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rAs I prepare to transfer and begin my cross-

country drive again (it seems like I only
transfer cross-country), I am reminded that

we really do not have any bad billets.  As I prepare
for what most likely will be my last assignment, it
has made me look back and ponder my incredible
luck.   Additionally, I believe, we not only do not
have any bad billets but have tremendous
opportunities and are truly lucky.  We have the
opportunity to work with some of the most highly
motivated and professional people anywhere.  We do
things on a daily basis that most people can only
dream of doing.   As I think back to my college days,
I could not have imagined landing on a aircraft
carrier or flying a low level on goggles at 500 ft, and
the list continues. Now, I am off again on another
adventure, even if it is quite a bit different than those
that have preceded it.  Each billet comes with its
share of pluses and minuses.  I have always chosen to
spend more time on the positives and less on the
negatives.

Not only do we have no bad billets but opportunity
often hides in unexpected places. We often have the
opportunity to travel to foreign countries (even if it
is sometimes to live in dusty tents in the desert) and
understand more about the world and the people we
encounter.  We think nothing about having lived in
every region of the county and having had the
opportunity for our families to see and experience
the many cultures and sights.  We generally speak
several languages if only good enough to order
dinner and a cool beverage.  Ah, the importance of
survival skills.

The JOs out there are all wondering what this has to
do with them.  Well, it has everything to do with
you.  Your future is ahead of you.  The next time the
Specialty Leader or Detailer calls with that
opportunity of a lifetime, jump on it.  Concentrate
on the positive and all the great things that can
happen not on the negatives.  Don’t look for why
this billet is not right for you but what great things
you can make of this billet.  Change is always hard
and uncomfortable but leads to career and personal
growth.  Grab the opportunity and with hard work
great things will happen.  You will be amazed.  I have
been.

Remember there are no bad billets only
opportunities not yet explored.

by

“THERE ARE NO BAD BILLETS”

CAPT. Donna Murdoch, MSC, USN

President’s
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The ever increasing use of lasers continues
to heighten the risk of accidental and purposeful
exposure of Navy aircraft and aircrew. To date, there
have been more than 150 known incidents involving
commercial aircraft alone5, yet there are no laser
warning receivers/sensors capable of extracting and
recording laser exposure parameters such as
wavelength, power, pulse duration, etc over the
complete range of laser threats to aircrew vision.  In
order to address this gap, the Office of Naval
Research under Warfighter Protection Future Naval
Capability (WP-FNC) has funded the development
and demonstration of a small, low cost airborne laser

sensor with recording capabilities to capture laser
exposure parameters in the operational
environment.  NAVAIR has teamed with OPTRA,
Inc. to develop the first small (2 x 4 x 5 in.), light-
weight (1.2 lbs), low cost (~$2500) laser event
recorder (LER).  In collaboration with Naval Health
Research Center Detachment San Antonio, the LER
has successfully completed initial outdoor ground
testing and will undergo flight demonstration this
winter.

Vulnerability to the laser threat is
particularly keen among aircrew and aircraft whose
missions fall into the “low and slow” category.
While relatively intrusive, expensive sensors
requiring significant aircraft modifications have been
deployed on some of the more vulnerable platforms
such as the HH-60H, the LER offers a low cost
option with more capability.  Unlike any other
sensor, the LER detects laser exposures from the
visible through the near infrared portion of the

by

Laser Event Recorder Completes Initial Outdoor
Testing

October 2003

Dr. Jerri Ann Tribble1, Mr. Craig Schwarze2,
Mr. Norm Barsalou3, LT Rich Folga4

Dr. James B. Sheehy1

spectrum for continuous and pulsed lasers, and
extracts and records the exposure parameters over a
view of the background scenery in real time, similar
to the depiction in Figure 1.  LED indicators
immediately alert aircrew of the hazard level of any
exposure.  Performance parameters of the LER are
listed in the Table 1.    The sensor with its own data
storage (flash card) and battery power (four AAs) is

Figure 1. Laser signature and extracted exposure data are
superimposed on scenery.  Laser exposure events are recorded
on flash memory in ASCII and JPEG formats.

Figure 2.  The front view shows six sensors under a protective
window with the integrated GPS on top and a knob for setting
the lighting condition for the indicators (day, night and night
aided).  A bottom panel permits easy access to four AA batteries
and the flash memory.

Science
Technology
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designed as a “go-anywhere” box (see Figure 2),
the size and weight of a typical car radar detector
requiring no aircraft modification.  Post flight
analysis is as simple as plugging the flash card from
the LER into any PC to download the laser exposure
event records (ASCII and JPEG formats).  This
capability in combination with the small size and
cost (projected unit cost ~ $2500) greatly increases
the Navy’s ability to capture potential laser threats
and rapidly determine the exposure level – “are you
safe or not”, and geographic location for further
action.  It’s not only that the laser poses an eye
hazard but for the near infrared lasers, that you have
been targeted / designated – never a good thing.
The key advantage for operational squadrons will be
the ability to know exactly what lasers the aircrew are
being exposed to and the energy density of the
threat.
     The major components of the LER were ground
tested in March and the fully integrated design level

Table 1.  LERPerformance Parameters
Recorded Parameter Recorded Range (resolution)
Wavelength 400 to 1600 nanometer (±10
nm)
Exposure Duration 10 nanosecond to cw
Exposure Level 0.005 to 5 mW/cm2

Pulse Duration 10 nanoseconds
Pulse Rep Rate 0.5 Hz to 20kHz
FOV > 40 degrees
Dynamic Range > 10,000:1
False Alarm < 1 event in 6 hours
Missed Event < 1 per 100 laser events
Memory Capacity > 100 laser events
GPS time/location < 1 sec,  <20m

sensitivity and dynamic range of the LER and its
ability to distinguish a laser exposure against all
ambient light levels.  Figure 3, plots the maximum
permissible exposure (MPE) as defined by American
National Standards Institute6.  As shown, the
allowable exposure varies by six orders of magnitude
over the wavelength and temporal regions relevant to
aircrew vision.  Data from the March ground test are
plotted on Figure 3 and clearly demonstrates the
LER’s ability, even under bright day light, to capture
laser exposures as low as 10 times below the MPE
from continuous down to nanosecond pulsed laser
exposure.  The most recent ground test verified
system performance including GPS integration.
The final ground and subsequent flight
demonstration will test the fully miniaturized,
production representative LER, complete with
aircrew interface, mounting hardware and PC
guidance.  The LER program is  manufacturing a
limited quantity for demonstration and is also
pursuing commercial and defense applications to
further reduce unit costs, but ultimately, to warn and
protect all aircrew against potentially harmful laser
exposure.

Figure 3.  Ground test data demonstrating the effective range of
the primary sensor of the LER is shown for a q-switched infrared
laser (open) and for a visible continuous laser (solid).

LER’s ability to capture visible and infrared laser
exposures during night and bright daylight
conditions.  Outdoor testing has verified the

1 Naval Air Systems Command, Human Systems
Department, Patuxent River, MD.
2 OPTRA, Inc. Topsfield MA, www.optra.com.
1 Naval Health Research Center Detachment San
Antonio, TX.
4 Marine Aviation Weapons and Tactics Squadron One
(MAWTS-1) Yuma, AZ.
2 Nakagawar, V. B., Montgomery, R.W., “Laser
Pointers: Their Potential Affects on Vision and Aviation
Safety” FAA Report No. DOT/FAA/AM-01/7 (April
2001)
6 American National Standard for Safe Use of Lasers,
ANSI Z136.1 2000.

Dr. Tibble is a Physicist for NAVAIR, Human

Systems Dept.

system in August.  The results have demonstrated the
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“…there is no such thing as an accident.  What we call
by that name is the effect of some cause which we do not
see.”  Voltaire

Preface

This is commentary and opinion based on
experiences I gathered in theater during OIF.
I don’t have the extensive NAVAIR

acquisition experience some of you may feel the need
to whole-heartedly defend.  Please view the issues
from a systemic/process standpoint and not
personally.  I don’t have answers to the questions
originating outside of MAG 39.  I document MAG
39 specific problems and try to resolve deficiencies at
the lowest level possible.  Frequently, I find myself
forwarding along logistically driven dilemmas where
the lowest level of resolution is well outside the
MAG or Wing.  Patiently, MAG 39 waits for
resolution without confirmation that logistical
deficiencies will be righted by the time the next war
rolls around.  The following are two examples that
were well documented in the FAILSAFE reporting
procedures outlined in the FAILSAFE AIRTASK.
“More with Less” & “Train How You Fight and Fight
How You Train”
     The above mantras have been applied to most
aspects of my military training from the day I
decided to accept the risks associated with being an
infantry man, medical researcher, or aerospace
physiologist.

by

LT James Balcius

In some cases I have been the recipient of good
training when either of those mantras applied in
unison or separate and apart from one another.  In
some cases, the training was poor for the same
reasons, solely applying too much “more with less”
or too little of the “train how you fight” approaches.
An effective understanding of applying these training
principles should be a criterion of a sound logistical
pathway to successful training.  At times, this
concept can be lost between the system command
and the pilot mounting his aircraft for his first or last
combat mission.
     This most recent vantage point, OIF, has afforded
me the opportunity to view how these absent
logistical/training concepts can impair a system
command’s intent all the way down to an end user
reality.   In some cases, the best of intentions
graciously paved a path to failure.   Several AMSOs
witnessed these failures in the course of instructing
combat aircrews in theater or advising AMBs on the
worst-case logistical scenarios that may have
contributed to an actual course of events.
     Several current aircrew systems products
ineffectively/inefficiently employed in theater due to
logistical dilemmas make me wonder if there is not a
better business model to apply to

More with Less

Train how you fight
&
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Don’t drink the Kool-Aid

contend with.  Command reluctance to release a
HAZREP for whatever reason does not negate the
hazard, leaving the AMSO default of the FAILSAFE
report, IMP chit or OAG submission.
     The default documentation for flight equipment
deficiencies usually manifests itself as an IMP chit, a
broad scope OAG submission, or FAILSAFE report
bullet. All of which can be buried in the collective
unconsciousness of time or a lack of funding, unless
the issue might actually be considered causal in a
future Class A mishap.  The intent of IMP
immediacy and the far-reaching concept of the
future in the OAG creates a vast reporting/resolution
void for FE issues that tend to be logistically,
managerially, or programmatically conceptual in
nature.  The IMP in its current format seems more
geared for immediate small scale problems, such as
adding an additional stitch to a piece of webbing,
while the OAG is a ground up design initiative
requiring vast resources.  In the middle of this
resolution/documentation chasm of real fleet
problems tends to be an area attentive Aeromedical
Safety Teams (AST) may find themselves.  A nice
band-aid for the AST, one would think, would be
the FAILSAFE report.  Unfortunately, this
document recently formalized within the present
tour of this AST, serves only to let the FAILSAFE
leadership “know what is going on out there”
without a true means of accountability.

PRC112B (or not 2B, maybe G) and the Future

     The many training problems associated with this
“in my hands” and presently available product no
doubt fall back on the genesis of its requirement, the
haphazard procurement process, the shear lack of
assets, and the current resolution process banking on
a future system, CSEL.  This brings me to point of
the “on the spot”, “just in time” and “hip pocket”
PRC112B training in Ali Al Salem, Kuwait.  Game
Day for the first HMLA pilots responding to a call
for CAS from ground forces interrupted one of the
many PRC112B classes I would be teaching over the
next few weeks.

flight equipment development, management, and
training.  These OIF logistical problems were
exacerbated by local commands not being amenable
to in garrison training on products they perceived
would never materialize or that they would never
have to use.   Compound the immediate level of
training aversion with the lack of a MAG, MAW or
MEF training pre-deployment checklist that was not
viewed as priority training during work-ups because
the inspectors don’t look for that “check in the box”.
Limited or no access to training assets further
entrenches this unified logistical/training failure.
Look further and you will see that it is a rarity that
whole a MAW deploys in total and think how that
might impair the logistical pipelines.  There should
be a progression of flight equipment management
and training that is unified from inception to
retirement. (i.e. a FAILSAFE introduction and ISS
push, followed by a move to in-service and
documentation of real problems, and final resting
place in DRMO or the reserves after test and
evaluation of the latest and greatest widget is
approved.) The greater problem here is lack of
accountability in an impaired system and its impact
on the aforementioned training principles.

