descent.

NOTE

The minimum rate of descent autorotatioénal airspeed for the UH=1B is ~
45 knots IAS, and the maximum glide airspeed is 73 knots. 60 knots

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

A7 RTS
et

NOTE

See attached sheet,

il ,t&!&‘ﬂmy &%«Wvﬁw
-Bh.actual engine

- 5o Lowering the cqollectiye after an autorotative landing and before ‘the
hel?mmbter has come to a op_may eause the Q? V?‘ §- @15 4n-so
e HeTYcopters 1 '."waﬁmé‘gf”“ ‘ﬁa dardization purpoSes &T’%
eoliseiive .Shall. b Jeok.in tion after 1

T T Y T

until the helicopter comes to arlétop.w (

B s TR T

WAVE~OFF UH=1.

1e From Power-on Approach
ae Collective pitch control - Smoothly increase to take-off power
be Airspeed - Increase to 60 knots IAS (70 knots Uﬁ-1L)
ce OCyclic control - Establish a climb

2. From Autorotative Approach

a. Throttle - (Roll on) Full Open
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be. Collective pitch control - Smoothly increase to take~off power
n  ¢e Airspeed - Increase to 60 knots IAS (70 knots UH-1L)
de Cyclic camtrol - Establish a climb ’
LA NDING (UH~-1)
1. Pre-landing check list (On instrument panel) - Complete

NOTE

The use of the pre-landing checklist on the instrugfnt panel is mandatory

SHUTDOWN (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's length of the fuselage. During any operations,
the pilot is responsible for keeping personnel around the helicopter to
a minimum number for safe operations.

1 Anti-collision light - Off
2. RPM increase-~decrease switch = Full decrease
3. RPM audio warning switch - Off

Le Throttle = Rool off to 70% N1 for two mimutes (set UH~1L at 5500 NF
for two minutes)

5. Radies = Off

6. Throttle - Flight idle (10=15 seconds)

7« Invertor - Off

8, Throttle = Idle cut~off (engine idle stop release s&itch must be depressed)
9. Main and Start fuel - Off

CAUTION

pid rlseﬁln:EGT‘ll ted 1.::!.'(’.1&,4‘1'.hro*t'.tlem=

Sloped. end fuel oty
”f, n o not,

35 MWV ""M"‘ i LR m———.




HA(L)=3 Standardization Manual

stopped to ensure that fuel does not drain from the fuel control and
allow air to enter the fuel system. Fuel valve should remain in closed
position at all times when engine is mt running,

10 Rotor brake= Apply smoothly and steadily at 100 rotor rpm or less
until rotor blades stop.

NOTE
The minimmn rate of descent autorotational airspeed for the UH-1L is 58
knots IAS, and the maximum glide airspeed is 95 knots, Eighty knots is
a compromise between these two airdpeed values, and is the airspeed at
which autorotational should be practiced for purposes of standardization.

NOTE
Rotor brale may be applied at 130 rotor rpm or below with the engine

shut down; however, 100 rotor rpm 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 brake as a parking brake.
11. Battery - Off

12, Lights = Off

TELICHT PROCEDURES

A postflight inspection should be make by the pilot leaving the helicopter
after completing the assigned task. This inspection is a general visual
irsvection 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 any sysigms defects, the
pilot will also make entries on the yellow sheet to indicate when any
normal operating limits have been exceeded. When an ‘emergency fuel (fuel

other than JP-, or JP=5) is used, report the #ype fuel and length of
operation.

\

CAUTION
he T53 engine is susceptible mtfoseoond__staecon&res%or blggie mi;g;l:&
Janags Hr take gl ”'3em£ﬂm¥ .. -.r_\;._ Wtf? ﬁéwg,x;gmg

i srupfé’cf' a’f”’i’.['o'érw o

RN S e P s ey
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NOTE

A notation of any contact with salt water spray 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 detaile To aid in discrepancy analysis, gpecific Jnfonme
such as position of controls, movement of controls and results, tr
readings, etc., should be recorded in flight, if practical, a.nd be included
on the yellow sheet. When possible maintenance troubleshooters should be
abailkble 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, yisual reference and depth perception are reduced.

RESTRICTIONS ON NIGHT FLYING

Helicopters will not be flown at night if any of the Hllowing equipment
is not in operating condition,

an
o 24
« 3o
v he
5

REQG,J Keh FOR NI

s compartment instrumen
All exterior lights,
UHF radio.
Pilot's gyro horizon,

Pilot's compass,

POSTFLIGHT PROCEDURES (NIGHT)

Post¥light procedures and the postflight inspection are performed in the
same manner with the same detail as is required for daylight operations, -

DEBRIEFING

L 4
and console lights.

For detailed debriefing, refer to part 2 of this section, Debrief those

portions applicable to the flight,
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Part 4 = Shipboard Procedures - Shipboard procedures as written herein apply.
COMMAND RESPONSIBILITY

Shipboard procedures must be as normal as ‘those associated with shore based
activities. All detachments embarked became a part of the overall ships
functions for coordination, control, and supporte The OinC of the detachment
is responsible at all times for the combat readiness of his detachment.
Command relations and general procedures are contained in NWP 41 and NWIP ,1=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 will depend on the experience and ability of the
individual pilote FSLP's will be conducted to simulate shipboard operations.
as closely as possible.

NOTE

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

BRIEFING PRIOR TOFSLP

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

1s Patterns, altitudes, and airsvpeed,

2. Helicopter director signals,

SHIP QUALIFTCATION

The term "ship qualification" referred to herein encompasses all shipboard
landing operations. Initial day/night ship qualification should be made
under ideal weather conditions including a visible horizon,

SHIP QUALIFICATICH REQUIREMENTS
1. Day 1n1t1a1 quallflcationt Not less than 10 landings and take-offs.

T L Ty WW@W’“«%@MWE‘W& 2 A Tt T
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BRIFFING
All vilots 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 following:
1o Use of helicopter lights (if night operation).
2e¢ Special safety precautions,
3. Weather forecast.
4.. Pathfinder technique.
FLIGHT DECK OPERATICNS
Flight deck procedures are found in NWIP 41-6 series.

FLIGHT DECK OPERATIONS

1. Flight deck handling procedures and aircraft handling signals are
contained in NP 41,

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

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

Le Air taxiing and -wvement of helicopters will be under the positive
control of the shin's LSE.

STARTING ZEGINE AND RCTOR

Resnonsibilities and nrocedures for helicopter acceptance, yellow sheet
cornletion, pre-~flight inspection, pre-start, fire guard , starting engine
and rotor, post start, pre-take off, shutdown and post flight inspection
are outlined in Part III of this section. Additiomdl requirements for
starting engine and rotor aboard ship consist of the following:

1« Relative wind velocity consistent with safe operating procedures,

2+ Clearance from the OOD and clesred sig

TR AT

RELATIVE WIND FOR LAUNCH AND RECOVERY

ind of less than 45
§ 60 kmot relative
AT e i i

ekt
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LaUicH PROCEDURES

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

2+ ‘Yhen the ship is underway, helicopters will avoid crossing the bow
of the shi» a2t low altitudes,

RECOVERY PROCEDYRES

Any of the followine signols may be given by flag hoist, blinker and/or
radiot

1o Signal DELTA- The flight leader will orbit his flight in the designated
~atterns

2. 3ignal PREP Cg&&%gé The flight leader will maneuver his flight into
the snecified Panain nattern and commence approach in anticipation of a
cignel CHARLIE.

3. Sirnal CHARLIE. Cleared to land.

DELTA PATTERN (MOIDING PATTERN

The DELTA pattern for helicopters is as designated in the CVA/CVS NATOPS
“anual or by the individual ship., !ore than one delta pattern may be
designateds This nattern may be assigned to any helicopter or recovery
oneration. ‘hen heliconters are orbiting in a DELTA pattern, they will
be nrenared to break on order from the 00D to join the CHARLIE pattern.

F1AL LADING PROCEDIRES

Palkern. alrsoeed is 80 1 Approaching the 180° position, initiate
g&vower ’%d 1uo:€5 ent to reach the final approach %ﬁon at i w%w
60 ygg%g, adjustin: sneed as necessary to maintain a comfo: e rate of
closure. The final anproach should be relatively flat to eliminate the
necessity for ‘exagcera ea nower c anges‘or“ex09351be flares near the
deck. Final rovenent of the helicopter to the deck vosition is normlly
accomliched by air taxi. The pilot's maneuvers are governed by signals
from the heliconter director. Touchdown must be smooth.

NOTE

A wave-off from the heliconter director is mandatorye.
I N B B S S o O R A N SN e s SR S W s .
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DEBRIEFING
When based aboard ship, debriefing can be equally as beneficial as when
based ashore. For detailed debriefing, refer to part 2 of this section.
Debrief those portions applicable to the flight.

FlERGENCY PROCEDURES

Any helicopter exneriencing trouble in flight will immediately notify the
flight leader, ship, or controlling agency by radio or by visual signals
as the stuation dictates. If the nature of the emergency warrants an
irmediate rebturn to the ship, a radio call will be made to enable the
ship to premare for landing. In any case, the following information will
be transmitted to the shin:

1e Side nunber or call sign of the helicovter.

2 Position,

3. Difficulty.

Le Intentions,

If radio communications are lost, the helicopter shall signal to indicate
an energency as follows; Turn ~xternal lights to FLASH and landing l1ight
to ON during the anproach tothe ship. If possible, visually relay

difficulty to another airborne unit for radio relay to the ship.

IGHT OPERATIONS

1o TREFLIGHT PR0CEDURES

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

2. TAXI AYD FLIGHT

The flrst rule the pilot should remember concerning night shipboard
operations is that the tempo of operations, both in volume and speed is
considerably reduced from day operations. Slow and careful 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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DERRIEFIIG

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

LST OPERATIONS

et ——

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

1o DEFIITIONS:

as CIC (Combat Information Center) All information
concerning scrambles as well as any other combat
information concerning the operating area.

be "KIIO AT THE DIPM Flight deck being readied for launch or
recovery of aircraft., Approximately ten
minutes or less,

ce "KILO CLOSE UPM Ship is conducting flight operations, ready to
land or launch aircraft. Synonomous with "green
deck™ and signal "charlie".

d. ISE (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.

e. SHIP'S ZEBACON Each IST 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,

f. GREEN DECK Ship will announce "Green Deck", "Signal Charlie"
when ready to recover helos,

ge RED DECK Flight deck is fouled, Ship will give estimate
when they expect a green deck.

he SHIP'S HEAD The ship will announce "Ship's head" steady,

ship's head swinging to port (starboard) to
aid the pilot in planning his approach.

