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SUSNAP
A Word from Our President

by

LCDR Rich Jehue
USMC Command and Staff College

Dear SUSNAP Members:
   First, I want to say thank you for allowing me to serve as your President over the last year. It has
been my honor and pleasure to serve you, the members of SUSNAP. In addition, I am honored to
have served and worked with such a dedicated group of individuals who served on the board and in
other positions.
   LCDR Lee Anne “Jam” Vitatoe has done a great job with our membership. Over the last year our
membership has seen a 36% increase in lifetime memberships and 22% increase with annual
memberships. We now have 22 lifetime members and 55 annual members.
   There are other society issues that are being vetted with the board to include: clothing, patch, coin
ideas; support/care packages for deployed members; Naval Aerospace Physiologists history CDs;
and possibly a small stipend/scholarship for society dependents. If you have any other ideas or
comments on these issues please communicate with one of the board members.
   Also, the By-laws are being reviewed. You should be receiving an e-mail, very soon, outlining
proposed changes to board composition. This will require a quick vote response so that we can
determine what positions require filling at this year’s annual meeting in Jacksonville, FL. While
waiting for that, please send me any interest in serving on the board or other position.
   As far as our journal, I am pleased to announce that we are back on track in producing a quarterly
journal, only the second time in our short history. The benefit of having a dedicated editorial staff has
provided us a good return on our investment. Led by LT Dave “Meat” Peterson, he and his assistant
editors have not only put us back on track in meeting the requirements owed to our members, four
journals per year, but also increased the quality. I would like to share with you a couple of comments
that were received about the value and quality of the society’s journal.

“Take it from someone who actually knows how much time and effort is required to produce
 the SUSNAP Journal, you guys and gals have yet, once again produced a fine Journal.
 Each and every time a SUSNAP Journal is released, it seems to out-do the previous
 edition.
 …  The graphics get better, the organization is primo and it’s a Journal that folks WANT to
 read. I look forward to every new edition.
 … Great job to all who were involved. Keep up the great work!”

Ratboy
[LCDR Matt Hebert – previous editor]

“Professionalism/extraordinary publication”
CDR Jack Greear, MSC, USN(Ret)

   Keep up the great work on not only the society’s journal, but to all that is completed to support the
Fleet/FMF.

Very Respectfully,
LCDR Richard “Pyro” Jehue, MSC, USN
Semper Fi and Full Speed Ahead!

   In closing, I feel honored to be a member of a community and society comprised of such
professionals. I salute all of you for following up in action our Navy’s, unofficial, motto: Non sibi sed
patriae!
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What I Did On My Summer Vacation
by

LCDR Chris Blow
Naval Air Force US Atlantic  AMSO

Article edited by LT Corey Littel

   As Aeromedical Safety Officers and
physiologists we spend a lot of time doing the
hard work of training fleet aviators, or working in
the DOSS shop on flight clearances for the
ultimate in flight widget, all the while wishing we
were more involved in the “real navy.”  However,
I have noticed that at least once in every
physiologist’s career we are placed in situations
that are out of the ordinary, and given the
“opportunity to excel.”  Last summer, I was
handed one of those occasions.  First, a little
history…
   A U.S. Navy P-2V Patrol Plane from VP-5 was
lost during a routine reconnaissance flight from
Naval Station, Keflavik, Iceland, on 12 January
1962.  An extensive SAR failed to uncover
anything in the way of wreckage or debris, and it
was assumed that the mishap occurred over
open water, and that the aircrews were
unrecoverable.
   In August 1966 a United Kingdom Geological
Expedition on the Kronborg Glacier in eastern
Greenland near the Denmark Strait found
wreckage.  A recovery team was able to reach
the crash site in early September 1966, but the
crash site was covered with several feet of fresh
snow, which had to be removed by hand.  A
search of the wreckage resulted in the recovery
of partial remains for only 7 crewmembers, and
the case appeared to be closed.  However, in
late August of 1995, a helicopter crew came
upon the wreckage, which had been completely
exposed due to the unusually warm weather
conditions of that year.  Upon landing, additional
partial remains were sighted and photographed.
This information and the photographs were
forwarded to Navy Casualty.

   This matter was again referred to Navy
Casualty during May of 2001 as the result of a
congressional inquiry, and after a year of
deliberation, AIRLANT Safety was given the go
ahead to recover any remains possible at the
site.  At this point a group of 10 people and 2
cadaver dogs were off to Greenland for 2 weeks
above the Arctic Circle.  The three rules of real
estate are location, location and location.  We
had certainly chosen a unique spot and logistics
became our highest priority.  A flight to Keflavik,
then to Isafjordur (the northernmost town in
Iceland) where we hopped onto an amazing go
anywhere, do anything aircraft called a Twin
Otter.  It may be able to go anywhere, but it’s
definitely not in a hurry with a cruising speed of
slightly over 100 kts. 10 people, tentage, food
and gear required two trips from Isafjordur to
Sodaelin a mining camp in Greenland that
sports a gravel runway.  Two roundtrips to
Sodaelin plus the time it takes to refuel took 13
hours.  It’s a good thing that there are only 3
hours of darkness, if you can call it that, during
August.  By the way, you’ve never really lived
until you’ve had the chance to refuel a fixed wing
aircraft by handcrank.

   The last leg of the trip from Sodaelin to the
Kronborg Glacier was via the mining camp’s
helicopter.  We leased “extra hours” from them
for the 120-mile trip out to the site.  Based on
the size of the aircraft, delivering all of us and
our trash took 2 days, with an occasional
weather delay.  Since I was the action officer for
this trip, and because the dogs were vital to our
first stage search, I was the last to leave
Sodaelin, which gave me a day and a half of
cross country scrambles to the base of a
receding glacier, to a waterfall and to the coast-
line.

MA1 Hutchinson, Susan Frank, and Tucker the
wonder dog head out to the site from camp

LCDR Blow (right) and LCDR Steve Dial examine
the wreckage

Volume V, Issue 4, January 2005
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   Life in a mining camp in Greenland is a pretty
amazing experience.  We were invited in by the
camp manager, proceeded to help move core
samples around, and were fed by Lulu the wild
haired, bearded French chef, who could make a
great meal out of anything.  A group of Inuit
Indians stopped by to sell the miners some of
the local souvenirs.  The miners bought two
polar bear heads, one pelt, a walrus head and
three narwhale tusks.  What they are going to do
with the stuff, I’ll never know, something about
polar bear soup…

   At the site we went about the task of staking
out search grids, clearing them with the dogs,
and flagging any ‘hits’ that the dogs might find.
We were not sure how much success they
would have due to the age of the remains, but
our canine detectives were up to the task.  Once
a grid was flagged, we could go in and start
looking.  Sometimes the remains were at the
surface and sometimes we had to dig.  We’d
thought of just about everything, but here was
our one misstep.  Its August, the glacier is
melting like crazy and we’re digging holes into it.
These holes immediately filled with water and
we had to reach down to retrieve whatever it
was that interested us.  We went elbow deep in

ice water many times to retrieve an oddly
shaped piece of melted aluminum that we
thought might be bone.
   Over the course of 11 days we scoured the
site and looked over every piece of wreckage.
Due to wind and glacial melting over the years,
the mishap site actually spread out over about 4
square miles.  On our last day, we held a
ceremony to honor those who sacrificed their
lives in that place, and attached a memorial
plaque to the wreckage.  The recovered remains
are currently at Hickam Air Force Base, Hawaii,
for a full military honors repatriation ceremony to
acknowledge the ultimate sacrifice made by
these Sailors. Following initial analysis at Joint
POW/MIA Accounting Command, Hawaii, the
remains will be turned over to the Armed Forces
DNA Lab for identification and then turned over
to their families for proper burial.

LCDR Chris “Jo” Blow
COMNAVAIRLANT AMSO
757-444-0403, DSN 564

christopher.blow@navy.mil

U.S. Navy potographs  by PM2 Jeffrey Lehrberg
Traversing a crevasse on the Kronborg Glacier
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The TACAIR Drysuit Dilemma
by

LT D. D. Peterson
Strike Fighter Wing Atlantic   AMSO

   Drysuits have been a source of contention for
aircrew for years, especially in the TACAIR
community, and will undoubtedly continue to be
so.  In such, a wide variety of types and designs
have been tested to determine which one best
meets the two biggest challenges posed by any
anti-exposure suit: protection and comfort.  The
ideal anti-exposure suit should be comfortable to
wear, easy to don and doff, and dependable.  Its
design should in no way impede the aircrew’s
ability to fly the aircraft, egress, or perform other
critical tasks, such as boarding a life raft or
connecting to a rescue strop.  Unfortunately,
finding an anti-exposure suit that incorporates
both protection and comfort into one suit has
proven to be almost impossible.  If the suit lacks
either aspect, the aircrew simply won’t wear it.

Why Wear Anti-Exposures Suits?

   The OPNAVINST 3710.7T mandates that anti-
exposure suits shall be provided for flight
personnel when the water temperature is 50°F
or below and/or the outside air temperature
(OAT) is 32°F.  But why wear anti-exposure
suits?  The two primary purposes for anti-
exposure suits are to protect the aircrew from
hypothermia and prevent drowning.  The drysuit
actually accomplishes both.  It protects against
hypothermia through layers of trapped air that
provide the necessary insulation.  In addition, the
trapped air also assists the aircrew in flotation.
However, additional flotation (i.e. LPU-23/P or
LPU-36/P life preserver) is also required to
ensure sufficient buoyancy and the proper
flotation posture (to prevent drowning).