Default Accountability

     Most often AMSOs use the IMP chit or
FAILSAFE report as a means of accountability for
persistent flight gear deficiencies. The issues
identified via these formats are important, but rarely
ever quite merit the full attention of the 3750 via a
HAZREP.  Applying the immediacy of HAZREP to
some FE issues is sometimes an unsavory option for
commands that lack enough scope to set up the
slices of cheese from the top down or have bigger
fish to fry.
     In the paraphrased words of several senior
AMSOs “HAZREPs are nuclear in the realm of
NAVAIR and are the only paperwork drills that yield
an actual response from 202”.  Numerous
ghostwritten HAZREPs by this AMSO may never
see the light of day due to command reluctance to
issue a HAZREP.   Several of these FE related
HAZREPs have fallen casualty to command
perception of retribution for reporting, a fear that
vital survival equipment delivery will be turned off,
or SQD having too many other HAZREPs to

     The call came from Camp Coyote as I was
teaching about 80 aircrew about a survival radio that
some had never seen.  As the CO began to muster
the first flight of Cobras, his start for the FE shop
was interrupted by a quick jaunt back towards the
radios and myself.  “I may need this, thanks for the
class.”
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He simply stated as he dashed for his aircraft.
Although I instilled some level of faith in the radio,
by no means to level it could have been, had the
presentation occurred in garrison with an ample
supply of radios a squadron could call their own.   As
an AMSO, this was an extremely proud moment in
my development as an instructor as I was able to
build confidence in aircrew that may have an
immediate need for a NAVAIR product.  It was
equally disappointing, knowing I was associated with
a broken resolution process that led me to
instructing this class as the first
missiles were launched in
Kuwait’s general direction.
     Ask yourself is this a smart
way to do business?  Ask any
aircrew, today in Kuwait/Iraq,
“Would you like this
PRC112B survival radio now or this one, CSEL,
that doesn’t work quite yet and is due out in FY 0H
not just yet?”  The PRC112B radio logistical
problems and their resolutions fall between the IMP
and the OAG processes, leaving many 3dMAW
aircrew with “hip pocket training” on gear the day
they walk to their first combat air mission.  Quality
instruction compensates for logistical deficiencies in
limited manner at best and requires significant effort
to instill aircrew confidence.  In garrison
opportunitie were offered with Operation Southern
Watch radios, whose access was restricted by
scheduling conflicts with other MAGs and Squadron
personnel’s faith in the delivery of a system they have
hardly ever seen in garrison.

“As an AMSO, this was an
extremely proud moment”

they have contributed to aircrew confidence. To
actually say we had CBR capability in this air wing is
a terrible misconception.
     From the Group standpoint, you look above and
you look below, to the Wing and to the individual
squadron commands, and ask why didn’t they have
the gear or confidence to utilize it?  One plausible
explanation is that they ( the SQDs) never asked for
it.  If they weren’t getting their fair share as outlined
in the QH2, then they should have been requesting
the TYCOM for it.  Instead the SQDs found

themselves asking for gear that
Initial Supply System-wise
was never forced to them
initially at the levels dictated
by the QH2 and T/O, one
they feared ever using, and
one that ate up a tremendous

amount of storage.  Why doesn’t MOPP gear suffer
from the same aversion?  Training, plain and simple,
training that is instilled in the military education
process from the day a recruit walks in the door.
This breeds a level of familiarity that CBR gear just
doesn’t have.  A formalized approach from HQMC,
MARFORPAC or Wing directing the FRS’s and the
Fleet SQDs is sorely needed.  Why is N10 training
optional?  Aircrew may not have the option to
choose between flying in a contaminated
environment or not.   How about a gas chamber
evolution that is required from a HQMC directive
that addresses the use of aviation CBR gear in the
gas chamber and mandates in all T&R syllabi
requiring platform specific hops?  Think this
requirement exists for all platforms, you would be
wrong.
     As military officers it is our sworn duty to right a
wrong so as to minimize the recurrence of past
mistakes.  Promulgating a level of aircrew familiarity
that Marines have with the MOPP gear in the CBR
realm is something that needs to occur now and not
be forgotten so that 12 years from now we are in
some desert wasteland contemplating how aircrew
capriciously mount their aircraft wearing the wrong
gear.
     A first sergeant once kicked me out of his office
for presenting a pay issue without a solution.  My
pay had been halted for six months, as the National
Guard Unit I transferred from didn’t submit the
appropriate information to effect a change to my
UIC.

Chemical, Biological, Radiological Flight
Equipment

     If one has ever taken the time to don this gear
and just go about their daily business, one would
realize it is extremely cumbersome and significantly
impairs normal function.  These two facts alone
would be enough to limit aircrew acceptance, but
the logistical/training failures made it easier for the
aircrew to don MOPP gear vice the NAVAIR
authorized CBR ensemble or just fly unprotected.
Establishing aircrew acceptance and familiarity is
extremely hard to achieve when they have never seen
the gear in garrison. Logistical systems that issue
inappropriately sized components, insufficient
quantities, expired assets, or that do not issue
complete ensembles will never be able to say
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I went back into my First sergeant’s office and asked
him to send me to the HQs admin office in
Maryland to fix the problem.  He then funded the
trip several states away and I fixed my pay problem.
Lesson learned:  Even the most radical of idea may
be an acceptable solution.   The draft CBR
NATOPS manual & implementation is a day late
and several million dollars short for this war, but it
reflects an attempt to rectify the current, sad state of
aircrew familiarity with this gear.  If we plan to keep
our hands in the Chem/Bio cookie jar long enough
for the next war, let’s do this right from concepts
proposed at the OAGs, to watching the Marines and
sailors mount up with confidence needed to aviate
and fight in a product brought to them from
NAVAIR.
     Haunting echoes of past AMSOs identifying the
very same problems with CBR gear could have had
much more meaning had the use of chemical/
biological weapons actually occurred.   Thankfully,
we are not viewing the lessons learned from that
perspective, but we very well could be.
     As an AMSO you are situated to facilitate aircrew
learning and acceptance of aircrew systems products.
Physically, you sit with pilots and crew chiefs, you sit
in the safety department, you represent the aircrew
to NAVAIR on problems that are real.  Proximity to
aircrew issues is truly the reason why operational
commands fund our billets, not to portend that a
new or old widget/system is worth its weight in gold
because an government engineer or civilian company
has staked its pension or profit on it. Neither should
you or the fleet automatically discount products that
come from the government lab. Nor should we have
to waste time explaining why a logistical system was
too impaired by its size to not deliver a essential
survival item or how local commands who are too
busy in garrison to address combat training issues on
products stored in a bond room.
     There is a logistical component to “Train how
you fight, Fight how you train” training principle.
No single person is culpable for the lack of CBR gear
or PRC112s, but systemic accountability needs to
happen to fix what is broken, now.  We cannot
expect our aircrew to be familiar with NAVAIR
products and use them with confidence if we can’t
put them in their hands to train with one on a
frequent basis.  Acknowledging the existence of
problem via unofficial and official channels does us
no good unless the end result is aircrew eventually

walking away with the radio or CBR gear and
eventually progress to conducting training on

     The recurring introduction principle leaves
the aircrew with this “FAILSAFE will train you
how to use your gear only when the fighting
starts, so don’t worry about knowing how to use
it in garrison.”  Is this how we want to do
business?

“What we obtain too cheap, we esteem too
lightly; it is dearness only that gives everything
its value” Thomas Paine

LT Balcius is the Aeromedical Safety
Officer for MAG -39

The last 9 months have been a bit of a blur.
For three months I was on the “we’re going,
no we’re not” roller coaster.  Then one day,

the Headquarters Squadron announced that there
was free pizza for all personnel, and I knew our fate
was sealed.  Because in the military (particularly with
a Marine command), no good deal comes without
strings, the payback for free lunch was not going to
be the fun.  The “string” on this good deal was the
anchor chain of an all expense paid trip to Kuwait.
Within weeks we were riding the friendly skies for
our Spring Semester Abroad.

by

LCDR Becky Bates

Spring Semester Abroad

     Once there, three months in a combat zone
seemed like pretty stiff payback for free pizza.  The
weather seemed to be pulled to the extremes.  I
found it to be too hot or too cold,

their own.  The FAILSAFE program is meant to
be progressive in training autonomy for both the
aircrew and flight equipment personnel.
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too windy, too calm, too dry, too damp, too dusty,
always too dusty.  The first month was frantic with
safety survey site visits, writing point papers to sway
the policy setters, attempting to get the right gear to
the right people and making sure they were trained
to use it.  Time moved at a snail pace and there was

no end in sight.
     The shooting
started for real
and that made
the second
month was even
more frantic as
attention was
split between
being an
AMSO, the
only ASO in the
safety shop and

like the rest of the Dell Warriors scurrying away
from our laptops every time a missile was perceived
to be inbound.  But this month
brought hope, because with the
start of the war, came the
realization that with the
beginning came an end.  There
was finally a light at the end of
tunnel.  Just as importantly, the
mail started to arrive too.  The
care packages and letters were
overwhelmingly supportive and
were the highlight of everyday
for me.  I sat across from the
mail clerk in our building and I
was like Pavlov’s dog, salivating
when he went on his mail run.
Lots of people got mail from
family and friends, but I am the
only one I know who got stuff
from my professional community.  I was touched
and will be eternally grateful for all the support and
encouragement that I got from the “Phys folks”.
Thank you.
     As our Forces rolled over the “elite” Republican
Guard, and fall of this evil regime was apparent, the
pace of the work slowed.  The real ASOs returned
from the heat of battle (both having been inches
from death) and thoughts turned to the retrograde
(later dubbed the “redeployment” by some politician
in cammies).  Again, the clock moved like cold

abroad are many but more than anything, I am more
keenly aware of the absolute cohesion required for
the success of a military operation.  Each of the
services has something to contribute.   Likewise, each

specialty and billet is vital to
completion of the mission.  If
you were in the sand or on a ship
you dealt with the immediate
threats and the day-to-day tasks.
If you were at home, your work
was critical in keeping the pointy
end of spear driving into the
heart of a ruthless regime.  In
addition to taking care of the
business at hand, the folks “in the
rear” assured that we not only
fought and won this war, but also
are armed and ready for the
challenges to come.  I thank
everyone for the outstanding
support and warn you to stay
away from free pizza.

LCDR Bates is the Aeromedical
Safety Officer for Third Maw

molasses, even though the daily high temperatures
were over the century mark.  Paperwork and
“returning home” safety briefs were the order of
every never-ending day.  Then magic happened and
my name appeared on a manifest to go home.  The
pace of the institutional harassment picked up with
multiple “health and comfort” and “customs”
inspectors dumping all my earthly belongs out on
the floor in a search for contraband.  It was a small
price to pay to board that Boeing 777 heading west.
Ninety-eight days after departing a cushy life in San
Diego, I came back to a cushy life in San Diego.  My
family, both biological and professional, greeted me
on the tarmac and it was great.
        It is hard to believe how much faster the
calendar pages are flipping since I’ve returned.  The
lessons learned from the Spring Semester I spent
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by

LT Barry Shaddix

“So do you want to go check out that new ship that just
got commissioned?” was the question from my
roommate and eager new Naval Officer, LTJG
Hauerstien.  “Dude, why in the hell would I want to
do that?  That’s one of the reasons I came into this
program, so that I wouldn’t have to go out on one of
those damn things.  Why don’t we go check out
Babe’s instead?”
     So a few dollar bills, a couple of pink wine
coolers for Meat (LT Peterson) and four years later,
one of life’s terrific ironies came to pass.  Upon
returning from Christmas leave I was informed that I
had been directed by the CO to prepare for
deployment, that I would be putting to sea in less
than two weeks for an unscheduled deployment to
an unknown location for an undetermined amount
of time.  And that it would be aboard the good old
Bonnie Dick, the very
same ship that had been
commissioned here in
Pensacola some four
years prior.
     Like a football team
heading to the Super
Bowl we bussed from
the middle of the desert
in Arizona over to the
beautiful coast of San
Diego where our team
boat awaited us.  We
were the air attack for
this offense and the
ground attack was to join us two days later via
LCACs.
     Pre-game was anything but routine.  The next
two months were spent transiting the Pacific and
Indian Oceans and getting a lay of the land through
missions in support of Operation Southern Watch.
My time was spent working as a logistics/supply
officer trying to obtain survival equipment to cover
all of the Harrier assets in

“Monitoring
SIPR chat
became a
way of life
for me”

suited up and on the sidelines ready to
go.
     Kickoff finally came and the game
itself was a two-week period of intense
combat operations.  Our flight window
was from 2200-1200 and made for many
18 hr days.  During the game my
primary concern was with survival radios.
I personally programmed each radio and
kept in close contact with the other
Harrier activities to ensure proper
loading.  Monitoring SIPR chat became a
way of life for me, watching the war
unfold in real time, waiting for an unfortunate
incident that would necessitate a change to the OIF
SPINS and require us to reprogram the radios and
re-brief the pilots.  Through the first two weeks of
combat operations I was reprogramming radios

about once a day,
sometimes twice.
Overall, I felt that I was
prepared for the job and
was able to offer
beneficial input to the
COs, provide essential
last minute training, and
successfully deliver much
needed equipment.
     One of the areas that I
felt least prepared in was
actual survival training.
While I was

knowledgeable in the equipment, I was unable to be
the subject matter expert on survival tactics and real
world use of the equipment.  I was fortunate to have
a British RAF pilot with us who had been his
squadron’s survival expert.  Apparently the Brits
require each squadron to have a pilot trained in
advanced survival courses act as the survival SME.
     Our role in this offense died down a bit after
those initial two weeks.  Pilots were spending a lot

theater.  Outside of this I managed to squeeze in
some actual AMSO duties as well, providing
equipment briefs, consulting on Pilot fatigue and
ramp          schedules, URT-33 deactivation, and laser
exposure risks.  (I will avoid getting into the
details… a as a separate paper addresses each of these
issues.)   The toughest part of the pre-game was not
knowing exactly what day the game was going to be
played, but still having to be all stretched out,

It’s True,  Physiologist go to war
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LT Shaddix is the Department Head
for Parasail Training

very close interval by four other amphibious assault
ships.  It was a once in a lifetime occurrence to have
all of these ships in the same theater, operating as a
team.