327
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i. SHIP'S WIND The ship announces wind conditions on the
flight 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 flight operations from LSTs have proven highly successful. Launch
times for "Serambles" average approximately five minutes, and under normal
launch conditions attack helicopters are launched in less than ten minutes,

1OTE

. ;? Due- to the small size of the LST's flight deck only one helicopter

\ shall be turned up at a time,

CAUTION

Spoiting the helicopter is critical; therefore proper training of,
and close cooperation withthe LSE is mandatory.

FLIGHT DECK EVQLUTIOHN

A€V
L ]

ae Take-offs Ihen all pre-take off checks have been completed,
operating rpm (6600) set, and a green deck has been indicated, a "Thumbs
Up" signal is given to the LSE 1ndlcat1ng ready to 1ift, A normal Iift
off is then executed o'”ow1n5 the hand or wand signajs of the LSE. lMake
a visual check of allinstruments plus a careful check of "power required"
to hold a 2 foot hover. The power reserve in a 2 foot hover shall be 2%
lhen the pilot is satisfied that there is enough DOWEE Avall Ny
take~-off 1s commenced, As the helo passes over the deck edge, ground
effect :is lost., At this point, over controllimg the helo can lead to rapid
loss in rotor rpm and collision with the water, A night take-off from
an LST is an instrument flying evolution and shall be handled as such,
The pilot flying the helicopter will go on the gauges immediately after
he has ascertained that the nhelicopter is clearihg the deck edge.
turns shall bedcommenced prior to 200 fee The co~pilot shall back up

3 N tr - an : “the pilot of any dangerous or

unusual condltlons.

NOTE

Refer to page 3-31 of this manual for insturment take-off procedures.
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b. Approach: Approach patterns will wary with the position of the
LST in relation to the river bank, the terrain along the banks, the enemy
forces in the area and the weather, However, the final approach is always
basically the same, A turn into the wind is made and the helo is flown
toward the ship until the proper glide slope 1s intercepted, then a descent
and decrease in airspeed is commenced, _The.desired result 1§Xau;gﬁg%9f
trang%tl W%;ﬁ;,gﬁdthe same pomentuthe helicopter comes to a hover,

) ma anding,’ ﬂgw°t~”~4ggg. §;fua%10ns"to avoid are
1 11, ~~ec‘ﬁting an extreme

. ceo Pathfinder (Angle of Approach Lights): The Army Pathfinder Light
has been evaluated and has proven to be an invaluable aid to assist in
altitude and lineup control, All LST detac ve 8. pathfinder light pi- e .
in their custody and it should P& &hployed uring E%i night operations, =G.
Variation from this is at the discretion of the detachment 0inC when
emergency operations dictate,

d, NKight 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.

(¢) The unit is adjusted for 6° elevation with the "level
bubble" centered for LST operations, The unit used on an MRB is adjusted
for 8° elevation,

(2) The recommended approachApattern is as follows:
(a) Enter downwind at 400'/60 knots (80 knots UH-1L)

(b) Set up a box pattern which will allow for a 4 mile
base leg,.

(¢) 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 with 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 indicated airspeed on the
glide slope will depend on the wind conditions, However, the indicated

: . 8l 40 Jm ,Vygéé&vigual contact with the
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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,

R,

(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 with a crewman 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 crewmember
and allowed to accelerate to engine speed,

NOTE

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

Before take-off or landing, the LST 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 HELQ) SPEED

180° 15 KTS
160° 20 KTS
1359 25 KTS
110° . 30 KTS
090° 35 KTS
000° 35 KTS
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CAUTION

Severe deck edge turbulence should be expected 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 altituvdes, smooth
pilot technique must be employed during take-off to prevent loss of
rotor rpm when carrying a combat load,

4o LAUNCH WEIGHT

debt e the, biggest fecher. to, contend iih whle.gpREaling.

N each situation the pilot must determine w el re h

carry and still reach his destination with an adequate fuel reserve.

He must insure that any additional weight is evenly distributed, The

heavy armor plated pilot seats induce a nose heavy tendency and therefore
L8 piaced as far aft as pogsible, The aircraft

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
miniature 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 3% N1 in a two foot hover,
With a' steady smooth motion increase collective pitch to within 3% of
maximum power N1, simultaneously lowering the nose to a level (40 knot)
attitude by pushing the cyclic forward against the force gradient spring
pressure. 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 altimeter
to ensure that a positive rate of c¢limb 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,
Make 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 within 45 degrées
of the nose of the helicopter, depending on wind conditions, before you
take-~off,

d. Don't set up a sink rate on night take-offsymaintain 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 with 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,

ge. Wave~off whenever you are not satisfied with your approach Any
wave-of f issued by the LST is mandatory,

6. ALTERNATE AIRCRAFT POSITIONING

a. Only during exceptlonal 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 time, positioning one helicopter heading
port and one starboard will allow the advantage of having one helo
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.

b, Positioning Phase: A normal (into the wind) approach to a landing
will be executed to the center of the flight deck Maintain a 2 to 3 foot
hover, .All 180° urns on deck will be made so ihat the tail does not pass
through M‘,e relative wind ecute a Lian unti ac ng into relative wind.,
I hormal hover check will be made prior to a departure.
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CAUTION

When turning right, there hay L be insufficicnt leftv rudder authori% to

SEoEthe Yurna. . Should Al oedt &ﬁ%fwég§§§%m%%é§g5;;& 6 will aid’
in sto "'turn, All turns wi. e slowly e '

caution, Do not exceed the aireraft limitations in order to accomplish
prepositioning. Merely land normally and acoept the fact that a scramble
mey be delayed, In this case Safety must not be compromised,

ce Launch Phase: With the aircraft heeding in alternate directions,
the first one to launch will be the one most generally heading into the
wind, The seecond aircraft will then start and engage downwind anmd
slide to the center of the deck to execute a turn on deck.

CAUTION

It must be recognized that a 180° turn on an LST flight deck is a
difficult and demanding maneuver, It 1s imperative that pilots,
crewnan and all flight deck personnel are thoroughly aware of the
maneuver to be executed and direction of turn, Crewmembers must
keep the pilot informed of the proximity of the tail to obstructions
or personnel on flight deck.

NOTE

b A
o RN

CAUTION

at night mhibitod except %extreme

7. QUICK TURN ARCUND

During times of intense operations it may be necessary toexecute
one or more quick turn arounds., This requires maximum effort on the
part of the ship and detachment persomnel 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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INTRODUCT ION

Flight procedures as written in the Dash 10 and UH-1L 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 additional 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 hydraulle serve assist, provides the pilot with
a near zero force required for control feeling is induced into the cyelic
stick and directional control pedals by means of a force trim system,

LEVEL rLIGHT CHARACTERISTICS AT VARIQUS SPEZEDS

The level flight characteristics of this helicopter are normal throughout
the operating limits range, All control response is immediate and gives
positive results,

MANZUVERING 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 wafy 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 positiom is
set, If the pilot adds collective during maneuvers it is possible to
exceed the percent N1 svailable and cause the N2 to droop,

NOTS

Ten feet distance will be allowed for rotor to obstrygtionqglearance
the rotor is engaged “this applies *kéfh sHote

e U T
e a Ons S e

POWER SETTLING

Power settling is the inability to maintain level flight or stop a rate-

of—descent when the helicopter begins to ‘settle into a dlS turbed air mass.,

3 “h e rotor system
i¢ tips and center

as 3

cilation . 14 €
TEEBonS v not_be recognlzed as’ covegx
e?fected,mgptilqggngldenable“altitude has’ b o Recovery is-test
“accomplished by 1ncreasing_§g£w%£g ed and”dec_easin' collectlvﬂ pitch;
(increased collectiVe pitch may further agsrevate. (he oo T
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NOTE

Power settling is most likely to occur during conditions of high gross
weight, high density altitude, low airspeed, and descending powered

BLADE STALL

Blade stall is il £ -ahbs éﬁ%g,s%%o Y
and stap 5.2t the inb essés outboard Wi
alrs s Howeve: nof be’ encounterea when the

ﬂeflcop er is operated within the published limits imposed on it. Blade

stall is the reswli of mumerous contributing f ._4£ﬁ such as grogs yelght,
rotor %g?§ irspeed,, acceleration (G load) and altitudes” The condition
is mos ely to occur a"ﬂ eﬂwl;ialwa‘>; : s. “1a§e stall will occur
igh all 8. A0, 8. .welgh e of the more important
the two-bladed, semi-rlgid rotor system is its war agﬁg to

S edias ot of impending blade stall, Prior to progressing y the
stall region, the pilo will feel a marked increase in both airframe
vibratlon and vibration in the ccntrols. Consequently, corrective action
can be taken before the stall conditions become severe.

treating blade

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 of
longitudinal control and severe feedback in the cyclic control sticke
The nose of the helicopter will oscillate up and down violently, independent
of cyclic control stick position. Recovery should be made by d( asing
1LCH,  ReCOUC ] Smlbarchel sl MO a8, IOl - 8.
ity of the maneuy Descendiggh to‘ém‘fo”‘wer a1t Tade will
maneuvering and 1ncreased alrspegﬁ without encountering 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 1limits as set forth
on the operating limits decal, displayed on the instrument panel, may

be exceeded. Violations of these limitations may result in structural
damage to the aircraft.