Drysuit vs. Wetsuit

   In February 1979, the CNO developed an
operational requirement (OR) for cold-water
exposure protection.  The OR established two
basic requirements for the proposed anti-
exposure suit.  First, it provides adequate
protection to personnel immersed in 45°F water
for a minimum of two hours without the
possibility of utilizing a raft.  The second
requirement for the proposed suit was to provide
protection in 32°F water for a minimum of two

hours with the possibility of employing a raft.
Additional protection requirements included the
following: 1) the ability to maintain a core body
temperature of no lower than 95°F, 2) hand
temperatures of no lower than 50°F (10°C) when
immersed in 45°F water and 60°F (16°C) for
32°F water, and 3) foot temperatures of no lower
than 32°F (0°C).
  In addition to exposure protection
requirements, the OR also required that the anti-
exposure suit:  must not support combustion,
must be compatible with existing and proposed
flight equipment, must impose minimal physical
restrictions, and must not allow the body’s core
temperature to exceed 101.3°F due to heat
build-up.
  In order to fulfill the CNO’s OR, the Naval Air
Development Center (NADC) conducted a
series of tests to determine which anti-exposure
technologies or design concepts would best
satisfy the established requirements.  Several
drysuits, to include the CWU-62/P, and a
number of wetsuits were tested.  The study
evaluated the selected garments for their effects
on in-flight mobility and heat stress, as well as
their respective levels of immersion hypothermia
protection.
  In general, the drysuits performed better than
the wetsuits in both hypothermia protection and
in preventing excessive heat build-up.  In some
situations the wetsuits caused significant weight
(water) loss (as much as 1.3 pounds per hour),
which could possibly lead to several
physiological concerns for the aircrew including
dehydration, nausea, and heat stress.  In
addition, since water conducts heat away from
the body 27 times faster than air, as little as one
liter of water leaking into a wetsuit could reduce
its thermal protection by as much as 40%.
However, research also showed that a drysuit
also caused profuse sweating and heat stress.
Since the sweat inside a drysuit is unable to
evaporate, it saturates the underclothing and
ultimately pools in the booties.  Ironically, this
condition can also lead to hypothermia under
certain conditions.  Due to the drysuit’s superior
performance when compared to the wetsuit in
preventing both heat stress and hypothermia,

Article edited by LT Corey Littel



the decision to develop a logistically supportable
drysuit system was recommended by NADC
and endorsed by NAVAIR.
   This research did not, however, take into
consideration the loss of protection induced by
the anti-exposure suits if they were damaged
during egress or ejection.  According to statistics
by the Naval Safety Center from 1969-1984, 29
percent of aircrew who ejected from an A-6 and
14 percent of aircrew who ejected from an EA-
6B sustained outer garment damage during
ejection.  As a result, both communities
questioned the overall effectiveness of the
CWU-62/P if torn or damaged.  Several in water
tests were conducted comparing damaged to
undamaged CWU-62/P configurations as well
as to several commercial wetsuits.  The OAT for
these tests ranged from 40 to 50°F, with the
water temperature ranging from 40 to 45°F.  Sea
state during the tests included four foot breaking
waves.  For the tests in which the subjects
remained in the water for two hours, only the
intact CWU-62 was able to meet the protective
requirements set forth in the OR.  However, the
torn CWU-62/P configuration still performed
comparable to that of the commercial wetsuits.
   Still many opponents to the current drysuit
argue that although the wetsuit does not perform
overall as well as the drysuit, it may still prove to
be the better choice under certain conditions.
Specifically, when the water temperature is
between 50 and 60°F, where NATOPS affords
the commanding officer the discretion as to
whether or not anti-exposure suits are to be
utilized.  The rationale being that the average
commercial wetsuit is cheaper and more
comfortable than its drysuit counterpart.
Therefore NAVAIR is currently conducting tests
on several commercial wetsuits to determine if
they are in fact a viable option and are safe for
flight.  However, wetsuits are currently only
authorized for rescue swimmers and not for
TACAIR aircrew.

Current Drysuit Options

   The only authorized anti-exposure suits for
TACAIR aircrew are the CWU-62/P, CWU-62A/
P, CWU-62B/P, CWU-62C/P (women only), and
CWU-74/P.  However, the CWU-62/P and CWU-
62A/P have been replaced by the CWU-62B/P
through attrition and are no longer available.  The

CWU-74/P is an Air Force drysuit that can be
worn in lieu of the CWU-62/P series and is
available on a limited basis.  Each of the above
mentioned suits are available in 12 sizes.
Pictures of the CWU-62B/P, CWU-62C/P, and
CWU-74/P are provided below.

Current Underclothing Options

   Depending on the water temperature, OAT,
and/or exposure duration, additional protective
clothing may be required to provide adequate
protection against hypothermia.  Several
protective undergarments are available that can
be worn underneath the CWU-62/P series or
CWU-74/P drysuit.  The CWU-43/P (drawers)
and CWU-44/P (undershirt), available in five
sizes, are cold weather underwear designed to
provide added thermal insulation.  The CWU-72/
P liner, available in nine sizes, is a one piece
garment that provides an additional layer of
thermal protection.  The CWU-81/P (shirt) and
CWU-82/P (drawers) are thermal protective
liners designed specifically for authorized female
aircrew and are available in nine sizes.  The
CWU-23/P liner is a one piece thermal
protective garment available in 12 sizes.  The
CWU-72/P, CWU-81 and 82/P, as well as the
CWU-23/P are not authorized to be worn without
the CWU-62/P series or CWU-74/P drysuit and
are to be worn under the drysuit and over the
CWU-43/P and CWU-44/P underwear.  Pictures
of the CWU-43 & 44/P, CWU-72/P, CWU-81 &
82/P, and CWU-23/P, as well as a
recommended underclothing usage table are
provided below.
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 CWU-62B/P          CWU-62C/P                CWU-74/P

 CWU-43 &     CWU-72/P     CWU-81 &       CWU-23/P
     44/P                                    82/P
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   It is worth mentioning that in-water testing of
the CWU-62/P drysuit in which protective
underclothing was also utilized showed that the
CWU-72/P liner provided greater hypothermia
protection than did the CWU-23/P.  Although the
overall protective level of each were degraded
when wet, the level of protection still provided
was notably higher with the CWU-72/P.

Future Drysuit Options

  The CWU-62/P series drysuit is scheduled to
be replaced with the CWU-86/P ruggedized
drysuit.  The CWU-86/P will also be available in
12 sizes, but will not require a flightsuit to be
worn overtop.  The CWU-86/P was designed
and developed to address several of the
concerns with CWU-62/P series drysuit,
specifically, the high failure rates during both the
initial place-in-service (PIS) and 360-day
inspection cycles.  Another possible future
drysuit is the OTS-600, a British design
manufactured by Multi-Fabs Survival Limited.
NAVAIR is currently conducting tests on the
OTS-600 to see if it is an effective alternative to
the CWU-62/P series and eventually the CWU-
86/P drysuit.  Pictures of the CWU-86/P (men’s
and women’s) and the OTS-600 are provided
below.

                          Additional Options

   If either the CWU-62/P series, CWU-86/P, or
OTS-600 (authorization still pending) are
considered unsuitable and a specific anti-
exposure suit or design concept proves to be
better, what can be done to ensure authorization
for flight?  Like most programs in the Navy,
change requires funding.  So, how can additional

additional funding be acquired?  There is actually
several ways.  First, ensure anti-exposure suits
make the top ten lists for both the platform’s
Aviation Life Support Systems (ALSS) Operator
Advisory Group (OAG) and System Safety
Working Group (SSWG).  In addition, funding
can be allocated to a particular entity, in this
case, the NAVAIR personal protective apparel
(clothing team), via Quality Deficiency Reports
(QDRs) and Hazardous Material Reports
(HMRs).  A QDR is submitted when the quality of
a particular item needs to be improved by either
the Naval Aviation Depot, contractors or
subcontractors.  It is recommended that QDRs
be submitted during either the PIS or
acceptance inspection.  For material
deficiencies recognized after the initial
implementation, a HMR should be submitted.
Additional guidance on deficiency reporting
refers to the OPNAVINST 4790.2H, Naval
Aviation Maintenance Program.  A Hazard
Report (HAZREP) can also be submitted if a
particular item is unreliable or in someway
posses a threat to aircrew.  If the intent is to
conduct modifications to an existing piece of
gear, an Engineering Change Proposal (ECP)
can also be submitted.  This is done via an In-
Service Management Panel (IMP) action chit.
IMP action chits are no longer required to be
submitted through the appropriate TYCOM,
instead the process has been automated
through the PMA-202 website.

Conclusions

   As mentioned earlier, finding a drysuit that is
both comfortable and provides the necessary
level of hypothermia protection may prove more
difficult than originally thought.  However, despite
some reluctance and criticism, the Navy
currently offers a realistic and effective
compromise.  The CWU-62/P series drysuit,
although slightly uncomfortable and restrictive,
has proven to be the best of what technology
currently offers and has out performed its
competition.  Even though the CWU-86/P still
poses challenges regarding comfort and
mobility, it is still an improvement.  The TACAIR
community should rest assured that they have
the best of what technology offers in
hypothermia protection and that it will work as
advertised when and if they need it most.

CWU-86/P (men’s)      CWU-86/P (women’s)    OTS-600

Volume V, Issue 4, January 2005
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a) b) c)

d) e) f)

g) i)

j) k) l)

m) n) o)

q) r)p)

1. LT Tony Artino  2. LT Chris Cooper  3. CDR
Mitch Dukovich  4. LCDR Matt Hebert  5.
LCDR Sue Jay  6. LCDR Rich Jehue  7. CDR
Russ Lawry  8. LCDR Dwayne Lindsey  9.
CAPT (Ret) Bob Matthews  10. LT Sean
McCarthy  11. LCDR Lenny Milligan  12. LT
Jake Morarend  13. LCDR Dan Patterson
14. LT David Peterson  15. LT Ron
Schoonover  16. LT Barry Shaddix  17.
LCDR Lee Vitatoe  18.  CDR Tom Wheaton

  try and match the physiologist to their
respective callsign

Physiologist Phun
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Answers: a) 7, b) 11, c) 14, d) 16, e) 17, f) 12, g) 6, h) 10,
i) 4, j) 1, k) 15, l) 3, m) 8, n) 9, o) 13, p) 2, q) 5, r) 18
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Prowler Aircrew Survive a
Night  in the Wilderness

by

LT Paul Hauerstein
VAQWINGPCAC  AMSO

   What is in your survival vest and what are
good items to include as part of the five pounds
optional gear?  A unique opportunity to stimulate
thought on this question occurred on 26-28
October, while NAS Whidbey Island Search and
Rescue (SAR) conducted a training exercise
designed to give their pilots and corpsmen more
realistic training by locating, treating, and
recovering victims in the Washington State’s
Cascade Mountains.  During this exercise,
aircrew from VAQ-141 and VAQ-137 were
recruited to spend a day as “victims” for SAR
team to rescue.  In addition to the experience of
being “rescued” and hoisted into the SAR
helicopter, the main goal of the exercise for the
Prowler aircrew was to familiarize them on what
is packed in their survival vest and seat kit and
how that gear can be used.
   On the way out, aircrew were given a brief on
the PRC-112B1, and cold weather safety.  Upon
arrival at the exercise site, aircrew were dropped
at different locations and one was identified as
injured.  After the aircrew were in place, the first
objective was for the uninjured aircrew to use
the PRC-112B1s to help find the injured aircrew.
   Once the injured aircrew was located, his
injuries were assessed and treated by the
remaining aircrew.  The injured aircrew in both
groups had a compound fracture to one leg, and
a broken arm.  The injured aircrew for VAQ-141
also had a puncture wound to the abdomen.
One SRU-31/P seat survival kit (new version)
was given to VAQ-137 for use in treating the
victim, while VAQ-141 used only what was in
their vest or what they could find.   One of the
SAR corpsmen, HM2 (NAC) Keith Griffin, did a
great job of giving the aircrew pointers while they
were treating the victim and debriefing them
when they were done.  When the injured aircrew
were adequately treated, the next task was to
figure out a way to move the victim.  Both
groups used the parachute and some sturdy
branches to make a stretcher.
   The injured aircrew were  to be moved only
long enough to prove that the stretcher they
made worked.  After that, all aircrew were
deemed healthy and each crew was informed

that the SAR helicopter would not be able to pick
them up until morning due to weather.  They
were then moved to an area closer to the base
camp, and told to set up a camp for the night.
They were left with their survival gear, one SRU-
31/P, and some parachutes.  They were also left
with a PRC-112B1 and told to check in with
base camp at the top of every hour.

