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The HLHS 
What will it take? 

BOEING has 50 years' experience 
in building the world's largest aircraft. 

BOEING has 25 years' experience 
in designing and building large heli­
copters. 

BOEING builds the heaviest lift U.S. 
helicopter now in service. 

110E1NG has lifted more than 90% 
of all tonnage · carried externally by 
helicopters. · 

poE1NG has the most extensive 
large helicopter experience with the 
U.S. Army in combat. 

BOEING has the experience, the tech-
nical capability, the production know- . I 
how, and the management competence 
to succeed with the critical Heavy Lift 
Helicopter System. 

BOEING HELICOPTERS 
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SPEAKING nun 

LOST. LOSIER. 
[~~TI~~TI~ 

LIKE many of us whose present exposure 
to combat is obtained by crossing the street 
in the middle of a block, I was impressed 
by the televised report of (Brig.) General 
Allen M. Burdett, Jr . on the Huntley-Brink­
ley show. 

General Burdett tried hard to develop the 
theme that one could lose more helicopters 
while still reducing the rate of loss. He was 
paid the ultimate compliment by the news­
casters - they made no attempt to further 
explain, interpret, extrapolate, or confuse the 
listener. 

Even so, General Burdett did not succeed 
in gathering all the rank and file into his 
camp. There is a certai~ reluctance on the 
part of some individuals to accept any official 
explanation of bad news, and the report did 
little to displace this non-belief. One con­
versation of a personal nature was begun by 
a skeptical individual: 

"Who was that good-looking young man 
on TV?" 

"That was General Allen Burdett," I re­
sponded. "You remember him from -Fort 

By 
AUSTIN GARLAND 

• A , 

~t~~~).•\t 

Rucker. He was a Colonel then, and was 
head of the Combat Developments Agency." 

"What was he talking about?" 
"You heard him. What do you think he 

was talking about?" 
"I wasn't really listening, and besides, I 

was waiting for Chet Huntley to come back 
on and tell us what he didn't say." 

"Didn't say?" 
"Yes, you know, although the authorities 

say that black is not red, they are careful not 
to say that black is not green! That sort of 
thing." 

"Could we get back on track. Do you real­
ly want to know what he said?" 

"If you're sure you know. I don't want to 
get confused and you always seem to get me 
mixed up." 

"General Burdett said that although .we 
· had lost more helicopters this past month 
than in any other preceding month, the rate 
of loss was much improved." 
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"You mean he was happy that we were 
losing more?" 

"Of course not. An improved loss rate 
means fewer losses.'·' 

"But you just said . .. " 
"I said he said that the rate was improving. 

Had the rate not improved, we would have 
lost more.'' 



"' 
Now :in use in Vietnam, the XM76 

1 Anti·Df cillation Sighting System stabi· 
!lizes Jarget 'images from any moving 
· platfo'rm. (FSN 6650-179-8817). 

·I 

Available and in production, the XM76 
has a wide field of view at low optical 
power, and can zoom to high power 
without the user losing view of his 
target. 

The DYNALENS element of the small, 
ltghtweight XM76 System can be 
adapted to photographic, TV, and night 
vision surveillance systems that are 
now in use, and can be integrated into 
helicopter fire control systems. 

Compatible with all aircraft, boat or 
general vehicle power, the hand-held 
Oynocular can be battery-powered. 

SCIENTIFIC SYSTEMS DIVISION 

DYNASCIENCES CDRPDRATJDN 
BLUE BELL, PENNSYLVANIA 



LOST, LOSTER, LOSTEST! 
(Continued from Page 4) 

"He's just guessing and I think that's a ter­
rible thing to guess about." 

"No, he wasn 't guessing. If the old rate 
had remained the same, we would have lost 
more helicopters than we did." 

"That's silly. If he can tell how many he's 
going to lose based on a rate, why doesn't 
he just change the rate and not lose so many? 
Or not fly so many hours and keep the old 
rate? I don't think he knows what the rate 
is." 

"You're right. He doesn't always know 
what the rate is; he only knows what the 
rate was." 

"Then why was he on the news?" 
"To explain that although we lost more 

than ever before, we still lost less than we 
would have, had we not gotten an improved 
loss rate." 

"Who gave him the new rate?" 
"No one gave it to him. He computed it 

by dividing the sorties flown by the number 
of losses." 

"Arithmetic! You always fall back on 
arithmetic because you know it gets me 
mixed up. The way I see it, the pilots give 
him a new rate every so often so that he 
will have something to talk about on the 
news. Why don't they just give him a real 
low rate so that we wouldn't lose so many 
helicopters and he would have some good 
news once in a while instead of always having 
to try to convince people that black is really 
white, except that we see it through dirty 
eyes ... " 

Now, if push comes to shove, I'll admit 
with ·you that this conversation does not ap­
pear likely to impart any useful information 
to either party. Because there were other 
considerat:ions involved - hot, cooked meals 
for _!!Xample - I felt an obligation to stick 
around. You, of course, have no such obliga­
tion and are free to depart. It will be less 
embarrassing for me if you do. Howev·er, if 
you insist, let's continue: 

"Uh, huh!" 
"What is t_hat supposed to mean? Do you 

agree that the pilots could give General 
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PRESIDENTIAL UNIT CITATION 
The Commander-in-Chief of the Armed 

Forces of the United Stales has awarded,1the 
Presidential Unit Citation to the 335th As­
sault Helicopter Company of the 1st Aviation 
Brigade. The award to the "Cowboys" is for 
extraordinary heroism during Operation Mac­
Arthur in Kontum Province in Nov., 1967. 

Burdett a lower rate and make everybody 
happy?" 

"Not exactly. It's true that a pilot is aboard 
every time the helicopter flies, and to that 
extent, they do establish the rate. But, there 
are losses whiah occur on the ground -
losses which the pilot · has nothing to do 
with." 

"Now you really have got me confused. If 
we lose helicopters on the ground, why do 
you establish a rate based on the number 
of flying sorties? " 

"That's a good question. I don't know the 
answer. Maybe the rate should be based on 
something else - hours of exposure, for in­
stance." 

"Yes, but you told me that the enemy was 
all around us over there and ·that no place 
was really secure. That means that everything 
is exposed all the time. If everything has 
equal exposure, then greater losses must mean 
an increasing loss rate. So, how can the Gen­
eral say that the rate is improving when we 
lose more helicopters?" 

"Well, look. Suppose there were more 
helicopters being exposed. Now, if they were 
being lost at the old rate, we could forecast 
that so many would be destroyed. If less than 
that number were lost, then we could say 
the rate is improving." 

"Boy, are you reaching! The fact is, you 
just don 't want to account for the extra 
losses, and all of you men stick together in 
your excuses." You all think that 'because we 
don't believe in your arithmetic, we don't 
understand the problem!" 

Usually, at about this stage of a conversa­
tion, I develop an urgent need to get off 
somewhere by myself. In this case, however, 
she was mixing martinis and opening the oven 
door now and then to check on those mys-

( Continued on Page 36) 

----
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THE THIRTEENTH DIRECTOR 
John L. Klingenhagen was born in 

St. Louis, Missouri, on 2 May 1922. He 
was graduated from Christian Brothers 
College, St. Louis, and attended St. 
Louis University. 

General Klingenhagen's service be- , 
gan in 1939 as an enlisted man with 
the 13Sth Infantry Regiment, Missouri 
National Guard, where he rose to the 
grade of sergeant. He attended the 
Army Engineer School at Ft. Belvoir 
to earn his commission as a seconc'l 
lieute~ant in the Corp's of Engineers 
in 1942. ' 

During World War II, General Klin­
genhagen served with the combat engi­
neers in five campaigns. 

He graduated from the Command 
and General Staff College at Fort Lea­
venworth, Kansas, in 1946. He was 
assigned to the 307th Airborne Engi­
neer Battalion, and then served as the 
Assistant Chief .of Staff for Intelligence 
for the S2d Airborne Division for two 
years. He served as Commander of the 
2d and 3d Battalions, 23d Infantry 
Regiment, in Korea during two cam­
paigns in 1952. 

After Korea, General Klingenhagen 
served the next six years on the Army 
General ·Staff and in the Office of the 
Secretary of Defense. He graduated 
from the National War College in 1960 
and was assigned as Deputy for Re­
search, Development, Testing and Eval­
uation Systems at the Transportation 
Materiel Command in St. Louis. In 1963 
he was a member of the Tactical Mo· 
bility ·Requirements Board (Howze 
Board) studying logistical operations 
and support as related to tactical air 
mobility. 

General Klingenhagen served for 
twenty-eight month~ in Vietnam as 
Chief of Logistics and Communications 
of the Army Concept Team and later as 
Deputy Commanding Officer of the 
U.5'. Army Support Command. 

In July 1965, he was appointed Com­
manding Officer of the U.S. Army Avia­
tion Materiel Laboratories at Fort Eus-
tis, Virginia. · 

In September 1966, General Klin­
genhagen became Chief of Operational 
Readiness in Headquarters, U.S. Army 
Materiel Command, Washington, D.C. 
where he served untif)anuary 1967 at 
which. time he became Special Assis­
tant for Logistical Support of Army 
Aircraft to the Deputy Chief of Staff 
for Logistics. 

General Klingenhagen . became Dep· 
uty Assistant Chief of Staff for Logistics 
(Supply & Maintenance) fo. December 
1967, and remained in this position 
until June 1968 at which time he be­
came the Assistant Deputy Chief of Staff 
for Logistics (Supply & Maintenance). 

In October 1968, he was selected to 
be the Advanced Aerial Fire Support 
System Manager, Office of the Chief of 
Staff, U.S. Army, a position ·he held 
until 1 July 1969 when he was ap­
pointed Director of Army Aviation, Of­
fice, Assistant Chief of Staff for Force 
Development, Department of the Army. 

He is a qualined combat infantry· 
man, master parachutist, senior Army 
Aviator and gliderist, and was awarded 
the Special Forces Master Parachute · 
Badge of the Republic of Vietnam. 
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The 
Ne-w 
AR-
95-1 
By Major General 
John L. Klingenhagen, 
Director of 
Army Aviation, 
OACSFOR,DA 
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I T is indeed an honor to become the 13th 
Director of Army Aviation and to follow 

in the footsteps of the outstanding Army 
Aviators who have held this position: Hamil­
ton H. Howze, Ernest F. Easterbrook, Hallett 
D. Edson, Clifton F. von Kann, Delk M. 
Oden, Robert H. Schulz, John ]. Tolson, 
George P. Seneff, Delbert L. Bristol, Robert 
R. Williams, Edwin L. Powell, Jr., and Jack 
W. Hemingway. 

I am pleased and gratified to have Colonel 
Jack Hemingway remain in this office as 
Deputy Director. His experience and assis­
tance will be invaluable to me. 

There are several items this month that 
should be of interest to Army Aviators. You 
will recall the recent change in annual mini­
mum flying requirements for Category B 
aviators. This was discussed in the May 
Newsletter. 

Several other policy changes will be forth­
coming shortly with the publishing of the 
new AR 95-1. As you know, the 95 series of 
regulations has grown topsy-like for years 
and it took a good operations officer to be 
able to gather a complete collection for the 
unit and then to keep up with the changes. 