ROTOR DROOP

Droop is a term used to denote a change in power turbine speed and rotor
speed that occurs with a demand for increased power with the govermor at
a constant speed setting. Droop may be further categorized as either

. drogp is the momentary change in

g

;and rotor?spee:ﬁresuw"ng from an increased power

bl

power"'turbl'ne'"spee-r
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demand and it is compensated for by the overspeed control. Steady state
droop is the decrease in power turbine speed and rotor speed”‘?fffm Tesul ts
from an increased power demand when the engine is already operating at
maximum gas producer speeds 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 Maintenance Officer of the scope of maintenance
or repair work accomplished on a helicopter willdetermine whether it is
to be flown or i1s to receive a functienal 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 MAINTENANCE 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
conditions during daylight hours. Maintenance flights may be accomplished
in combinztion 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

Control ;ggw;escgg is assumemﬂhxmgggwgggg; unit to arrive at the scene
3nd Tenains with ihis anit until xelieved by, proper authoritissy This ™
involves control of aireraft in the immediate area to avoid’ congestlon
and hindrance to rescue, as well as directlon of the actual rescue
operation, Other aircraft, especially fixed-wing aircraft, should be
used as radio relays when necesszary. For detailed information on
responsibilities and procedure refer to NWP 37 series = Natlonal Search
and Rescue Manual,
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AUTOROTATION CHARACTERISTICS

The information contained herein was compiled from TM55=1520=219=10 and
=20, Bell factory technical representatives, AAR findings and squadron

flight testing. The purpose of including this data is to assure that
each pllot is aware ofﬂtheﬂeX,%;ﬁ.ﬁ,ﬁ;x_z;u1ﬂ¢ﬁ‘cqﬁﬂ“”wﬂg;;im

T Tt e T TS ey

WARNING

When the IOW DP HARNING SIGNAL is activated the rotor RPM has alregdy
rea ec Ov 6200 '!: : T‘T_. &“i““?“ITfﬁg Mwﬁﬁfiﬁ?gﬁ%gmfﬁm”“Wh

eShA] 4\_'
BNy Ll

40 i Da. 8

’- .regar-less of cor
A SR R T GOSN

Al]l pilots must be dware of the importance of checking to ensure
that the AUDIO WARNING SWITCH is in the ON position prior to and
during flight.
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SECTION V
EMERGENCY PROCGEDURES
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FAMILIARTZATION AND PROFICIENCY

Many of the emergencies that can be encountered in the UH~l can not be
similated to afford the pilot training and proficiency. Others can be
simlated only to the degree of statdcally practicing basic responses,

The following are requirements which shall be met on a monthly and quarterly
basis and the records that must be retained.

a. Twice each month each crewmember will participate in a simulated
ditching drill. (One water ditching and one land ditching) Compliance
with this will be recorded in the monthly training report.

be Twice 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 particular base and hold drills
similating the participation of station personnel if necessary. Compliance
with this will be recorded in the monthly training report.

ce Twice each mdnth each crewman will participate in a simulated
wounded pilot driid to provide proficiency in removing a pilot from the
fold back pilot seat.e Compliance with this will be recorded in the
monthly training report.

de Once each month each pilot will practice the use of emergency
throttle on the ground to acqulre and maintain a feel for its use., No
report requirede
NOTE

Careful monitoring of EGT and N2(NF) is essential whenever operating the
engine on manual control with the GOV switch in the EMER position.

CAUTION

Ensure that the trottle is set at ground idle prior to selecting the EMER
position with the governor switch.

CAUTION
Use extreme caution in manipulating the throttle while in GOV-EMER,
Manual control of the fuel flow is exacting and failure to use caution
will result in an overspeed or overtemp.

CAUTION
Ensure that the throttle is set at ground idle prior to returning the

governor switch to AUTO

5=3




HA(L)=3 Standardization Manual

e. Once each quarter all pilots shall receive extensive ground
training to review and remain familiar with the following:

l. Engine failure

2. Engine restart in flight

3¢« TFuel control failure

Le Compressor stall

5 Tail rotor malfunctions and responses

6. Hydraulic power system failure

7. Autorotations; characteristics and responses

Compliance with this will be recorded in the monthly training report.

DITCHING = POWER ON

a. Lormal descent and pre~landing procedures = Execute

be Passengers -~ Alerted

ce Helicopter position = Radio position to aid in search and rescue

d. Copilots door = Jettison while hovering a few feet above the
water; acsure both cargo doors are full open.

e. Have passengers leave the helicopter

fe TFly a safe distance = Avoid possible passenger injury

g. Battery switch - Off

WARNING
The helicopter is not watertight and will sink: rapidly.

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

i. Apply rotor brake

Jje Shoulder harness and safety belt = Release and clear helicopter
as soon as all motion of the aircraft has stopped.

DITCHING = POWER OFF

as Collective pitch -~ Adjust as required to maintain rotor RPM
within limits.

be Autorotative glide - Establish an autorotative glide into the
wind at a minimum airspeed of 55 to 60 knots dependent on gross weight

Ce Passengers - Alerted

de. Helicopter position -~ Radio position t0 aid in search and rescue

es Copilots door =~ Jettison

f+ Cabin doors = Full open and locked

ge Throttle = Closed

he TFuel main switch - Off

i. Battery switch - Off

je Shoulder harness = Lock

ke 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.
l. 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 brakes Do not assist aireraft to roll,

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

FEL FILTER CAUTION LIGHT

I1lumination 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 flow around the filter., Corrective action is to land as soon as
practicable, and correct the clogged condition before attempting further
flight,

FUEL BOOST PUMP 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 mimite fuel warning -
light indicates only five minutes of fuel remaining at cruise flight,
Corrective action for fuel boost pump(s) failure follows:

ae Descend to a pressure altitude of 4600 feet or less,
be Check fuel boost pump circuit breakers in,
ce Plan for 15 minutes reduction in flight endurance.

ENGINE FUEL PUMP 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. OCorrective action:
a. Land as soon as practicable,
NOTE
Boost pumps alone will not maintain engine operation,
AIR INLET FILTER LIGHT

I1lumination of engine inlet air light indicates a clogging,condition in
the air inlet filter. Corrective action:
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ae. Reduce power setting and airspeed.
be 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
RM, Corrective action:

‘a. Collective pitch = Full down, if altitude permits.

be Throttle - decrease to Flight Idle.

ce Engine fuel GOV switch -~ Emergency position,

de Throttle = Advance slowly to obtain engine operating RPM,

es 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 N1 tachometer. A steady N1 reading of 40% to 60% indicates an
underspeeding governor.
An N2 governor may malfunction only intermittently; N2 and rotor RFM may
drop to 5900 to 6000 RPM 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=1B Operator's Manual for instructions regarding flight
operations in the emergency fuel position.

HIGH SIDE GOVERNOR FAILURE

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

ae Collective pitch = Increase to put load on rotor system.
be Roll off throttle to 6400 N2 to remove authority of N2 governor.
ce Continue flight with conventional throttle control.

de Land as soon as practicable,
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SHORT SHAFT FAILURE
A short shaft failure is indicated by an overspeeding N2, and a decaying
rotor RPM, The engine is suddenly unloaded, and unable to deliver power

to the rotor systems A short shaft failure is essentially an engine
failure. Corrective action:

a. Autorotate to a landing immediately,
be Secure engine
NOTE

Refer to the UH-1B Operator's Manual for an amplification of engine
failure procedures.

MAIN TRANSMISSION GHIP LIGHT

Corrective action:

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

be At the first sign of a rising oil temperature, a loss of
transmission oil or an impending transmission failure, proceed as in

Main Transmission Oil Loss.
TAIL, ROTOR CHIP LIGHT
Corrective actions

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 Tgil 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:

ae Progressive loss of effectiveness of left rudder application.
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be Intermittent feedbagk through the tail rotor controls. ("kicks®
in the rudder pedals)

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

de In the case of 420 or 9d° gearbox malfunctioningy illumination of
the tail rotor chip light.

Tail rotor drive failure is indicated by a yaw of the helicopter to the
right with a complete loss of effectiveness of the rudder pedals. The
collective should be lowered immediately 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 must be executed
immediately. The best course of action is an immediate autorotation to
a secure and improved landing area. If the helicopter is over unfavorable
terrain, powered flight may be attempteds In powered flight the degree
of sideslip and the 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 40 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 by maintaining an airspeed
of 40 to 70 knots., When the airspeed is decreased through approximately
20 to 30 knots 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 transmission,
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 knots if runway or terrain condition permit.

If fyling over a secure and improved landing area with indications of an
imminent tail rotor failure, a precautionary full autorotative landing or
a2 low power 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.

TATL ROTOR DRIVE FATLURE, PROCEDURES
In a hover:
as Throttle = Retard to Flight Idle

be. Cushion landing with collective pitch.

5-8



HA(L)~-3 Standardization Mamual
c. Secure engine,
In cruise flight:

a. Altitude permitting, bottom collective to control yaw. Ensure
airspeed at least 60 knots.,

be Slowly and smoothly increase collective pitch simultaneously
applying left cyclice. Attempt to maintain level flight.

WARNING

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

WARNING

When flying in powered 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.

ce Upon reaching a secure landing area, bottom the collective,
secure the engine, and execute a full autorotative landing.

JAILED DROOP COMPENSATOR, GENERAL CONSIDERATIONS

The fuel control unit of the T53 engine operates on the design droop
principles As the free power turbine tends to droop when collective
piteh 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
speede If the fuel control unit alone attempted to maintain a constant
2 by sensing engine parameters through its normal channels, N1, 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
IR speed because the design droop feature results in undesireable low
nain rotor RF{ values at high power settings. The output of the fuel
control unit is mechanically trimmed to provide constant N2 values by
the droop compensators As the collective pitch is increased the droop
compensator, through the action of a cam, sends a mechnical signal to
the fuel control unit to increase outpute The mechnical signal is
indzpendent of the existing value of N2, The droop compensator also
functions to reduce fuel flow during a decrease in collective pitch,
Under normal 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 maintained is selected by the pilot by adjusting the
governor RPM switche 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 RPM switch. The
governor RPM switch is effective only in the governing range of 6000
to 6700 engine RPM, When operating without the droop compensator the
pilot must exercise care that collective pitch changes do not cause
N2 to leave the governing range.

JA MED DROOP COMPENSATOR, PROCEDURES
If a bind occurs in the droop compensator linkage the collective will
be jammeds 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.

be Maintain 6600 N2 by adjusting governor RPM switch during changes
in collective pitch.

ce Abort mission.

de Return to home fields If based aboard ship proceed to the
nearest practicable maintenance facility.

TAIL ROTOR CONTROL FATLURE

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 powered 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

be Cruise power failures

ce Low power failures
Following tail rotor control failure, the aircraft must be landed with a
power setting close to that which existed 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 intermediate 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 459 yaw to the right is the minimum touchdown speed.
Irmmediately before touchdown the yaw to the right should be corrected
by a reduction in the rotor RPM with a similtaneous and small increase
in collective pitch to cushion the landing,

CAUTION

To prevent a hard landing do not reduce RPM with a skid 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 spesd
will approach zero. During the approach phase the aircraft will be
yvawed 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 with
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 lowereds The swerve or rotation is not sever, tut the
aircraft should be landed on the right side of the runway to prevent an
uncontrolled departure from the runway during roll out.

NOTE

In a powered approach with 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 RPM) before landing.

JAIN TRANSMISSON OIL 1OSS (OVER LAND)

When a transmission oil temperature above redline, or a drop of pressure
below 30 BSI is encountered during flight, an immediate powered landing
should be executeds The itransmission is not receiving proper lubrication.
If the enemy situation precludés an immediate landing, the aircraft should
be flovm an absolute minimm distance before landing.

aes 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 UH~1B
Operator's Manual, paragraphs 277 through 2«86 inclusive)
WARNING

There will not always be a transmission oil temperature rise associated
with a loss of pressure,
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MAIN TRANSMISSION OIL LOSS (AT SEA)

If a main transmission oil system emergency is encountered during an
over water flight a ditching may be prevented by heading for the nearest
landing site (elther ship or shore) at a slow speed and a low enough
altitude to permit a quick flare followed by ditching at the first signs
of failure.