     Also operating as a
team was a wonderful
group of AMSOs with
LT Higgins and LT
Schoonover working
aboard the ships, LCDR
Bates and LT Balcius
working ashore and the
many other AMSOs
working at-home
preparing their teams for
combat. I send a special
thanks to LT Folga and

the USAF Life Support Systems Tech Sergeant out of
PSAB that went out of their way to provide me with
anything they could, throughout the game.
     Now I sit here, back in Pensacola where I started
5 years ago, looking out on the bay from this
incredible office and watch as ships enter and leave
the port and think of which one of these I am going
to be on next.

     The day before I detached I was surprised to have
been called into the CO’s stateroom where the
Commander of the Harrier Air Wing presented me
with a NAM for my actions during our deployment.
At this exact moment the BHR was being flanked at

more time on a Ready 5
and our assigned sorties
dropped precipitously.
Back in the locker room,
The next few weeks were
spent talking about who
blew up what and what
our port calls would be
on the trip home.   This
was the toughest part of
the cruise, as time
seemed to stand still, and
fortunately this was
about the time that I received orders to Pensacola.
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by

LT Anthony Artino

The Human Performance & Training
Technology (HPTT) Directorate is the
brainchild of the now retired CAPT Ryan

Eichner.  His vision, and he truly is a visionary, was
to create a directorate whose sole responsibility
would be the research, design, and development of
new technologies to address training issues in the
Naval Aviation Survival Training Program (NASTP).
As CAPT Eichner would often say, “Ragu, if it’s
something new, you own it.”  And these days, the
Naval Survival Training Institute (NSTI) is involved
with lots of new stuff.
     As the Director of HPTT, I am one of four
directorate heads within NSTI.  The other three are
the Operations Director (CDR Jeff “Woody”
Andrews), the Admin Director (LCDR Adam
“Wooly Mammoth” Michels), and the Director of
Safety and Standardization (LCDR Mike “Chow”
Prevost).  One nice thing about the NSTI structure
is the fact that on any given day I’m just as likely to
be working on a project with somebody from my
own directorate, as I am to be working with
somebody from Admin, Ops, or DOSS.  As CAPT
Eichner liked to say “we’re not a stovepipe
organization.”  And as much as we like to joke about
that statement, it’s true, we’re not.  The cross talk

between the directorates is one of the things that
makes working at NSTI actually enjoyable.
     According to the NSTI structure, HPTT is
supposed to be composed of three separate
departments: a test and evaluation department, a
curriculum development department, and a career
development department.  Currently, however, the
directorate is split into two distinguishable units –
test and evaluation run by Mr. Ray Smith and
everything else run by me.  Within the test and
evaluation department, Mr. Smith has two parachute
riggers and one half-time
diver working for him.
Within the rest of the
directorate, we have one
aviation physiology
technician and two
parachute riggers.  In
total, HPTT has five
enlisted personnel, one civilian, and one officer.
Eventually, the directorate is slated to get another
junior officer to hold one of the three HPTT
department head positions.

Test & Evaluation:

     Mr. Ray Smith is one of the busiest men in
NSTI.  His department’s mission is to write test
plans, perform tests and evaluations, and submit test
reports for the development, introduction, and
training of new or modified Aviation Life Support
Systems (ALSS), training devices, and egress, survival
and rescue procedures pertaining to the NASTP and
other related Navy, Marine Corps, and DoD
programs.  Some of the recent projects that Mr.
Smith and his team have been working on include:

“When the day is done, however, it’s
the people at NSTI who make this
job great”

The Human Performance & Training
Technology Directorate

Highlights
Billet/NSTI
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• Liaison with the Marine Corps’ Advanced
Amphibious Assault Program Manager to
support their request for water survival
training.

• Development of platform-specific survival
procedures for the revised 80-T-101 manual.

• Test and evaluation of the U.S. Coast
Guard’s automatic inflatable life preservers.

• Test and evaluation of the E-2C Parachute
Survival Ensemble (PSE)

• Test and evaluation of water survival
procedures for NAVAIR’s Joint Protective
Aircrew Ensemble (JPACE).

• Test and evaluation of the Multi-Climate
Protection (MCP) system garments for
underwater egress.

• Test and evaluation of modified T-6A ALSS.
• Test and evaluation of SPECWAR’s

Increased Capacity Life Preserver Unit
(ICLPU) and Tactical Flotation Support
System (TFSS-5326).

• Management of a research study
investigating the link between swimming
skills and performance during water survival
situations.

Curriculum Development:

     The remaining members of the directorate spends
most of our time with development, test, and
evaluation of new technologies and curriculum
paradigms for use in the NASTP.  A few of the major
projects currently being developed include:

• Development of flight scenarios for use
with the Reduced Oxygen Breathing
Device (ROBD) and Microsoft Flight
Simulator.  These scenarios will be a
starting point for using ROBD to train
jet refresher aircrew in recognition,
treatment, and recovery from hypoxia
while performing simulated flight
duties.  We are currently working with a
number of pilots from NETC’s
Microsim program to develop realistic,
mission-specific scenarios.  Once this
pilot curriculum is released to the fleet,
it is expected that other ASTCs and
AMSOs will add to and enhance these
ROBD scenarios.

• Development of the Student/Instructor
Management System (SIMS.NET).
This is a cooperative project between
HPTT and the Admin directorate, and
grew from a $500K grant that we
received from the Secretary of the Navy.
Our development team includes a
project manager and three programmers
from NOMI’s IT department.  The
project is currently in the final phases of
development and scheduled to be rolled
out to select ASTCs for initial testing at
the end of the calendar year.
SIMS.NET will automate all student
scheduling and tracking, quarterly
reporting, and entry into the CeTARS
system.  The end result will be a system
that reduces administrative burden for
all NSTI personnel involved with
training.

• Web-based training development for
portions of the jet refresher and
Midshipmen/VIP curricula.  A pilot
project for the R1/RP1 is currently
being developed in-house by Mr. Brian
Swan and will be tested locally for fleet
acceptance.  The Midshipmen/VIP
web-based training project is currently
being developed by HPTT with the
help of a courseware development team
from NAVAIR TSD in Orlando.  This
project will move the bulk of the
lecture-based material from the
Midshipmen/VIP curricula to Navy e-
Learning, thereby reducing instructor
workload at all ASTCs.

     As mentioned before, HPTT is also responsible
for a number of career development programs.  The
two primary programs within this area include the
Naval Aerospace Physiologist Preceptorship Program
(NAPPP) and the Naval Survival Training Program
Subject Matter Expert Program.  The SME program
is undergoing major revisions, and we hope to
revitalize this program and make it a useful resource
for all Naval Aerospace Physiologists.
     In closing, the HPTT directorate is a great place
to work.  If you like computer-geek stuff, curriculum
development, and test and evaluation, it’s the place
for you.  Not only do you have plenty of projects to
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I have been the NSTI DOSS for 11 months
now and I have had the experience of being
the lead inspector on 7 site inspections so far.

My general impressions are that our units are in
good shape and that our people are very busy.  If I
had to give grades to our units, I would say our best
are an A+ and worst, a B+.  Our standards are very
high.  We don’t have anybody close to a C or a D.
Compared to many other Navy training programs,
we are way ahead.  The student critiques bear that
out.  I spend quite a bit of time looking at every
critique from the previous year at every site.  They
are overwhelmingly positive.   The Fleet is generally
satisfied with the training that we provide.
     We have made the shift this year from scheduled
inspections to no notice inspections.  I generally give
the Department Heads a call on Thursday afternoon
or Friday morning and let them know that we will
be there on Monday morning for a site inspection.  I
have gotten quite a range of responses to that phone
call from, “Great, looking forward to seeing you.” to

complete within your directorate, but you also have
many opportunities to get involved as a member of
the larger Medical Department team.  These
opportunities include teaching at the unit and riding
the altitude chamber; getting involved with the
Student Naval Aerospace Physiologist program at
NAMI; and taking on as many NOMI collateral
duties as your heart desires.
     When the day is done, however, it’s the people at
NSTI who make this job great.  We truly have
gathered together an outstanding group of Aerospace
Physiologists, civilians, and enlisted personnel down
here in Pensacola.  Believe it or not, NSTI Pensacola
is a great place to be!

LT Artino is the Director for Human
Performance and Training Technology

by

LCDR Mike Prevost

“Great, that’s all I need right now!”  You might think
that a no notice inspection would result in a much
larger number of action items because units do not
have time to prepare.  This has not generally been
the case.  It is apparent that our units are taking a
more proactive approach to maintaining their
paperwork and programs.  For the most part, the
ALSS, training jackets, site safety logbook and other
programs have been in good shape and up to date.
There are inevitably a few items that need to be
updated but we can take care of that during the
inspection.
     When we begin a site inspection, we start by
addressing two questions: Is the training good?  Is
the training safe?  If we can answer yes to both of
those questions, everything else is secondary and not
likely to generate much attention.  We still look at all
of the details but the emphasis of the inspection (and
the inspection report) is those two questions.
    So how do you ensure that the inspection team
will answer yes to those two questions?  Here is a
little gouge from the inspection team on some of the
things we look at:
 
Student Critiques:

     Student critiques provide a wealth of information
for an inspection team.  We don’t react to every
negative critique but we do look for trends.  For
example, an instructor may have received a few
negative critiques on a particular lecture over the
course of a few months.  If it looks like a trend, I will
pull that instructor’s training jacket.  I would expect
to see some critiques of the instructor on that same
lecture as part of a remediation effort.  Also, I would
expect that the Department Head would take note
and would have made some type of comment on the
critique routing sheet.  If none of that has taken
place, it may be that the unit’s program of ensuring
instructor quality is dysfunctional.  That may or may
not result in an action item.  However, I will gather
that information and discuss it with the Department
Head.
 
Site Safety Logbook:

     If the Site Safety Logbook is well organized, up to
date and is meeting all of the SOP requirements,
chances are the safety program is in good shape.
When the Site Safety Logbook is in poor shape, it is

Lessons From the Road
NASTP Model Manager Inspector
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a sign that we need to look at the safety program
very carefully.
 
Training Jackets:

     We don’t necessarily look at every page in every
training jacket (although we might if they aren’t in
good shape).  However, we will generally always look
at the training jackets of some key personnel
including the Training Safety Officer, the ERT
leader, the NAWSTIs, Preceptors and the
Department Head.  If what we see isn’t good, we will
begin looking at all of the training jackets.  If it gets
worse from there, we will look at every page in every
training jacket.  At that point we might find
ourselves spending hours helping the training
department fix the training jackets.  Again, if we fix
everything, there wouldn’t be any action items
assigned but I would sit down with the Department
Head and discuss what we found.  I might also make
a comment or a suggestion on the final report to the
OIC without assigning an action item (The OIC
deserves to know what is going on as well.).
 
Standard Operating Procedures:

     I always take a look at the unit’s SOP.  I am
checking to see if it is up to date (It isn’t always.) and
if there are local SOP changes that need approval.  If
you are still using Revision A of the SOP and you
have two years of local changes that need to be
approved, then we probably need to take a close look
at how you are executing and documenting training.
 
Quarterly Reports:

     I always take along a copy of the unit’s quarterly
reports.  I will check the Site Safety Logbook against
the quarterly reports to ensure that the unit is
documenting and reporting all injuries.  Also, if the
quarterly report shows that a chamber Inside
Observer did not fly in the chamber one month, I
would check their training jacked for a stop HDIP
letter.
 
Curricula:

     I can remember calling the Model Manager shop
seven years ago to argue that my PowerPoint briefs
should constitute a personalized lesson plan and that

I didn’t need to bring my LTG into the classroom.
After doing a handful of site inspections, I now
understand why bringing a personalized LTG into
the classroom should continue to be a requirement.
I have watched instructors who have taught a
particular lesson for 12 years, miss critical objectives
because they did not use their LTG.  I have also been
surprised to see very experiences NAWSTIs miss
critical elements (i.e., dunker rides, 9F2 rides, swim
demonstrations) because they did not use their LTG.
Without exception, whenever I saw an instructor
bring an LTG into the classroom and actually look at
it, all objectives were covered.
     These are just a few of the items that we pay
attention to as an inspection team.  These are also
things that you can look at as the Department Head
or Division Officer in order to spot-check some of
your programs.  Remember, we can show up at any
time so it is good to do periodic spot-checks to make
sure things are on track.   Also, remember that the
checklists that we use are on the web so it would also
be a good idea to take a look at those from time to
time.
     At the end of the inspection I sit down with the
Department Head and show them a draft copy of
our inspection report (It is not final until the
Director, NSTI signs it.).  That way they can see if
before their boss (OIC) and my boss (Director,
NSTI) sees it.  This is not necessarily an opportunity
for the Department Head to argue action items but I
have removed action items as a result of that
discussion.  What I really want to achieve in that
meeting is to give the Department Head a clear,
honest opinion of what we saw as an inspection team
and to ensure that there are no surprises when they
get the final report.
     What is or is not an action item in the final
report is somewhat subjective.  The comments and
suggestions that we make in the final report are
somewhat subjective as well.  You just cannot avoid
some subjectivity even though we have checklists,
SOPs and curricula.  We try hard to be consistent
from site to site and to give the OIC and the
Director of NSTI a fair and honest appraisal of what
we saw.  So far, so good.