This new publication will supersede ten 
of the present 95 series regulations: 

9'i-1, Army Aviation - General Provisions; 
9'i-4, Flying Time, Duty, Transition Train­

ing, Proficiency Aircrew Checklist and Mul­
tiengine Operation; 

9'i-6, Release of Information to Relatives 
of Persons Involved in Aircraft Accidents .or 
Incidents; 

9'i-10, Use of Army Aviation in Disaster 
Operations and Search and Rescue Opera­
tions; 

9'i-13, Safety Procedures for Operation 
and Movement of Army Aircraft on the 
Ground; 

Paragraph 3 and 4 of AR 9'i-l'i, Aerial 
Flights; Piloting Aircraft, Parachute Jumps; 

9'i-17, Flight Time Limits and Crew Rest 
for Rated Crew Members; 



9 5-29, Voluntary Aviation Hazard Reports, 
"Share It" Program; 

95-32, Annual Flight Requirements for 
Army Aviaitors; 

95-51, Aerial Observer Training. 

This combination will eliminate the redun­
dancy and the need for cross referencing that 
exists in these AR's. Additionally, the new 
regulation is organized to facilitate and sim­
plify future changes. The AR will be in loose 
leaf form with five chapters, each of which 
is divided into sections, thus when a change 
is published a single page or an entire chapter 
can be replaced. ' 

Policy changes · ' · . 
The most significant policy changes which 

you will find in this regulation are as follows: 

a. Changes in proficiency flying require­
ments as· they relate to duty MOS (men­
tioned above). 

b. Revision of the "Share it" program to 
make it more meaningful. 

c. Making the use of flight orders for 
cross-country flights permissive in nature 
rather than mandatory. 

d. Specifying when parachutes, safety, and 
survival equipment will be utilized, thereby 
relieving the field commander of the burden 
of having to waive their use. 

e. Prescribing that only Department of the 
Army pilot and crew member checklists will 
be used in Army aircraft. 

f. Authorizing use of Army single engine 
aircraft as launch vehicles for gliders. 

g. Changes to requirements for use of oxy­
gen above 10,000 feet. The overall time limit 
without oxygen between 10,000 and 14,000 
remains at one hour; however, only 30 min­
utes of the total may be flown between 
12,000 and 14,000 feet . 

~· Authorizati?n for rotary wing only 
aviators located m areas where sufficient in­
strumented helicopters are not available to 
ut!li~e synthetic trainers to satisfy instrument 

flight evaluator time be qualified in the air­
craft in which they perform these duties. 

The regulation was submitted to T AGO 
for publication on 3 July 1969 and should hit 
the field some.time in August or September. 

While we are on the subject of regulations, 
AR 95-64, Individual Flight Record and 
Flight Certificate, is presently being revised 

, and should be ready for final staffing some-
time in August. One of the items of major 
interest in this regulation is the authorization 
of an Individual Flight Record folder. The 
folder is similar to the 20 l record folder and 
should be available in August or September. 
The DA Form No. is 35-13. 

Senior officer training 
A second item of interest is the senior 

officer aviator training program. Several 
months ago, DA announced that twenty-five 
Colonels and Lieutenant Colonels (P) would 
be selected to attend initial flight training. 
Applicants had only to send a postcard to 
OPXAA stating that they volunteered for 
flight training. 

More than 300 responses were received 
prior to the cut-off date of 15 July. A se­
lection board was convened and twenty-five 
primary and twenty-five alternate names were 
selected. Notification will be made by world­
wide message in early August. An entry will 
be made in the 20 I file of those applicants not 
selected so that they may be considered if a 
similar requirement arises in the future. 

During the period that these applications 
were being received, other senior officers 
were also showing interest in the Aviation 
Program. Since April of this year seven Gen­
eral Officers have been selected to become 
Army Aviators: 

BG John C. Bennett, BG Thomas J. Camp, 
Jr., BG Harold G. Moore, Jr., BG Donald 
V. Rattan, BG Samuel L. Reid, BG John P. 
Traylor, and COL Sam S. Walker (P). 

In addition to these, several other General 
Officers have applied for flight training. Their 
applications are presently being processed and 
will be announced in the near future. 

The enthusiasm evidenced by the interest 
of these senior officers is particularly gratify-

. ing. Their participation will greatly benefit 
loggmg Army Aviation. 

mm1mums. 

i. Requirement that personnel 
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CONTROL 
SYSTEM 
by 
Chandler 
Evans 

TOW, the U. S. Anny's anti-tank missile-designed, 
developed and being produced by Hughes Aircraft Company­
attains a high launch-to-target accuracy with a stored-gas, 
fin-actuation control system engineered and precision-produced 
by Chandler Evans. 

This CECO product on the TOW joins a distinguished line of 
pumps, main fuel controls, afterburner controls and 
other aerospace components in an array of important military 
aircraft as well as many of the latest missiles 
and commercial aircraft. 

Chandler Evans is pleased to be "known by the company its 
products keep" and by the records those products establish. 

con llDlslrles@.~!!!! !!!!!. ~~trol srstems DlllSIOn 
GAS TURBINE CONTROLS/PUMPS • AIRCRAFT/MISSILE CONTROLS , VALVES AND ACTUATORS 



Is flight pay equitable for WO's? 
Would you fly without flight pay? 
Some surprising survey answers ... 

IMPROVEMENTS 
IN INCENTIVE 

AND RETENTION 
BY LIEUTENANT COLONEL SAMUEL P. KALAGIAN, USAAVNS, FORT RUCKER, ALA. 

SAMPLE surveys are valuable tools of re­
search sometimes because the answers given 
in response to the survey questions quite 
often vary drastically from the author's pre­
conceived notions regarding the subject. Such 
was the case in a sample survey on flight pay, 
proficiency flying, and flight excusal con­
ducted by the author as research for this 
study. 

A total of 300 questionnaires were distrib­
uted to the Commandants of the Army Avia­
tion Schools at Fort Rucker, Fort Wolters, 
and Fort Stewart. The fourteen aviator stu­
dents in the current Army War College class 
also participated. Responses were excellent: 
272 questionnaires were returned by 109 field 
grade aviators ( 40% ); 68 by company grade 
officer aviators (25% ); and 95 by warrant 
officer aviators (35% ). The respondees in­
cluded nine Master Army Aviators, 85 Senior 
Army Aviators, and 178 Army Aviators. 

Major findings 

were implied in such answers as "future job 
potential" and "promotion potential" as well 
as the obvious "extra money." 

2. The current rates of flight pay were 
considered inequitable by 62 % of all respon­
dees answering Question 5. Further analysis 
indicated that while only 44% of the com­
missioned officer aviators felt that the current 
flight pay scales were inequitable, 95% of the 
warrant officers objected. Of the 168 respon­
dees who did not favor the current system­
rates, most ( 5 6% ) wanted all aviators to re­
ceive the same flat rate per month so that 
"equal pay was received for equal risk." 
Some 25 % wanted flight pay to be based on 
a percentage of base pay as it was prior to 
1949. When asked to select an equitable per­
centage rate, this group suggested a range 
from 25 % to 50% of current base pay. The 
remainder of the respondees suggested a va­
riety of schemes, to include basing flight pay 
on total flight hours, on aircraft qualifica­
tions, or on years of rated service. 

1. The major motivating factors for en- When those who wanted everyone to re-
tering Army aviation as a career, (Question ceive the same flat rate of flight pay per 
4) were adventure-challenge (53 % ) and month were asked to recommend a dollar 
money ( 43 % ). The monetary inducements amount, the selections ran from a low of $130 
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INCENTIVE AND RETENTION 
(Continued from Page 13) 

per month (recommended generally by W­
l's, W-2's, 0-l's and 0-2's) to a high of $500 
per month (recommended generally by field 
grade aviators). 

The inference drawn from the answers and 
additional remarks submitted in response to 
Question 5 is that "inequitable" rates of flight 
pay has the most deleterious effect on the 
warrant officer aviator's morale, and particu­
larly on his retention motivation. 

In a more comprehensive survey conducted 
by HumRRO (in 1967) for the U.S. Army, 
the question was asked: "In your opinion, 
upon what should flight pay be based?" 
The responses of 1,763 warrant officer avia­
tors to this question indicated "Amount of 
time as a rated aviator ( 47% )" and "Level 
of risk associated with flying ( 38% )." To 
the second question, "Should flight pay be the 
same for everybody?" 54% 0f 1,942 war­
rant officer aviators replied "Yes." 

Fly without flight pay? 
3. The same survey, as have a number of 

other surveys conducted by the Army and 
its sister services, has confirmed that there 
are a number of aviators (42 % ) who would 
continue to fly in the Army even if flight 
pay were discontinued. Analyzing this one 
step further, about 50% of the commissioned 
responded in the affirmative while only 33 % 
of the warrant officers replied "Yes." 

The main reasons given for continuing 
to fly without the inducement of flight pay 
were "I love to fly" and "It's what I know 
best in the Army." The author believes that 
the affirmative answers given by the commis­
sioned officers stem from the fact that many 
of them have served on tours of ground duty 
during their careers and are intimately aware 
of the menial monotony of the "ground­
pounders' " life with its lack of variety. 

However, in response to whether or not 
flying was considered more hazardous than 
any other duty in the military (Question 7), 
61 % replied in the affirmative. Judging by 
the number of similar extemporaneous re­
marks added to the pure "Yes" or "No" 
requirements of the question generally stating 
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"But not as dangerous as an Infantry officer/ 
enlisted man in combat," the survey question 
may have been poorly worded and should 
have had two part~, one for "in combat" and 
one for "in peacetime." 

The responses reflect, however, that the 
average Army Aviator does appreciate and 
is fully cognizant of the heinous mission of 
the Infantry "grunts" and that this may be 
the key factor in the willingness of the Army 
Aviators in Vietnam to exert the extra ef­
fort, regardless of danger to self or crew, 
to support the combat infantryman on the 
ground. 

Flight Excusal 
4. Flight excusaJI was overwhelmingly en­

dorsed by 80% of the respondees (Question 
8). Perhaps it may have been better not to 
have explained the provisions of flight ex­
c;:usal or cite the authority from which it was 
derived and then questioned the respondees 
on their knowledge of the subject. Their an­
swers may have differed greatly. This point 
could be considered in any follow-on re­
search on the flight excusal subject. 

Category B Assignments 
5. The responses to the questions regarding 

proficiency flying in the Army (Question 9), 
were about what was expected. Just about all 
of the field grade aviators (83 out of 109) 
had served in a Category B assignment2 

whereas neither the company grade officers 
(15 out of 68) nor the warrant officers (9 
out of 95) had much opportunity to serve in 
such assignments. 

This is not unusual. Under current criteria, 
an o-fficer entering the active Army today is 
promoted to the grade of Captain after about 
twenty-four months service. _ 

An Army Aviator must also serve three 
consecutive years in Category A .flying as­
signments upon graduation from flight 
school, excepting attendance at his branch 
career school and similar type assignments. 
The many requirements for Army Aviators in 

!An aviator in flight excusal status. does not pilot a 
military aircraft in any capacity, draws his flight pay 
each month, must maintain physical qualification to 
fly, and is eligible to be returned to flying duties if 
.his full-time rated services are required. 



Vietnam and at the flight trammg centers 
as flight instructors just about preclude Cate­
gory B assignments for company grade avia­
tors, except for the aforementioned career 
branch schooling. 