   For heat conservation purposes, both groups
decided to build low shelters out of a parachute
and used a separate parachute to make a floor
in the shelter on which to sleep.  One group also
covered the floor with a layer of straw to add
extra insulation and comfort.  Both groups were
able to start a fire using a BlastMatch fire starter
from the State of the Art Survival Items (SOASI)
list.  One group had tried using a two-handed
magnesium block, but found it difficult to use
compared to the one-handed BlastMatch fire
starter.  Both groups used fire starter fuel to help
ignite the fire, with one group using hexamine
tabs (bought at the local Navy Exchange), and
the other group using lint.  In addition, one group
built a reflective wall using the silver side of a
combat casualty blanket to reflect heat from
their fire into their shelter.

LTJG Berger making a split for LCDR Bieber
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   For safety reasons, around 1900, when it was
dark, aircrew were brought back to the base
camp to spend the night.  This provided a great
opportunity to talk to the aircrew about their
lessons learned.  It also ensured they were
ready for the “hoist” brief the next morning with
SAR.  Unfortunately, due to bad weather one
morning that cancelled the SAR flight, only one
group was able to participate in the rescue and
hoist portion of the training.

Lessons Learned

   Late October in the Pacific Northwest can be
cold and wet.  This was one of the main factors
that lead to many of the lessons learned.  When
the sun went down and the breeze began to
blow, the temperature (and wind chill) easily
dropped to the point where hypothermia was a
definite risk for the unprepared.  Snow was
starting to come back to some of the peaks
where it had melted away during the summer,
and in the morning, frost covered the ground in
the area where the exercise was conducted.  In
addition, much of the ground cover, including
firewood, was damp.
   One lesson learned was to think about how to
dress when walking to the aircraft.  Even though
both groups were able to start a fire, spending a
night in the woods for those who might walk to
the aircraft in no other clothing except a flight
suit and t-shirt, would likely be extremely
uncomfortable at best during this time of the
year.  More likely the individual would be at high
risk for hypothermia.   Therefore a good lesson
learned was to use the layered approach to
clothing, including the use of a warm layer
beneath the flight suit and a jacket.  Not only

would this help conserve heat, it would also
allow removal of layers to avoid overheating and
sweating while working (ex: building a shelter,
hiking, etc…), which in turn could lead to dehy-
dration and wet clothing (which could lead to
additional heat loss).  Other lessons learned with
regard to clothing include the fact that flight boots
are not hiking boots, and cold weather flight
boots are worth consideration.  Also, remove the
harness if walking a long distance.
   As for the survival gear, one lesson learned is
that the items required to be packed in the
AIRSAVE vest are basic.  Therefore putting
some thought into items to carry as part of the
five pounds optional gear could pay big dividends
if it is ever needed.  After the exercise, aircrew
were asked which items were most useful.
Items they listed include:  parachute, knife, hat,
fire starter, (pocket) saw, chemical heat packs,
combat casualty blanket, water, and flashlight.
When asked if there were any items they did not
have that they wished they did have, some of the
items listed included:  gloves, socks, hat, good
knife, good fire starter, hexamine (fire starter
fuel), a good compass, and more water or
something to collect water.  Those that had
knives in addition to the standard issue knife
found that they were generally of higher quality
than the standard issue knife.  The importance of
pre-flighting your gear was demonstrated as two
flashlights and one strobe were found to have
dead batteries.  Also, some of the aircrew had
the new NAVAIR Syclone flashlight and found
that they were inadvertently turned on during the
exercise.  Lastly, some of the aircrew that had
cell phones found that they did work, and some
found that they did not work.
   Most aircrew found that the PRC-112B1 was
fairly intuitive and easy to use, especially if an
initial introductory brief was provided.  However,
for land navigation purposes, a compass and/or
commercial GPS were useful in augmenting the
PRC-112B1 (one group also had Garmin Rino
GPSs).  Since the PRC-112B1 does not give
accurate speed and direction information unless
you are moving, it was sometimes difficult to use
the radio for land navigation while descending
steep hillsides covered with thick brush and
ground cover where continued movement was
difficult.  To help aircrew locate each other,
blowing on the whistle was also useful (Even
though the PRC-112B1s were used, the training
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was considered a peacetime scenario).
   Lessons learned from the SAR rescue and
hoist portion of the training, included two
regarding flares. First, the pen flares did not go
as high as the aircrew expected.  This is
something that should be given special
consideration especially if one is down in a
crevice or ravine.  Second, the smokes only
lasted 15-20 seconds.  This is important to keep
in mind so that the smoke is not popped too
early and then burns out before the SAR crew
sees it.
   Aircrew were issued PRC-149 survival radios
during the rescue and hoist portion of the
training (the beacon was not used).  The PRC-
149 worked as advertised, however it was found
to be a bit bulky and heavy for prolonged use
without the earpiece.  The earpiece was found to
work much better than the built-in speaker,
especially when the helicopter was overhead.  In
addition, for ease and clarity of communication,
use plane English when talking to SAR and if
multiple aircrew are able to communicate,
designate one aircrew to talk to SAR.
   Although not part of the exercise, it was
discovered that there was little knowledge on
how and when to turn off the URT-33 beacon.
   The helicopter generated a large downdraft
when hovering, which created a significant wind-
chill.  This combined with the possibility of lying
on the cold ground for a prolonged period of time
if injured are two more arguments for dressing in
layers for warmth.  Another lesson learned was
to let the SAR corpsmen do their job.  If they
need help from the downed aircrew, they will be
directive on exactly what they want from you and
when they want you to do it.  During the hoist,
the harness D-ring did not dig the fitting into the
chest which had been mentioned as a concern
by some.
   Lessons learned from the first aid portion of
the exercise included good refresher information
on the fact to evaluate the ABCs, and assess
which wounds are the most critical.  Always be
aware of the possibility of back or neck injury
from the ejection, and don’t move an injured
individual unless necessary.  If an individual
needs to be moved, roll the person away from
the worst injuries, and keep the head/neck
stabilized.  Be aware of possible internal
bleeding.  Parachutes have cord and banding
inside that can be useful for first aid purposes.

Some aircrew felt more frequent refresher briefs
on first aid skills could be helpful.  Also, to
reduce reaction time for treating the individual,
having better knowledge what type of first aid
supplies are in the seat survival kit would be
helpful.

   Much deserved thanks are extended to LT
Mike Hansen from SAR, training coordinator,
HM2 (NAC) Keith Griffin from SAR who provided
an outstanding first aid brief during the exercise,
and all of the SAR crew who made the training a
success!  Thanks to HM1 Henry Miodeski and
LT Rudy Herrera, from Aviation Survival Training
Center Whidbey Island, whose expertise from
participating in past SAR exercises was
extremely valuable.
   Overall this was a great way to generate
thought and refresh information about survival
gear.  For this exercise, some aircrew were
“kidnapped” and others were pre-briefed.  In
either case, the training accomplished its main
objective, which was to stimulate aircrew to
think about their survival gear.  Lessons learned
from this type of training will carry well beyond
those who participated.  Both squadrons that
participated scheduled ready room briefs to
discuss the entire evolution.   Plus the thought
that they could be next in line for an
“unscheduled” training exercise motivated
others to take the time to inventory their survival
vests.  In addition, each of the remaining Prowler
squadrons located at NAS Whidbey Island were
briefed on the lessons learned at a wing wide
AOM, and two articles were published in the
base paper on the training.  If there is wilderness
nearby and squadrons willing to participate, this
type of training is highly recommended.
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VAQ-137 aircrew making a stretcher
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Experiences of an Aviation Safety Officer
on an Aviation Mishap Board

by
LT Leslie Kindling

 MAG-13 AMSO

SUSNAP

   Many of you reading this may not have served
as a full member of an Aviation Mishap Board
(AMB) yet.  Recently, I served on my first board
and wanted to share my experiences and
lessons learned as the AMB’s Aviation Safety
Officer (ASO).  The mishap was Marine Attack
Squadron (VMA) - 513’s Class B Flight Mishap
of 8 Oct 04.  It occurred during the Weapons
and Tactics Instructor (WTI) course.  The AV-8B
pilot was flying a night Close Air Support event
utilizing Night Vision Goggles (NVG).
   On Saturday 9 Oct, I received a call with
“Marine Corps” listed on the caller ID.  This
alone did not generate much interest.  As acting
Director of Safety and Standardization (DOSS) I
get calls from the Group Duty Officer every few
weekends notifying me of various safety related
incidents and asking me if Wing needs to be
notified.  However, this time the associated
phone number was not the Group Duty
Officer’s.  The number was the VMA-513 Ready
Room.
   The squadron flight surgeon (FS) was calling
to tell me they had a mishap last night, con-
trolled flight into terrain (CFIT).  Then the FS said
the jet was back in the hanger.  The pilot avoided
a true CFIT by 4.5 feet, but impacted desert
vegetation.  The pilot was able to fly the airplane
back to base with all of the major parts mostly
intact.