LCDR Prevost is the Director of
Safety and Standardization, NSTI
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by

CDR Sam Griffith

History:

The former CNET aviator Naval Liaison
billet existed as an O-5/O-6 job at
Armstrong Lab, Williams AFB, Mesa,

Arizona since 1970s.  Armstrong Lab conducts
R&D for aircrew training and aviation simulation.
Williams AFB was closed by BRAC in 1993, but the
high cost to rebuild the plant and infrastructure (and
political intervention) kept the lab at the Williams
site.  The billet was gapped from approximately
1994-1997 because of the shortage of naval aviators.
In 1996, the lab director entertained the idea of
converting the billet to an Aerospace Physiologist
(AP) fill if no aviators were to be detailed.  Then
CDR Eichner took on the billet in 1997.  N789
requested that CNET convert the billet based on the
lack of aviators with the needed credentials, and the
built in sustainability of the job requirements within
the AP community.  Additionally, on site support for
the pending Navy and Marine Corps Aviation
Simulation Master Plan was another compelling
reason for ensuring the billet was manned.  It was
officially converted from a naval aviator to an AP
billet in 2002.   The billet now resides within
NAVAIR Orlando.

Incumbent Prerequisites:

     Background in aircrew training, human factors,
simulation & modeling, NVG/sensor training,
requirements generation and acquisition are needed
to match the job demands.  Having a working
relationship with N789, HQMC, PMA-205,
NAVAIR Orlando, NAWC AD and the Manned
Flight Simulator staff is important for the function
of the job.  Experience with Navy AND Marine
Corps Aviation is certainly a plus.

Job Description:

     You are the Navy and Marine Corps Liaison to
Air Force training research, education, and
simulation.  In a nutshell you are at the Air Force
Research Lab (formerly Armstrong Lab) to leverage
their technologies to meet Naval requirements.  You
normally do not have a routine (sound familiar,
AMSOs?) however, being a tour guide is a big part of
your duties.  You will arrange and conduct numerous
technology demonstrations and briefings for the
following:

Billet description:
Naval Liaison NAVAIR Orlando,

Detachment Mesa, AZ

o High resolution (20/20),
full color, high brightness,
portable visual display
systems

o Open architecture, PC-
based cockpit simulators
and host simulations

o High Level Architecture
(HLA) networked
simulations

o Physics based sensor
simulations (NVG, FLIR,
radar, low-light TV)

o Multi-spectral, photo-
textured, sub-meter
resolution data bases

o Next Generation Threat
System (NGTS)

o Distributed
Mission
Operations
(DMO) –
multi-ship,
multiple threat
live,
virtual and
constructive
training
environments)

o Simulator legacy system
upgrades and networking

o Training effectiveness
research in multi-ship
simulation environments

Your audience will be Navy and Marine Corps
personnel (civilian and military, junior to Senior
Excecutive Service (civilian flag equivalents) and flag
rank) who have an interest in the goings on at Mesa.
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If you don’t know it already, AFRL Mesa is literally
the center of the universe when it comes to cutting
edge technologies in distributed training and
networking of simulators.  Although a small lab, the
crew in Mesa is leading the way in these technologies
and training research.
     Your role will be to assist requirements officers in
understanding the significance of the underlying
technologies used in the lab’s test beds, describe the
engineering feasibility/affordability of those
technologies, and help them formulate acquisition
strategies for transitioning those technologies.  You
are liaison between the NVG training model
manager (MAWTS-1), PMA-205 and AFRL for
curriculum development / support and audiovisual
training products which support the Naval Force’s
19 NITE Labs.  You are an instructor for the
monthly Joint Service NVG Instructor Training
Course at Luke AFB.  You ensure Naval
requirements are considered in the development of
the AF’s Panoramic Night Vision Goggle (PNVG)
program.  Although the Navy has not signed up for
this new technology (they are currently focused on
HMD technologies) they are monitoring the PNVG
program as it has application to meet several Naval
requirements.
     These are nuts and bolts of the job and my
duties.  While at Armstrong Lab – Mesa, you are
surrounded by bright, motivated, and hard charging
aviators, engineers, psychologists, and scientists.
They have set the bar very high and are constantly
looked at by the world as the folks who will come up
with the next revolutionary technology or method.
It is a very stimulating environment and all
personnel are fully supportive in the concept of a
Naval liaison.  My tour has been challenging and I
feel I am always learning something new.  Desert
dwelling with the professionals of the Mesa Lab has
truly been a rewarding experience for me.

CDR Griffith is at the Air Force
Research Laboratory Mesa, Az

by

LCDR Brian Swan (Ret.)

With the standing up of NSTI,
there comes a change in the
philosophy of curriculum

development and “ownership”.  It was the
vision of CAPT Ryan Eichner, the first
Officer in Charge of NSTI, that the subject
matter expertise for the curricula should lie
with the ASTCs that directly interact with
the Fleet and actually teach the curriculum,
vice at the Headquarters level (which is
admittedly at least one echelon away from
the pointy end of the survival training
spear).  To this end, the Subject Matter
Model Manager (SMMM) program was
created.

Practically speaking, what this means is this:
each curriculum has been assigned to an
ASTC that (ideally, but not always) is the
most involved with teaching that particular
curriculum.  The assignments are:

N1/NP1 Pensacola
N5/NP2 Cherry Point
N2/NP7 Jacksonville
N2/NP8 Norfolk
N3/NP3 Pax River
N4/NP4 Pax River
NP5 Lemoore
NP6 Pensacola
N6 Pensacola
N7 Norfolk
N8 Whidbey Island
N9 Cherry Point
N10 NSTI DOSS
N11 Pensacola
N12 Pensacola
N13 Miramar
N14 Miramar
R1/RP1 Miramar
R2/RP2 Jacksonville
R3/RP3 Norfolk
R4/RP4 Whidbey Island

NSTI Curriculum Development::

A New Process
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Training Requirements Inventory (TRI),
which describes all of the skills and
knowledge that a student should have at the
end of the training.  The Design phase is the
process of determining course structure and
writing the learning objectives that tell the
student what is expected of them (and
which serve as the basis for written/practical
tests).  As of this writing, the ASTCs are just
completing these two phases and the results
are being reviewed (for format) by the NSTI
DOSS office.  The next phase,
Development, entails the writing of the
lesson topic guides, tests, performance
checklists, and building slide sets.  The goal
is to have all of this material completed by
December.
     The Curriculum Advisory Board (CAB),
which is Chaired by the OIC of NSTI and
has as voting members ALL of the Training
Det. OICs and ASTC Department Heads,
BUMED, and NSTI DOSS, will convene
April 5-9 (all members mark your calendars
now!).  At the meeting, each SMMM will
present their curricula to the board (not
actually teach it, but describe it,
highlighting changes), and the CAB will
discuss and vote on it.  Any final changes

will be made, and the completed curricula
will be forwarded to BUMED and OPNAV
for approval.  Once the approval comes
through, the Implementation phase begins
during which the NSTI Model Manager
(MM) will distribute the curricula to all
ASTCs, and local training will be conducted
on the new curriculum.  Following
completion of implementation, the
curricula, as approved, will be required to be
taught by all ASTCs (with the usual minor,
localization changes allowed).  Short of an
urgent safety-related change, the curriculum
will remain in place, unchanged, until the
meeting of the CAB the following year.
     As ASTCs identify changes that they
would like to see made to the curriculum
(vice changes in local procedure) they will
be submitted directly to the SMMM for
that curriculum who will determine if the
change is valid/needed.  This is the core
function of the Evaluation phase.  If the
change is determined to be valid, it will be
saved by the SMMM, collected with all
other valid change recommendations, and
be presented at the next CAB for inclusion
in the curriculum.  If the SMMM
disapproves a change recommendation, and
the ASTC that originally submitted it feels
strongly enough about it, it may be
presented directly to the CAB for discussion
as a separate agenda item.
     So where does the NSTI MM fit into
this whole process?  All curriculum changes
must be approved by the OIC of NSTI.  If
the changes are to the courseware (i.e. LTGs,
Tests, Slides), then as soon as the OIC
approves them, they become official.  If the
changes involve TRIs or Objectives, the
NSTI model manager must prepare a
document to forward to BUMED/OPNAV
for approval.  In either case, it is the
responsibility of the NSTI MM to assure
that all curricula meet formatting standards
and are distributed to the program as a
whole.  Additionally, the NSTI MM can
evaluate proposed changes made to one
curricula for applicability to other curricula
and make recommendations to the
respective SMMMs.  Finally, the NSTI MM

     As of the assignment of these curricula,
each of the ASTCs has become the “owners”
of the content.  What this means is that it is
the responsibility of each ASTC to review
literature, publications, messages, etc. and
assure that the curriculum remains accurate
and current.  Likewise, any change
recommendations from other ASTCs are
sent directly to the SMMM for the effected
curriculum(s) who will determine if the
recommendations should be incorporated
into the curriculum.
     NSTI is still following the classic
ADDIE model of ISD that was first
introduced in the early 1980s in the
NAVEDTRA 106 (later the NAVEDTRA
110A, then the NAVEDTRA 130, currently
the BUMED Curriculum Development
Guide).  “ADDIE” stands for Analyze,
Design, Develop, Implement, and Evaluate.
The Analyze phase looks at the requirements
for the course, ends in the creation of a
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will coordinate between curriculum, SOP,
and training device issues.
     After so many years of the way we used
to do things, why this change?  With 20+
curricula, it should be pretty clear that a
staff of 5 – all of whom have many other
duties in addition to the curriculum process
– cannot possibly keep them all current.
The empirical evidence of this lies in the fact
that some of the curricula have not been
revised in over 12 years.  The goal of this
new system is not to “have the ASTCs do all
our work for us” – as has been leveled at us,
but rather to use the collective currency and
experience of the program as a whole to
construct the most up-to-date and valid
curricula possible.
     After many years of waiting, we finally
have all of the organizational pieces in place
to make this happen.  I am excited to have
been a part of creating this new process
structure, and look forward to working
within it, ever striving to deliver a more
current and accurate training program to the
Fleet.

LCDR (Ret) Swan is NSTI’s
Instructional Designer

by

LCDR LeeAnne Vitatoe

HMX-1:
AMSO or Operational Test Director??

When I first came into the program, I heard
countless stories about billets that were
the “good jobs” and many others about

the billets to steer clear of.  Of course, experience has
taught me that sometimes these stories are good
conversation, but not necessarily things to be
confused with the truth.  Any job can be a great one
if you are willing to make it be so.  When I went to
Fighter Wing, the guy previous to me had been fired
and they had to gap the billet for one year while we
prayed the F-14 guys forgot about him.  Trust me,
you have to create your own destiny.  Also
remember, every time a new CO or Commodore
comes to the helm, the face of these jobs tends to
change quite a bit.  So, if you too have been
intoxicated with the exotic stories you have heard
from Woody and JP about HMX-1 and all of the
amazing things that you get to do here - keep
listening because they are great stories, and some of
them are even true!!  Seriously speaking, trips to
exotic lands, first class travel, fingerprint access, wrist
mics, USSS (men in suits) and THE PRESIDENT,
of course, all make up the experience.  And what an
amazing job it is!!
     So we’ve established that Woody can tell a great,
fully animated story and JP makes everything sound
fun and there is no doubt that HMX rocks, so why
isn’t my phone ringing off the hook with people
wanting to replace me?  Well, certainly there has
been interest.  However, with much fun comes much
work and sacrifice.  And the truth of the matter is
this – it is a ton of work.  So if you aren’t afraid to
travel (15-20 day a month – including weekends –
on average), don’t mind being away from your family
for extended periods of time, don’t mind wearing a
pager and being called away on short notice, then
the thrill is absolutely worth the effort.  Call me and
let the interviews begin! (Rotation Feb 2005)
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LCDR Lee Anne Vitatoe is the Aeromedical
Safety Officer for HMX-1

So what does the AMSO at HMX really do?  Well,
for starters, almost nothing that a typical AMSO
does at a Navy Wing or MAG.  There is no NVG
training, no laser training, and certainly very little of
the standard ready room briefs being given.
Confused – well, that is because the real title of the
Physiologist billet here is Operational Test Director
(OTD) for Aviation Life Support Systems and
Human Factors.  We use our aviation experience and
apply it to procuring new ALSS for USMC Rotary
Wing.  That reminds me, if you have been told that
your experience has to be with the Marine Corps,
that is a fallacy or shall we say a “story.”  However,
there is no doubt that this job requires at least 2
tours worth of aviation experience.  We get tasked by
OPTEVFOR, NAVAIR, and HQ USMC to test
things – toys really.  As an example, we currently
have the following projects for test:  JPACE, JSAM,
JCAD, AWICS, LEP, MCPS, CSEL, CH-46E seat
cushion replacement, and a variety of VH programs
(I could tell you, but then I’d have to kill you).  It
isn’t really even important what all of those things
are (and they would take an additional paragraph to
write out), the point is this – our shop is humming.
We become intimately familiar with the acquisition
process, take many acquisition classes, and have
many “J” or joint projects.  We work with the Air
Force, Army and Navy Test Commands on a daily
basis attempting to convince them that the needs of
USMC air are more important that the other services
needs.  Then, in the end, we all are forced to come to
consensus – now you know what Joint Programs are
all about.
     Where is the exotic fun and travel??  I’m getting
there….  The majority of my travel is because of my
OT&E projects.  I go to crazy places like:
Edgewood, MD (Army Chemical Testing), Dugway
Proving Grounds, UT (more Army chemical testing
– and scarier than Fallon, NV), Los Alamos, NM
(even more chemical testing), Albuquerque, NM
(Air Force Test Center), etc.  The bet part of this job
is that you are a test director with a budget and when
you go to a meeting to discuss issues, people listen.
So when we were required to do a hot weather test
for the JPACE suit and the test slid to the right
because of contractor war orders,  I was forced to
move the test to Okinawa, Japan.  Two weeks in
Okinawa with “Meat” Peterson is tons of fun and we
got a great test completed with 2 typhoons.