The warrant officer, on the other hand, 
simply has no other choice but to serve in 
consecutive Category A flying assignments. 
Exceptions, such as those individuals serving 
as action officers in the Aviation Warrant , 
Officer Career Branch, DA, are a rare case. 
Just recently, however, DA announced the 
establishment of a career branch schooling 
program for warrant officers, so a small 
number will soon begin to feel the effects of 
the dual role that so many commissioned 
aviators have experienc;ed, "Schoolboy" and 
proficiency pilot, struggling to acquire an 
aircraft and the time to complete proficiency 
requirements. At a later time, this might 
make a difference in the warrant officers' re­
sponses to a question similar to Question 10 
which is discussed in detail below. 

Where to draw the line? 
As was envisioned, the 107 aviators who 

had served on ground duty were split ( 49% 
affirmative) in their belief that the amount 
of proficiency flying (80-100 hours per year) 
they accomplished was sufficient to maintain 
their flying proficiency. This high affirma­
tive percentage is understandable because 
Category B assignments m the Army have 
generally been limited to 12 consecutive 
months in the past . 
. The effect that flying proficiency - only 

aircraft, usually not tactical aircraft, and a 
limited number of hours in a year has on 
"forgetting" and on the deterioration of basic 
flying skills of individual aviators is closely 
related to · (a) the total previous flying ex­
perience of the individual, (b) the construc­
tive use of the flying hours available, and 
( c) the pride and responsible nature of the 
individual. 

Navy experience 
A r~ce~t study conducted by the U.S. 

Navy md1cated that its proficiency flying 
program was a costly proposition due to the 
higher incident of aircraft accidents among 
the proficiency-flyer group and because there 
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WARRANT CAREER COURSE 
The U.S. Army's first career development 

course for warrant officers began in early July 
at Fort Rucker with an address and orienta­
tion by. MG Delk M. Oden, CG of the post 
and commandant of the Army Aviation School. 

The Aviation Warrant Offi-.,er Career De­
velopment Intermediate Class, 70-1, was told 
that it is the threshold of a series of such 
classes for Army warrant officers. 

"The Army has many plans for warrant 
officers," he said. The general then predicted 
that warrant officer grades will he extended 
to W-5 and W-6; that flight pay increments 
will be equalized with that paid to commis­
sioned officers; and that slots (for promo­
tion) will he developed the same as for com­
missioned officers. 

were no appreciable savings realized in usable 
flight experience carryover into their re­
fresher flight training programs. Naval Avia­
tors normally serve 24 to 36 consecutive 
months in a shore duty billet. 

Six out of these 107 aviaitors suffered an 
aircraft accident within the first six months 
following their Category B tour of duty, and 
none of the six who had accidents had at­
tended a formal refresher training course. 
The current Army aircraft accident rate is 
1.9 per 100,000 hours. (Feb., 1969). Rough 
translation of the accident rate for these 107 
Category B pilots compares to a rate of 22.2 
per 100,000 hours! (Assuming each aviator 
flew 50 hours during the last six months of 
his Category B assignment and as much as 
200 hours during his first six months on 
Category A duties, the total would equate 
to six accidents for 26,750 flying hours). 

Limited refresher training 
Only 2 2 percent ( 12) of those returning to 

flying assignments had ever been given re­
fresher flight training before resuming Cate­
gory A duties. Whether this training was 
accomplished at an Army flight training 
center or in a unit-sponsored local refresher 
course was not determined. No formal sys­
tem currently exists within the Army Avia­
tion Program to cycle all Category B per­
sonnel through a refresher flight training 
course prior to restoring them to Category A 
duties. 

Sometimes an individual Army Aviator is 
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selected to attend a makeshift refresher 
training course at an Army flight center 
TDY in conjunction with PCS orders to a 
flying assignment in Vietnam; however, the 
Army normally relies on the gaining unit -
and sometimes tasks the losing unit - to re­
store an Army Aviator's proficiency, as is 
deemed necessary. 

Although the USAF, USN, and USMC 
formal refresher flight programs give their 
aviator trainees between 40-80 hours of 
flight training, Army Aviators (77 % who 
responded) felt that 10-20 refresher hours 
was adequate to restore an Army Aviator's 
proficiency. 

Warrants say, "No!" 
6. Question 10 asked "Should the Army 

authorize fiight waiver or fiight excusal for 
aviators serving in Category B duties?" Over­
all, 52% replied in the affirmative; however, 
68.4% of the warrants said, "No." In my 
opinion, the warrants' negative responses are 
interrelated with their vehement position 
concerning the inequity in the current flight 
pay scales (Question 5). The warrant com­
munity, perhaps, has acquired a built-in ani­
mosity toward the flight pay system which, in 
turn, has been transferred toward the com­
missioned aviators because they, the warrants, 
are not "receiving equal pay for equal risk." 

At the Army flight training centers where 
the majority of the questionnaires were sent 
for completion, the warrant aviators handle 
the bulk of the flying instn)ction but receive 
much less in monthly flight pay than their 
commissioned aviator supervisors, section and 
division commanders, and other rated staff 
officers on the various posts; and in some 
cases, less than the commissioned student of­
ficer trainees they may be instructing. 

Tours of duty in Vietnam aggravate this 
feeling of second-class status. The warrant 
aviator is infinitely more vulnerable to repe­
titive tours in Vietnam than a commissioned 
field grade aviator and even when he serves 
in Vietnam, the warrant officer usually flies 
two to three times more combat hours than 
the field grade aviator. 
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This increased exposure, plus the fact that 
there are many more warrant officer aviators 
numerically now in Vietnam than previously, 
resulted in 400 warrant officer aviator casual­
ties as compared to 262 commissioned aviator 
casualties during the period, 1 July 1966 to 
30 November 1968. 

On the other hand, the fact that 58 percent 
of the commissioned aviators agreed that the 
present flight pay scales were equitable might 
be an indication that the commissioned popu­
lation is, in fact, being paid at an equitable 
rate; that they are not concerned with the 
overall ramifications of the current flight pay 
scales on the morale and retention motivation 
of their fellow aviators, the warrants; and 
that they may well be imbued with their own 
built-in prejudice believing that they de­
serve more flight pay than the warrant avia­
tors because of the additional supervisory and 
command responsibilities inherent to their 
status as commissioned officers. 

It can be said officer responsibility was 
recognized by the passage of the Military Pay 
Act of 1958 which contained special provis­
ions for the pay ment of responsibility pay, 
ranging from $50 to $150 per month, to 
officers serving in positions of unusual re­
sponsibility. Regardless, if such prejudices do 
exist between the two major subgroups in 
Army A via ti on, even if unbeknownst to the 
groups, the reputation and efficiency of the 
Army Aviation Program may well suffer 
degradation from within. 

Conclusions 
Army budgetary experts must stretch lim­

ited funds to ensure that the Army achieves 
the best buy. Every possibility for doubling 
up on available dollars must be explored so 
that training programs can continue; so that 
new, modern equipment can be added to the 
inventory; so that research and development 
can keep pace with an exploding technology; 
and so that military salaries can escalate to 
counter rising inflation. 

There are ways to achieve real savings in 
the Army Aviation Program - ways that 
would add to its efficiency without degrad­
ing its current high standards. Savings so 
realized would accrue to the benefit of the 
entire Army and not just to aviation ; how-



ever, the areas ripe for such savings are those 
most sacrosanct to Army Aviation: incentive 
pay and proficiency fiying. Both are vulner­
able to indiscriminate manipulation and 
change because of budgetary constraints. But 
if controlled manipulation and change were 
accomplished by Army planners in a judi­
cious and timely sequence, the Army Avia­
tion Program could shake the doldrums of 
the past, catch up with the present, and chart 
an effective course for the· future. 

Incentive (flying) pay rates and proficien­
cy flying requirements have remained vir­
tually unchanged for about twenty years. 
During that time, the advent of the helicop­
ter gunship, VTOL and STOL aircraft; the 
concept of Army-wide air mobility; and the ' 
broadened integration of ;warrant officer avia­
tors into every facet of Army Aviation have 
changed the scope and future posture of the 
entire program. To remain a modern and 
efficient supporting element of a forward­
looking Army, Army Aviation must take a 
hard, uninhibited look at its policies and pro­
cedures and then purge old-fashioned con­
cepts. 

In particular, it m_ust first consider a plan 
to update incentive pay scales to meet the 
challenges of the ?O's. Second, it must re­
orient its proficiency flying programs in a 
manner to achieve maximum savings of lim­
ited funds and to insure that the program 
fulfills its primary purpose - that of combat 
readiness training. 

And last, because flight excusal is inter­
related with both incentive pay and profi­
ciency flying to an extent that modifications 
in one triggers a need for change in the 
other, all three areas should receive equal pri­
ority and consideration. Each has a dynamic 
effect on retention of aviators. The Army 
Aviation Program cannot continue to suffer 
the low rates· of retention prevalent nver the 
past three fiscal years. 

Incentive pay as catalyst 

to produce higher rates of retention among 
young warrants. 

The rapid promotion cycle for commis­
sioned officers quickly places that subgroup 
in a sound financial position capable of coun­
tering the . temptations of civilian industry. 
Consideration must be given, however, to im­
proving the pay and retention of lieutenant 
aviators, a subgroup important to maintain 
an adequate base for the commissioned avia­
tor pool. 

An equitable formula would be one that 
insures the warrant aviator sufficient flight 
pay _in each grade and longevity pay step so 
that at the end of a twenty-year rated career 
he will have earned as much in total flight 
pay, (about $45,000) as his commissioned 
contemporary. Such a formula, related to 
current incentive pay scales, would be the 
easiest to legislate and fund at this time with­
out upsetting planned increases to · base pay 
and without adding a separate and distinctive 
pay schedule to the current apparatus. 

For this reason, it is recommended that the 
flight pay for all warrant officers, grades W-1 
through W-4, and all lieutenants, grades 0-1 
and 0-2, be increased $50 per month in each 
and every pay grade and longevity step. Al­
though rhis would add $9.84 million to the 
Army's current flight pay costs, complete 
q :covery of the increase would be made by 
the possible retention ·Of an additional 225 
young aviators. Direct costs for training 225 
new Army helicopter pilots average about 
$10 million. 

These 225 young retainees represent only 
one percent of the total Army Aviator 
strength and about three percent of all new 
aviator trainees for one fiscal year. The in­
crease is recommended for reasons other than 
retention - equity in pay for equal risk, coun­
tering inducements of civilian industry, and 
recognizing the services of a specific sub­
group without whom Army Aviation may 
not survive. 