TRANSMISSION OIL PRESSURE ZERO, TEMPERATURE WITHIN LIMITS

In this case there is a possibility that the XMSN oil pressure indicator
and the XMSN o0il pressure XMTR is malfunctioning. Check XMSN OIL PRESS
ID circuit breaker. A popped circuit bresker 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
malfunction rather than an actual oil pressure loss. Whether or not the
mission is to be aborted with a purely electrical malfunction of this
type depends on the urgency of the combat situation.

HYDRAULIC POWER FAILURE

The most prevalent cause of a hydraulic power failure is a loss of
hydraulic fluid 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 pump followed by flickering and finally 11lumination of the hydraulic
caution light (HYD PRESSURE)., After hydraulics failure the force
required for control movement is increased and moderate feedback forces
will be felt. Control motions will result in normal flight reactions in
all respects except for the increased force required for control movement.
In the event of a hydraulic power failure, proceced as followss

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 switch is an electrical fail safe device., Pulling

the HYD CONT circuit breaker isolates any electrical malfunction, allowing
the switch to activate to the ON position.
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ce. HYD CONT circuit 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 VALVE 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 bypass the actuating cylinder, rendering it unmovable.
Should controls lock up due to too rapid movement, immediately turn
“hydraulic switch to the OFF position and then back to the ON positiom.
This will allow the check valve to reseat itself,
LOST PLANE PROCEDURES
The primary requirements when lost are as follows:

as. Confess

b Commmunicate

ce Climb

de Conserve

e, OConform

For emergencies not covered in this section, the UH-1B Operator!s
Marmal (DASH 10) applies.
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SECTION VI
ALL WEATHER OPERATIONS

A1l weather operations as written in the Dash 10 and the UH~1L NATOPS
Manval and amplified as follows apply.

SIMULATED INSTRUMENT FLIGHT

The pilot in ecommand will ensure that the crewmembers embarked during

instrument flight are thoroughly briefed on the responsibilities of
locokouts,
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SECTION VII
COMMUNICATIONS PROCEDURES
TABLE OF CONTENTS
Introductioneeeecsecsesesecscsccccaccsccsccoesscocsncs /=3
Radio CommunicationSeseesccecccccscccscccscesssscscsss?=3
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Communications procedures aswitten in the Dash 10 and UH-1L NATCPS Manual
and amplified as follows apply.
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INTRODUCTION

The role of commnications is to provide an effective means of control

and coordination, It is of primary importance that all transmissions

be as brief and accurate as possibles To accomplish this without over-
loading the tactical circuits requires strict adherence to proper voice
procedures and radio discipline, Commnications procedures and terminology
are standardized by: NWP's 16(a), 32(4), 37(4), and 41(4).

RADIO COMMUNICATIONS

The helicopter's commmnications and associated electronics equipment is
adequately described in the Dash 10 and UH=-1lL NATOPS Manual. Correct
procedures are set forth in this section,

IMPORTANCE OF PROPER PROCEDURES

Proper cormunications and communications procedures are vital to the

safe, efficient operation of aircraft, and are escential to the successful
completion of any operation 1nvolving more than one aircraft. 4
continuouu guard of the emergency freque ICJ muat be maintained at all

Squadron alrcraft and a camﬁlete frequency charnelization card w1ll be
placed in each helicoptere The T} liaison set installed is primarity

-

Zar edlreto=grovnd communications and command liaison,

EQUIPLNT WARM=UP TIME

The radio equipment installed in the helicopter requires various lengths
of time for warm-up. In general, a warm-up time of not less an. Lwo

minutes is required for all equipment prior to operatlon. ceptlons to
the above is the UHF transceiver which require three  minutes,
e T

VISUAL COLUHICATIONS

Helicopter shipboard radio and visual operating signals will be in
accordance with NWP 41(A) and NWIP-/1-6(4),

AIRCRAFT LIGHTI:G
Aircraft lighting during nl%ht operations ashore and aboard ship will be

used as set forth in IWP 41(A) and OPNAVINST 3710.7 series. Running
lights will not be used as a means of interplane comrmnication.

7=3
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GROUND=TO=-AIR SIGHALS

Ground=to=air signals, which include body signals, panel signals, and
international ground-air emergency code, will be in accordance with
HWP 41(A)s Aircraft maneuvers as an acknowledgement of ground=to-air
signals will be in accordance with NWP 41(A). When a pyrotechnic kit
is carried inside the helicopter, all crewmembers will familjarize
themselves with its contents and the operation of the components.

PASSIKG COHTROL OF THE AIRGCRAFT
' NOTE

When control of the helicopter is passed from one pilot to the other,
jlot in command shall
ranSmlt er se,ec_or §ﬁfﬂ%ﬁgps

FLIGHT FOLLOWING

NOTE

When utilizing flight following the pilot in command shall ensure that
communications are established with the new controlling agency before
relinquishing contact with the old agency.

Tl
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SECTION VIII
WEAPONS SYSTEMS

Weapons systems as written in the Dash 10 apply.

8=1/8-2
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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 aircrewman are outlined in paragraph 1242 of OPNAV
Instruction 3710.7 series., HA(L)~3 Instruction 1510,2 series, Subjects
Aircrewman (Airborne Gunner); selection, training, qualification, and
designation of, amplifies and implements these basic requirements
providing procedural guidance leading to Aircrewman designation.

A1l aircrewmen not so designated are considered to be in training for
that designation and therfore are expected to have knowledge of the
responsibllities 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 Breakdown (IPB), Maintenance Instruction Manual
(MIM), Handbook of Inspection Requirements (HIR), Failure Unsatisfactory
Removable Report (UR), Aircraft Log Books, etc.

be SURVIVAL AND FIRST AID

Crew chiefs will maintain proficiency 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 knowledge of the latest first aid
techniques,

ce COMMUNICATIONS PROCEDURES

The crew chief will be familiar with the operation of the helicopter's
radios, navigation equipment and basic techniques, and ICS, He will
understand procedures to be followed in the event of lost communications
with the pilot,
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c. MAINTENANCE PROCEDURES

The crew chief will demonstrate the ability to perform preventative
nmaintenance and Periodic Inspections on all systems and equipment in
the helicopters

d. SEARCH AND RESCUE

The crew chief will be familiar with ground=-to-air signals, which
include body signals, panel signals, and international ground=to=-air
emergency codes

e. HELICOPTER LOADING

The crew chief will nmaintain proficiency in loading procedures with
emphasis on center of gravity limitations of the helicopter. He shall
be able to pronerly secure internmal cargo to prevent shifting in flight.

fo SAFETY

The crew chief will demonstrate a thorough understanding of prescribed
safety procedures in and around the hellicopter during ground operationse

g. MWEAPONS ORTENTATION

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

BRIEFING

I be conducted before the TIL1Eht C
be in such detail as to allow a complete understanding of the task assigned.
The pilot should give specific instructions where necessary to cover any

special situations that may occur. In addition, the c crew.

ef will ensure
that all Dassengers are nanifested prior to fligh ang f“!‘ ,

Jrepared

a. Fitting, wearing, and use of survival equipment,
be Adjustment and use of safety belts.
ce Procedures to follow in the event of an emergency.
de Smoking regulations,

PRE~FLIGHT

The crew chief will:

ae Perform a thorough preflight of the helicopter and complete the
necessary forms (Daily/Preflight Sheets and Yellow Sheet).

Ody
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Q) ON

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 aircrewman are outlined in paragraph 1242 of OFNAV
Instruction 3710.7 series. HA(L)-3 Instruction 1510,2 series, Subjects
Aircrewman (Airborne Gunner); selection, training, qualification, and
designation of, amplifies and implements these basic requirements
providing procedural guidance leading to Aircrewmsn designation.

All aircrewmen not so designated are considered to be in training for
that designation and therfore are expected to have knowledge 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. FPUBLICATIONS 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
(MIM), Handbook of Inspection Requirements (HIR), Failure Unsatisfactory
Removable Report (UR), Aircraft Log Books, etc.

be SURVIVAL AND FIRST AID

Crew chiefs will maintain proficiency 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 knowledge of the latest first aid
techniques., :

ce COMMUNICATIONS PROCEDURES

The crew chief will be familiar with the operation of the helicopter's
radios, navigation equipment and basic techniques, and ICS, He will
understand procedures to be followed in the event of lost communications
with the pilot.

9=3
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¢. MAINTENANCE PROCEDURES

The crew chief will demonstrate the ability to perform preventative
maintenance and Periodic Inspections on all systems and equipment in
the helicopters

d. SEARCH AND RESCUE

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

e. HELICOPTER DING

The crew chief will nmaintain proficiency in loading procedures with
emphasis on center of gravity limitations of the helicopter. He shall
be able to proverly secure internal cargo to prevent shifting in flight.

fo SAFETY

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

g. WEAPONS ORTENTATION

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 any
special situations that may occur. In addition, the crew chief will ensure
that all passengers are manifested prior to flight and will be prepared

to brief all passengers on:

a. Fitting, wearing, and use of survival equipment,
be. Adjustment and use of safety belts.
ce Procedures to follow in the event of an emergency.
de Smoking regulations,

PRE~FLIGHT

The erew chief will:

ae Perform a thorough preflight of the helicopter and complete the
necessary forms (Daily/Preflight Sheets and Yellow Sheet).

Oly
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be Secure all loose gear in the helicopter.
¢s Correct any minor discrepancies found.

de Ensure that any special equipment required by the task assigned
is aboard the helicopter,

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

f« Supervise internal loading of the helicopter under direction of
the pilot. '

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

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

STARTING/ROTOR START

The crew chief will:
a. Act as fire guard during stertinge.

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

WARNING

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

ce Act as lookout during engine/rotor start to ensure area is clear.
TAXT / TAKE~OFF
The crew chief will:

ae. Act as taxi director if necessary.

be Maintain a listening watch on IGS and inform pilot of any
potential hazards.

ce Advise pilot of the condition of intermal cargo.
d. Ensure that passengers are strapped in.

NOTE

L

not gunner’s Dolfe

9-5




HA(L)=3 Standardization Mamial
IN-FLIGHT
The crew chief will:

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

be Act as lookout. During similated instrument flight, he will
maintain a lookout on the same side as the pilot who is simulating
instrument flight. '

ce Ensure that passengers remain secured in their seats,

de Advise the pilot of any unusual conditions,

e. Ensure security of internal cargo.