In addition to doing the OTD job, I volunteer to do
“White Side” missions.  This means that I have
qualified as the only non-pilot to stand duty and
have been nominated by the CO and qualified to
stand White House Liaison Office (WHLO)
missions.  (Now we are getting to the Woody
stories.)  In the last two years, I have been to places
like:  Peru, France, Jordan, Israel, Senegal, and as I
write this, I should be packing for my trip tomorrow
to Singapore.  Of course, there are zany places like:
New Hampshire, New Mexico, Minnesota, Iowa,
and California to name a few.  And you know what,
it never stops being amazing.  Let me remind you
though – this is the extra part of the job, the
volunteer part, the part that you can be fired from if
you screw up.  And it always takes a back seat to
your real job as OTD.
     At this point, I’ve either hooked you and you
can’t wait to get an interview, or you have decided
that even though it sounds like a ton of fun, it is
hard to imagine being away from your family so
much.  So call me and I’ll do my best to answer any
questions that you might have.  Remember – you
make your destiny.
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by

LT Rudy Herrera

On September 15, 2003, I embarked on a
“Good-Will” mission taking me to Beale
Air Force Base, just outside of Sacramento,

California. There I spent a week with the 9th

Physiological
Support
Squadron (9th

PSPTS)
observing and
participating in
the daily life of
an Air Force
Aerospace
Physiologist.
     The 9th

PSPTS, lead by
Major Andrew
Woodrow,
primary mission
is in support of
the Air Force’s
spy plane, the U-
2 “Dragon Lady.”
The U-2 is designed to reach altitudes of 70,000
feet. Altitudes of this magnitude make the use of
qualified Aerospace Physiologists a crucial element.
Since U-2 pilots are
required to fly wearing
pressure suits, pre-
oxygenation is an
essential requirement.
This is where the
knowledge and skill of a
Physiologist comes into
play.
     Pilots report to the
physiology department
prior to each flight.
There they are outfitted
with their pressure suits

and undergo 1 hour of pre-oxygenation. The entire
outfitting and pre-ox evolution is performed by life
support and physiology technicians and supervised
by the Aerospace Physiologist. Following the pre-
oxygenation period, the physiology and life support
techs transfer the pilot, via a walk-around bottle, to
their assigned aircraft. The techs are then responsible
for securing the pilot into the aircraft, as well as
connecting the oxygen supply, thus ensuring the
pilot is ready for flight.
     Due to the extreme altitudes pilots in the U-2
face, chamber flights for this program call for a little
added twist, a flight to 75,000 feet. The chamber

flight requires the
individual to don
a full pressure suit
and pre-
oxygenate for 30
minutes. I had
the unique
opportunity to
take part in this
chamber ride.
The profile is as
follows:
     From site level
to 5,000 feet at a
rate of
5,000FPM, an
ear and sinus
check is
performed. After
leveling off, if

everyone is clear to continue, a descent at 5,000FPM
back to site level follows.
     From site level to 18,000 feet at a rate of

5,000FPM, another
level off is performed
for the sole purpose of
removal of the Inside
Observers via a lock out
procedure.
     Once the IO’s are
removed, the ascent
continues at a rate of
5,000FPM to FL400
where the FPM
increases to 10,000-
12,000FPM to a
terminal altitude of
FL750.

My experience with the Air Force

Preceptor goes 75,000 ft.
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From FL750 a descent rate of 10,000-12,000FPM
takes place to an altitude of FL400, where the speed
decreases to 5,000FPM to an altitude of FL295.
     After leveling off at FL295 a rapid decompression
to FL650 takes place. Following the RD, again a
descent rate of 10,000-12,000FPM takes place to an
altitude of FL400, where the speed decreases to
5,000FPM to FL250, where a hypoxia demo is
performed.
     Following the Hypoxia demo a descent to FL200
at 5,000FPM takes place for the final
demonstration, the O2 malfunction demo.
     The ride terminates with a return to site level at a
rate of 5,000FPM.
     The ride was quite different from any of our
chamber flights, interesting yet hair-raising. It’s not
everyday that a flask of water spontaneously boils
before your very eyes.
     As a final added bonus, I also had the
opportunity to take part in a flight on the T-38
Talon. This aircraft is the Air Force’s jet trainer, for
those of you that didn’t know. At Beale AFB, the U-
2 pilots utilize this aircraft for flight hours as well as
maintenance of jet qualifications.
     Working hand-in-hand with our Air Force
brethren was exciting and rewarding. Being exposed
to the similarities and differences between the two
services is crucial to the professional development of
an Aerospace Physiologist. In closing, I would like to
thank CAPT. Murdoch, MAJ. Woodrow, and LT.
Bransdorfer for providing me with this opportunity.

LT Herrera is a Preceptor at ASTC
Whidbey Island

by

CAPT. Donna Murdoch

Two Hospital Corpsmen assigned to the Naval
Operational Medicine Institute’s Naval
Survival Training Institute, Detachment

West, Aviation Survival Training Center (ASTC),
Marine Corps Air Station Miramar, recently received
Air Medals for meritorious achievement while
providing support to Marine Medium Helicopter
Squadron ONE SIX FIVE (HMM-165) during
Operation Iraqi Freedom from March through May
2003.  HM2 Michael R. Chick and HM2 Michael
T. Pitts were presented the Air Medals, with First
through Fourth Strike/Flight Awards, by HMM-165
Commanding Officer, LTCOL Jon G. Doering,
USMC, on 29 September 2003.
     According to their award citations, both HM2
Chick and HM2 Pitts contributions unquestionably
led to the saving of both United States and Iraqi
lives.  In addition to their duties as Hospital
Corpsmen, they became an integral part of the flight
crew and often performed additional duties as aerial
observers and ramp gunners.  Their seamless
integration into the aircrew assisted in the successful
completion of the 3d Marine Aircraft Wing’s mission
in sustained aerial flight operations and assisted
materially to the success of the overall military
objectives.  By their superb airmanship,
perseverance, and loyal devotion to duty in the face
of hazardous flying conditions, both HM2 Chick
and HM2 Pitts reflected great credit upon
themselves and upheld the highest traditions of the
United States Naval Service.
     HM2 Chick and HM2 Pitts each flew over 80
combat hours aboard the CH-46E Sea Knight
helicopter during this three-month period.  They
returned to their present duty as Aerospace
Physiology Technician (NEC 8409) survival training
instructors at ASTC Miramar in July.

NOMI HOSPITAL CORPSMEN
RECEIVE AIR MEDALS

CAPT Murdoch is the OIC,
Det  West
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by

LT O. J. Olmo

Important dates are on the horizon for ASTC Pax
River. ASTC Pax had a ribbon cutting ceremony
on 19 May.  Since then, Pax experienced many

delays bringing building services on line with PWC,
signing a pool maintenance contract, certifying
training devices certified, and finally the diver’s air
system. Now that all these issues have been resolved,
Pax is ready to begin training the Fleet as a fully
capable site.
     Pax will train the first full capability refresher
class on 30 Oct 03.  This benefits Fleet operators.
Squadron CO’s in our geographic area no longer
have to send their aircrews to Norfolk or Jacksonville
to complete their qualifications.  Pax can respond
more efficiently to the qualification needs of the
Fleet, while balancing the workload more effectively
among the four sites in
Det East.
     The building and
devices are ready, but a
crew is brings the facility
to life.  New crew
members have reported to
support the full capability
of Pax.  PR1 Bear
reported in June from
VFA-105 of Oceana.

Another Oceana (VFA-87) Sailor, PR1 Thorpe,
joined him in July.  Together they will lead the
Paraloft effort.  The ASTC, at long last, has an
outstanding Chief Petty Officer in HMC Wilken,
who came from Green Side duty at
MARFORLANT. Two new civil servants were hired
as device technicians, Mr. Stephen Ray, and Mr. Tim
Jeffas.  They take over for Jimmie McWilliams who
retired in July.  Lt Finlayson relieves Lt Olmo in
January 2004 as the Department Head.  A second
Physiologist, Lt Cynthia Feegers reports from SNAP
training in February 2004.  By the end of the winter
two more divers are expected to report, giving Pax
enough to conduct METS diving operations on it’s
own.  Until Pax has a full complement of divers,

other Det East ASTC’s
and ASTC Pensacola
will support dive
operations.
     It has been a long
journey.  All are invited
to visit us whenever at
NAS Pax River or the
Washington DC area.

ASTC PAX RIVER

LT Olmo is the Department Head,
ASTC Pax River

A long journey
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MSO’sinction

by

LT Mike Kavanaugh

Nobody Said Anything About Jumping Out of a
Plane?!

     The smell of human fear and perspiration
permeated the air of the dark and cramped spaces
into which we were packed.  The large C-130
carrying our 68 lives aboard was banked 30 degrees
as we pulled added G’s.  “10 minutes!” was deeply
yelled by a very stern Army Jump Master and a short
time later the starboard and port doors were opened
to reveal mother earth’s green grass and trees
screaming by at 120 knots as the air stream buffeted
the open doors.  One young 19 year old quietly
mouthed the word, “S**t” to the army private to his
right.  As we had stood up in a very tight line of
military parachutists, my heart rate might have risen
from 60 beats a minute (BPM) to 61.  Dr Evil says,
“RRRRRight”.  120 BPM would be more accurate.
“Jumper Go!”  Here we go, shuffle, shuffle to the
door, just like we were taught, right?  I’m next,
“S**t”.  After a direct look into the Jump Masters
eyes, he barks, “Jumper Go!”  I thought to myself,
“Don’t screw it up, Chunky,” as I walked out the

jump door.  Most
of us were more
afraid of getting
yelled at by the
Jump Masters than
placing our lives in the hands of fabric .5 MM thick
after bailing out within 1250 feet AGL of the
ground.  You are told that after existing the doors
you will be guaranteed of hitting the ground at
speeds in excess of 100 knots in less than 9 seconds if
you do not get a parachute opening.  And yet you
are still more scared of the Jump Master pulling you
out of the jump “stick”, because you screwed up bad.
The Army Jump Masters did not like anyone,... least
of all themselves.  With young lives on the line it has
to be this way.
     As your body clears the jump door spoilers, the
airstream buffets your body making it difficult to
focus on any point in space until you feel the firm
tug of the main canopy tightening the risers.  After a
quick look up to inspect the main canopy the first
thing that you notice is the noise around you.  There
isn’t any.  It’s remarkably quiet and peaceful.  After
about 30 seconds of descent quickly enough, you
then have to perform a “good” parachute landing fall
(PLF).  The thought sometimes enters your mind,
maybe I need some more practice?  Sanity and
adulthood remind you that at this stage in the game
this is not an option.  “Eyes on the horizon, feet and
knees together.”  “Balls of the feet, calf, thigh, butt
and back.”

“ARRRRRMY  TRAINING SIR!!!!!!!!!”

Nobody Said Anything About Jumping

Wings of  Gold

 Out of a Plane?!