Proficiency flying program 
. Considering the results of the survey just 

discussed, and comparing the total career Army Aviation is not getting the maxi­
fl1ght pay received by a warrant officer avia- mum satisfactory results from its proficiency 
tor versus that of a commissioned aviator we flying program now because the management 
feel that an increase in the warrant offi~er's concepts under which it is operating today 
flight pay scales might be the proper catalyst are not sound nor premised on the lessons 
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This is the versatile Beechcraft 99, now in 
production as a part of the Beech planned 
program of product growth. Powered by 
two Pratt & Whitney PT6A-20 reverse 

flow , free turbine engines , it wi ll carry pilot 
and 16 passengers in comfort-will cruise 
over 200 knots . The spacious interior is 
readily adaptable in the field for high-density 

Why production line modifications of this 
new Beechcraft 99 make it today's answer 

for tri-service indirect support: 

The capabilities of the new Beechcraft 
99 match basic tri-serv ice Utility , 
Indirect Support and Air Attache 
requirements. Adaptation for Sj)ecific 
service and function may be incor­
porated during production for true 
off-the-shelf economy. Available now 
as a direct replacement for older, 
reciprocating-engine transports, the 

Beechcraft 99 offers these advantages: 
• Increases ton-miles per flight hour! 
• Reduces cost per ton-mile! 
• WiH actually pay for itself in a 

few years! 
• Offers turboprop speed and efficiency 

with quiet operation! 
• U ses a variety of fuel s ! 
• Offers conference-room seating, 

seating, cargo, air ambulance, or executive 
transport use. Has growth potential to match 
Id-service Utility, Indirect Support and 
Air Attache requirements of the future. 

quickly convertible to high-density, 
cargo or aerial ambulance service! 

• Has excellent short-field capability­
with new reversible propellers. 

• Has full all-weather capability. 
• Beech-built for rugged duty! Tested 

far in excess of its required load 
factors. 

• World-wide Beechcraft service 

Quickly convertible 
for multi-mission versatility 

. .. for transporting personnel 

... for ambulance service 
,\ 

, . _.,,.~ .. 
-~~ • i • 

~-~-~!!;;~ . 
. . . with exceptional short-field capability! 

organization reduces the need for 
expensive logistic support 

Write now for complete facts on the 
Beechcraft 99 and the remarkable 
in-service performance records of 
other Beech military transport and 
utility aircraft. Address Beech Aero­
space Division, Beech Aircraft Cor­
poration, Wichita, Kas . 6720 1, U.S.A. 

For "off-the-shelf" Indirect Support 
Look to Beech Capabilities! 

eech ~~"P.w-mh7t 
Beech Aircraft Corporation, Wichita, Kansas 6720 1, U.S.A. 
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learned from the past experiences of the 
Army's sister services. Except for an Army 
Regulation which is over ten years old, there 
is no centralized direction to the proficiency 
flying program. Ths Army loses in the de­
terioration of the flying skills of those avia­
tors considered outstanding enough to place 
in a Category B status, in an increased num­
ber of accidents, in abuse of the equipment 
made available, and in its inability to define 
costs or value received. 

Worse than this loss on the Army's part 
is the effect on the individual aviator who 
must fly second-rate, non-standard equip­
ment; the imposition on his time away from 
duties that can well have a bearing on his 
retention in the service as well as on his fu­
ture promotions; his out-of-pocket, non-re­
imbursable costs; the accident potential to 
which he is exposed by virtue of his forget­
ting certain basic fundamentals and basic 
flying skills; and the demand that he imme­
diately return to full flying duties without 
the benefit of attending a formal refresher 
flight training program. 

Real savings 
The Army should seriously consider im­

plementing the provisions of flight waiver 
and flight excusal to reduce the unnecessary 
proficiency flying that takes place, especially 
now that DOD has authorized an "excess" 
pilot pool as well as the supplement. By se­
lective use of flight waiver and flight excusal 

WARNING DEVICES 
With options to purchase an additional 1,-

293 units under a total contract of $4.5 mil­
lion, the U.S. Army took a major step forward 
in training safety with the award of a pre~ 
liminary $775, 71 contract for a radar-type 
device that warns helicopter crews of ape 
proaching aircraft. The award was made by 
the Army Aviation Center to the Honeywell 
Aerospace Division for 222 warning devices 
for TH-13T helicopters at USAAVNS and 
USAFTC. The units project an electronic 
screen extending as far as 3,000 feet around 
and 300 feet above and below a particular 
h elicopter. 

for at least those aviators on short-term Cate­
gory B assignments, those attending civil and 
military schools, and those senior aviators 
serving in terminal assignments, the Army 
could achieve a real savings of between "'$6 
million and $10 million annually. 

Further, a constructive and objective eval­
uation must be made of any existing refresher 
flight training programs with a view to es­
tablishing a formal system whereby aviators 
returning from Category B assignments to 
Category A duties will be given formal re­
training before assuming a flying position. 
Neither legislation nor DOD approval is re­
quired to undertake both of these recom­
mendations. Both can be accomplished by 
changes to current Army regulations and 
procedures. 

Let's be realistic! 
There have been many proposals to reduce 

overall costs by reducing the flight require­
ments necessary to qualify for flight pay and 
to complete proficiency flying minimums. 
The proposals have been made without pen­
alties to the rated individual and without 
loss of these individuals to the lure of civilian 
industry, voluntary retirement, ahd voluntary 
grounding. None have been approved or 
available for as long a time as the "flight ex­
cusal" approach. The time has come for the 
Army to be realistic and to implement the 
provisions of "flight excusal. " 

The choice is becoming even more obvious 
as long as "excess" pilots are authorized by 
DOD. As soon as wartime requirements sub­
side and peacetime standards apply, "excess" 
personnel will fall within the purview of the 
Flight Status Review Board's "excess to re­
quirements" criteria. Aviation Program lead­
ers would then be faced with a difficult 
choice - either declaring a young three-year 
man or a fifteen-year man as "excess''. 

Effect upon retention 
However, if "flight excusal" were initiated, 

personnel in this category would still be avail­
able for flying assignments and duties with­
out penalizing the program as a rated asset. 
"Flight excusal" has an intrinsic value in that 
the treatment of the Senior Aviator subgroup 
nearing retirement age can have an effect on 
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the retention motivation of the'younger avia­
tors. 

By placing all those now eligible on an 
excused status, the Army can save about one 
million dollars annually . The simplicity of , 
implementation lies in the fact that only an 
in-house action need be taken - revision of 
Army Regulations 95-32. T he time is now. 

Premium on experience 
Productive management policies and pro­

cedures should be founded on the successes, 
not the failures, of those who have already 
trod the path. T he Army cannot do less 
than to achieve parity :with the proficiency 
flying programs, refresher fl ight training pro- 1 

grams, and the fl ight excusal procedures of 
the USAF, USN, and USMC and to profi t 
by their examples. Mediocrity will not do. 

One salient feature regarding flying which 
has been frequently misunderstood is the 
requirement for experience in today's mili­
tary aviation. A lesson learned from World 
W ar II was that even though Germany and 
Japan were adequately equipped with air­
craft, both nations were defeated in the air 
primarily because they lacked the competent 
personnel during the last years of the war to 
meet their air crew requirements and to 
plan, lead, and direct their air power. 

T he time for correct decisions in the air 
has been drastically shortened as aircraft be­
come faster and more complex and each air 
decision must be right the first time. T his 
places a premium on experience and ex­
perience means age, family responsibility , and 

ABOUT THE AUTHOR 
A WW II fighter pilot who transferred to the 

Army in August of 1950, Lieutenant Colonel 
Samuel P. Kalagian graduated from the U.S. 
Army War College in June of this year prior 
to assuming the duties of Deputy Director of 
the Department of Rotary Wing Training at 
USAAVNS. Rated a Master Army Aviator in 
1963, he has served as CO of the 25th and 
14th Aviation Battalions, and DCO of the 12th 
Aviation Group· during a 17·month tour in 
Vietnam during 1965-1966. Colonel Kalagian 
was born in Erie, Pa., in 1923, and completed 
the requirements for a Bachelor of Science 
degree at the University of So. Mississippi in 
1961 after 1940-1941 attendance at the Uni­
versity of Pittsburgh. 

leadership. To ensure that the Army Avia­
tion Program retains those capable of leading 
the program and to improve its capacity to 
support the combat infantryman, all neces­
sary steps must be taken to enhance aviation 
as a career. The recommendati.ons proposed 
herein are a contribution to improving the 
effectiveness of th·e Army Aviation Program. 
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FORT WORTH - Shown at Grand Prairie Airport 
inspecting the logbook of one of their new aircraft 
are pilots of the Army's new OH-58A New Equip­
ment Training Team. Team pilots include, from 
left, lL T Donald G. Monk, CPT Marquis D. Howell, 
MAJ Jack Hester (Team commander), and CW2 
Cy A. Russum. Not shown is CPT Jimmy Arnold. 
The Team is charged with t he mission of indoctri­
nating the Vietnam-based helicopter units in every 
aspect of the aircraft's operation and mainte­
nance. 

Six officers and 23 enlisted men comprise the 
Kiowa NET Team highly qualified for the task, 
team members are all Vietnam veterans and boast 
a combined flight total time of _over 8,000 hours 
and almost 4,000 hours of total combat time. The 
new ships will be introduced to Vietnam later this 
year. 
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C HOPPER pilots, many of whom would 
not know a permutation from a combi­

nation and couldn 't care less, have long and 
successfully played the game of probabilities. 
Their success has been, and happily remains, 
the despair of the analyst whose mathemati­
cal equations point toward a Jess favorable 
survivability rate. 

The situation is proper - it is a whale of 
a lot more important that .the chopper driver 
be correct than that the analyst have a' proven 
equation - but it is important that the suc­
cessful Army Aviator pass on his knowledge 
and experience to his successors. 

The pilot is limited here: by his circle of 
1 

friends, by his inability to communicate 
something he understands instinctively, by 
the inability of others to accept his experience 
as being applicable to their problems, and by 
the fact that his next assignment may well be 
in the Pentagon basement. 

The analyst's equation, however, in one 
form or another, can attain wide distribution. 
Estimates of the situation, operations plans 
and orders, staff studies, tables and graphs in 
field manuals and training texts - all of these 
are but other forms of an equation in which 
the totals of all the factors considered are 
made to equal something being sought. In 
the context of probability, the analyst simply 
establishes a total value on one side of the 
equation, forcing all the factors on the oppo­
side side to equal that value. 

Two possibilities 
Somewhat arbitrarily perhaps, but with 

,good reason, he declares that there can be 
but two results for a helicopter flight in a 
combat environment ; it is a success ( sur­
vives), or it is a failure (does not survive). 
He does not admit the possibility of partial 
pregnancies, coins fa lling on edge, or heli­
copters which half-survive a mission. He says 
that P (Success) + Q (Failure) = I. 

Then, he begins a search for those quanti­
fiable factors which will furnish a value for 
either P or Q. Some look only for those 
things which accumulate under success, as­
signing to failure the difference in value be­
tween success and I. Others, more conscien­
tious, look for both sets of factors. The 
search could come out looking something like 
the table shown here. 
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P (SUCCESS) + Q (FAILURE) = 1 

Factors Requiring 
Quantification 
Size & Quantity of Targets 
(Helicopters) 

Size 
Quantity 

Size & Location of Vulnerable 
Areas 

$ize as a percentage of total 
area 

Location within total area 

Location of Target(s) at a 
Given Time 

On a pre-determined course 
As changed while enroute 

Defensive Actions at a 
Given Time 

Suppressive firing -
organic weapons 

Suppressive firing -
supporting weapons 

Direction changes, 
not pre-determined 

Enemy Weapons at a Given Time 
Present in the area 
Capable of being fired 
Within range of targets 
Appropriately aimed 
Fired 

Location of Enemy Projectiles at 
a Given Time 

How 
Quantified 

Measurement 
Assumption 

Computed 
Examination .. 