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

WARNING

be secured with a
ln iy gt R

ROUGH AREA LAKDINGS

The crew chief will:
ae. Observe the landing zone for any potential hazards.

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

TACTICAL TROOP LIFTS

The crew chief wills
ae Assist in the embarkation and debarkation of troops.

be Advise pilot when troops are properly loaded.

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

de Signal troops when clear to debarke.

e+ Ensure no smoking in cabin,
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LANDIIG
The crew chief will:

a. Oame as during take-off,

be Maintain a lookout at the tail skid and tail rotor and under
tlie helicopter for clearance of obstacles at the landing site, and
keep the pilot advised.
POST FLIGHT
The crew chief will:

a. Notify passengers when they may disembark.

be Perform post flight inspection.

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

de Be prepared to remain with helicopter if security forces are
not available,

DE=BRIZFT G

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

VIP FLIGHTS

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

MERGEICY P UL
It is important that two-way communication between the pilot and crew
chief be maintained at all times, In the following emergencies the
crew chief will be responsible for action indicated:
a. IENGINE FIRE ON THE GROUND

1. Fight the fire through the engine inspection access panel.

2e Signal the pilot to continue to start or to shut down as
appropriate,
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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 passengers in evacuating the eabin.

Ce

de

Ce

TAKE-OFF AND LANDIKNG EMERGENCIES

1. Remain secured in seat.

2. Abanden helicopter after rotor stops.

FIRE IN FLIGHT

l. 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.

Le Prepare for emergency landing.

S}MOKE, CARBON MONOXIDE, AND GAS FUMES

l. Advise pilot.

2. Open the cabin doors.

WARNING

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

f

ENGINE FAILURE IN FLIGHT
1. Hotify passengers.,
2. Prepare for emergency landinge

3. Do not allow passengers to leave the helicopter until the

rotor has stopped.

2

DITCHING
l. HNotify pessengers,

2. Open cabin doors.
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3e Remain secured in seat until rotor stops.
Le Assist passengers to evacuate cabin.

5« Remove survival equipment upon departing cabine

PERSONAL FLYING EQUIBMENT

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

9-9
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STANDARDIZATION EVALUATION
TABLE OF CONTENTS

ConcePbesssssscessasacscosossssscoseacsscsconossosssssesscsscscsseeelln3
ImplementatioNecesssscsceesscsssccssscsssscacsssccssssssscsnesesell=3
Evaluation ProcedureSescessscesscsccsscssccssscssscsscsssscssesslOnm3
DefinitionSesessceescssescseccsccssscssscsscsscsssscscscassssccsell=3
Ground BvaluatioNecesesssosssescecssecssscsscscescososscsssscsseell=5
Flight BvaluatioNeeseesecsccssscescscsssscssssessssscessacssesselO=b
Pilot's Nontactical Flight EvaluatioNeesscsecoscsesscscsscssssselO=b
Pilot's Examination Grading Criterideeccccccccscccccccscccescncseell=7
Crewmember Evaluation AreaSecsscessescsssssssesscccssccccsscsseell=19
Crewumembers Examination Grading CriteriGescesscscecscscsssceeaessl0=20
Flight Bvaluation Grading CriterifececccsscccscesscsssccsssceseslO=Rb
Flight Evaluation Grade Determinationecscccscecscecscossscocecsel0=R7
Final Grade DeterminatioNesecscssesecccocessccsccecccscssscscscaeselOm2?
Records and ReportSscecssecscscesscesssosaccccccecsccccccssnsssell2?

Standardization Evaluation FOIMS eeeescocesencosesceccssscccsscesll=R?

10-1/10-2




HA(L)-3 Standardizatien Manual
CQOHCEPT

The standard operating procedures prescribed in this Manual represent the
optimum nethod of operating UH-1B aircrafte The Standardization Evaluge
tion is intended to evaluate compliance with Standardization procedures
by observing and grading individuals. This evaluation is tailored for
compatability with various operational commitments and missions of the
Squadron. The prime objective of the Standardization Evaluation Program
is to improve readiness and safety through constructive commente Max’mm
benefit from the Standardization Program is achieved only through the
active vigorous support of all pilots and flight crewmembers.

ARMELE ENTATI O

Individual and Standardization Evaluations will be conducted periodically;

however, instructions in the observation of adherence to Standardization

procedures must be on a daeily basis to obtain maximum benefits from the
rograme. The Standardization Officer, and Standardization Instructors

shall administer the program as outlined in OPNAV Instruction 3510.9

series and this Manual. BEvaluees who receive a grade of unqualified on

a ground or flight evaluation shall be allowed 30 days in which to complete

a re-cvaluztion. 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.

EVALUATICI, PROCEDURES

a. FILOTS NONTACTICAL EVALUATION

Local Stendardization Instructors shall conduct the Ground Evaluation
and the Hontactical Flight Evaluation of pilots in their detachments or
unitse Examinzations and Flight Evaluation Worksheets 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.

be CREWMEN EVALUATION
Crewmen shall receive a Ground Evaluztion and a Flight Evaluation

which will be administered by the Squadron Enlisted Standardization
Bvaluator.

DEFINITIONS

The following terms, used through this section, are defined as to their
specific meaning within the Standardization Program.

10=3
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a. STANDARDIZATION EVALUATION

A periodic evalustion of individual flight crewmember standardization
consisting of an open book examination, a closed book examination, an
oral examination, and a flight evaluation.

b. STANDARDIZATION 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 examinations or the flight evaluation.
Only those areas in vwhich an unsatisfactory level was noted need be
observed during a re-evaluation. A grade of unqualified on the re=evaluation
will result in the convening of an Aircrew Screening Board to determine
whether the crewman should receive additional training or be removed from
flight status.

ce QUALIFIED

That degree of standardization demonstrated by a very reliable flight
crewnenber who has a good knowledge of standard operating procedures and
a thorough understanding of aircraft capabilities and limitations.

de COI'DITIONALLY QUALIFIED

That degree of standardization demonstrated by a flight crewmember
who meets the minimm acceptable standards. He is considered safe enough
to fly as a pilot in command or to perform normal duties without
supervision, but more practice is needed to become qualified.

e. UNQUALIFIED

That degree of standardization demonstrated by a flight crewmember
vho fails to meet minimum 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

ge SUB-AREA

A performance sub=division within an area, which is obserwved and
evaluated during an evaluation flighte

he CRITICAL AREA/SUB-AREA

Any area or submarea which covers items of gfsmificant importance
to the over-all mission requirements, the marginal performance of which
would jeopardize safe conduct of the flight.

104,
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i. RJIERGENCY

An aircraft component, system failure, or condition which requires
instantaneous recognition, analysis, and proper action.

jo MALFUNCTION
An aircraft component or system failure or condition which 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
minimim 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.

aes OPEN BOOK EXAMINATION

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

be. CLOSED BOOK EXAMINATION

The purpose of the open book examination portion of the written
examination is to evaluate the creuwmans knovwledge of specific areas.
Questions designated eritical will be so marked.s An incorrect answer to
any question in the critical category will result in a grade of un-
qualified being assigned to the examination.

ce ORAL EXAMINATION

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.

de 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
minimm score of 3.5
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2. GClosed Book Examination.

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

3s Oral Examination,

A de of qualified or unqualified shall be assigned by
the Instructor%:aluator. The grade of conditionally qualified does not
apply to written and oral examinations,.

FLIGHT EVALUATION

The Standardization Flight Evaluation is intended to evaluate detachment/
individual compliance with approved standardized operating procedures,
The successful 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. Oritical areas/sub-aress
are marked by an asterisk,

PIIOT!S NONTACTICAL FLIGHT EVALUATION

Critical areas are marked with an asterisk¥,
a. BRIEFING

be PREFLIGHT
le Records check
2+ Preflight check¥*
3. Orew briefing

ce ENGINE AND ROTOR START
1. Start¥*
2. Post start

de AIR TAXT

6e TAKE~OFF*/TRANSITION

1. Procedures¥*

2 take-of %
{a) Vertical
(b) Cross-wind
(¢) Maximum gross weight
(d) siiding

3s Transition

10-6



HA(L)=3 Standardization Manual
f. CLIMB/CRUISE

1. Procedures
2. Power control
3. Helicopter control

ge APPROACH AND LANDING*

l. Procedures
2. Power control
3+ Helicopter control
o e of landing¥
(a) Vertical
(b) Sliding
(¢) OCross-wind
(d) Maximm gross weight

h. CONFINED AREA LANDING*
l. Procedures
2. Approach*
3. Power control*
Le Helicopter control*
ie AUTOROTATION*

1. Procedures
2e¢ Airspeed control¥*
3. Recovery*

jo IRMERGEICY PROCEDURES*

1. Procedures
2. Helicopter control¥*

¥. SHUTDOWN/POSTFLIGHT

1. Shutdown
2+ Postflight inspection

1., CREW COORDINATION
me. DEBRIEFING

ne NAVIGATION
PIIOTS EXAMINATION GRADING CRITERIA

Critical areas are marked with an asterisk¥,
a. ORAL EXAMINATION GRADING CRITERIA

Final oral examination grade is to be determined by the Evaluation
Instructor,
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1. BMERGENCIES

QUALIFIED., Completes questions on emergencies with minimm
grade of 100 percents

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

2. MALFUNCTIONS

QUALIFIEDs Exhibits thorough knowledge of, and familiarity
with all cockplt switches and controls in the application of corrective
action necessary in combating system malfunctions, Completes 30 question
oral examination with minimum grade of 90 percent with no deviation in
the oral outline of corrective action required.

CONDITIONALLY QUALIFIED. Exhibits adequate knowledge of,
and familiarity with .cockpit switches and controls. Completes oral
examination with minimim grade of 85 percent and minor procedural deviation
in combating malfunctions not affecting or detrimental to the continuation
of flight, .

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

3. HELICOPTER SYSTEMS

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

CONDITIONALLY QUALIFIED, Shows sufficlent familiarity with
helicopter systems to ensure proper corrective action in case of emergency
or malfunctions of any systent.

UNQUALIFIED. Shows a definite lack of familiarity with
helicopter systems and their cperation. Could not have applied proper
corrective action in case of emergency or malfunction of a system dué to
this lack of knowledge.

be WRITTEN EXAMINATION
l. OPEN BOCK GRADING CRITERIA

QUALIFIZD. Pilot completes examination with a minimm grade

of 3.5
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2. CLOSED BOOK GRADING CRITERIA

QUALIFIED, Pilot completes examination with a minimm grade
of 3+3 and no errors on critical questions.

ce FILOT!'S NON-TACTICAL FLIGHT EVALUATION
1. BRIEFING

QUALIFIEDs The briefing was conducted in an orderly, well
organized manner. Ample time was allowed to ensure adequate digestion
of all material presented.