A
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     Those soiled dull green CWU-36/P’s with sewn
on patches such as Top Hook, Top Gun, 2000
hours, several centurion patches overlapping to name
a few as well as several cruise patches are like a
walking diploma.  There is only one way to get
them, and you know the way.  Everything in our
world of aviation boils down to leave only credibility.
Every smart person can prepare a presentation, but
can you study for and prepare experience?  Negative
Ghost Rider, this is
exactly why we have
an Internship of two
years designated for
our brightest future
hopes in the form of
our newest JO’s.
     Jump school and
the subsequent jumps
required to attain the
Naval & Marine
Corps Parachutist
Wings of Gold are
definitely the biggest
milestones on your
way to attaining the verbal title of SME for egress
and parachuting.  Been there, done that, got the T-
shirt means so much when you walk into a
classroom of Naval Aviators wearing Gold
Parachutist wings.  Let’s face it.  We’re never going to
top a cruise patch or Naval Aviator wings, but you
owe it the warriors that you support to give them
your best.  This comes in the form of night flights, a
CFET bruised buttocks, nights spent in a 6 man
berthing aboard the USS Getyourhandsdirty and
maybe a time or two filling a yack bag located in
your lower pocket of your G-suit.
     The training at FT Benning is geared towards the

infantry parachutist, so
technical performance
information taught about the
parachutes is minimal.  This
school is mainly concerned
about proper egress, in-flight
body position and PLF
techniques.  These jumps for
qualification as a Naval
Parachutist and maintenance
of jump proficiency give us
the dynamic experience to
begin to understand the

technical knowledge of NAVAIR, NAWC and the
Naval Test Parachutists.  This means that when you
talk with Mr. Bob Hudson (retired Master Chief and
Master Jumper), Mr. Mike Herr (Parachute Systems
Engineer) and other systems experts, you have a
working knowledge of the basic parachuting systems.
Does this mean you are a SME regarding parachute
canopies and emergency in-flight egress parachutes?
Not quite, but it’s a dynamic and positive step in the

right direction.
     The process to
attain Gold Wings
starts with Airborne
Training at Fort
Benning Army base in
north central Georgia
for three weeks.  There
is no other avenue
currently.  Navy and
Marine Corps
Airborne school billets
are controlled by a
centralized office in
DC.  The majority of

the billets go to combatants such as SEALS, EOD,
Marines and other forward deployable troops, so it’s
important to understand that we in BUMED are
lower on the priority list.  Many times the jump
billets will be handed out within two weeks of the
class convening date.
     You can expect three weeks of “Arrrrrmy
Training, Sir!”  The days are very regimented with
morning PT starting at 0445 the first few days, with
the second week usually beginning around 0530.
“Get down in the front leaning rest, Navy Boy!” was
a common utterance when you did something the
Jump Masters did not like.  The first week consists of
Bailout training, Parachute Drag training and a real
crowd pleaser the 35 Foot Tower trainers (The
POST trainers or the cable slide you use to ride out
at Uncle Joe’s farm).  You guessed it, the first week is
plenty of PLF training into sawdust and ground
rubber “Until you get it right you Leg!”  The second
week consists of Parachute Descent trainers, the
dreaded Swing Landing trainers (jumping off an 8
foot platform while tethered to a halo apparatus) and
the 250 Foot Freefall Towers.  The third week is the
actual jump week.  Basic required survival tools
include athletic tape or duct tape for blisters, wearing
two socks in your “worn in” boots and “Ranger

“As your body clears
the jump door
spoilers, the
airstream buffets
your body making it
difficult to focus on
any point in space
until you feel the
firm tug of the main
canopy tightening
the risers.”
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Candy” (Motrin 600’s or 800’s).  There are no
awards given out for the best jumper.  You just want
to find yourself voluntarily jumping out on the fifth
jump rather than looking at the x-ray of the external
fixation rod attached to your tibia.  One Jump
Master told us to pay attention, don’t try to be a
hero and don’t be a dumb a**.
     After you have finished the fifth jump in

Airborne
Training at FT
Benning,
Georgia, you
are now
qualified to
wear the Basic
Parachutist

wings or what are more commonly known as the
“Lead Sleds”.  To earn the Gold Naval and Marine
Corps Parachutist Wings you must complete another
five jumps with a Navy or Marine Corps active jump
unit.  Tradition requires that you purchase
“beverages” for the PRs, and fight like a demon (no
squealing allowed) when you are thrown into a tank
of water.
     OK, so now I have Navy & Marine Corps Gold
Parachutist Wings.  Uhhhh...............what do I do
with these things again?
     Have you ever walked into a class full of Hornet
drivers and given a presentation even slightly
unprepared?  I have.  Anyone who says they haven’t
would be fibbing.  I can now painfully remember
those first few NVG labs I taught as a JG over 6
years ago.  Homer Simpson says, “Doughhh”.  The
term “blood bath” comes to mind.  Ok Chunky,
what’s your point?!  Well, everything in our world of
aviation boils down to leave only credibility, right?
It is the responsibility of every good AMSO and
Aerospace Physiologist to seek more technical
information from the authorized and credible
publications, systems engineers and program leads
within the NAVAIR world. “Yes Grasshopper,”
preparation.  However, this is another story for
another day.  You have the Gold Wings, but you
must now actively seek out the technical knowledge
that you need......... to make you the SME.

LT Kavanaugh is the Aeromedical Safety
Officer for COMAEWWINGPAC Point

Mugu

by

LCDR Dan Patterson

As Aerospace Physiologists, our community is
called upon to be the go-to guys for our
knowledge and experience in all things related

to human factors in aviation.  Physiology and
survival training begins with the fitness and
capabilities of the aviator well before the preflight
brief and ends after a safe landing or SAR recovery. I
was thinking about the demands for training that I
have answered this year and the way we
physiologists, as a community, meet the call for
expertise and training when the fleet calls for
answers.  One of the things that sets Aerospace
Physiologists apart from our MSC counterparts is
our experience and field work in preparing to meet
those fleet demands. With that in mind I began to
look at my upcoming PCS move, wondering how I
could prepare to be a better classroom instructor.
After much thought and a few phone calls to my
peers I decided to go to Airborne School and learn
how to jump parachutes.  What follows is my view
as a physiologist of Army Airborne training.
     Let me begin with the Army slogan I found
hanging on a wall: “Strength, Flexibility and
Endurance.” Simply put: If you don’t have these
three ingredients in abundance don’t go to jump
school. I spent 6 weeks getting prepared for this
course and still feel I could have pressed harder or
been better prepared.
     Day one of jump school was a disaster on a
massive scale.  For hours our class of over 300
students stood in formation in the blistering hot July
sun. We were formed up by height, then by gender,
then by rank, then by service… it was an endless,
mind numbing exercise in shuffling people. There

Danger Dan Goes to Jump School

was yelling, screaming and so many push-ups I
couldn’t begin to count them all. Stupid people
doing stupid things and getting trashed for their
stupidity.  I began to get a glimpse of what my next
three weeks would be like when this big, ugly
Sergeant Airborne walked right up to me and put his
face about 6 inches away from mine and with a slow
deliberate drawl classic of the South he asked,

   “OK, so now I have Navy & Marine
Corps Gold Parachutist Wings.
Uhhhh...............what do I do with
these things again?”
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      As I began to
answer he
interrupted and
said, “I thought
so...” and walked
away. Fortunately I
was the second
oldest guy there; a
Lieutenant Colonel
showed up on the
second day and relieved me as Senior Officer; he
would pay dearly for his rank and age.  This is a
course for the young and agile; and many of those
youngsters suffered severe injuries during those three
weeks.
     My class began after a three-day weekend so our
first week was abbreviated
and accelerated.  Normally
day one includes the Army
physical fitness test and
students who do not pass
are washed out on the
spot. Training, procedures,
physical strength, and
endurance are your only
safeguards against injury.  Training and procedures
would come later; week one was all about strength
and endurance.  Students who couldn’t demonstrate
their strength and endurance were culled from the
herd like sick cattle… we assumed they had been
slaughtered because we never saw them again. The
Army passing score includes a 2-mile run in under
15:30, a 5-mile run in under 54:00, pushups and sit-
ups, but students should be in shape to run faster
and longer than these minimum times. There are 6
formation runs in the first two weeks with one
failure allowed per week without being dropped
from the class.
     There is a phenomenon called the “slinky effect”
which describes the accordion-like movement of a
running formation.  If you are at the end of the
formation you are jogging in place for a few
moments and then running all out the next… just in
time to catch up and run in place again.  A steady
pace is a luxury afforded only the first few rows in

the formation… I
was never in those
first few rows. I ran
each 3 to 5 mile run
as if it was endless
sprint training while
shouting cadence.
On our first run I
was amazed to see
the number of
bodies in various
positions vomiting
or passed out on the
side of the road. The
humidity and heat

were at record levels every day and it was brutal.
Heat casualties were common and we were trailed by
an ambulance everywhere we went… and we went at
a double-time pace until the temperature peaked
above 95 degrees. By the end of the second day there
was a sea of red ribbons tied to the blouse of the heat

casualties marking them
for the paramedics.
     The web page warns
that Airborne Training is
conducted in a “boot
camp atmosphere”, this
is Army talk for “you will
be hazed and treated as
an E-1 recruit; it will not

be pleasant”.  I witnessed instructors hitting, kicking,
shoving, and, of course, yelling at students on a daily
basis. Hazing was a sport and the sergeant airborne
cadre was good at it.  I was the recipient of my share
of abuse just like everyone else. It was a solid three
weeks of Navy appreciation and the words Honor,
Courage and Commitment hold a new and dear
meaning now that I have seen the dark side up close
and personal.

Just like everything, there are exceptions.  Our
exceptions were the BUDS guys.  Navy Seal training
is renowned for it’s brutal conditioning and there
were almost 20 of their most recent graduates in the
class.  It was instant war between the airborne cadre
and the Navy Seals. I am still not sure who won. The
Seals were in trouble continually and had to be
bailed out by the Navy liaison several times.  The
concept of team and leadership were fresh in the
minds of the Seals and they were open about their

“Sir, what were you thinking,
dragging your old tired ass to my
Airborne school?”

“Sir, what were you
thinking, dragging
your old tired ass to
my Airborne
school?”
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contempt of the Army and their training approach.
Ultimately, a Senior Chief BUDS instructor came
out from Coronado to “discuss” the Army’s handling
of the Seals and to soothe the instructor’s ire. It
didn’t work and increasingly more senior instructors
got caught up in the fracas over the Seals attitude. If
you go to jump school make friends with the Seals
but keep them at arms length. Rank has no meaning
there and you can not afford to get caught up in
their games; no one will bail you out when it gets
ugly.
     Week one was all about Physical fitness and
Parachute Landing Falls (PLF’s).  I think I did over
200 PLF’s every day.  I was picking my sore sorry
butt up off the ground all the time. We learned how
to exit the aircraft on the last few days of week one
and had earned the privilege to move on to “tower
week”.
     Week two is all about getting out the door in the
proper position, procedures in the aircraft prior to
exit and conducting dynamic PLF’s.  There are two
types of towers used for training and we learned to
hate them both. The 34-foot tower is used to train
exit position and to simulate mass exits four at a
time. Each jump out the door was graded and you
were only afforded so many attempts to get it right
or you didn’t move on to jump week. The second
tower is the 250 foot free fall tower.  Cables and a
big winch pull a student and a parachute way up and
then drop them free fall to the ground. We worked
for over 5 hours running students through this
contraption and a mere 35 students were trained.
The manpower needed to operate this trainer had
most of our class occupied and barely a tenth of the
class benefited from this training device. Finally, the
worst training device of all was the swing landing
trainer. We regarded
this device with the
same affection a
child would feel for
a sock full of coal at
Christmas. This
hideous device,
resurrected from the
dungeons of France,
was the most painful
part of the entire
three weeks.
Students would
climb up the stairs

to a platform over 12 feet above the ground, hook
their harness onto the suspended risers and swing off
the platform like a bowling ball on a string.  At the
other end of this string is your faithful, loving,
sergeant airborne instructor. At some time in your
pendulum swing he would release the rope and you
would rocket into the gravel pit to hopefully conduct
a proper PLF. If you jumped off the platform too
vigorously and “yanked” the rope the instructor
would just let go of the rope and you would fall 12
feet either smack on your back or face first into the
gravel pit. There was a definite incentive to learn to
do it right as soon as possible.
     Jump week came as a breath of fresh air.  The
instructors were still hazing and screaming at us but
we had learned to ignore what we could and deal
with the rest.  We were hard, sunburned and most of
us had sun-poison blisters on our lips. Our physical
conditioning was over and we would focus on
procedures and training for the 5 jumps required for
graduation.  This week was a blur of terror,
exhilaration and boredom all poured into a C-130.
We did 2 equipment jumps (one of them at night), 2
mass exit jumps and one plain exit.  All of our jumps
were out the door of the C-130 at or below 1,200
feet AGL.  I have tried to explain the sounds and
feelings of watching and hearing the rear door of a
C-130 open while in flight but simply can’t describe
it.  As we approached the jump zone things got real
serious and the jumpmaster became the meanest
creature on the planet. There was yelling and
screaming from the instructors, the deafening roar of
the engines and the sound of the wind tearing
through the cabin. The students were wide-eyed and
terrified. On my first jump I sat across from a First
Class Navy SEAL; a big blond headed guy who

looked exactly like a
SEAL should look. I
looked into his face
as the doors opened
and 150 knots of
wind and noise
contaminated the
compartment; he
bowed his head in
prayer and I quickly
followed his lead. In
no time at all I was
on my feet running



THE SOCIETY OF U.S. NAVAL AEROSPACE PHYSIOLOGISTS

SUSNAP

ht
tp

:/
/w

w
w

.s
us

na
p.