Computed 
Varied 
parametrically 

Computed 
Varied 
parametrically 

II 

Computed 
Varied 
parametrically 

II 

Type Computed 
Quantity Varied 
Direction parametrically 

Results of Enemy Firing during a Computed from 
Given Time assumptions, 

Hits on Target(s) measurements 
Hits on Vulnerable Areas and parametric 
Target Losses variations 

In reality, each factor is itself composed of 
many sub-factors, each of which has deriva­
tives of its own. For example, the assumption 
as to the number of targets begins with a 
known quantity and is then reduced by the 
number of ground or air aborts induced by 

(Continued on Page 26) 



At Sikorsky, 
advanced materials 
are already 
off the ground. 
December 1968: first flight of a Sikorsky S-61 helicop­
ter with boron and glass fiber reinforced tail rotor 
blades. 

That was the first successful flight of a helicopter 
with a primary structure made of an advanced com­
posite material. The new blades are lighter, stronger 
and stiffer than the metal ones now used in production 
airc raft. And they show remarkab le res ista nce to 
fatig ue and ·corrosion . .. promisi ng subst ant ia l 
increases in blade life. 

Now we're plann ing to use boron fi ber compos ite 
in the ta il cone of the U.S. Army CH-54 Skycrane. The 
resu lt wil l be improved dynamic qualities and a weight 
saving of 100 pounds-which means extra payload . 

Sikorsky has pioneered many advanced mate­
rials applications in plastics and titanium which are 
now in production aircraft. 

For you, our work in advanced materials means 
lighter, stronger, faster, more versatile helicopters. 
Now and in the future. 

Sikorsky Rircraft 
u 

DIVISION OF UNITED R :AFT CORPORATION 

STRATFORD, CONNECTICUT 06602 
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Pilot Judgmental Factors 
Which Influence The Probabilities Of Success 

Degree of 
Influence 

PRIOR TO TAKEOFF 
Develop alternatives to written 

plan 
Anticipate changes in route or 

altitude at critical points 
Check availability and capabili­

ty of fire support means 
Review or establish emergency 

plans 
Establish a personal upper risk 

limit 
Conduct a mental "war game" 

of the entire flight; locating 
and identifying danger areas 
and establishing behavior 
rules for each area 

Assume successful task com­
pletion 

DURING ENROUTE FLIGHT 
Implement alternatives as re­

quired 
Change altitude, attitude, di­

rection and/or speed with­
out discernible pattern 

Skirt areas which present ex-
traordinary hazards; real or 
anticipated 

Take advantage of terrain 
shielding 

Use crew and passengers as 
aids - not impedimenta 

Maintain communications with 
established control 

Assume successful task com­
pletion 

AT LANDING ZONE 
Reduce exposure time to a mini­

mum 
Present smallest possible tar­

get to the most dangerous 
threat 

Use suppressive fires to gain 
time, not maneuver room 

Perform rapid approach and 
quick unloading 

Follow planned departure route 
Consider opposition as a per­

sonal challenge to abilities 
and training 

High 

Very High 

Most High 

26 

SUCCESS + FAILURE 
(Continued on Page 23) 

failures of design,. of maintenance, or df 
pilot judgment. 

T he analyst can say, barring arithmetical 
bloopers, that if all the conditions were as 
described, losses were probably as forecast. 
T he probability that all conditions were as 
described - that his parameters included all 
variations - is fairly high. The probability 
that his parameters are as close together as 
they should be - that the result is a usable 
index to anticipated losses - _is very low. The 
equation would be greatly improved if the 
judgmental values were assigned by the ex­
perienced, successful aviator. 

Unqualified "No!" 
However, pilot response to a request that 

he assign a quantitative value to a qualitative 
judgment is normally quite definite. It is 
most often a firm and unqualified "No!" The 
pilot is perfectly willing to analyze a past 
action, and can often determine that a single 
decision, made at the proper time and under 
proper circumstances, was most important to 
his survival. He is absolutely unwilling to 
extrapolate that decision to other circum­
stances and other times, allowing the de­
cision to retain an equal value. He is right, 
of course. 

The analyst also has a point - changed cir­
cumstances do not necessarily change the 
relative value of one dec ision as opposed to 
other decisions and actions taken at or near 
the same time. What the analyst wants to 
know is those factors which are the most 
important: influences on the probabilities of 
success. Deny ing any ulterior motive, the 
analyst wi ll pressure the pilot into listing. 
those fac tors, assigning to each an arbitrary 
degree of influence. 

Tabulating the factors 
Let's try to give him such a tabulation: 

Granted that the listing is not exhaustive 
and that the words "Higb", "Very Higb" , 
and "Most Higb" do not meet the numerical 
requirements, the tabulation is definitive 
enough to permit an investigation of the 



more influential judgmental factors which 
help determine the probabilities of success. 

Judgmental values 
Judgmental values can be sought for: 

(I) The personal, upper risk limit mentally 
established by the pilot which will influence 
his further behavior. 

(2) The mental attitude of the pilot to­
ward the task; mainly the result of his taking 
success for granted based upon his earlier 
experience or upon the fact that his unit/ 
army I country has never been known to lose 
the big ones. 

(3) The agility of the equipment, which, ' 
coupled with a distinctive impulse pattern 
belonging to no other ma'.n, permits changes 
in direction, speed and altitude at intervals 
detectible only after the fact. 

( 4) The experience of the aviator; his 
ability to anticipate areas of extraordinary 
hazard based primarily on his knowledge of 
enemy tactics· and their applications against 
his weaknesses or imposed constraints. 

( 5) The technical skill of the aviator; that 
which enables him to implement those in­
stinctive, "right" moves as the necessity arises, 
and to obtain the ultimate from his equip­
ment. 

With these values inserted, the parameters 
surrounding success draw closer, and the 
equation improves. Further improvement 
comes from drawing the noose tighter about 
the box containing failure. 

First comes a tabulation of those factors 
which have a pronounced influence: 

A look at "Failure" 
This one reads like · a simplistic plea for 

a rally before racing out on the football field 
to do or die for Alma Mater. It is deadly 
serious, however. The values attributed to 
mental attitudes are as important as is ad­
vertising to the sale of consumer goods. 
Preparations for a fifty-year war of attrition 
do not instil the same mental attitudes toward 
a single engagement as do the no-alternative, 
must-win clashes of the Israelis last June. The 
former may run in order to fight another 
day; the latter have no place to go. 
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Enemy Judgmental Factors Which 
Influence The Probabilities Of Failure 

Factors 

BEFORE ENGAGEMENT 

Degree of 
Influence 

Develop mental attitude High 
.Reward for success / penalty 

for failure 
, Rigidity of planning 

Area of responsibility 
Availability of weapons and 
ammunition 

Status of Training 
Conditioned reflex 
Free-thinker 
Familiarity with available 
weapons 

Previous Success 
Wins/losses 
Certainty of reward/ 
punishment 

Assumption of Success 
Certain 
Hoped-for 
Not expected 
DURING ENGAGEMENT 

Plan implementation Very High 
Enemy appearance 

As anticipated 
(direction and location) 
In expected strength 
As visible, in-range targets 

Appropriateness of Plan 
Position protected against 
suppressive fire 
Position maintains defensive 
advantage 

Success of Initial Defense 
As forecast - plan triumph 

· Greater than forecast -
personal triumph 
Less than forecast -
officer failure 

Rapidity of Enemy Reactions 
As forecast 
Greater than forecast 

Further definition 
The problem here is to define those most 

influential factors which cannot be judg­
mentally evaluated by the analyst, but must 
be established by someone more qualified: , 

(I) The urgency with which the de-



SUCCESS+ FAILURE 
(Continued on Page 27) 

fender approaches his task and the motiva­
tions which determine his behavior. . 

(2) The surprise, or lack of it, with which 
the attacker approaches. Elements of surprise 
include the timing, the direction, the point of 
attack, the quantity of men and material, the 
type and volume of suppressive fires, and the 
overall shock action which accompanies the 
movement. 

(3) The success, or lack of it, which ac­
companies the defender's initial efforts. The . 
targets must be destroyed when fired upon; 
the requirement to shift fires constantly, re­
turning over and over again to the same tar­
gets is disheartening and often results in an 
infectious despair. 

( 4) The attacker's reaction to the initial 
firing; if he -withdraws in haste, the defender 
gains more than a win in a single engage­
ment. If, however, the reaction is violent 
and successfully contests the defender, the 
advantage goes to the attacker and remains 
with him through subsequent engagements. 

The pilot unconvinced 
With these judgmental values inserted, the 

equation begins to approach reality and the 
probabilities become usable by planners. We 
may safely assume that the analyst is capable 
of inserting values w hich portray the ability 
of flying steel to intercept and interfere with 
the flight of manned metal. 

We may even assume that the computer 
will properly present th,e results . of arith­
metical computations. The analyst 1s content 
- his equation is a work of art. The pilot re­
mains unconvinced, and he is, as usual, cor­
rect. 

Major assumptions 
There are two major assumptions which 

must be truths before the equation has usable 
meaning: 

( 1) No task will be undertaken unless the 
probabilities favor its successful completion. 
No pilot is mentally geared to the acceptance 
of an impossible task. The commander, re-

ABOUT THE AUTHOR 
Morris G. Rawlings is a retired Army 
Aviator (LTC, AUS) and a frequent con­
.tributor to "Army Aviation." He is th'e 
Manager, HLH Market Planning, HLHS 
Branch, Boeing Vertol Division. 

sponsible for more than a single helicopter 
and its crew, may well ignore the odds and 
order a flight. If he should do so, our second 
assumption assumes great importance. 

(2) No task will be undertaken wbich does 
not have a probable gain, tbe results of which 
are known by and acceptable to the pilot. The 
worth of a probable gain is a judgment re­
served by the commander, and is not an issue 
to be decided by the pilot. However, all 
leaders know that one sure way to ground 
a bunch of aircraft or to suffer an amazingly 
.high rate of air aborts enroute to a mission, 
is to allow the pilot to become convinced 
that the whole works is a balled-up event in 
which the risks ·tar outweigh the possible 
gain. 

No "average aviator". 
In a report before the AAAA Convention 

in 1967 MG G. P. Seneff, Jr. indicated that 
the average helicopter in R VN took 13 hits 
before· it was downed, and that, if fl.own on 
4 sorties each day, the machine would fly 
for seven combat years before taking that 
number of hits. A later Army Ti1nes modified 
those figures but slightly. Even the most op­
timistic P + Q = I formula given unclassified 
distribution cuts the allowable hits in half 
and reduces the combat life of the machine 
to the equivalent of two aviator tours. Ob­
viously, the formula is in error. 

Granted that probabilities are not intended 
to be read as absolutes; that there is no such 
thing as the average aviator or the average 
helicopter; and that bad things happen only 
to other people - there isn't an aviator alive 
w ho hasn't improved on his success proba­
bilities at one time or another. This implies 
that he knew the existing odds and didn't 
care for them. 