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

UNQUALIFIED. Did not brief the mission.
2. PREFLIGHT
RECORDS CHECK (YELLOW SHEET)

QUALIFIED, Consulted "yellow 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.

CONDITIONALLY QUALIFIED, GConsulted the "yellow sheet" 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
"rellow sheets",

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

PREFLIGHT CHECK*

QUALIFIEDs Accomplished the preflight inspections as oute
lined in this Manuale. Ensured proper servicing of the helicopter in
accordance with the planned mission.

CONDITIONALLY QUALIFIED., Accomplished the preflight inspection
as outlined in this Mamial, with minor ormissions or errors, none of
which would affect safety of flight.

UNQUALIFIED. Performed the required preflight inspection
as outlined in this Mamual, but with errors and/or amissons 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 campletely
on the mission and/or did not instruct him (them) on the emergency and/or
any wmsual aspects of the mission.

_ UNQUALIFIED. Did not brief the crew. Showed complete
unconcern for the safety and the knowledge of the crew with regards to
the mission.

3. ENGINE AND ROTOR START
STARTH

QUALIFIED., Standardization Mamual procedures and checklist
followed without deviation, omission, or errors. Displayed excellent
knowledge and familiarity with the cockpite Properly utilized his co=pilot
and/or crew chief.

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

UNQUALIFIEDs. Conmitted more than two errors or amissions on
the checkliste Could not start the engine and demonstrated a complete
lack of proper technique. Did not meet the standards set forth to be
conditionally qualified.

POST=START

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

CONDITIONALLY QUALIFIED, Deviations and/or omissions in use
of check=off 1list did not involve safety of flight.

UNIQUALIFIED. Failed to use check—off liste. Did not perfomm
required post start cockpit checks in accordance with this Manual.

Le AIR TAXT

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

CONDITIONALLY QUALIFIEDe Proper procedures followed, but with
deviations, none of which jeopardized safe operation. Directional control
slightly erratice.
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UNQUALIFIEDs Proper procedures were not followed which
allowed errors and omissions that Jeoperdized safe operation.

6. TAKE-OFF#/TRANSITION
PROCEDURES *

QUALIFIZDe All procedures followed as prescribed by this
Manual with no errors or deviations. Proper operating limitations

observed.
UNQUALIFIED. Procedures not performed as outlined in this Hamsls
TYPE TAKE=OFF#

RQUALIFIED. Checklist useds Power control used was proper
for performance required. Power was applied smoothly and positively,
headings remained constant. Hover check performed, where applicable

(a) Vertical ~ above applies

(b) Max Gross Weight = Cyclic correctly used to attain
proper airspeed to prevent settling

(¢) Cross Wind - Applied cyclic properly to maintain a
straight course.

(d) Sliding - Applied proper cyclic and power to 1ift
off in nearly level flight.

(e) Control of rudder.

UNQUALIFIED. Power control used was not correcte Checklist
not used. Hover check not performed, where applicable. Drooped rotor RREM
to an unsafe minirmm,

(a) Vertical = Above applies

(b) Max Gross Weight = Touched surface after take-off.
xceeded torque limits.

(e) Cross Wind- Overcontrol caused erratic course.

(d) Sliding = Allowed helicopter to tucke. Exceeded
torque limitse

TRAISITION

QUALIFIEDs. Transition to climb made with an addition of
collective pitch, which in turn prevented a loss of altitude.s AJl control
anplications smooth,

COIDITIONALLY QUALIFIED. Transition to climb was made, but
with 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 RPM to an unsafe minirmim,
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7. CLDMB/CRUISE
PROCEDURES

QUALIFIED., Standardization procedures followed without
error and/or deviation. Fuel planning in accordance with existing charts
and within planned usage. Proper procedures utilized.

CONDITIONALLY QUALIFIED. Standardization procedure followed
with deviations, none of which jeopardized the mission. Fuel planning
allowed variance from planned schedules

UNQUALIFIED. Standardization procedures not followed,
nission jeopardized as a result. Fuel planning made continuance of
nission inadvisable. Improper voice procedures utilized.

POWER CONTROL

QUALIFIED, Used recommended power settings as appropriate
to gross weighte Application was smooth with no abrupt changes required.

CONDITIONALLY QUALIFIED. Recommended power settings as
appropriate to gross weight used. Control fluctuated and/or abrupt changes
required. Directionsl control varied as a result of power changes.

UNQUALIFIED. Selection of power required for gross weight,
as recormended, in error. Excessive fluctuation and/or exceeding engine
linitse.

HELICOPTER CONTROL

QUALIFIEDs Standardization procedures followed without error
or deviation. Airspeed as recommended was 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 mimus 50 feet.

COUDITIONALLY NUALIFIED. Deviated from standard procedure,
but not to the extent to jeopardize safety of flighte. Airspeed other than
that recormended in Standardization Manual and/or varied, which required
abrupt deceleration or acceleration to accomplish desired manemaver. Helicopter
altitudeoheld within plus or minus 100 feet, heading held within plus or
minmus 10°,

UNQUALIFIED. Standardization procedure was not followed.
Excess airspeed 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. GChecklist used. Site selected for landing was
adequate; pattern to selected site showed proper planning.

CONDITIONALLY QUALIFIED., Standardization procedures
followed, but with deviation, which did not jeoperdize safety of flight.

_ UNQUALIFIED. Standardization procedures were not followed.
Failed to use checklist.

POWER CONTROL

QUALIFIED. Recommended powver setting as appropriate to
gross weighte Application was smooth with no abrupt changes required.
Power control commensurate with type maneuver, reached simultaneously
with desired ground speed and desired altitude.

CONDITIONALLY QUALIFIED. Recommended power settings
appropriate to gross weight used. Control fluctuated and/or abrupt
changes requirede. Directional control varied as a result of power changes.

UNQUALIFIED. Selection of power required for gross weight,
as recormended, in error. Excessive fluctuation and/or exceeding engine
linitse.

HELICOPTER CONTROL

QUALIFIED. Airspeed as recommended was constant with
deceleration at the proper altitude. The helicopter control accomplished
intended nmaneuver 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 maneuvere Helicopter attitude required slight changes
in altitude and heading to accomplish desired maneuver.

UNQUALIFIED. Excess airspeed and/or slow speed jeopardized
safety of flight. Helicopter attitude not appropriate for desired
MNanNeIvels

8. TYPE OF LANDING*

10-~13
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VERTICAYL LANDING

QUALIFIEDe Transition from forward flight to hover was
deliberate and smooth. Hover was constant in position and altitude.
Descent from hover was with a smooth and constant rate. Touchdown was
with no motion other than vertical.

COIIDITIONALLY QUALIFIED, Transition to hover was smooth
without a porpoising motione. Hover was allowed to drift and altitude
was not constante Slight sideward motion was allowed at touchdown.

UNQUALIFIED, Transition to hover required abrupt change in
altitude. Hover position varied to extreme. Descent and touchdown
rough which resulted in a hard landing. Failed to use checkliste

SLIDING LAITDING

QUALIFIED. Transition from glide was constant and smooth.
Attitude permitted smooth touchdowm. Approach speed as prescribed in this
Manual. Londing was straight ahead with no drift.

CONDITIONALLY QUALIFIED. Transition from glide was erratic
with slight porpoising motion. Approach.speed was allowed to vary plus
or minus 5 knots over that prescribed in this Mamual. Slight drift
allowed on touchdown,.

UliQUALIFIED. Did not meet condition of conditionally
qualifiede Apnproach speed exceeded plus 15 knots from that prescribed
in this Manual. TFailed to use checklist.

CROSS—WIND IANVDING

QUALIFIED, Transition from forward flight to hover was
deliberate and smooth., Hover was constant in position and altitude.
Heading wes maintained. Descent from hover was with a smooth and constant
rate. Commensation was made with cyclic control to allow touchdown with
no sideward motion.

COIDITIONALLY QUALIFIED. Transition to hover was smooth
without a porpoising motion. Hover was allowed to drift and altitude
was not constant. Slight sideward motion was allowed.

UNQUALIFIED. Transition to hover required abrupt change in

attitude. Hover position varied to extreme., Sideward motion as a result
of crosswind was not stopped with cyclic. Failed to use checklist.
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MAXDMUM. G0SS WEIGHT LANDING

QUALIFIED. Followed prescribed procedures as outlined in
this llanual, to place the helicopter in a position for a proper approach.
Power controls were handled in a smooth manner so as to effect proper
zoproach speed. Helicopter controlled so as to arrive on or over the
touchdovm point with prover attitude, speed, rm, and power.

COI'DITIONALLY QUALIFIED. Approach speed - 10 knots from
that prescribed in this Manual. Power control erratic, but within
tolerance. Helicopter control was' erratic with abrupt changes in attitude.

UNQUALIFI®D. Engine limits prescribed by this Mamual were
exceeded. Allowed speed to decrease to & unsafe value or less than shown
on deadnants curve. Allowed skids to scu’f deck prior to point of
intended touchdown. Failed to use checklist.

QO+ AUTOROTAION*
NOTE

Autorotation criteria cont@:n.ned heren.n applies to any type autorotations
iees, Straight in, 90°, 180°, or 360°%utorotations.

PRCCEDURES

QUALIFI.D. Adhered to procedures as set forth in this
lianual without error or deviation. Area selected for landing in accordance
with OFPIAV Instructions and adequate for practice autorotation.

UNQUALIFIED., Deviation from procedure as set forth in this
lanuale. Procedures if allowed to continue would jeopardize safety of
flighte Area selected for landing, highly improbable for successful
campletion.

AIRSPRED COLTROL¥

QUALIFIED, Airspeed selected for autorotation was in accordance
with this Manuale Transition from cruise speed to autorotztion smooth
without abrupt movemént of collective or cyclice Maintained proper speed
of 60 knots, plus or mimus 5 knots, throughout maneuver to break-off pointe

CONDITIOHALLY QUALIFIED, Airspeed selected was in accordance
wvith that prescribed in this Mamuale Airspeed was allowed to vary within
plus or minus 10 knots of prescribed speed, but made immediate effort to
correct this deviation. Hesitated in transition from cruise to rotation
speed and avplied abrupt control movements.
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UNQUALIFIED. Airspeed selected was not in accordance with
that preseribed in this Manuale. Airspeed allowed to exceed and/or fall
below that required for safety of flight and/or altitude versus speed.

RECOVERY*

QUALIFIED. Properly analysed the emergency situation and
took the appropriate immediate action outlined in this Manual without
deviation, error, or omission.