VMA-513 AMB Posing Next to Desert Vegetation

   Since with CFIT you can expect spatial disori-
entation, and because the pilot was wearing
NVG my membership on the AMB as the AMSO

was requested.  Although, the AMB was still
short an ASO.  The squadron’s current ASO and
DOSS were at sea for a Marine Expeditionary
Unit (MEU) workup.  The other ASO trained
individuals were the mishap pilot and the AMB
senior member.  OPNAVINST 3750.6R page 1-
20 states: that commands shall “assign only
graduates of the aviation safety school who are
naval aviators or naval flight officers to the
primary duty of aviation safety officer.”  Review
of the AMB specific portions of the instruction
indicates that the AMB’s ASO had to meet one
requirement: be a graduate of ASO school.  I
met that requirement.  So, although an AMSO
(unless he or she is dual designated) cannot
hold the primary duty as ASO, they can serve as
the ASO for a mishap board.
   At the time of the mishap I was also the acting
Marine Aircraft Group (MAG) DOSS.  This
position would have required me to draft the SIR
endorsement for the MAG Commanding Officer.
Individuals who may be called upon to endorse
an SIR cannot serve as members of the AMB.
This was avoided as, the new MAG DOSS was
due to check into the command the following
week and a MAG ASO checked in the week
prior.  Either of them could draft the SIR
endorsement.  Thus, I became the ASO and
Aeromedical/NVG Expert on the AMB.
Additionally, I have message release capabilities
and served as administrative assistant.  All of
my skills were great for the AMB, but created a
whole lot of work for me.
   The whole process was a great learning
experience.  The Safety Investigation Report
(SIR) exercise I completed during ASO School
prepared me to write a basic SIR and to format it
correctly.  However, the senior member’s
experience on three other AMBs was most
valuable.  He was able to see how to combine
the contributing factors and organize them in a
logical manner.  He took my wordy analysis
paragraphs and chopped them down to just the
relevant points.  Where I repeated every relevant
line of evidence in each casual factor paragraph,
he created succinct summaries of fact.  By the
end of the 30-day investigation, I pretty much
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figured out how to write an SIR.
   Our SIR generation process started with
writing out the lines of evidence.  Then we
decided on a chain of events or Swiss Cheese
Model of accepted causal factors.  While
determining causal factors we defined some of
the rejected causal factors.   We then wrote the
analysis paragraphs, which lead to discoveries
of other facts and the need to answer new
questions and find more evidence.   Additional
causal factors were accepted while others were
rejected.   More lines of evidence were written.
   Organization of the SIR was important to our
AMB.  We wanted it to be easy to read with a
logical progression through the lines of evidence
and the causal factor paragraphs.   It was
relatively easy to organize the causal factors.
We basically followed the Swiss Cheese holes.
Organizing the lines of evidence was more
difficult.  At first we attempted to organize them
chronologically.  That did not work well.  We
decided to use headings that paralleled to our
causal factor paragraphs and organized the
lines of evidence under the relevant headings.
Once everything was logically organized, we
removed the headings and numbered the lines
of evidence.
   With the SIR finally complete and copies
mailed off, I have the following Lessons Learned
to share.

1.  Always number the lines of evidence
last!

2.  Do not get stuck as the ASO unless
there is no other option. ASO has to be a
designated Aviator

3.  Share the load.  The ASO can easily
get stuck with most of the work.  Help him or
her.

4.  You are there to figure out what can
be done in the future to avoid another mishap.
You may step on some toes and ruffle some
feathers with the accepted causal factors.  Be
prepared to listen to complaints once the SIR
hits the street, but do not feel like you have to
respond.

5.  The Field Flight Performance Board
(or Field Naval Aviator/Naval Flight Officer
Evaluation Board) and the Judge Advocate
General investigation teams will ask you for
information.  Provide only what you are
authorized.

6.  Do not forget to consider alien
abduction as a potential causal factor.  This
helps lighten the mood of the AMB.
   Finally, as the SIR is a limited-use, limited-
distribution report with a lot of privileged
information, specifics about the evidence, AMB
deliberations and causal factors are not included
here.  The SIR was released in four parts with
the following Date Time Groups:  R
091929ZNOV04, R 091949ZNOV04, R
091957ZNOV04, and R 092001ZNOV04.   For
more information on this SIR and subsequent
endorsements, feel free to contact me at DSN
269-5589.

LT Leslie “Wood” Kindling
MAG-13 AMSO

928-269-5589, DSN 269
kindlingla@3mawyuma.usmc.mil

Article edited by LT Sean Lando
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MAWTS Happening?
by

LT Richard V. Folga
 MAWTS-1 AMSO

   A brief update from the Marine Aviation Weap-
ons and Tactics Squadron One (MAWTS-1)
Aeromedical Safety Officer, Night Imaging and
Threat Evaluation (NITE) Lab Project Action
Officer, and your Lasers/Laser Countermea-
sures and Night Vision Device (NVD) Subject
Matter Expert.

The NITE Lab Program.

Small Business Innovative Research for NITE
Labs Training Technology Awarded.
   Thanks to hard work by CDR (sel) Joe Essex
and one of our own former NAPs Dr. Tom
Pokorski, the NITE Lab program has been
approved for funding for two Small Business
Innovative Research topics.  The first SBIR
awarded, N04-156, titled: New Modeling and
Simulation Technology for Night Vision Goggle
Mission Rehearsal.  The objective of N04-156 is
to develop modeling and simulation technology
that will supplement navy requirements for NVD
instruction, providing realistic mission threat and
hazard depiction for aviation operations.  Three
phase one awards were made, which means
we have three excellent companies working to
develop a solution which may lead to a phase
two award.  Ultimately, we hope this will give us
a new approach to achieving superior training
beyond the limited capabilities of existing Night
Vision Terrain Boards (NVTB) and NITE Lab
courseware.
   The second SBIR award, N05-014, is titled:
New Weather Depiction Technology for Night
Vision Goggle (NVG) Training.  The purpose of
this project is to develop innovative technology to
depict various weather/atmospheric conditions
to aircrew undergoing Night Imaging and Threat
Evaluation (NITE) training in conjunction with the
10’ by 10’ static NVTBs.  Proposals for N05-014
will be reviewed before a phase one award is
made.  Ultimately, we hope to develop a better
weather depiction solution to replace the small,
antiquated, and diminishing number of weather
simulation panels hard mounted on NVTBs.
Joint Night Vision Goggle Instructor (JNVGI)
Course.
   Round two of the JNVGI course was con-
ducted at Luke Air Force Base from 26-28

October 2004, in conjunction with the Air Force
Research Lab Night Operations Center of
Excellence (COE) Mesa, Arizona.  We are
confident that this course will help us bridge the
two services more closely together in terms of
reduced effort to build instructors, courseware,
and lessons learned as they apply to night
operations.    The JNVGI course is tentatively
scheduled to run twice a year, and is a USN/
USMC Aviation Training Model Manager (ATMM)
approved NITE Lab instructor training program.
For course quota requests, NITE Lab
supervisors may contact the MAWTS-1 NITE
Lab Aeromedical Safety Team at DSN 269-6042.
The new NITE Lab ATMM is the MAWTS-1
Commanding Officer Colonel Jon Davis.

Training Air Wing Five Becomes the 20th NITE
Lab.
   Initial NITE Lab certification was granted to
Training Air Wing Five by MAWTS-1 in
November 2005.  An initial cadre of NVG
instructors are in place, waiting for modified TH-
57 aircraft and an NVG capable flight simulator.
Students will receive early exposure to NVGs
starting with the NITE Lab, followed by one NVG
simulator and five flights.  Once up and running,
Training Air Wing Five will be responsible for the
initial NITE Lab and NVG flight training for all
rotary-wing pilots Navy and Marine Corps wide.
Initial operating capability was 10 January for the
NITE Lab (trained 20 students) and the HT NVG
flight syllabus is February 2005.  The first few
groups of NVG students will graduate before
completing the new flight syllabus and NVG
simulator.  Expected delivery of the first two NVD
modified aircraft in January, and two each month
until a total of 16 are achieved.

MAWTS-1 Aviation Development of Tactics
and Evaluation Department.

Panoramic Night Vision Goggle (PNVG)
Qualitative Assessment.
   MAWTS-1 just recently completed the
Qualitative Assessment (QA) of the PNVG for
USMC rotary wing aircraft during the fall
Weapon and Tactics Instructor (WTI) and
Desert Talon 1-05 courses.  The purpose of this
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QA was to ascertain the design efficacy and
tactical significance of the PNVG in assault
support missions. The PNVG is also a potential
vehicle for the F/A-18 Joint Helmet Mounted
Cueing System night capability.  Currently there
is no formal requirement for a wide field of view
NVG for use in Navy and Marine Corps
helicopters.  However, “wider” field of view NVGs
have placed as high as number four on the 2001
Night Vision Steering Group priority list, and
number five on the Aircrew Systems OAG
overall top ten.

   Like the QuadEye device MAWTS-1 evaluated
last year (see MAWTS Happening, SUSNAP July
2004) the PNVG has four image tubes and a
wide (95 X 38 degree) field of view.  The PNVG,
manufactured by Insight Technologies, is an in-
service item for the USAF and is currently in low
rate of initial production.  The PNVG has halo ITT
Pinnacle®
 (Thin film, low-halo OMNI V) image intensifier
tubes in the smaller 16mm diameter format.
The PNVG is approved for use in USAF fixed
wing (both ejection and non-ejection) and rotary
wing platforms.  The PNVG has a fixed –1.0
diopter eyepiece lens that is adjusted via clip-on
settings in 0.5 increments.  Initial setup for the
PNVG takes some time, and often requires fine-
tuning and reassessment.
   The initial PNVG QA is complete, and final
results will be released sometime in January.
Preliminary findings revealed that the PNVG, at a
minimum, provided enhanced situational
awareness and was generally well liked by those
who flew it more than once.  Aircrew became
cognizant of the diminished field of view when
switching back to the 40-degree binocular
system during evaluation flights.  Some PNVG
test aircrew experienced enhanced viewing
during flight operations over dense cultural

lighting and during ordnance delivery.  An
improved feature of the ITT Pinnacle®
 technology is the auto-gated power supply,
which continuously cycles voltage through the
image tube in response to illumination,
preserving tube life and enhancing operation in
bright conditions.
   With 16 pilots flying 27 PNVG sorties, we still
had seven who only got to fly them one time.
Nearly everyone agreed that it takes a couple
flights to get used to the new device and to
calibrate individual settings.  The MAWTS-1
ADT&E Department will pursue additional flight
clearances to expand this assessment of
WFOV NVGs.