He is practicing an art - the analyst would 
like to make it a science. 
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CAMP CASEY, Korea - A "Rejuvenation Meeting" 
of the Korean Chapter of the AAAA was held at 
the newly-remodeled 7th Avn Bn Club. Some of 
the attendees included front row (L to R): MAJ 
Crants (Sec); LTC Licha; L TC Peppard (Pres); LTC 

BAO GODESBERG, GERMANY - Shown following 
the presentation of U.S. Army Aviator Badges at 
the U.S. Embassy to German Army Aviators by the 
Acting Chief, MAAG, are the U.S. and German 
Army parties concerned. From L to R are LTC LW 
Keister, Avn Advisor; Sgt Klafki and Sgt Kollman, 
recipients of Army Senior Aviator Badges; COL 
Meier, Acting Chief, MAAG; M/Sgt Diele, recipient 
of the Army Master Army Aviator Badge; L TC Ger­
lach, SAA Badge; and LTC Tietjen, the DOI at the 
German Army Aviation School. 

EARN $60 TO $100! 
"Army Aviation Magazine" reimburses 

its authors on the basis of three to five 
cents per word for the first 2,000 words 
published. Articles should be first -run ex­
clusives and so marked w hen submitted. 
See page 3 masthead for mailing address. 

29 

Baugh; LTC Vovilla (Trea); LTS Pittman & Houck; 
MAJs Shaw (VPI) & Reid; WOls McDonald & 
Snead. Back: LT Wathen; WOls Cunningham & 
Johnson; CPT Buckley; LTC Johnson; WOls Myers, 
French, Erdman, & Lane; CW3 Blanchard; ·LT 
Grundborg. The Chapter has made plans for later 
AAAA meetings in Seoul and in Pyongtaek. 

PERSONNEL SEMINAR 
Designed to stimulate open discussion on 

the problems facing junior officers and war­
rant officers in Army aviation today, to include 
the areas of career development, assign­
ments, and flight pay, a Personnel Seminar 
will be held at the AAAA Annual Meeting in 
Washington, D.C., on Thursday,_ Oct. 16. 

A field survey questionnaire has been for­
warded to the 40-odd AAAA Chapter activities 
with September compilation and analysis to 
assist in the question and answer seminar 
being planned by COL John W. Marr of OPX­
AA, OPD. 

STAFF VISIT 
In a companion effort to obtain junior offi­

cer and warrant officer guidance on future 
AAAA programs and policies, and to generate 
'69 Annual Meeting attendance by younger 
members, GEN Hamilton H. Howze, AAAA na­
tional president; Arthur H. Kesten, executive 
vice president; arid a small group of key 
national officers will visit Forts Wolters and 
Rucker and Hunter/ Stewart in mid-Sept. and 
will meet with member and non-member 
groups at each installation. The program was 
proposed by National Board members CPT 
Jerome R. Daly and CW4 Donald R. Joyce, 
and Washington, D.C. Chapter treasurer, CW3 
Robert L. Hamilton. 
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NEW CHAPTER 

PHILADELPHIA (Delayed) Delaware Valley 
Chapter AAAA officers are shown just after the 
activation of their Area Chapter. L·r, sitting: Jack 
Pierce, Trea.; Carl A. Colozzi, VP Res Aft; Harry 
S. Pack, Pres.; Jack Aschoff, VP Ind Aft. Back: 
Ralph Johansen, Arrangements; Ris Rawlings, 
Seer; Ed Nielsen, VP Army Aft; and Bill Usher, VP 
ARNG Aft. Missing: Max Clark, Membership; and 
George Strasbaugh, VP Public Aft. 

ALL AAAA 
FORT WOLTERS - A large part of the woe mem· 
bers of the 7th Warrant Officer Company form a 
"7" to accompany their note saying, "We're with 
AAAA!" Some 205 members of the company 
have joined the Army Aviation Association with 
five of the company's flights at 100 percent mem· 
bership. Class orientation and participation have 
been handled by CW2s David L. Eagleston and 
Gilford D. Palmer of the 2d Battalion, Troop Bri· 
gade, at the USAPHC/S. 



FORT BELVOIR - A wealth of aviation know­
how is represented by the 19 General Office! s ' 
who conducted a review board of the Army Air­
craft Systems Study, 1970-1985 (FAAS-1985) ?t 
Carlisle Barracks, Pa., July 22-23. FAAS-85 will 
help to determine the family of Army aircraft 
needed for the 1970-1985 time frame. In the 
front row (I. to r.), MG G. P. Seneff, MG James 
w. Sutherland, MG Robert R. Williams, MG George 
S. Eckhardt, LTG Austin W. Betts, LTG Harry W. 0. 
Kinnard, L TG John J. Tolson, MG George I. For· 
sythe, and MG John L. Klingenhagen. (Back row) 
BG Hal B. Jennings, Jr., BG George W. Casey, 
Mr. David C. Hardison, BG Raymond P. Murphy, 
MG Charles P. Brown, ~G Charles J. Denholm, 
BG George S. Blanchard, BG George S. Beatty, Jr., 
MG John Norton, MG Delk M. Oden, and MG 
John H. Hay. 

PHILADELPHIA (Delayed) - General Hamilton 
H. Howze, USA (Ret.) (left), AAAA national presi· 
dent, is shown chatting with Delaware Valley 
Chapter president Harry S. Pack, Assistant to ~he 
Vice President and General Manager of the Boeing 
Company's Vertol Division prior to the Chapter 
activation meeting at which he was the honored 
guest and guest speaker. 

31 

FORT WORTH - One of four AAAA national 
award winners, Stephen P. Parfitt, 18, of Airport 
H.S., West Cola, S.C., stands beside his award­
winning International Science Fair exhibit, "Laser 
Radar." Each of the four received $100 cash 
awards from MG C. C. Haug, Southwestern U.S. 
Army Engineer Division commander after being 
selected by a five-member team of AAAA judges 
headed by D. P. "Gerry" Gerard. ·Assisting Gerard 
were John M. Duhon and Curtis B. Jones of Bell 
Helicopter, and COL John Bergner (Bell Plant Ac· 
tivity CO) and LTC William F. Leach (Dept of Aca­
demics, USAPHS). 

Nominees for AAAA National Executive 
Board office for the 1969-1972 term are so· 
licited from the general membership. A peti· 
tion bearing the name of the nominee; !! 
statement of his willingness to serve, 1f 
elected· and the signatures of at least 25 
membe'rs as endorsees should be submitted 
to the AAAA National Office on or before 
Sept. 15, 1969. The names of such nominees 
will appear on the ballot to be _voted upon. at 
the general membership business meeting 
held at the AAAA j\nnual Convention in Wash­
ington, D.C., during Oct. 15·17. 



11TH 
AAAA 
A NII UAL 
MEETING 
SHERATON,-PARK HOTEL 

. WASHINGTON, D.C. 

WEDNESDAY, OCTOBER 15 
Early Bird Reception 

THURSDAY, OCTOBER 16 
General Membership Meeting 

President's Annual Report 
Elections of National Officers 

A.M. Panel Presentation 
Chapter Delegates' Luncheon 

(Open to General Membership) 
P.M. Panel Presentation 

Cub Club Reunion 
President's Reception 

Unit Reunions and Dinners 
.FRIDAY, OCTOBER 17 

A.M. Panel Presentation 
Honors Luncheon Reception 
1969 AAAA Honors Luncheon 

Diehards' Reception 



OCTOBER 15 · OCTOBER 17 

198911111NNUIL MEETING 
SHERATON-PARK HOTEL 

ADVANCE REGISTRATION 
Advance registrations will be ac.cepted Aug. 
1-0ct. 6 (see coupon below). All reservations 
will be confirmed by mail. Registration badges 
and social function tickets will be available at 
the AAAA Registration Desk, Sheraton-Park 
Hotel, beginning 1 :00 P.M. Monday, Oct. 13. 

SOCIAL FUNCTIONS . . . GUESTS 
Tickets may be purchased for guests by regis­
"trees for all social functio~s. Only registrees 
may attend AAAA and professional presenta­
tions. 

Full remittance for reg istration and a ll tickets 
must acco m pany Registration Coupon. 

REFUNDS FOR CANCELLATIONS 
Phone cancellations of tickets will be accepted 
until noon, Friday, October 10. Letter cancel­
lations should be postmarked no later than 
October 6. 

WASHINGTON, D.C. 

ROOM RESERVATIONS 
Write Sheraton-Park Hotel, Washington, D.C. 
20008, or hotel of choice. Military rates at 
Sheraton-Park if in uniform or with ID active­
duty card. AAAA cannot accept requests for 
reservations. State that you will attend AAAA 
meeting. 

Civilian Rates a t Sheraton-Park: 
Single Room ....................... ... $16 .00-$ 25.00 
Twin Room ............... ........... $21.00-$ 30.00 
1-Bedroom Suite ..... ............. $40.00-$115.00 
2-Bedroom Suite .. ........ ........ $80.00-$105.00 

Active Duty Rates at Sheraton-Pa rk: 

10 % discount from civilian room rates. 

On-Post Quarters For Milita r y Personnel: 
Write Hq, Military District Washington, Attn: 
Gl, Washington, D.C. 20315 on or before 25 
September. 

ADVANCE REGISTRATION COUPON 
Detach r"\_ 

and mail to : L,/ 
ARMY A VIATION ASSOCIAT ION OF AMERICA 

1 Crestwood Road, Westport, Conn. 06880 
/'--, Make check 
Y payable to 

Enclosed please find $ ................ in payment of my registration for the 1969 AAAA Annual 
Meeting and tickets indicated below : 

1. 
. 2. 

3. 

Fun ctio n 
Registration ... ........ ...... ... ..... .............. ... ..... .. . 
President's Reception• (Oct. 31) ............... . 
Honors Luncheon . 

and Reception• (Nov. 1) ........... .. ............ . 

Quantity Unit Prices 
Desired •• Milita ry Civilian 

$ 5.00 $15.00 
$ 5.00 $15.00 

$ 7.50 $15.00 
4. Combined Attendance (Includes 1, 2 and 3 ) 

Member Alone ..................................... .... . $15.00 $30.00 
Member and Wife ............................. ...... . $25.00 

• Separate tickets are required for each social function. 
•*Includes civilian employees of the Armed Services. 

$50.00 

Amount 
$ ............. . 
$ ....... .... .. . 

$ .. ... ......... 

$ ...... ........ 
$ ...... ........ 

NAME .... .......................... .... .... ... ............ .. .. .... ... ............ ..... ................. ..... .............. ....... .................. . 
(Print or type) (Rank or titl e of position) 

ADDRE SS ............................ .......... ... ...... .... .. .... .... .... .... .... ........ ... .. . ....... ......................... .... ..... ........ . 
(Print or type) 

THIS APPLICATION WILL BE ACCEPTED ONLY IF ACCOMPANI E D BY PAYME NT 
IN FULL ---------------------------------------------· 
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FLIGHT PAY PROTECTION PLAN - OPEN ENROLLMENT FOR ALL RANKS AND GRADES 

Rank or Grade 

ADDRESS 

City 

Name 

I understand that in making application for flight pay insurance that the effective starting date 
for my coverage will be the first day of the month after the month in which I make application. 

Complete the application form in its entirety. Make your check or money order payable to 
LADD AGENCY, INC. in the amount of the appropriate premium (See premium table on the reverse 
side}. Mail your check and this application form to LADD AGENCY, INC., 1 Crestwood Road, 
Westport, Conn. 06880 in the status of AAAA member or ·applicant. Allow 2-3 weeks for the 
delivery of your policy; provide a permanent address to which your policy may be sent IF you 
expect your address to change within 2-3 weeks after making application. 