CCHDITIOHALLY QUALIFIED. Properly analyzed the emergency
situation and accomplished required action, but with minor errors or
omission which did not preclude the successful completion of the immediate
action.

UNQUALIFIED. Not up to the standards of conditionally
qualified. liade errors that, if allowed to continue, would jeopardize
safety of flight.

UELICOPTER CONTROL*

QUALIFIED. Power, attitude, and airspeed were maintained
within limits prescribed in this Manual while taking corrective action.

CONDITIONALLY QUALIFIED. Power, attitude, and airspeed varied
excessively, but were within safe limits. The helicopter control was
returned to the prescribed limits set forth in this Manual before an
unsafe condition developed.

UNQUALIFIED, Exceeded operating limitations, or entered
into any dangerous condition of altitude, airspeed, or attitude.

HOTE

Overall grading in Emergency Procedures is the lowest score obtained
vhile undergoing evaluzation in any one emergency.

10, SHUTDOWN AND POSTFLIGHT
SHUTDOUWN*

QUALIFIED. The securing of the rotors, engine, and all
auxiliary eguimment was done in accordance with this Manual and in the
prescribed order with no exceptions, deviations, or omissions.

COIDITIONALLY QUALIFIED. The securing of the rotors, engine
and all auxiliary equimment was performed, but not in the order prescribed
in this Manual. Minor deviation, or omissions are allowed unless these
deviations or omissions are injurious to the equipment or to personnel.
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UNQUALIFIED, Did not shut down the rotors, engine, or
auxilisry equimment in accordance with the procedures outlined in this
Manuale Deviations or omissions in the procedures that if allowed to
perpetrate would be injurious to the equipment or personnel,

POSTFLIGHT INSPECTION

~QUALIFIEDe The postflight engine check and the securing of
the cockpit was as prescribed in this Mamual, with no exceptions or
devictions, Completed records "yellow sheets".

CONDITIONALLY QUALIFIED. The postflight engine check and
securing of the cockpit was performed as described in this Mamual, but
with minor omissions or deviations,.

UIIQUALIFIED, Did not meet the standards set forth in
conditionally qualified. Failed to fill out records "yellow sheets"
properly.

11, CREW COORDINATION

QUALIFIED. Coordination was smooth and efficient with other
flight crevmembers, as required by this Mamal,

COIDITIONALLY QUALIFIEDe Coordination with other flight
crewnenbers incurred frequent delays and/or misunderstending which were
corrected without precluding successful completion of the mission or
jeopardizing safety.

UNQUALIFIEDs Coordination with other flight crewmembers
was lacling to the extent that successful accomplishment of the mission
and/or safety was jeopardized.

12, DEBRIEFING

QUALIFIED, Debrief conducted in accordance with this
llamual, Debriefing was conducted in a professicnal manner, contained
constructive and adverse criticism of the entire flight.

CONDITIONALLY QUALIFIED. Debriefing was conducted in less
than a professional manner, and did not follow the guidelines set foith
in this Manuale The debriefing was not complete and did not cover the
entire flight.

UHQUALIFIED, No debriefing guide was used and/or the
debriefing was omitteds. Did not meet the standards of conditionally
qualified.

13, CONFINED AREA LANDING¥
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PROCEDURES

QUALIFIED. Followed prescribed procedures as outlined in
this Mamual to place the helicopter in position for a proper approach.
Completed checklist without error or omission.

CONDITIONALLY QUALIFIED. Approach speed plus or minus 10
knots of that prescribed in this Mamual. Power control erratic, but
within tolerance. Completed checklist without error or omission.

‘ UNQUALIFIED. Power control exceeded the allowance prescribed
by this lanual. Allowed speed to decrease to an unsafe value. Allowed
slcids to scuff deck nrior to point of intended touchdown. Failed to use
checldiste

APPROACH?*

QUALIFIED. Approach route was the optimum considering all
factors of safety, terrain, wind and local conditions. Made a clearing
nass prior to landing approach (unless situation dictated otherwise),

COI'DITIOHNALLY QUALIFIED. Failed to properly consider all
the factors, but approach was safely completed. Made a clearing pass
prior to landing approach (unless situstion dictated otherwise).

UUQUALIFIED. Failure to properly consider wind, altitude,
sitey and obstacle clearance precluded the completion of a safe approach.
Did not make clearing pass when situation allowed it.

POWER CONTROL¥*

QUALIFIED. Recommended power settings as appropriate to
gross weight useds Application was smooth with no abrupt changes
required. Power used commensurate with type maneuver reached simultaneously
with desired ground speed versus desired altitude.

CONDITIOHNALLY QUALIFIZD. Control fluctuated and/or abrupt
changes requirede Directional control varied as a result of power changes.

UNQUALIFIED. Selection of power setting required for gross
weight, as recommended, in errore. Excessive fluctuation and/or exceed-
ing engine limits.

HELICOPTER CONTROL*

QUALIFIEDs Initial approach speed in accordance with this
Manual and with smooth deceleration. The helicopter control accomplished
throughout the intended maneuver with proper attitude, altitude, and
h eading .
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CONDITIONALLY QUALIFIED. Standardization procedure deviated,
but not to the extent to jeopardize safety of flighte Initial airspeed
other than that recommended in this Mamual varied, which required abrupt
deceleration or acceleration to accomplish desired maneuver. Helicopter
required slight changes in attitude, altitude, and heading to accomplish
desired maneuvere

UNQUALIFIEDs Exceeded operating limitations, or entered
into any dangerous condition of altitude, airspeed, or attitude.

14e JAVIGATION*

QUALIFIED. Maintained kmowledge of position of helicopter
at all times. Utilized all navigational aids available with ease and
confidences.

CCOI'DITICNALLY QUALIFIED. Did not maintain knowledge of
position of helicopter at all times. Wags not familiar with all
novigational aids available.

UNGUALIFIED, Unable to read map and/or failed in attempt
to locate helicopter!s position in relation to available references and
navigationasl aids. BExceeded limitations for conditionally qualified.

CREW.IEMBER EVALUATION AREAS

a. Preflight/Daily/Intermediate Inspection¥,

be Yellow Sheet/Daily/Intermediate Inspection Forms.
ce Storage and Security of aircraft equipmente.

de Ground safety precautions¥,

e« Trouble shooting aircraft and related weapons systems.
fo TFucling and servicing of aircraft®.

g. Weapons disassembly, cleaning, reassembly¥,

he Infield boresighting.

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

je Briefing of passengers.

ke Post flight inspection.

l. Maximm use of safety equipment¥.
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m. Emergency procedures.¥
0e Alertness.
pe Voice procedures.
ge. Lookout during takeoff.¥
r. Lookout during landing.¥
se FPilot crew coordination.
te Door gunner duties.
ue Handling and firing M=-60 machine gune¥
ve First aid.

CREW EMBER EXAMINATION GRADING CRITERIA

Critical areas are marked with an ¥,

a. PREFLICHT/DAILY/INTERMEDIATE INSPECTION*

QUALIFIED. Demonstrated proper techiniques as outlined in the
appropriate inspection for(s) with no errors or omissions,

CIDITIONALLY QUALIFIED, Errors or ommissions, none of which
would affect safety of flight.

UNJUALIFIED. Allowed error or amission which would involve
safety of flight.

be YELLOW SHEET/DAILY/INTERMEDIATE INSPECTION FORMS

QUALIFIEDs Properly fills out all applicable forms with no
errors or missions, Ensures pilot is aware of any discrepancies.

CONDITIONALLY QUALIFIED. Filled out all applicable forms with
only minor errors or omissions, that woilld not materially affect the
accomplishment of the assigned task.

UNQUALIFIED. Failed to sign yellow sheet and/or preflight form,
or intermediate inspection forme Forms filled out incorrectly or with
najor omissions, and/or failed to naote aircraft limitations on appropriate
part of yellow sheet.

c. STORAGE AND SECURITY OF AIRC EQUI PMEN

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

UNQUALIFIED, ILittle or no care evident in storage or cleanliness
of equipment. Equipment not secured and potential missiles and hazards
evident.

de GROUND SAFETY PRECAUTIONS ¥

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

UNQUALIFIED, GConduct 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 checke.

e. IROUBLE SHOOTING AIRCRAFT AND RELATED WEAPONS SYSTEMS

QUALIFIED., Understands principles of trouble shooting appropriate
to level of experience. Performs trouble shooting duties surely and
confidently.

CONDITIONALLY QUALIFIEDe 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.

UNQUALIFIED. Clearly lacks an understanding of trouble shooting
procedures. Performs trouble shooting hesitantly and with little or no
confidence.

f. NG S ING OF AIRC

QUALIFIED. Clearly understands and observes all procedures and
safety precautions for refueling of aircraft. Aircraft is properly
fueled a2nd serviced for flight., Observes all fuel contamination pre-
cautions.

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

UNQUALIFIED. Fails to observe safety precautions and does not
understand proper fueling procedure. Aircraft flight delayed by in-
conplete serviecing of aircraft. Does not observe fuel contamination
precautions,
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g. WEAPONS DISASSEMBLY, CLEANING, REASSEMBLY*

QUALIFIED. 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 disassembly,
cleaning, reassembly of weapons used., Flagrant violations of safety
precautions shall terminate the standardization check,

he INFIZLD BO GHTIN

QUALIFIED. Does job with confidence. Demonstrates a thorough
knowledge 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:D. Sometimes fails to observe proper
procedures, but violates no safety precautions,

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

i. LOADING INTERNAL CARGO GHT AND CE)*

QUALIFIED: All internal cargo loaded properly in relation to
alrcraft limitations. Cargo secured to prevent shifting in flight.

CONDITIONALLY QUALIFIED, Internal cargo not loaded in accordance
with aireraft limitation, but does not enter upon a dangerocus nose heavy
or tail heavy condition. Insufficient tie down straps used.

UNQUALIFIED. Cargo loaded in such a way as to cause serious danger
of a nose heavy or tail heavy conditon in flight. Aircraft clearly
over loaded. Internal cargo not secured.

jo BRIEFING OF PASSENGERS

QUALIFIED, Performs duty of briefing passengers confidently and
with no errors or omissions. Follows proper procedures,

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

UNQUALIFIED. Does not understand passenger briefing procedured,
Serious errors and/or omissions in briefing. '
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k. POST FLIGHT INSPECTION

QUALIFILDs Properly secured aircraft, checked aircraft for
combat damage, and for leaks of any kind.

CONDITIONALLY QUALIFIED. Did not properly secure aireraft. Made
minor omissions none of which affect safety of equipment or personnel.

UNQUALIFIED, Failed to secure airecrafte Did not check for
combat damage or leaks,

1., MAXIMUM USE OF SAFETY EQUIPMENT*

QUALIFIED. Had available and in useable and complete conditon,
all safety equimment required.