or
g

toward the door with my static line in hand and the
jump master screaming in my ears: “Get out, get
out, get out!”  The wind hit me hard and spun me
around three times before my chute opened. We had
been trained to count to four (One thousand, two
thousand…) after exiting the aircraft.  If “five
thousand” is reached before feeling the opening
shock we would pull our reserve chute.  I was about
to yell “three thousand” when my chute opened and
the opening shock changed my words into a choked
grunt and raised my voice a little.  My chute was OK
and I found the smoke barrel so I could judge the
winds.  I reached up, grabbed the risers, pulled a
hard slip and was quickly
performing my first real PLF.
     Each of the five jumps was
different.  Twice I hit the ground
easily and quickly got out of my
gear.  The other three times I hit the
ground like a bunker-busting bomb
intent on reaching the planet core.
Crosswind and parachute
oscillations are important
components in whether it is a soft
or hard landing.  It is critical to have
your feet and knees together and
your eyes on the horizon. If you fail
to perform a proper PLF you are
immediately punished as you hit the
ground.  Every jump saw several
injuries. During each of the five
qualifying jumps someone was
injured severely enough to require
surgery.  This is the true definition
of high-risk training! I could write
another five pages about the food,
water consumption, heat casualties
and many other things I saw and
experienced in those three long
weeks. The bottom line is that it is a
once-in-a-lifetime experience and I
recommend it to our younger

physiologists as a way to get experience with a
parachute and to enhance classroom presence.
     Upon my return to NAS Whidbey Island my
Commodore allowed me to get my next five jumps
with EODMOU-11.  These guys jump off the rear
ramp. Walking off the ramp of a C-130 is another
exercise in bravery and prayer. Every jump has been
different and I have seen and learned something new
each time.
     Was it worth the pain and effort?  Definitely! I
learned how to control a parachute in flight, and
know just how critical it is to train and conduct
proper PLF’s. I have also seen first hand what

happens when procedures are not
followed and a PLF goes wrong.
     How did I get to go, you ask?
According to Joanne Chimielewski,
quota control for Fort Benning
Airborne Training there is a priority
list and Navy Medical Service Corps
is pretty near the bottom.  However,
there are student slots that go
unfilled in many of the classes so
chances are pretty good that you
could get in. I called her and found
there might be a slot available for me.
I then got permission and funding
through my Commodore’s office and
the rest fell into place with a TAD
request. The phone is DSN 225-
6430.  You will not have a guarantee
on your training slot until about 30
days prior to the class start date so
you need to begin preparation well in
advance of your final acceptance as a
student. There is a web site that can
guide you through physical training
and a discussion on what you can
expect for each week of training as
well as a required equipment/
clothing list at: http://
www.benning.army.mil/usmc/

Army Airborne Cadence:

I don’t know why I left
But I know I done wrong
And it won’t be long
Till I get on back home

Got a letter in the mail
Said go to war or go to jail
But it won’t be long
‘Till I get on back home

Sat me down in a barber’s
chair
Spun me ‘round I had no hair
But it won’t be long
‘Till I get on back home

I used to date a beauty queen
Now I sleep with an M-16
But it won’t be long
‘Till I get on back home

I used to drive a Cadillac
Now I hump it on my back
But it won’t be long
‘Till I get on back home

LCDR Patterson was the AMSO for
VAQWINGPAC

courses/courses.htm .
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Capt Diviney USMC, VMA-231, strapped
into his AV-8B aboard the USS Nassau
[LHA], deployed in the Persian Gulf.  The

mission was a routine night Carrier Qual on NVG’s.
The det of 6 Harriers belonged to the composite
squadron of HMM-263 for the 24th MEU. He
launched at 1845 under no moon and cloudy
conditions.
     Two non-NVG unaided passes and two passes of
aided landings quickly turned into all aided passes.
Conditions between the tower, Air Boss and the LSS
created a series of confusing radio calls.  Capt
Diviney lined up to acquire “the ball” and
communicated to Helicopter Direction Control
(HDC) and tower his fuel state and position. On
final approach he noticed he was low on glide slope
and made an aggressive power correction.  He went
high above glide slope and the ball fell off the lens.
Seven seconds later he made another correction, reset
the power and lined up on glide slope.  He checked
his fuel and called his position, and switched his
radio.  It had been 42 days since Capt Diviney’s last
NVG hop.  He was 10 minutes into the NVG flight
under no moon conditions.  He made the “ball” call

and descending on glide slope, approximately 1 mile
from the ship.  He noted his speed as 85 KIAS at
350 feet MSL.
     Suddenly and quite unexpectedly, Capt Diviney
realized he hit the water. He was understandably
shocked.  The hard impact ripped his NVGs off.
The cockpit lighting went black.  Water flooded the
cockpit. Within seconds he was underwater inside
his jet.  He knew the jet was sinking because he
became buoyant in his seat.  The debate whether to
eject or manually egress flashed through his mind.
He worried that if he ejected the canopy may
implode on him.  He knew from NATOPS that if
the canopy failed to open the automatic egress
capability of the seat would be disabled.  He paused,
made his decision and he pulled the ejection handle.
He felt the force of ejection pushing him out of the
cockpit. His oxygen mask ripped off of his face.  The
seat separated from the cockpit and the parachute
deployed.  (see photos). He felt disoriented, but
realized that he was underwater, still attached to his
ejection seat.
      The Captain released his lower Koch fittings and
rose to the surface on the inflation of his Low Profile
Flotation Collar (LPFC).  His head broke the surface
but his legs were straight.  He could not bend them.
The leg restraints were still connected to the seat,
which was rapidly sinking and pulling him down.
(See photo of AV-8B being extracted from the water
with ejection seat attached)  He tried to release his
leg restraints.  Each time he went under water he
struggled to reach his ankles and struggle again to
reach the surface to breathe.  He twice attempted to
break free of the restraints, but was too tired to risk
it again.   He found one of the tires of his inverted,

UNDERWATER HARRIER EJECTION

 It’s been decades since the last successful

underwater ejection.  They are rare

events. On 01 April 2003, a Marine

pilot with VMA-231 experience such a

rare ejection.  Privileged information in

reference to this mishap has been

removed.

by

LCDR Deb Yniguez
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floating AV-8B and held on.  The empty fuel tanks
held enough trapped air to keep the Harrier afloat.
     He looked for a signaling device to signal Pedro
(SAR) he hears overhead.  He found his flashlight
and started to wave.  The Rescue swimmer, PO
Marty Gingrich, deployed and used the Capt’s knife
to free him from the submerged ejection seat.  Capt
Diviney was returned to the Nassau and treated for
minor injuries, a sore tailbone and two black eyes.
Captain Diviney felt very fortunate to be alive and
remains in contact with the SAR swimmer who
rescued him.

LCDR Yniguez is the AMSO for
HSWINGPAC

EDITOR’S NOTE:  Per AV-8B NATOPS Chap
17 [17.2.2], water ditching is the last choice for
egress. Ejection is the elective choice.  In the case of
an un-planned and unexpected water landing,
NATOPS egress guidance still applies.  AV-8B
NATOPS specifically warns against underwater
ejection.  Manual Egress is the preferred egress
mode.  Underwater ejection seat rocket
performance is unpredictable and may be
extremely dangerous to the occupant due to
hydrodynamic pressures or the failure of the canopy
to fully separate underwater. Per NATOPS, in
Manual Egress mode, a pilot should actuate the
Emergency Restraint Release, and pull the
Emergency Canopy Shattering Handle to perform
a manual underwater egress. Once the Emergency
Restraint Release is pulled, the ejection handle is
incapacitated and the seat will not fire. Because it
is dangerous and counter to most aircraft
NATOPS, the NASTP does not teach underwater
ejection as an option.  All NASTP curricula,
including Jet Refresher, include underwater
problem solving scenarios.

Can you guess what is
wrong with this picture?

 Masks?

Test your Physiology knowledge
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Jeff Andrews
Commander

Congratulations
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Chief Mike Surwell

Lieutenant

Tim Ringo

Chief Robert Craig
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A Day in the life
of  a Physiologist

Flight Time

Mishap investigations

LT Sean Lando during a 2V2

FA-18 Class “A”- Pilot OK

During ejection sequence pilot recalls lecture
given by LCDR Becky Bates.  GREAT JOB

CSFWP AMSO



THE SOCIETY OF U.S. NAVAL AEROSPACE PHYSIOLOGISTS

SUSNAP

ht
tp

:/
/w

w
w

.s
us

na
p.

or
g

LTjg Tyler Scheeler, MSC, USNR

Lieutenant (junior grade) William Tyler Scheeler was
born in Lubbock, TX.  At the age of three he moved
to Bismarck, ND where he was raised and his
mother continues to live today.  He graduated Cum
Laude from the University of Mary in Bismarck in
1997 with a Bachelor of Science in Biology.  Upon
graduation he attended Palmer College of
Chiropractic in Davenport, IA.  He received his
Doctor of Chiropractic, Summa Cum Laude, in
2000.  Following graduation he and his family
returned to Bismarck and opened a Chiropractic
Clinic.
He was commissioned a Lieutenant (junior grade) in
the Medical Service Corps on October 10th, 2001.
Upon completion of OIS in Newport, RI, he
attended Naval Aerospace Physiology training in
Pensacola, FL.  He received his wings and was
designated Naval Aerospace Physiologist Number
262 at the Naval
Aerospace Medical Institute, NAS Pensacola in June
2002.
He reported to his current assignment as Preceptor/
Division Officer, Aviation Survival Training Center,
Marine Corps Air Station Cherry Point NC in June
2002.
In October 1999 he married the former Andrea
Wurgler also of Bismarck ND.  They reside in
Havelock, NC.  They have two children, Brayden 4,
and Cleo, 2.
LTjg Scheeler’s awards include the National Defense
Medal and the Navy Marksmanship Pistol Medal.

Johnathan Lee Swiger was born 15 August 1974 in
Tahkli, Thailand.  He attended Rivier College,
Nashua, NH receiving a BS in Exercise Physiology in
2000.  He continued his education at the College of
Saint Scholastica, Duluth, MN receiving a MA in
Exercise Physiology in 2001.

In April 2000 he completed an undergraduate
internship in Exercise Physiology at the United
States Air Force Academy.  In July 2001 he went
back to the United States Air Force Academy to
complete a graduate level internship in Exercise
Physiology.

On 6 December 2002, he was commissioned a
Lieutenant (junior grade) in the Medical Service
Corps, USNR.  He graduated from The Officer
Indoctrination Course in February 2003 and
reported for training as a Student Naval Aerospace
Physiologist in Pensacola, FL in February 2003.
After completion of the Aerospace Medicine
Specialist Indoctrination Course he was designated
as a Naval Aerospace Physiologist on 3 October
2003.  LT(jg) Swiger will report to Aviation Survival
Training Center, NAS Jacksonville, for his
preceptorship.

He is single and an avid outdoor enthusiast, enjoying
kayaking, mountain biking, camping, hiking, skiing
and snowboarding.

LTjg Johnathon Swiger, MSC, USNR

Featured
Naval Aerospace Physiologist
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by

LT Rich Folga

Ramachandran, VS and Blakeslee, S.
Phantoms in the Brain.  New York, NY:
Harper Collins, 1998; 328 pages with
index; $16.00. To order: from the Harper
Collins web page http://
www.harpercollins.com/ link to any of the
online booksellers listed.

Probing the Mysteries of the Human Mind,
the second half of the title describes exactly what
neuroscientist Dr. Ramachandran does for us.
Phantom pain, as in the type that radiates from
phantom limbs, ones lost and some never there, is
one of the key mysteries the author seeks to explain.
OK, so what does this mean to me, a simple
physiologist?  The author explores the workings of
the nervous system, and particularly the brain, and
provides the basic blueprint for sensory perception
and the plasticity of the interconnections once
thought hard-wired.  The authors’ style is relaxed
and interspersed with humor, which is welcomed
and often unexpected when talking about amputees
and accident victims.  Dr. Ramachandran uses many

decidedly non-scientific seeming experiments to test
his theories, which often were credited in solving
many of his patient’s inexplicable dilemmas.
The book contains excellent information on the
limbic system and how the process from perception
to emotion and action learning takes place.  This is
all done at the layman’s level, which in turn provided
a good refresher along with what I found to be loads
of new information.  Don’t be spooked by your lack
of interest in the phantom pain phenomenon, there
are many other disorders related to wiring errors
which I’m sure will keep your interest.  I found the
book authoritative enough to highlight passages,
going back and rereading these to preserve my new
synaptic connections.  You will find the 35 pages of
notes are just as interesting as the main chapters, so
don’t skip those.
The author is the director of the Center for Brain
and Cognition at UCSD, and has been praised and
recognized well for his extraordinary work.  The
book is now five years old, but much of the work of
Dr. Ramachandran was considered cutting edge even
after its publication.  Yes, it does have pictures.

In summary, this book was an interesting read,
which peaked my interest in several other books on
related subjects. If everything you know about the
brain is what you read in textbooks, then let this
book be your introduction to the logarithmic
increase in understanding of the human mind in the
last ten years.

Reviewed by
Richard V. Folga

BOOK REVIEW

Phantoms in the Brain

LT Folga is the AMSO for Marine Aviation Weapons and
Tactics Squadron One
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  Naval Survival Training Institute

  NSTI

Since World War II, aviation physiology and
water survival training have been part of preparing
Naval Aviators for peacetime emergencies and to
survive in the combat environment.  Over the years,
many of the elements of the current training
program were formalized as required qualifications
for flight duty under OPNAV Instruction 3710.7 as
part of Naval Air Training and Operating Procedures
Standardization (NATOPS).  Until 1995, this
training was conducted by various organizations
throughout the Navy.  Some Aviation Physiology
Training Units or Aviation Physiology Training
Departments were attached to Naval Medical
Treatment Facilities while others belonged to Naval
or Marine Corps Air Stations. Water survival
training was conducted by some of these medical
activities while other water survival training sites
were assigned to line commands.  A few of the
training sites were capable of conducting all of the
required training elements for both programs while
others were only partially capable.  Manpower
requirements and funding lines were convoluted and
difficult to manage.