I have enclosed a check or a money order made payable to I I 
the LADD AGENCY, INC. for my (annual} (semi-annual} (quarterly} $ PREMIUM 
premium of .... ---------

Date of Birth 
Month !Jay Year 

ASN Monthly Flight Pay 

(Post Office Box Number, Residence or Quarters Address is Desired} Years of Service for Pay Purposes 

State Zip 

I certify that I am currently on flying status with a U.S. Army 
unit; that I am in good health at the time of making this applica­
tion; that I am entitled to receive incentive pay; that no condition 
is known to me at this time that could result in my loss of flying 
status for physical reasons; and that no action is pending to re-

move me from flying status for failure to meet required physical 
standards. I authorize the Company, or Company-designated repre­
sentatives, to examine all official medical records that may be 
pertinent to any claim that I may submit. 

SIGNATURE------------------DATE. ___________ _ 

THIS COVERAGE IS ONLY.MADE AVAILABLE TO AAAA MEMBERS. PREMIUM TABLE APPEARS ON REVERSE SIDE' 



FLIGHT PAY PROTECTION PLAN 
SCHEDULE OF INCENTIVE PAY 

AND ANNUAL PREMIUMS 
Annual If Attained 

If Monthly Incentive Ag• i1 If Attainod 11 Attalnod If Attainod 
Flight (Flight) under Age is Age i1 Age it 

Pay is: Pay is: 30: 30-39: 40-49: 50 and o.,.r: 

$245 $2940 $51.45 $58.80 $73.50 $88.20 
240 2880 50.40 57.60 72.00 86.40 
230 2760 48.30 55.20 69.00 82.80 
225 2700 47.25 54.00 67.50 81.00 
220 2640 46.20 52.80 66.00 79.20 
215 2580 . 45.15 51.60 64.50 77.40 
210 2520 44.10 50.40 63.00 75.60 
205 2460 43.05 49.20 61.50 73.80 
200 2400 42.00 48.00 60.00 72.00 
195 2340 40.95 46.80 58.50 70.20 
190 2280 39.90 45.60 57.00 68.40 
185 2220 38.85 44.40 55.50 66.60 
180 2160 37.80 43.20 54.00 64.80 
175 2100 36.75 42.00 52.50 63.00 
170 2040 35.70 40.80 51.00 61.20 
165 1980 34.65 39.60 49.50 59.40 

D D 160 1920 33.60 38.40 48.00 57.60 
155 1860 32.55 37.20 46.50 55.80 
150 1800 31.50 36.00 45.00 54.00 
145 1740 . 30.45 34.80 43.50 52.20 
140 1680 29.40 33.60 42.00 50.40 
135 1620 28.35 32.40 40.50 48.60 
130 1560 27.30 31.20 39.00 46.80 
125 1500 26.25 30.00 37.50 45.00 
120 1440 25.20 28.80 36.00 43.20 
115 1380 24.15 27.60 34.50 41.40 
110 1320 23.10 26.40 33.00 39.60 
105 1260 22.05 25.20 31.50 37.80 
100 1200 21.00 24.00 30.00 36.00 
95 1140 19.95 22.80 28.50 34.20 
90 1080 18.90 21.60 27.00 32.40 
85 1020 17.85 20.40 25.50 30.60 
80 960 16.80 19.20 24.00 28.80 
75 900 15.75 18.00 22.50 27.00 
70 840 14.70 16.80 21.00 25.20 
65 780 13.65 15.60 19.50 23.4o 
60 720 12.60 14.40 18.00 21.60 
55 660 11.55 13.20 16.50 19.80 
50 600 10.50 12.00 15.00 18.00 

QUARTERLY AND SEMI-ANNUAL 
PREMIUM PAYMENTS 

QUARTERLY: It you plan to pay premiums on a quarlerly paymenl basis, 
divide lhe annual premium listed above by 4 and add $1.00 for each 
quarterly premium payment. 

SEMI-ANNUAL: If you plan to pay premiums on a semi-annual payment 
basis, divide the annual premium listed above by 2 a'nd add $1.00 for each 
semi.annual premium payment. 



LOST, LOSTER, LOSTEST! 
(Continued from Page 6) 

terious odors which drifted by the air con­
ditioner and then spread throughout the 
room. One can put up with a great deal while 
sipping martinis in a comfortable chair, ca­
ressed by a cool breeze and titillated by 
tantalizing odors from the kitchen. 

I tell you this so that you will understand 
how hard I worked to help put across your 
point, Allen. After all, you were once my 
superior officer and it could be considered 
my duty to follow your lead. I took up the 
cudgels again: · 

"Look, let's get this conversation back 
where it belongs. General Burdett simply said 
that although our losses were heavy, they 
could have been worse and would have been 
worse had the loss rate not improved. That's 
all." 

"And all I said was that the loss rate 
couldn't have improved because the exposure 
rate didn't change and we still lost more 
helicopters." 

"Yes, but you also said something about 
having the pilots give him a new rate ... " 

"Who else could change the rate?" 
"Well, the enemy - the North Vietnamese 

and the Viet Cong - they have a say in the 
matter, too, you know." 

"Why?" 
"Come on now. That's a silly question. 

Obviously if we could tell them what to do, 
we wouldn't be fighting them." 

"And that's a silly answer. We aren't sup­
posed to be telling them what to do; we're 
supposed to be telling them certain things 
thev cannot do." 

'tOh?" 
"That's right." 
"It may be right, but you're getting off the 

subject again. The Army doesn't assign its 
own missions. It's told what to do. You 
heard General Wright say that his mission 
was to find the enemy and destroy him, not 
to take and hold terrain." 

"Now who's getting off the subject? 
What's that got to do with our losing more 
helicopters than ever before?" 

"Just this. If the choppers are used to hunt 

for the enemy and then used to transport 
troops to where he is, all to support the 
mission as expressed by General Wright, 
then losses will always be high." 

"What about -those that we lose on ' the 
ground? Those that get hit with rockets and 
grenades and suitcases ... " 

"Suitcases?" 
"You know what I mean. And how about 

those that we lose because something quits 
working and it falls down? That could hap­
pen whether it was in Vietnam or Timbuc­
too. You know what I think?" 

"I have the glimmerings of an idea, but 
tell me anyhow." 

"I think that the rate of loss of helicopters 
is less affected by enemy· action than by our 
own. That's what I think." 

"Well, sure. If we hadn't gone over there 
in the first place and hadn't used helicop­
ters ... " 

"That's not what I mean and you know it. 
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You men! You always want things one, two, 
three. Well, all right: 

One, we're losing more helicopters be­
cause they are getting older and our pilots 
and mechanics aren't; not in experience, any­
how. 

Two, we're losing more helicopters be­
cause we are transporting more South Viet­
namese which makes a more inviting target. 

Three, we could establish any desired loss 
rate from near-zero to a hundred a month 
and make it stick by our choice of helicopter 
use. 

Four, if the losses get too high - that is, 
when we can no longer find acceptable rea­
sons - we'll give machines to the South 
Vietnamese and let them establish their own 
rate. Those that we keep, we'll restrict in use 
so that they last as long as my dancing pumps 
which haven't been on a dance floor since last 
Fall in spite of all your promises . · .. " 

I told you it was embarrassing to have pre­
sented the theme so poorly. My excuses are 
obviously inadequate and my reasons are 
bound to be unacceptable. Perhaps it will 
make you feel better to know that I won a 
small part of the bal!tle anyhow. 

We still haven't gone dancing! 
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100 Percent AAAA 
FORT RUCKER - Three warrant officer candidates re­
ceive AAAA "Membership Incentive" refund checks from 
Colonel A. T. Pumphrey (left), president of the Army 
Aviation Center Chapter of AAAA. The cash returns are 
for aviation primary class' 100 percent membership par­
ticipation in AAAA, and for the most part, are used by 
classes to defray graduation party expenses. From left 
are Warrant Officer Candidates Robert B. Watkins, Jerry 
L. Roberts, and Nelson G. Peregory. WOC Roberts' Class 
69-25 received a $292 cash .refund; WOC Peregory's 
Class 69-13 and WOC Watkins' Class 69-17 each received 
$45 cash returns. 
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Baek-to-Baek 
FORT SILL - In back-to-back award ceremonies Colonel 
Frederick C. Goodwin, commander of For:t Sill's Field 
Artillery Aviation Command, is shown presenting Master 
Army Aviator Wings to two veteran aviators. In left photo, 
Major Donald H. Yenglin, airfield operations officer, is 
shown being congratulated following a July 8 ceremony. 
On the subsequent day Major Ralph R. Jackson, chief of 
flight standardization at the Artillery Aviation Command 
(right photo), is shown receiving the Master Army Aviator 
wings from Colonel Goodwin. Major Yenglin has logged 
more than 6,000 flying hours in his 15 years as an Army 
Aviator. 
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Master AA's 
FT. LEAVENWORTH - Four U.S. Army officers attending 
the U.S. Army Command and General Staff College are 
shown just after receiving their Master Army Aviator 
Badges in a June ceremony. From the left are: Lieutenant 
Colonels George M. Belk, Jr., and James A. Payne, Jr.; 
Major General John H. Hay, Jr., Commandant of the 
USACGSC; and Lieutenant Colonels Lee B. Cannon and 
Jerry C. Orr. The four officers had flown a total of 16,190 
hours since receiving their Army Aviator wings. Master 
wings are awarded on completion of 15 years service as , 
an Army Aviator, 3000 hours flying time, and· a current 
I-ticket. 
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ASSOCIATES 

BATTLE, Richard, Jr. 

One Millionth Hour 
FORT WOLTERS - WOC Richard E. Adams (left), Class 
69-3581 , and CWO Larry R. Hansen, Flight B-2, receive 
congratulations on logging the 1,000,000th hour of flight 
time recorded in fY69, the highest total ever reached in 
a single training year at the USAPHS. Pictured at Demp­
sey Army Heliport are (left to right): COL John F. Roberts, 
director of training; MAJ Ronald C. Clarke, Flight Safety; 
Candidate Adams; CWO Hansen; CPT Brent J. Artley, B-2 
flight commander; COL Lloyd G. Huggins, Center com­
mander; and LTC C. M. Crain, director of Flight Depart­
ment B. The new flight mark was established in an OH-13 
aircraft. 
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\~. -WROBLESKI, Dennis A. -HELP WANTED 

Pilots with Chinook or Vertol 107 experience. 
Primarily for construction work throughout the 
United States, including Alaska. Starting as co-

pilots. Applicants should have 1,000 hr minimum. 

Pilot for Hiller 12E or SL-4. 
Flying for Forest Service and Bureau of Land 

Management. Job entails mountain flying, s ling 
loads, fire patrol and suppression, and personnel 
transportation. Applicant should have at least 500 
hours in the model and at least 1,000 hours total 

helicopter time, and be will ing to travel. 

Send resume to: 
ARMY A VlA TION MAGAZINE 

Attn: Box 9155 
1 Crestwood Road, Westport, Conn. 06880 
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OBITUARIES 
AULD - In Vietnam, Warrant Officer Roger 

M. Auld, Jr., 11th Aviation Battalion, due to 
an aircraft accident on April 23, 1969 · 
of Mr. and Mrs. Ro er M. Auld Sr. 