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

UNQUALIFIED. Failed to make use of safety equipment provided and/
or comitted errors or amissions that could endanger the aireraft or
personnel if continued.

me COMPLIANCE WITH SAFETY REGULATIONS*

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

CONDITIONALLY QUALIFIED, Complied with the recuirements of
safety regulations butcwith minor errors-or bmmissions that .dfd-not endanger
personnel or equipment.

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. EMERGENCY PROCEDURES#*

QUALIFIED. Properly analyzed the emergency situation and took the
appropriate immediate action outlined without deviation, errors or
omlssion.

CONDITIONALLY QUALIFIED. Properly analyzed the emergency situation

and accomplished required action, but with minor errors or omissions which
did not preclude the successful completion of the immediateaction
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UNQUALIFIED. Did not know required actlons to be taken in an
emergency or made errors that if allowed to continue would jeopardize
safety of flights.

n. ALERINESS

QUALIFIED, Maintained an alert professional attitude during the
entire flights Proceeded about his duties confidently and proficiently.

CONDITIONALLY QUALIFIED. Did not maintain an alert attitude to
the best possible condition, however not so bad as to endanger mission
conpletion.

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

0. VOICE PROCEDU.

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

CONDITIONALLY QUALIFIED. Hesitant in the practice of wolce
coammnications with some confusion evident.

UNQUALIFIED. Did not know standard voice procedures or was
confused on transmissiong.

Pe 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 QUALIFIEDe Occassionally fails to advise pilots of
obstacles or other aircraft sometimes lax in keeping a look=out to the
Irealr,

UNQUALIFIED. 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.

qe LOOK~OUT DURING LANDING*
QUALIFIED, Observed the landing area and surrounding area.
Notified the pilot of any obvious dangers observed in the landing aresd.

Notified the pilot when tall rotor and tail skid were clear of
obstructions,.
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CCNDITIONALLY 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.

re PILOT/GREW COORDINATION

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

CONDITIONALLY QUALIFIED. Coordination with other crew members
incurred delays and/or misunderstanding which were corrected without
jeopardizing successful completion of the mission or jeopardizing safetye.

UNQUALIFIED. Coordination with other crew members was lacking
to the extent that successful completion of the mission and/or safety
was jeopardized.

s. DOOR GUNNER DUTIES

QUALIFIED. Thoroughly understands proper procedures of target
observation, target marking, target attack, and receiving fire.

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

UNQUALIFIED. Makes major error or omission, which, if allowed
to contimue would effect safety of personnel or aireraft.

t. HANDLING AND FIRING M=-60 MACHINE 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,

UNQUALIFIED. Flagrantly violates safety regulations. Endangers
safety of personnel or aircraft.

ue FIRST AID

QUALIFIED., Has adequate knowledge of first aids Knows location
of first aid kits in aircraft.

UNQUALIFIED. Has an inadequate knowledge of first aide Does not
know locations of first aid kits in aireraft.
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FLIGHT EVALUATION GRADING CRITERIA

Only those sub=aereas provided or required will be graded. The grades
assigned for a sub-area shall be determined by comparing the degree of
adherence to standard operating procedures with adjectival ratings

listed belowe Momentary deviations from standard operating procedures
will not be considered as unqualifying provided such deviations do not
jeopardize flight safety and the evaluee applies prompt corrective action.

QUALIFIED, Well standardized; evaluee demonstrated highly professional
knowledge of and compliance with standards and procedures; momentary
deviations from or minor amissions in non-critical areas are permitted
if prompt 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. UNot acceptabley standardized; evaluee fails to meet minimum
standards regarding knowledge of and/or ability to apply standard
procedures; one or more significant deviations from standards and
procedures which could jeopardize flight safety.

FLIGHT EVALUATION GRADE DETERMINATION

The following procedure shall be used in dete ihg the flight evaluation
grade: A grade of unqualified in any critical area/sub=area will result
in an overall grade of unqualified for the flight, Otherwise, flight
evaluation (or area) grades shall be determined by assigning the

following mmerical 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 o o o o o o o ¢ 240
Qualified...............4.0
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 then be determined on the basis of the following scales
0.0 t0 2419 = Unqualified
2¢2 10 2.99 = Conditionally Qualified

3¢0 t0 4eO0 = Qualified
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EXAMPIE: (Add sub-area mmerical equivalents)

X242+, = 16 = 3420 Qualified
5 5

FINAL GRADE DETERMINATION

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

or qualified on a re-evaluation.

RECORDS_AND REPORTS

A NATOPS Evaluation Report (OPNAV Form 3510-8) shall be completed for
each evaluation and forwarded to the Commanding Officer. This report
shall be filed in the individual 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 DATE SIGNATURE/UNIT
Example: STAN EVAL UH«lB 10=25=69 JeMe 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) Completed a Standardization Evaluation in (Aircraft Designation)
as (Flight crew position) with an overall grade of (Qualified or
Conditionally Qualified).

STANDARDIZATION EVALUATION FORMS

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.

be Local Form la (Pilots Non Tactical Flight Evaluation) This
form will be destroyed after completion of OFNAV Form 3510-83

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

de Local form 3a (Pilot/Crewmember Flight/Safety Equipment) This
form will be destroyed after completion of OPNAV Form 3510-8,
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NATOPS EVALUATION REPORT
OPNAV FORM 3510-8 (8-65) 0107-723-0000

NAME (Last, first initial) GRADE SERVICE NUMBER
i SQUADRON/UNIT AIRCRAFT MODEL CREW POSITION
TOTAL PILOT/FLIGHT HOURS TOTAL HOURS IN MODEL DATE OF LAST EVALUATION

NATOPS EVALUATION

GRADE
REQU IREMENT DATE COMPLETED

(I OPEN BOOK EXAMINAT(ON

N
CLOSED BOOK EXAMINATION \ \

! ORAL EXAMINATION & \

; *EVALUATION FLIGHT

FLIGHT DURATION A|RCRAFT BUNO OVERALL FINAL GRADE

REMARKS OR EVALUATOR/INSTRUCTOR

D CHECK IF CONT INUED ON REVERSE SIDE

GRADE, NAME OF EVALUATOR/INSTRUCTOR SIGNATURE DATE
: GRADE, NAME OF EVALUEE S IGNATURE DATE
] o REMARKS OF UNIT COMMANDER
-
:
RANK, NAME OF UNIT COMMANDER SIGNATURE DATE

“BST, OFT, COT, or cockpit check in accordance with OPNAVINST 3510.9 (effective edition). A-7247




HA(L)=3 Standardization Manual

FORM lael PILOTS NON-TACTICAL FLIGHT EVALUATION

U cQ Q
1. BRIEFING L1 T

2, PREFLIGHT (overall)
as Records Check

be Preflight Check*®

ce OCrew Briefing

3. ENGINE AND ROTOR START

as StartH

be Post Start

4e AIR TAXI 11
5. TAKE=OFF/TRANSITION® 1 !
a. Procedures L 1 |

be Type Take—off

(1) Vertical

(2) Cross=wind

(3) Maximm Gross Weight

(4) Sliding

ce Transition . |
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Form la=2

6.

7o

8.

CLIMB/CRUISE

Se

be

Ce

Procedures
Power Control

Helicopter Control

APPROACH AID LANDING¥*

Qe

be

Ce

d.

Procedures

Power Control

Helicopter Control
Type..of landing
(1) Vertical

(2) Sliding

(3) Cross=wind

(4) Maxdimm Gross Weight

COIIFINED AREA LAINDING

Se
be
Ce

d.

Procedures
Approach
Power Control

Helicopter Control

Q.

[+ — - 1#
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FORM la=3

9. AUTOROTATION* ) .

a. Procedures

b. Airspeed Control

Cce Recovery

10, EMERGENCY PROCEDURES#*

a. Procedures

be Helicopter Control

11, SHUTDOWN/POSTFLIGHT

e Shu'bdmm

be Postflight

12, CREW COORDINATION

13. DEBRIEFING

1/ NAVIGATION

CRITICAL AREAS ARE MARKED WITH AN ¥
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FORM 2a=l CREW :EMBERS EVALUATION AREAS

1. INISPECTIONS*

a. Preflight*

be Daily*

ce Intermediate¥

2. INSPECTION FORS

a. Yellow Sheet

be Daily

¢c. Intermediate

3+ AIRCRAFT EQUIPMENT

a. Storage

be Security |

L+ GROU.D SAFETY PRECAUTIONS¥

5. TROUBLE SHOOTIIG SYSTEMS

a, Aircraft

be Weanons

6, FUBLING AI'D SLRVICINGW
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FORM Ra=2

cQ

a. Disassembly

be Cleaning

ce Reassembly

8. INFIELD BORESIGHTING

9, LOADING INTERNAL CARGO*

10, BRIEFING OF PASSENGERS

11, POST FLIGHT INSPECTION

12, MAXTMUM USE OF SAFETY EQUIPMENT*

13, COMPLIANCE WITH SAFETY REGULATIONS*

14, EMERGENCY PROCEDURES*

15, ALERTIESS

16, VOICE PROCEDURES

17. LOOKOUT DURING TAKE~OFF¥

18, LOOKOUT DURING LANDIIIG*

19, PILOT CREW COORDINATION

20, DOOR GU:IIER DUTIES

21. HAIDLING AKD FIRING M=60

22+ FIRST AID
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FORM 3ael PILOT/CREW MEMBER FLIGHT/SAFETY EQUIPMENT

U

cq .

Q.

1. HARD HAT WITH CLEAR VISOR

2. GLOVES

3. FLIGHT SULT
4. LEATHER BOOTS
5, MAE WEST

6. BODY ARMOR

7. STROBE LIGHT
8. PENCIL FLARE
9., SIGHAL MIRROR

10, SURVIVAL KNIFE
11. MILITARY HAND GUN AND TRACER AMMO

12, DAY/NIGHT (MK-13) FLARE
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SECTION O
PERFORMANCE DATA

Performance data &8 written in the Dash 10 applies.

11=-1




HA(L)-3 Standardization Manual
APPENDIX A
LIST OF REFERENCES

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

ae. WP 37 Series =~ National Search and Rescue
be IWP 41 Series - Naval Air Operating Procedures
ce UNWIP /1 Series = Helicopter Operations

de OPNAVINST 3710,7 Series = General Flight and Operating
Instructions for Naval Aircraft

ee OPHAVINST 3510.9 Series = NATOPS Program
NOTE
Throughout this Manual the specific references to other publications,

instructions, etc.y, are to be interpreted as referring to the latest
effective edition thereof or change thereto,
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