Qualitative Assessment of the
Communication Ear Plug in Assault Support
Aircraft.

   In the July 2004 MAWTS Happenings article,
we discussed the QA of the CEP in USMC
helicopters.  Now completed, the QA results are
in.  The overall feeling of MAWTS-1 pilots and
aircrew is that the CEP does provide an
advantage.  A total of 15 MAWTS-1 Instructors
evaluated the CEP over the last three WTI and
Desert Talon courses.
   MAWTS-1 instructor pilots and crew chiefs
from the CH-46E, CH-53E, AH-1W, and UH-1N
divisions indicated that they were still able to
hear auditory cues from the aircraft, such as
engine and transmission noise, which has been
a concern amongst skeptics.  Intrusive noise is
dramatically reduced, and both radio and ICS
improves significantly with use.  Several aircrew
that were not previous ear plug users found
them beneficial and over time were able to adapt
to the use of ear plugs.  Not all aircrew found the
plugs to be useable.  Three subjects were
unable to make the slim tips work, complaining
of an excessively tight fit.  A few
recommendations from this study are listed:

• Provide an extra slim fourth size earplug.

• Recommend users experiment with
different sizes of earplugs prior to first
flight.

• Practice donning and doffing the helmet
with the CEP before first flight.

• Recommend routing of wires through
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• integrated chin-nape strap, or under
existing helmet cover if possible.  Some
aircrew experienced CEP wires catching
on flight equipment.

• Spare CEP kits and plugs are advisable.
On occasion, aircrew CEP kits were
misplaced, and earplugs failed (foam tips
came apart) after heavy use.

   Special thanks to Jim Wilt and GySgt
Provencal for assisting MAWTS-1 with obtaining
flight clearance and helping get the CEP into
service fleet-wide.  You can find the CEP in the
latest electronic version of the NAVAIR 13-1-6.7-
3, aviation life support equipment maintenance
manual.   The CEP kit installation is quite easy,
and the cost of a single kit is approximately $125
dollars.  Foam tip inserts will need to be
replaced periodically, which will cost an
estimated $10 dollars per month for heavy use.

Qualitative Assessment of the use of Night
Vision Devices in the AN/TSQ-120B Mobile Air
Traffic Control Tower.
   Aircraft operations in and around airfields
during OIF are conducted with covert lighting to
reduce detection and enhance aircraft
survivability.  Not only does this method increase
pilot workload (attempting to perform see and
avoid with unlit aircraft) but it also provides a
significant challenge to Air Traffic Controllers
(ATC) working inside a tower that was not
designed for use with Night Vision Devices
(NVD).  Initially, operators at EAFs were using
AN/PVS-7B NVGs which lack objective lens
filtering.  With the abundance of non-compatible
lights inside the tower cab, reflections were so
bad that ATC operators went out onto the
catwalk in order to acquire aircraft.  After several
safety of flight incidents, Marines in Iraq raised
concerns over ATCs ability to control aircraft
while wearing NVDs with existing tower lighting.

Qualitative Assessment of the use of Night
Vision Devices in the AN/TSQ-120B Mobile Air
Traffic Control Tower.
   Aircraft operations in and around airfields
during OIF are conducted with covert lighting to
reduce detection and enhance aircraft
survivability.  Not only does this method increase
pilot workload (attempting to perform see and
avoid with unlit aircraft) but it also provides a
significant challenge to Air Traffic Controllers
(ATC) working inside a tower that was not
designed for use with Night Vision Devices
(NVD).  Initially, operators at EAFs were using
AN/PVS-7B NVGs which lack objective lens
filtering.  With the abundance of non-compatible
lights inside the tower cab, reflections were so
bad that ATC operators went out onto the
catwalk in order to acquire aircraft.  After several
safety of flight incidents, Marines in Iraq raised
concerns over ATCs ability to control aircraft
while wearing NVDs with existing tower lighting.

   The purpose of this QA was to provide recom-
mendations for the use of NVDs by ATCs to
control covertly lit aircraft for Expeditionary Air
Field (EAF) operations from the AN/TSQ-120B
tower.
   The QA of the AN/TSQ-120B was conducted
using various hand-held NVDs, NVD cameras,
and visible/near infrared filter materials.  Evalua-
tions of negative exterior light influences were
conducted using infrared obstruction lights
(E480A Cold Cathode Portable Landing Light)
manufactured by Galaxy Litebeams of Burbank,
CA and provided by SPAWAR San Diego for
testing.
   Phase one was an initial look at current
techniques and procedures used inside the AN/
TSQ-120B tower cab during an inactive period
when no flight operations were being conducted.
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 This was done in order to have full control over
both exterior and interior lighting conditions and
configurations.  The first phase was conducted
just before, during, and after sunset.   This
phase revealed that engineering consideration
was not made for using NVGs in the AN/TSQ-
120B.  This finding was consistent with reports
for overseas and from previous evaluations
conducted at other ATC facilities.

   Phase two consisted of an operational period
when the tower was in full use during EAF
operations.  A variety of NVDs were offered to
the ATCs and a field expedient tower cab modifi-
cation was performed in order to improve NVD
performance.  The modification consisted of
using night vision filters to mask NVD incompat-
ible lights that were necessary for operations
and to secure or tape over all unnecessary
lights.  Following modification to the tower cab,
operators did not require any additional illumina-
tion except NVD compatible flashlights in order
to conduct normal ATC procedures.  All partici-
pants used four different NVDs and subjective
responses were solicited regarding preference
for a particular model to assist with ATC situ-
ational awareness.  Additionally, NVD camera
footage was captured to record the impact of the
modification and to demonstrate the enhance-
ments to NVD operations.  A follow-on evaluation
of the AN/TSQ-120B conducted during Desert
Talon 1-05 using the AN/AVS-9R in a modified
(NVG compatible) tower cab will be discussed
next.
   Phase three (Desert Talon 1-05, December
2005) consisted of a SPAWAR modified AN/
TSQ-120B tower cab supported by veteran OIF
ATC detachment personnel.  All ATC controllers
and Marine Mobile Air Traffic Control Team
support Marines attended a 90 minute NITE Lab

session geared towards preparing controllers to
use AN/AVS-9R NVGs in the tower setting.
Background of the problem and interim solutions
were discussed before hands-on familiarization
with the AN/AVS-9R system.  Once the NITE
Lab was complete, ATC operators were given
NVG filters (Korry Electronics Nightshield Green
LED and Green B filters) and AN/AVS-9R NVGs
to use during night evolutions in support of
Desert Talon 1-05.
   In conclusion, it was clearly advantageous for
ATC operators to be able to use NVGs without
leaving the AN/TSQ-120B tower cab.  The AN/
AVS-9R was preferred over the other NVDs
evaluated and NVD image quality was further
enhanced by the simple lighting modifications
making the tower interior less reflective.  The
SPAWAR modifications were a great start, and
further enhanced NVG operations from inside
the AN/TSQ-120B.

   Based on these QA results, MAWTS-1
recommends that the USMC pursue a combined
approach to improving unlit airfield operation
safety.  This approach must include NVD
training for ATC operators, AN/TSQ-120B tower
cab engineering solutions, and better NVD
technology for controllers.   A chapter should be
included into the AN/TSQ-120B Operation and
Maintenance manual, the ATC T&R manual, and
an ATC SOP should be developed for NVD
operations.  It is also recommended that
MAWTS-1 implement these procedures in future
training exercises.  During covert operations,
several steps must be accomplished to make
the tower cab NVG compatible to an acceptable
level.  In order to do this, every effort must be
made to eliminate all operational degraders in
and around the AN/TSQ-120B.   The infrared
obstruction lights (E480A Cold Cathode Portable
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Landing Light) provided a more tactical and less
obtrusive means of marking the control tower
structure.
   Ongoing efforts include the development of a
prototype field expedient modification kit for
further evaluation by SPAWAR and MAWTS-1.
SPAWAR San Diego is utilizing results from this
QA to guide the implementation of further
engineering solutions, including the modification
of tower cabs to provide ATCs a more NVG
compatible environment.  NAVAIR and NSWC
Crane Electro-optics have identified AN/AVS-9
NVGs with ITT Pinnacle®
  low-halo image tubes for use in the ATC
towers.  These special NVG kits should be
available to deployed ATC detachments in the
near future.

Assessment of the IZLID-200 Infrared Laser
Pointer in the AH-1W, UH-1N, and by Forward
Air Controllers.

   In response to an unanticipated increase in
failure rate of GCP-2 Infrared Laser Pointers
(IRLP) experienced by expeditionary aircrew,
approval was sought for a readily available
replacement.  The B.E. Meyers IZLID-200 was
subsequently approved for use for both the AH-
1W and UH-1N cockpit, and for use with multi-
platform crew served weapons.  MAWTS-1
obtained an IZLID-200 for evaluation during WTI
1-05, using it both in the air and on the ground by
Forward Air Controllers (FAC).  The primary
difference between the two IRLP systems is
increased power output (the IZLID-200 provides
200 milliwatts on high setting) and selectivity
between pulse and continuous emission with the
IZLID-200.   Some comments from the pilots
who evaluated the IZLID-200 are included below.
   Ground FAC Instructor Comments.  The
increased power output available in the IZLID-
200 was found to be favorable under higher
illumination conditions.  During a ground
evaluation, the IZLID-200 was an acceptable
stand-in for FACs when there was a failure with
the more powerful Medium Power Laser
Illuminator.   The smaller size was nice since
there is a large amount of gear for FACs to
carry.
   UH-1N Instructor Pilot Comments.  While
providing less power out than the IZLID-1000,
the IZLID-200 evaluated required only two AA

batteries, and is smaller and less expensive.
The interchangeability between the crew served
weapon and the cockpit may also increase the
value of the IZLID-200 system.  The pulse and
continuous option makes it easier to distinguish
between infrared marks when required.