B ap ain 
Ralph W. Baker, Headquarters and Service 
Company, due to an aircraft accident on 
April 18, 1969; son of Mr. and Mrs. Robert 
L. Baker, Baker, West Virginia. 

BOUCHER - In Vietnam, Captain Robert C. 
Boucher, 7th Sq'uadron, 1st Air Cavalry, due 
to hostile action on April 20, 1969; husband 

of Mrs. Lynn M. Boui ci hl ei rl· lci/loiliMlrl"llianiiidlMi ris. 
Walter F. Boucher, 

B n ietnam, First Lieutenant 
William D. Britton, 227th Aviation Battalion, 
due to an aircraft accident on May 4, 1969; 
husband of Mrs. Deborah J. Britton c/o 
Mr. William L. Utse 

n 1e nam, Warrant Officer 
James A. Brown, II, 101 Airborne Division 
(Airmobile), due to hostile action on April 
24 1969 ·husband of Mrs. Doroth L. Brown, 

- n 1e nam, Warrant Officer 
Howard E. Cramblet, 9th Infantry Division, 
due to hostile action on May 12, 1969; son 
of Mr. and Mrs. Howard M. Cramblet 

CRE - n 1e nam, 1e arran 
Carl M. Creal, 145th Aviation Battalion, 
to hostile action on Awil 20, 1969 · son 
Mr. and Mrs. Richard W. Creal 

DACEY - n ie nam, ap am er ran 
Dacey, 11th Armored Cavalry Regiment, due 
to hostile action on April 27, 1969; son of 
Mr and Mrs. Bertrand J, Dace 

DAVIS - n 1e nam, 1e arran Officer 
Thomas A. Davis, 101st Airborne Division 
( Airmobile), due to hostile action on April 
18 1969 · husband of Mrs. Barbara J. Davis, 

DONICS - n 1e nam, arran cer Wil-
liam C. Donics, 1st Cavalry Division (Airmo­
bile ), due to an aircraft action on May 15, 
1969 ·son of Colonel and Mrs. William Donics, 
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DUNN - In Vietnam, Warrant Officer James 
H. Dunn, 1st Cavalry Division (Airmobile), 
duE\ to hostile action on April 23, 1969 j hus-
band of Mrs. Joyce E. Dunn, I I .J 

ECKERT - In Vietnam, Chief Warrant Officer 
Harold L. Eckert, Jr., 101st Airborne Division 
(Ai.rmobile), due to hostile action on April 
18, 1969; son of Mr. and Mrs. Harold L. 
Eckert: Sr., 

EYLER - In Vietnam, Warrant Officer Allan 
D. Eyler, 1st Infantry Division, due to an 
aircraft accident on April 23, 1969; son of 
Mr. and Mrs. Georte H . Eyler, Jr., Rural 

FLAGELLA - In Vietnam, First Lieutenant 
James P. Flagella, 1st Cavalry Division (Air­
mobile) due to an aircraft accident on May 
4, 1969 · son of Mr. and Mrs. Potito N. Fla-
gella, •••••••••••••••• 

FLURRY - In Vietnam, First Lieutenant James 
D. Flurry, 17th Air Cavalry, due to hostile 
action on Ma,y 2, 1969 j husband of Mrs. Ca1·-
men M. Flurrn ~I I 

FRONGILLO - In Vietnam, Warrant Officer 
John R. Frongillo, 1st Cavalry Division (Air­
mobile), due to hostile action on May 17, 
1969; son of Mr. and Mrs. Ralph B. Fron-
gillo: I 

GILBERT-In Vietnam, Warrant Officer James 
M. Gilbert, 3d Squadron, 17th Air Cavalry, 
due to hostile action on May 11, 1969; hus­
band of Mrs. Lana M. Gilbert, 204 Vine 
Street, Waterloo, Iowa. 

GROVER - In Germany, Captain Claude R. 
Grover, 7th Army Training Center, due to an 

aircraft accident on April 2J8l:l1l9l6l9l j lhlulslblalnld 
of Mrs. Sondra D. Grover, 1 I 

H ID 0 - n ietnam, First Lieutenant Vic­
tor M. Hodson, 183rd Aviation Company, due 
to an aircraft accident on April 14 1969 · 
husband of Mrs. Janet L. Hodson 

KOON - In Vietnam, First Lieutenant Albert 
L. Koon, 1st Cavalry Division (Airmobile), 
due to an aircraft accident on May 15, 19~ 
son of Mr. and Mrs. James A. Koon, -

LEDFORD - In Vietnam, Captain Alvie J . 
Ledford, Jr., 101st Airborne Division (Air­
mobile), due to hostile action on A~ 
1969 · son of Mrs. Nora D. Ledford, -



LYON - In Vietnam, Captain Jo~m P. Lyon, 
7th Squadron, 1st Air Cavalry, due to hostile 

action on April 18, 19i6l9· ·· s·o·n· o·f · M· 1·· .• a1n1d 
Mrs. Clarence J. Lyon, 

MOHNIKE - In Vietnam, Chief Warrant Of­
ficer Phillip S. Mohnike, 11th Armored Cav­
alry Regiment, due to hostile action on April 
27, 1969; son of Mrs. Vivi1i·ainiiMi .IMi olhlnlikiei1, 
720 County Center Drive, ' 

MURRAY - In Vietnam, Chief Warrant Officer 
Arthur J . Murray, Jr., 1st Cavalry Division 
(Airmobile), due to hostile action on May 15, 
1969 ·son of Mr. and Mrs. Arthur J. Murray, 
Sr .••••••••• 

PETERSON - In Vietnam, Chief-Warrant Of­
ficer Stephen R. Peterso.n, 1st Infantry Di­
vision, due ·to an aircraft accident on April 
23, 1969 j son of Mr. and Mrs. Ray W. Peter--.1 I . • 

POWERS - In Vietnam, First Lieutenant Ed­
ward C. Powers, 11th Armored Cavalry Regi­
ment, due to hostile action on May 2, 1969 ; 
husband of Mrs. Olivia D. Powers, 

REMMLER - In Vietnam, Warrant Officer 
Milton W. Remmler, Jr., 1st Cavalry Division 
( Airmobile), due to an aircraft accident on 
May 4, 1969 ; son of Mr. and Mrs. Milton W. 
Remmler, Sr., 

RUCKER - In Vietnam, Warrant Officer John 
M. Rucker, 101st Airborne Division (Airmo­
bile), due to an aircraft accident on May 11, 
1969 · husband of Mrs. Constance S. Rucker, 

ROSS - In Vietnam, First Lieutenant Kenneth 
E. Ross, 3d Squadron, 17th Air Cavalry, due 
to an aircraft accident on May 1 1969 · hus­
band of Mrs. Patricia A. Ross 

SANFORD - In Vietnam, Captain Arnold ,San­
ford, 11th Aviation Battalion, due to an 
aircraft accident on April 23, 1969 j husband 
of Mrs. Linda Sanford, I 

SATTERFIELD - In Vietnam, Warrant Officer 
Robert W. Satterfield, 3d Squadron, 17th Air 
Cavalry, due to an aircraft accident on April 
16, 1969 i band of Mrs. Kathleen E. Sat­
terfield, 

SCHAEFER - In Lakeland General Hospital, 
Lakeland, Fla. - Lieutenant Colonel Richard 
B. Schaefer, Hqs. U.S. Army Aviation Center, 
Fort Rucker, Ala., on June 13, 1969, due to 
injuries received in an automobile accident 
in Brooksville, Fla., on June 12. He is sur­
vived by his widow, Marilyn, and four chil­
dren, Stephen E., 17; Karen S., 15; Kimberly 
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Major Conley T. Raymond, a 33-year-old 
highly-decorated career aviator who had 
completed two tours of duty in Vietnam, was 
killed in an automobile accident on June I 
while enroute to the University of Utah where 
he was to complete the requirements for a 
master's degree. He is survived by his widow, 
Kathleen, and ii son, Jeffrey, of 333 West 
1st North, Logan, Utah; his mother, Mrs. 
Reta Raymond and his grandparents, Mr. 
and Mrs. Moroni Hansen, all of Logan; a 
brother, Landall, of Bountiful, Utah; and a 
.sister, Mrs. Karl Koerner, also of Logan. 

A. 14 · and Kath rn D., 11, all of -
; his mother, one~ 

'"a-n"""_o_n_e--s1 .. s"'e- r-......... u- r· ial with military honors 
took place in El Camino Memorial Park, San 
Diego, Calif. on June 23, 1969. 

SEARCY - In Vietnam, Chief Warrant Officer 
Elton L. Searcy, 101st Airborne Division (Ah-­
mobile), due to hostile action on April 25, 
1969 · husband of Mrs. Tiny C. Searcy, 

S CY - n 1e nam, Warrant Officer Walter 
R. Stacy, 10th Aviation Battalion, due to an 

aircraft accident on May.l1l 5•·1·9·6·9··l hl ul siblainid of Mrs. Gloria L. Stac , 

S H STRO - n 1etnam, Warrant Officer 
Allan E. Stahlstrom, 25th Infantry Division, 
due to hostile action on May 10, 1969; son 
of Lieutenant Colonel (Ret.) and Mrs. Harry 
A. Stahlstrom, I 1 • 

- n Vietnam, Warrant Officer Jeffrey 
C. Stowe, 129th Aviation Company, due to 
hostile action on Ma 13 1969 · son of Mrs. 
Gloria A. Lynde, 
_ .owe, 

THOMAS - In Vietnam, Warrant Officer Roy 
S. Thomas, 25th Infantry Division, due to 
hostile action on May 10, 1969; husband of 
Mrs. Candyee D. Thomas, c/o Mr. and Mrn. 
James W. Anders, I 1 

TURLEY - In Vietnam, Warrant Officer Rich­
ard L. Turley, 7th Squadron, 17th Air Caval­
ry, due to hostile action on April 26, 1969; 
son of Mr. and Mrs. Richard S. Turle -

TURNER~ In Vietnam, Wanant Officer John 
M. Turner, 7th Squadron, 17th Cavalry, due 
to an aircraft accident on March 26, 1969 ; 
son of Lieutenant Colonel and Mrs. John T. 
Turner, Headquarters 2d Support Brigade 
(VSOSCOM) (Provisional), APO New York. 

WATSON - In Vietnam, Captain David W. 
Watson, 101st Airborne Division (Airmo­
bile), due to hostile action on April 25 1969 ; 
husband of Mrs. Dovie C. Watson, 
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12 TONS 
CHOP-CHOP' 

Each of the copters in the 
Chinook-stack shown above 
can carry up to 24,000 pounds, 
in the hold or ori the hook -
and rush them door-to-door 
200 miles away at a 190 miles­
per-hour clip. That makes the 
CH-47 the weight-lifting champ 
of any chopper now in produc­
tion - bar none. 

The muscle for all that air­
lifting power?TwoT55-L-11 gas 
turbines by Avco Lycoming. 
Reliable, efficient, serviceable, 
field proven gas turbines by 
Avco Lycoming. 

Avco gas turbine power now 
drives 8 out of 10 copters in 
Vietnam. And when the call for 
choppers goes out, the en­
gines deliver. Chop-chop. 

~'LYCOMING OIVISION 
STRATFORD, CONNECTICUT 