In 1995, the Chief of Naval Operations
assigned the Bureau of Medicine and Surgery as the
single Training Agent for both physiology and water
survival training and the Naval Aviation Survival
Training Program (NASTP) was born.  NASTP
combined both programs to facilitate standardization
by bringing both aviation physiology and water survival
training under one Course Curriculum Model
Manager.

On 1 October 1996, 12 Aviation Survival
Training Centers (ASTCs) came under the command
of the Naval Aerospace and Operational Medical
Institute (NAOMI), which later in 1996 changed its
name to the current Naval Operational Medicine
Institute (NOMI).  The ASTCs were organized under
three detachments known as NOMI Detachment
Central, NOMI Detachment East and NOMI
Detachment West.

   Reflecting realignments in the Navy Medical
Department, NSTI was approved on 13 August 2002
(as a detachment of the Naval Operational Medicine
Institute), commanded by an Officer in Charge.
NOMI Detachment Central was disestablished and
combined with the NASTP Model Manager staff to
form NSTI Headquarters and ASTC Pensacola.
NOMI Detachment East and NOMI Detachment
West were renamed and became detachments of NSTI
to consolidate and streamline command and control
of the survival training mission.  There are currently
four ASTCs aligned under NSTI Detachment East (at
Norfolk, Cherry Point, Patuxent River, Jacksonville)
and three ASTCs under NSTI Detachment West (at
Whidbey Island, Lemoore, Miramar).  The NSTI
Headquarters was stood up with four directorates:
Operations, Administration, Human Performance and
Training Technology and Safety and Standardization.
In the past year, four Aircrew Water Survival Training
Facility MILCON projects have been completed with
the fifth scheduled for completion by December.  These
facilities make each ASTC fully capable of delivering
all NASTP requirements.
     The following facts and figures characterize the
scope of NSTI and it’s mission:

· 29,697 students were qualified/trained using
22 CNO-approved curricula in FY02.

· 2,085,924 student-instructor contact hours
were generated in FY02.

· NSTI maintains a $5M inventory of
survival equipment used for training
aircrews.

· Facilities (with the new MILCONS) total
approximately 325,540 square feet.

· NSTI operates/maintains training devices
estimated to be worth over $20 million.

· 278 NSTI billets/positions are authorized,
which generates a total payroll of over $11.8M.

· Without salaries, NSTI conducted its FY02
mission with a $1.9M operating budget.

· Comparable training in the civilian sector
would be valued at $40.6M.

Histo
ry

  Naval Survival Training Institute
of 

the By:CDR Tom Wheaton
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Now?Where Are They

Editor’s Note:  “Where Are They Now?” is the first of a
series of articles the Journal hopes to publish on a
regular basis.  The subjects are past members of our
Physiology community.  Capt Cooper provides a
personal update, and an outstanding perspective on the
history of the Aerospace Physiology Program.

     Ed Lorenz is a weather guesser. Not just any old
meteorological prognosticator but one from MIT.
Being a better than average meteorologist is not Ed’s
claim to fame.  Ed is considered to be the father of
Chaos Theory or at least one of those frequently
named in the paternity suit.  Ed presented a paper
titled, “Predictability: Does the Flap of a Butterfly’s
Wings in Brazil Set Off a Tornado in Texas?”  Thus
was born the now famous “Butterfly Effect”, named
in his honor.
     Per Bak loved to destroy Danish sand castles.
Not in the literary sense, like his fellow countryman
Hamlet or in the sense kids love to destroy a sand
castle before the ebb tide, but from the perspective of
a theoretical physicist.  Per studied the physical
events that result as grains of sand build up into a
pile and ultimately begin to form tiny avalanches.
Bak sired Complexity Theory.
     These theories state in mathematical terms that
small, almost insignificant events, like the flapping
of a butterfly’s wings or the placement of a grain of
sand can generate significant phenomena, not unlike
retracing the events of an aircraft mishap. Former
Vice President Al Gore credited this theory with

WHERE ARE THEY NOW?

changing his life. I not sure if he recognized this
before or after his failed presidential bid but, “Did a
Chad Flapping in Florida Defeat a Potential Leader
of the Free World?” sounds like a possible book title
to me.
     The point of all this gibberish is that when
someone tells you’re on the short list for a “Whatever
Happened to Old So and So” article, you become a
little retrospective and start examining exactly your
place in history.  I promise this isn’t going to be an
“It’s a Wonderful Life” counter-factual story, but a
view from a Forest Gump-like  perspective.  It’s kind
of like I was there when an event happened that
somehow changed the course of the Naval
Aersospace Physiology Program (NAPP).
     In 1969 LBJ was President.  Ho Chi Minh was
either dead or dying.  You didn’t have to look hard to
find gas for 18 cents a gallon. Twenty-five bucks
almost fed a family of three for a week, and the
Vietnam War was in full swing. Like many
contemporaries, I received a love note from Uncle
Sam while basking in the friendly
confines of graduate school. I was
school educated enough, and it
was high-time for some lessons in
life, military style.  My first stroke
of luck was being accepted to the
Army and the Navy on the same
day. The choice was not difficult. I
shaved my beard, packed up my
PhD dreams, my life savings
(about $200), my wife, daughter
of 13 months, my daughter-to-be
(about T-minus 8 months), in a
VW bus (sans A/C), and headed for Pensacola and
my future.
     To give you some idea of what Pensacola was like
in those days, if you substituted airplanes for wild
mustangs, Pensacola was the Wild West.  Naval
Aviation Officer Candidates were being turned into

“To give you some
idea of what
Pensacola was like
in those days, if
you substituted
airplanes for wild
mustangs,
Pensacola was the
Wild West”

by

CAPT (Ret) Tom Cooper
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In 1969, the first designated Naval Aerospace
Physiologist, Capt. Mary Keener was still on active
duty and serving as our Specialty Advisor.   It wasn’t
officially decided whether we would be known as
Naval Aviation Physiologists or the loftier Naval
Aerospace Physiologists.  AMSO was not yet an
acronym.  The guys who created FAILSAFE were
reaching to match a cool acronym with words that
almost made
sense.  Water
Survival Training
was something we
performed
without official
sanction, if at all.
We were pretty
much thought of
as, “chamber
maids”, a term
made famous by
the ultra
flamboyant,
Flight Surgeon-
extraordinaire,
Dr. Frank Dully.
No one ever said,
“think out of the
box”, because the
phrase hadn’t been invented yet.  If you showed any
signs of straying from the party line, you were likely
exiled to physiology purgatory.  My long time friend
Capt. Ryan Eichner, (in SUSNAP Vol. III, issue 2
Sept 2002),gave the impression that “chamber
maids” was a relatively recent term.  That label has
been around for more than three decades, and it still
raises the hackles of self-respecting Physiologists.
“Chamber Maids!” became the rally cry of a few
rebellious young Physiologists who were dissatisfied
being second class citizens, and who shared a fuzzy
vision of the program’s potential.

     (4) they had the tenacity of a pit bull.

     The latter provided the ultimate key to success
i.e., the staying power and flexibility to overcome
natural bureaucratic resistance by passing the fire
stick to the next generation.

     In those early years, clandestine plots were
hatched to bring
about
treasonous
notions such as
mixed gas
breathing,
incorporating
physiology
training with
simulator
training,
developing a
closer
relationship
with the
operational
Navy, and
someday taking
over all survival

training. Raising these ideas to program leadership
was unthinkable. Senior officers who shared the
vision were unwilling to challenge the authority of
BUMED.  Thirty plus years later many of the ideas
that were hatched back then have come to pass or are
on the brink of becoming a reality. More
importantly, the torch is still blazing. Over my 26
year career, I had the incredible good fortune to bear
witness to monumental events which changed the
course of NAP history:

· The formation of the NAPPPC and the
FAILSAFE Advisory Committee.  They

Naval Aviators at record rates.  Red Corvette sales
were booming, and Trader John was adding to his
already legendary status.  The O’Club swelled
nightly with returning heroes and heroes yet to be,
and the graveyard grew at an alarming rate. Through
it all, Pensacola strutted it’s testosterone like a bandy
rooster in a full hen house. Conversely, if Naval
Aviation in ’69 was the Wild West, the NAPP was a
medieval monastery; a monastery on the event
horizon of a renaissance.

     I believe that the turbulent Vietnam era spawned
a group of Naval Aerospace Physiologists that
ultimately had the greatest impact on the history of
our program.  There are four reasons why I believe
this group was able to lead the program out of the
Dark Ages.
     (1) They were willing to rock the foundations of
the program,
     (2) they had allegiance to a common vision,
     (3) they were open to new ideas, and
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were the brain children of my friends Capt-
(ret) Hal Pheeny and Capt-(ret) Jim Brady.
The committees were the first attempt to
share the burden of program responsibility
among the senior leadership and build a
strong team consensus.

· The formalization of FAILSAFE Operator
and Maintenance Training packages,
officially bringing PR’s into FAILSAFE.
We owe a debt to the late PRCM Bob
Graham who spearheaded this program,
and the ability of Capt-(ret) Jim Brady to
visualize the importance of this concept.

· The expansion of the AMSO program to
include the Marine Corps, and to create
operational billets for our 8409’s. Capt
Vince Musashe was, and always will be, my
hero.

· Establishing the ALSS Operational
Advisory Group.  It brought a new
generation of helmets to the rotary and
fixed wing communities in less than 4
years, and created a more adaptable and
modular version of the survival vest.

· The building of new physiology training
facilities. Another tribute to a team carrying
out a vision and keeping good ideas alive
and being prepared for that elusive window
of opportunity.

     Capt Hal (Pheeny) reminded us that we had to
“know our history”. Many of us, myself included,
never realized we would actually be part of it. I could
recount many other events in which I was privileged
to participate.  These contributions represent what I
believe are lynch pins to our program’s success and a
tribute to those who never gave up on a great idea.
    I think that whatever I needed to know, I learned
as a Naval Officer and an Aerospace Physiologist. I
learned first of all to surround yourself with excellent
people.  Take care of them. Let them make you look
good. Secondly, be flexible.  Believe that you can do
anything as long as you paid attention to the first
thing.
     When I retired in 1995, I vowed I would be a
fishing guide in Montana  When the cosmic
tumblers stopped tumbling, I was back in the
Washington fray. It didn’t take me long to figure that

DC was not a trout stream in Montana or a beach in
Hawaii. After a brief stint as a Parkway Patriot, I
took advantage of an opportunity to return to
Hawaii, a place I loved during two tours of duty.
Mine is clearly a case of, “it’s better to be lucky than
good.”  I initially accepted a position as a program
management consultant for an Office of Naval
Research project to develop an Ultra High
Frequency Electronically Scanned Array for the E-
2C. For a guy that couldn’t spell radar front-wards or
backwards, that was a challenge.  Remember Rules
One and Two?  I surrounded myself with incredibly
smart people and actually believed I could do
anything, or at least buffalo my way through it. After
two years with the UESA program, I was asked to
open an office for a company called Digital System
Resources, Inc.  DSR was headquartered in Fairfax,
VA but expanding to Barking Sands (Pacific Missile
Range Facility). It is a software company, specializing
in the development of hardware independent
software or middleware which maximizes the use of
Commercial Off-the-Shelf products to dramatically
increase the processing capability of selected weapon
systems. Most of DSR’s products involve acoustic
processing for submarine and surface combatants. If
you think I couldn’t spell radar, can you imagine
how tough it was to deal with black shoes, bubble-
heads and an array of computer geeks, EE’s and
mathematicians.  Hint: flexibility and lots of card-
carrying smart people. DSR was recently purchased
by General Dynamics Advanced Information
Systems Division. Our Kaua’i team is developing a
common affordable radar processor as a part of a
long-range ONR science and technology program.
     I’m not certain a butterfly actually flapped wings
that brought me to this point in my life, but I do
know that I had no clue in 1969 that a guy who just
wanted to teach biology at a small college would end
up on a tiny dot in the Pacific working on radar
systems. Whether it was chaos, luck, divine
intervention or some other cosmic force I’m not
sure.  I do know that my experiences and the
incredible people I had the good fortune to be
associated with as a Naval Aerospace Physiologist set
me on course for a truly awesome adventure.

Aloha pumehana,
TomTom Cooper
General Dynamics Advanced Information Systems
Director of Hawai’i Operations
Waimea, Kaua’i, Hawaii
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The success of  this journal depends exclu-
sively upon member contributions.  If  you are
involved in a special project, find some useful
gouge or training opportunities, or just have
something to say, please sent it to one of  our
contributing editors.  If  you have any specific
questions or comments please send them to
LT Sean Lando.  He can be reached at
sean.lando@navy.mil or DSN 949-1028.
SUSNAP also welcomes photographs of  any
kind.  Let’s get the word out to our members
and make the SUSNAP journal the best it can
be.
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