   AH-1W Instructor Pilot Comments.  With the
widespread use of the IZLID-1000/PW on the
20mm cannon, the need for a cockpit pointer
has diminished.  However, the IZLID-200 was
found to be a worthy backup, and the larger,
more flexible canopy boot also offers an
advantage over the GCP laser.  The boot was
still found to be cumbersome on the forward
portion of the canopy.

Assessment of the IZLID-200 Infrared Laser
Pointer on UH-1N, CH-46E, and CH-53E
Crew Served Weapons.

   During Desert Talon 1-05, MAWTS-1 evaluated
the IZLID-200 in flight on a variety of crew served
weapons.  The IZLID-200 was found to be
superior to the GCP mounted on the M240G and
the XM-218 with a few minor exceptions.  At
least one laser appeared to be striking the front
sight of the 240, causing the beam to split
creating two spots down range.  So we thought.
The recommended fix for this was to elevate the
mount slightly to allow the beam to travel
unimpeded to the target.  B.E. Meyers quickly
responded by sending out a spacer to achieve
this effect.  After further investigation by B.E.
Meyers, and continued evaluation by MAWTS-1
Crew Chiefs, it appeared that the beam split
was an anomaly caused by the screw-on
sacrificial windows.  Somehow the effect does
not happen each time on all lasers.  This is most
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likely due to the angled glass used for this
application, and when tightened down, each
sacrificial lens may have a different position.
The operator’s manual did not mention the
sacrificial window, which also caused a bit of
confusion when troubleshooting the beam split
issue.  B.E. Meyers, who has been very
responsive and supportive of our efforts, is
investigating solutions to these discrepancies.
   The IZLID-200s were shipped to 2ND MAW with
a new carry case that included pouches for the
associated hardware, batteries and triggers.
The evaluators did not prefer the accordion
trigger switch that came with the IZLID-200.  A
substitute flat pressure switch from an older
IZLID model was evaluated, and was found to be
very good.  An additional gripe with the IZLID-200
is the amber “ARM” light that illuminates when
the laser is turned on.  The “ARM” light goes out
when the laser is fired, and a green “FIRE” LED
illuminates until the trigger is released.   The
amber light is not NVG friendly, and can bloom
the image making it difficult to see a target.  Our
crew chiefs simply covered the amber LED with
a couple layers of tape to attenuate the annoying
glare.  Night vision video was taken during a tail
gunner instructional flight and from inside a CH-
53E as part of the integration exercise that will
be used for MAWTS-1 aerial gunnery training
classes.
   In summary, the IZLID-200 is an excellent
device that provides versatility, lower cost, and
increased power output over many pre-existing
IRLPs.  It is yet to be determined if the IZLID-200
will withstand the rigors of the desert
environment and high operations tempo of OEF
and OIF.

Naval Air Warfare Night Vision Steering
Group.

   Since 1995, the Night Vision Steering Group
(NVSG) and the imbedded Operational Advisory
Group (OAG) forums (TACAIR and Rotary Wing)
have served as the focal point for Naval Aviation
night vision issues.  The subject forum met
annually until 2001 to focus on improvements to
Naval Aviation war-fighting capability in the night
environment.  The results and
recommendations that are generated at this
forum are provided to CNO (OPNAV N78),
HQMC (APW-71), PMA-202 (Aircrew Systems

Program) as well as specific platform OAGs to
assist in specific POM inputs as well as
augmenting/reinforcing platform priorities.
Fleet submitted agenda items serve as the
baseline for the working group discussions.
Action items from past conferences that remain
unresolved are also presented to the working
groups to determine applicability and status.
   Since the events of 9/11 and the ensuing
Global War on Terrorism, this meeting had been
shelved.  Overarching operational demands
placed upon the co-chairs of MAWTS-1 and
Naval Strike and Air Warfare Center have
prevented a coordinated effort to revitalize the
NVSG.
   A NVSG meeting was scheduled for 11-12
January 2005 at MAWTS-1.  This meeting was
postponed due to limited fleet input and minimal
projected attendance.   Page links from the
MAWTS-1 NIPR and SIPR websites will contain
some historical NVSG data, along with a place
to submit action items for consideration by the
forums.  Discussions over how to proceed with
the NVSG will take place in the near term.  In the
meantime, any Rotary Wing inputs may be
emailed to Maj Jeff Pavelko at
pavelkojm@mawts1.usmc.mil or LT Folga at
folgarv@mawts1.usmc.mil.  Any TACAIR inputs
may be sent to LCDR William Davis at
william.f.davis@navy.mil or LT Ed Chandler at
edward.chandler@navy.mil.  Action chit format
may be viewed on the MAWTS-1 NIPR and
SIPR websites.
   Special thanks to PRC Bridgeforth and Ron
Chrislip (AIRLANT) for their hard work and quick
responses to the myriad of MAWTS-1 flight
clearance requests this year.  Your support has
not gone without notice.
   For further information regarding NVG training,
operational laser threat / safety contact: LT Rich
Folga (MAWTS-1 AMSO) DSN: 269-3652, COM:
(928) 269-3652 or via email:
folgarv@mawts1.usmc.mil.  For questions
regarding classified aspects of any of the above
areas, email folgarv@mawts1.usmc.smil.mil.
To learn more about MAWTS-1, and to obtain
downloadable versions of WTI courseware and
manuals, visit http://
www.mawts1.usmc.smil.mil.  You may
download both the MAWTS-1 fixed and rotary
wing NVD manuals here as well.  The Air Force
Night Operations COE website may be
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accessed from any .mil computer at  https://
nvgcoe.mesa.afmc.af.mil/html/default.asp
   Insight Technologies Panoramic Night Vision
Goggle (fixed wing configuration shown).  Clip
on diopter setting allow for weight savings and
provide protection for the fixed eyepiece lenses.
Objective lens filters are on the outside of the
NVG, allowing for ease in reconfiguration
between aircraft applications.
   IZLID-200 fired from the M240G on a CH-46E
as part of tail gunner training during Desert Talon
1-05.  The split beam is noticeable from both the
subject laser and from dash-2 at the top of the
picture.
   AN/TSQ-120B with red obstruction light (large
halo) and the SPAWAR IR obstruction light
(small halo) as shot through Cannon XL-1 and
ITT 6010 NVD monocular with film-less image
intensifier tube.

LT Rich “IVAN” Folga
MAWTS-1 AMSO

928-269-3652, DSN 269
folgarv@mawts1.usmc.mil
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My OIS Experience
by

LTJG Dan Immeker
Student Naval Aerospace Physiologist

ASTC Pensacola
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   It’s hard to figure out where to begin to
describe my Officer Indoctrination School (OIS)
experience.  Arriving in Newport after having
been a civilian for 27 years was an eye opening
experience.  I had no idea what to expect upon
arriving but assumed that the experience would
change me in a number of different ways.  In
looking back it seems like a short training
school, but while there it felt like every day drug
on.  It was some what of a bittersweet
experience for me.  I couldn’t wait until it was
over with, but at the same time I was able to
meet and make a lot of friends with fellow
officers through the process that made it a lot of
fun as well.

   We were Alfa Division Class 05010, consisting
of 54 officers and led by Chief Riddell.  We were
the only division in the fall class.  That was
unfortunate since we didn’t get to compete
against other divisions, but it certainly helped
when we had to shower up, change into khakis
and be on line in 10 minutes.
   Our class, especially us that came in by direct
commission, greatly benefited from the 14
priors.  Of the 14, 5 were former Chiefs, 1 of
which was a Senior Chief.  They definitely
showed us newbies the ropes as well as all the
little secrets.  They were also the jokers of the
class, keeping Chief Riddell on his toes, and
making light of almost any situation.
   Even  though there was a lot you have to put
up with and just get through at OIS there were
some great experiences as well.  Among my
favorites were Battle Stations in the last week as
well as firefighting training.  The highlight of
battle stations was being shot at by the Chiefs
with paint ball guns running through a simulated
battle field.  Unfortunately, we only got to go
through  the course once.  The most
entertaining part was when LTJG Harrison

somehow received the “Forest Gump” million
dollar wound by getting shot in the butt.  Still not
sure what he was running from.  On the other
hand, trying to remain awake and coherent
during classroom lectures got old really quick.  It
didn’t help that my roommate, ENS Dave
Hernandez, had to be the loudest snorer ever.
Although, I got used to it after a while.  Some of
the sleep deprivation, if you can call it that, was
self induced.  I always stayed up way to late
hanging out with some of the other officers.
Lack of caffeine didn’t help either.  But it was
really interesting learning about others
backgrounds as well as what their role is with the
Navy.
   All in all it was a great experience, but when
graduation rolled around I couldn’t wait to get out
of there that afternoon.  I was mostly excited to
get checked in down at NAS Pensacola and
begin physiology and flight training which I start
05 Jan.  I can’t begin to express how excited I am
to be a part of the Aerospace Physiology
program.  I am anxious to meet you all over the
course of my career.
   I want to give a special thanks to LT Dave
Peterson, LT Sean Lando, and LT Anthony Artino.
Without their encouragement and advice I
wouldn’t be where I am at right now.  Thanks
again for all your time and effort.

LTJG Dan Immeker
SNAP Training
Pensacola, FL

850-452-2835, DSN: 922

NAVSTA Newport, Rhode Island
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Help, I’m in Zone!!!
by

LT Meredith Yeager
Director, Aviation Water Survival Training Department

Pensacola, FL

   The Pensacola Area MSC Association recently
hosted a lunch with CDR Tammy Nathan as the
guest speaker.   She just reported to NOMI as
the Director for Administration.  Her past
experience has been selection boards, actually
over 300.  She gave us a quick and dirty lecture
on how to prepare your record for the board.  I
know a lot of you have already heard this, but it
is still great information for all of us.

Selection Boards

   To start with, order your microfiche a year
before the board will meet.  You can use the
following web address:
www.bupersaccess.navy.mil.  Effective 1 Oct
your microfiche is now on CDROM.

   View your OSR/PSR online at
www.staynavy.navy.mil.

   Check everything in your record, if it is not
there send it to the board.  Board members look
at entire performance, but the last five years is
most important.  Things to check for:

• Regular FITREP continuity
• Awards
• Photograph in current grade
• Education information
• Service school
• AQD’s (special qual, such as

AMSO)

Letters to the board:
• Not needed if your record is ready

(recommended 30 days prior)
• Don’t send volumes
• Don’t send anything you don’t

want the board to discuss
• Does not update your permanent

record
• Letters addressed to the Board

President from eligible officer
No 3rd party correspondence

Board recorder Week:
• Starts one week prior
• Manual review done as courtesy
• Look for regular FITREPS for last

5 years
• Check OSR/PSR
• Verify awards/education

Board Composition:
• 1 HCA
• 1 CCS
• 1 HCS
• Minority, female, reserve
• 4 community members and 1

URL

What Happens?
• One to three minutes for record

review
• First person to review will brief

and then the board votes
• Every record in zone gets a full

record review
• Below zone get a “naked brief”,

recorders haven’t looked at them

FITREPS

   Write your FITREP for a board member using
cause and effect.  Include career milestones.
Ensure you get ranked in your peer group.
Include any awards you have received or
warfare qualifications.  Don’t use job specific
language and make sure you include a future
billet.  If you are 1/1 get ranked out in narrative.

   Pay attention to promotion recommendations
and make sure you trend to the right.

   Pay attention to your averages and reporting
senior averages.

   Earn a “kiss” goodbye.

   Avoid NOB FITREPS for long periods of time
Article edited by CDR Tom Wheaton
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at the wrong time.  Get letter from program
directors as substitutes or bullets on back on
NOB FITREP (DUINS).

Promotion Observations

   Performance in competitive jobs is #1
indicator of success.
   Hard jobs are better.
   If you don’t get an “EP kiss” goodbye have
reporting senior explain why on FITREP.
   If reporting senior has readjusted average
should explain on the back.
   Translate clinical skills into leadership skills.
   Example of an opening:  “My #1 LT regardless
of designator!”
Make sure a promotion recommendation is
included in the closing of the FITREP.
   In closing, we all need to mentor one another.
Take the time to learn the system and share the
knowledge.  Your competition should be the
person staring back at you in the mirror.  DO
YOUR BEST!!!!
   If anyone is interested in contacting CDR
Tammy Nathan for her to review your record,
here is her contact info:
DSN 922-4355
Email:  tmnathan@nomi.med.navy.mil

LT Meredith “Chuck” Yeager
Director, Aviation Water Survival Training

Pensacola, FL
850-452-2009, DSN: 922

mlyeager@nomi.med.navy.mil

Physiology Crossword
by LTJG Austin Latour &

 LTJG Leigh-Anne Turcotte

Down
1. On the descent
3. Bends
4. 6 million tubes angled at 6 degrees
5. Hypoxia training
6. Helo in the pool
7. The law for NSTI
9. FA_LSAFE
12. Measures blood pressure

Across
2. Breaking the speed of sound
7. Bad in aviation
8. OIC of NSTI
10. Centrifuge produces these
11. Brief here before you fly
13. Helo crew wear this
14. _DP
15. A pilots worst enemy
16. Sigmoidal shape

Answers:

Volume V, Issue 4, January 2005
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Certification in Aerospace Physiology

Two Perspectives
by

LT Barry “Shaggy” Shaddix
and

LT Tony “Gu” Artino

Shaggy’s Perspective:

   I can honestly say I have never studied harder
for an exam than I did for the Certification in
Aerospace Physiology exam.  If you’re
considering sitting for the exam this year, begin
your preparations now.   Having decided to take
the exam at the end of January of 2004, I found
myself with three months to prepare.  At the time
I thought this was more than enough.  It turns
out I needed every minute of it.
   My first priority, once I decided to commit to
the exam, was to obtain a copy of the unofficial
study guide, aka “the gouge.”   The study guide
is a collection of notes and abridged chapters of
various references that have been compiled by
Certification candidates over the years, with one
major contributor in particular.  The information
chosen to be put in the gouge is considered that
which will most likely be found on the
Certification exam.  Do not be fooled, however,
into thinking that the study guide is something
you can pick up and read the weekend before
the exam.  In fact the thickness of this study
guide is very much the same as that of the
Guyton text when placed side by side.  After
finally getting my hands on “the gouge” and
realizing that my hopes of last minute
preparations were false, I sat down to prepare a
study plan that would cover the next three
months leading up to the exam.  I laid out a plan
with the amount of time to be studied per subject
based on my familiarization of that subject and
to the extent I thought it might be on the exam.
The guide consists of eleven sections – four
basic physiology sections and seven “other”
sections, including operational physiology.  With
my background being primarily in Engineering,
and admittedly with a relatively weaker
foundation in physiology, I planned on
concentrating about nine of the twelve weeks
leading up to the exam on basic physiology and
the remainder of the time on the other seven
sections.
   I had decided to dedicate approximately eight

hours on weekends and ten hours during the
week, averaging 18 hours a week.  The plan
proceeded well despite a couple of unavoidable
conflicts like the annual FAILSAFE conference
and a Site Safety and Standardization
inspection.  Most of my study time I spent locked
up in my house alone worshipping Guyton.
Occasionally, however, I was able to meet with
LT Artino for periodic study sessions.
Approximately once every couple of weeks, and
more often as the exam approached, he and I
would meet to discuss certain sections we had
reviewed, ask one another questions, and offer
different perspectives on difficult concepts.  I’m
not sure how he fared from these meetings,
having a more solid foundation in physiology, but
I found them to be quite beneficial.  I highly
recommend this type of periodic review with
peers throughout your exam preparation
process.  In fact my study preparation ended
with a nine-hour review session with LT Artino
the day before the exam.
   What would I do different in exam preparation?
I relied almost exclusively on the unofficial study
guide and Guyton and Hall’s Textbook of Medical
Physiology.  I would have done better to spend a
little less time in Guyton, and more in Dehart’s
Fundamental’s of Aerospace Medicine and
Ernsting’s Aviation Medicine.  I wouldn’t change
a thing about how much time I dedicated, but I
might try and meet more frequently with peers to
review and discuss concepts.
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   I wish everyone who chooses to make the
commitment and sit for the exam the best of luck
in your preparations.  If you have any questions
or if you need someone for a group study
session, please don’t hesitate to call…I know LT
Artino’s phone number.

Gu’s Perspective:

The Decision to Sit for the Test.
   In my opinion, the hardest thing about the
certification exam is making the decision to
actually take the darn thing.  Once you’ve made
that commitment, the rest of the process is fairly
straight forward and simply amounts to a few
months of hard work.  I started thinking about
taking the exam the first time I heard about it as
an Intern at ASTC Miramar.  Of course, at that
point in my career I was way too junior and didn’t
meet the minimum requirements (the basic
gouge for us is you need five years as a
designated Aerospace Physiologist to be eligible
to sit for the exam).  I started seriously thinking
about taking the exam in 2002 when I first hit that
five-year mark.  But, sure enough, I found three
or four excuses why the timing just wasn’t right
(Woody, are you reading this?!).  Finally, in 2004,
I decided it was time to make a real
commitment.  In January I took the first step and
obtained an application from the chairman of the
certification admissions committee.  The
application process is a little tedious, and
includes completion of an examination
application and two letters of reference from
“persons who can attest to your training,
experience, and performance in the field of
aerospace physiology and the aeromedical
sciences.”  Once I completed the application, I
sent it off with my $25 application fee, and I was
off to the races.

My Exam Preparation.
   I opened my first book in February at FAILSAFE
and tried to study for anywhere from a half hour
to two hours per night during the 12 weeks or so
that preceded the exam.  If I slacked off during
the weekdays, I’d sometimes make time on the
weekends and study for a few hours here and
there.  My main study tool was CDR Mason’s
infamous “Certification Gouge Book.”  The good
news is this – although they’ve changed the test
format since Brick first wrote the gouge, it is still

VERY useful.  In fact, I’m not entirely sure how
anyone could study for a test as broad as the AP
certification exam without the gouge.
   I went through the gouge book starting with the
four foundational sections: Cardiovascular
Physiology, Respiratory Physiology, Metabolism
and Thermoregulation, and Nervous and Endo-
crine Physiology.  I read each section thoroughly
and made notes on the facing pages to help
improve retention.  To supplement any missing
information, I used primarily two textbooks –
Guyton’s Textbook of Medical Physiology and
DeHart’s Fundamentals of Aerospace Medicine.
One note – if you’re thinking about buying the
newest edition of Guyton, consider also buying
the Pocket Companion to the Textbook of Medi-
cal Physiology.  It’s a very nice little book that
consolidates each chapter of Guyton into some-
thing a little more manageable.  It’s kind of like
the Cliff’s Notes version, and I found it very
useful.
   As I went through the gouge book, I did notice
one thing – the information within the guide is
very dense.  In other words, it includes only the
essential information and, if you’re background
isn’t that strong in one particular area, it can be a
bit hard to digest.  On the other hand, I also
found that if I was very familiar with a particular
subject, then the material in the gouge book
seemed fairly simple.  I guess what I’m trying to
say is that my ability to digest the gouge really
just depended on my comfort level with the
various subjects.  But again, because the test is
so broad, the gouge is really the only way to go.
   Once I got through the four foundational
sections (this took close to two months), I spent
the last month going through the remaining
seven sections.  These sections include things
like acceleration, the atmosphere,
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decompression physiology, hyperbaric
physiology, sensory physiology and spatial
disorientation, and operational physiology.  In
retrospect, if I had to do it all over again, I
probably would have spent a bit more time on
these sections and a little less time on the four
foundational sections.  In the end, however, the
way I studied seemed to work okay.

Taking the Test.
   Shaggy and I arrived in Alaska on Friday, two
days prior to test day.  This gave us all day
Saturday to review pretty much everything in the
gouge book, from top to bottom.  We met at
about 0800 in the morning and proceeded to
review everything.  We took a long lunch break
around noon, and then hit it again for the entire
afternoon until around 1800.  We were pretty
whipped by the end of the day, but I truly believe
it was a worthwhile experience.  In many ways, I
wish we had studied with this kind of intensity all
along back in Pensacola, but regardless, this
concentrated study session the day before the
test turned out to be very helpful.
   On test day we arrived about a half hour early
and got settled in.  One thing to remember – you
don’t have to wear your uniform to the test.
There were at least two people at last year’s test
in uniform, and it’s not required.  You have up to
five hours to take the test, so believe me, you
want to be as comfortable as possible.  For me,
that amounts to wearing civilian clothes.
   I took the entire five hours to finish the exam,
but then again I’m a pretty slow test taker.  I went
through the whole test once, answering the
questions I felt confident about and marking
those that I wasn’t so sure about.  Then, I went
through the test a second time and spent some
time obsessing over the questions that I had
marked as “unsure of” the first time around.
Finally, I read through the entire test one more
time, checking all my answers.  This whole
process took every second of the five hours we
were given, and by the end of the test I was
exhausted.  Luckily, the hotel we stayed in had a
very nice massage service, which Shaggy and I
both took advantage of as soon as the test was
over.

The New Test Format.
   Unlike the old test, which consisted of an
objective section (multiple-choice and true/false)

and a subjective section (short answer), the new
test is entirely objective.  The exam is
comprised of 250 multiple-choice and true/false
questions, and each answer has a value of four
points, for a maximum exam value of 1000
points.  In order to pass, you must get a 70% or
better.  So, if you do the math, this means you
can get 75 questions wrong and still pass the
exam.  That’s not a bad deal.  Heck, I figured
with no studying at all someone with a modest
background in physiology could probably take
the test and get 40 or 50% of the questions right
with a minimal amount of effort.  That only
leaves another 20 or 30% of the material to learn
in order to hit that 70% mark – something that’s
definitely doable for any Aerospace Physiologist.

Conclusions.
   Ultimately, I’m glad I took the certification
exam.  Yes, it was a little painful and took a real
commitment, but in the end it’s an
accomplishment I’m happy I attained.  Of course
I’m still waiting for that pay raise, but I’m not
planning to hold my breath for too long.
Personally, I think the biggest thing that keeps
most people from taking the test is fear –
specifically, fear of failure.  I know this was
certainly the case for me.  But in the end, I’m
convinced that, like anything, if you prepare for
the exam you’ll pass without a problem.

P.S. If you’re looking for more gouge, please call
(850) 452-5503 and ask for “Shaggy,” “Shag,” or
“The Man with the Nicest Office in Pensacola.”
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I Was a JPACE Test & Evaluation Subject
by

LT Meredith Yeager
Director, Aviation Water Survival Training Department

Pensacola, FL
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   When Mr. Ray Smith calls you and starts the
conversation with “Hey there Shipmate”, you
know he is about to ask you something big.  The
next sentence was, “how tall are you and how
much do you weigh?”  By this time I was
guessing it had something to do with an in-water
test and evaluation.  I was lucky enough to be
the right size so I was volunteered to help Ray
with the Joint Protective Aircrew Ensemble
(JPACE) test and evaluation.  This is a little
insight into what the test involved and how the
JPACE suit performed in the water.

   The day before the
test I tried on all of the
gear to be sure it was
the right size.  I would
be wearing both
helicopter and jet gear
during the test.  The
new JPACE suit is
actually very
comfortable, as long as
it is dry.  For the helo
test I had to don the

JPACE suit, anti-exposure suit, flight suit, boots,
helo AIRSAVE, helmet and outer vest.  The flight
suit was actually one size bigger than I normally
wear.  The first thing we had to determine was
my buoyancy.  With all of the above gear on, I
entered the deep end of the pool and bobbed like
a cork.  It took 16 pounds of additional dive
weights to get my chin in the water.  So, now I
am feeling a little nervous about the dunker
scheduled for the next day.
   The next day we started the in-water test and
evaluation in helo gear, and the first evolution
was the dunker.  I was already a little nervous
since I knew how buoyant I was.  Once the
dunker started rolling I was practically out of my
seat and holding on to my reference point for
dear life.  When I reached the exit I was at the
very top of the dunker and had to really pull
myself down a good two to three feet to even
reach the window.  I was wearing a swimmer’s
mask so it made egress seem a little easier.  It
would probably be a bad day for typical aircrew
personnel, especially if they lost their reference
point.  Once I was out of the dunker and my LPU
was inflated, I attempted to enter a multi-place

life raft.  Once the JPACE suit was wet it con-
stricted around my arms and legs so that I
wasn’t able to bend them.  Because of this, it
was impossible to get my foot in the boarding
strap.  Fortunately, there was someone already
in the life raft while I was trying to board it, and
they were able pull me in completely.
   With those two evolu-
tions complete, I changed
into jet gear.  The only
change was adding a G-
suit, torso harness, jet
AIRSAVE and the outer
vest.  In this gear I did the
parachute drag, para-
chute overwater slide
trainer (POST), and helo
hoist.  Oh, and again I
attempted to enter a raft,
this time the single place
raft.  It was still very difficult to get in, but at least
this time I was able to board the raft by myself.
   I was able to complete all of the dynamic
devices in both sets of gear, but the whole time I
felt like the Stay-Puff Marshmallow Man.  As I
mentioned earlier, the JPACE suit is very com-
fortable when dry.  As soon as it gets wet,
however, it constricts to your arms and legs and
prevents you from being able to bend them.  And
forget about swimming.  I basically floundered
about in the water the entire time.  Plus, you are
so buoyant it prevents you from really being able
to do anything except float.
   In my opinion the JPACE suit is a huge im-
provement for chemical biological protection.
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Director, Aviation Water Survival Training

Pensacola, FL
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There are some drawbacks though.  I was in the
gear a long time and overheating is still a big
issue.  The day I tried everything on, we were in
my office, which was air conditioned, and by the
time I had the last piece on, I was sweating and
was very overheated.  The other issue is buoy-
ancy in the water and the inability to move your
arms and legs and swim.  I was in a controlled
environment and had trouble.  How would it be in
a rough sea state?
   Being involved in the test and evaluation
process was an eye opener for me.  Following
each device there was someone from Pax River
standing on the pool deck with a video camera
shoved in my face wanting feedback on how the
gear felt and what I liked and disliked about it.
Who ultimately sees all of that video tape, I don’t
know?  All I can do is hope that all of my issues
and concerns make it to the right people.
   Would I do a test and evaluation again?  You
bet!  It’s hard to say no to Mr. Ray Smith.
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ASTC Whidbey Island Chiefs Re-Enlisted by CNO
by

LT Al Bransdorfer
Department Head, ASTC Whidbey Island

   One month prior to the opportunity of a lifetime
to be re-enlisted by the CNO, the chiefs had
discussed amongst themselves what they could
do to make their re-enlistment a memorable one
and somewhat unique.  Both Chiefs were
shocked to learn that arraignments were made
to have the CNO re-enlist them during his visit to
NAS Whidbey Island.
   Immediately following the CNO’s remarks to
NAS Whidbey Island’s CO’s and CMC’s the
chiefs were ordered front and center for the re-
enlistment.  ADM Clark welcomed the chiefs and
the family members that were present.  The
Admiral personally welcomed and shook the
hands of each of BMC Osborn’s children.  The
Admiral continued to electrify those in
attendance as he stated the importance of the
act he was about to perform.  He implored the
audience to understand that he did not take this
re-enlistment lightly and neither should anyone
else.  ADM Clark from memory then lead the re-
enlistee’s in their oath of re-enlistment.
Following the oath the CNO turned around to
offer his back as a writing surface for each as
they signed their new contract.  The Admiral then
signed the re-enlistment contract on the back of
each chief.  Both chiefs were then congratulated
by the CNO and the rest of the attendees as the
CNO departed for Admiral’s call for NAS.

   HMC (NAC) Donald Brooks and BMC (SW/
DSW) David Osborn of the Naval Operational
Medicine Institute’s Aviation Survival Training
Center (ASTC) Whidbey Island experienced a
once in a life time event as they were re-enlisted
by the CNO, ADM Vern Clark following Admiral’s
call for CO’s and CMC’s on board NAS Whidbey
Island 10 November 2004.

   BMC Osborn is a 17 year sailor from Yuma,
Arizona.  He has been assigned to the ASTC
since June 2002 as the LCPO of the Aviation
Water Survival Training Facility and as the
Command Diving Supervisor.
   The ASTC at Whidbey Island is one of eight
centers that are tasked with CNO mandated
high-risk survival training of DoD aircrew flying
in Navy and Marine Corps aircraft.  The parent
command of each of the ASTCs is the Naval
Operational Medicine Institute (NOMI) out of
Pensacola, Florida.  NOMI’s mission is to
provide operational medical and survival training
and consultative services to military forces
worldwide. The services that NOMI provides
directly benefit those who serve and support the
Marines, Sailors, Airmen and Submariners who
make up the backbone of our Naval forces.
Annually NOMI trains over 30,000 personnel in a
myriad of operational courses.  Of equal impor-
tance is the vision that NOMI has set for itself to
be “recognized as the center for excellence for
Naval operational medicine and survival training
world wide”.

   HMC Brooks is a 16 year sailor hailing from
Baton Rouge, LA.   HMC Brooks has been
assigned to the ASTC since December 2002 as
an Aerospace Physiology Technician and LCPO
of the Physiology Division.

ADM Clark re-enlisting HMC Brooks & BMC Osborn

Article edited by LT Jim Balcius
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SUSNAP

Anastasia (4), Nicasio (2), Andretti (2 mos),
and Angelica (5) Yniguez Sheils

Austin Milligan (4.5)
paying his respects to Grandma

Gabrielle and
Jessica Littel

Brady Sean Lando (2)

Morgan “Snow White” Yeager  (3)

Tre (4 months) and Isabella (2) Artino Joseph Hauerstein (10 months) LT Rich and Alex Folga (2.5)

LT Al, Trish, Erik (15), Beth (12),
and Gizzmo Bransdorfer

LCDR Matt and Carson “Mouseboy”
Hebert (11 months)

Aiden (4) and Amanda (18 months) Buzzetti

Kyle (2) and Abbey Schoonover

LCDR Shaun, John (4), and
Jonah (3) Leland

 Laura Landis (20 months)

Morgan (5) & Taylor (1.5) Morarend
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CDR Lawry & LTs Peterson & Yeager The Gang at McQuire’s in Pensacola, FL

N    39.20.582     Elevation: 9837 ft
W 106.47.015

Shaggy, CDR Ed Feeks, Ragu, Batch, & Ivan

LTJG Kim Marryman & LCDR Mike Venable

Winging Ceremony, 18 NOV 2004

LT “Stuart” Littel & LT “Creature” McCarthy

LUSS KENNEDY (CV-67)

LT “Bevo” Cooper competing in the Tour de Okinawa

LCDR “Alpha Hunter” Kavanaugh
and LT “Elk Killer” Peterson

David Stremme (NASCAR driver #14)
and LT Meredith “Chuck” Yeager


