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This month the Digest salutes the OV-1
Mohawks and their crews with articles
beginning on pages 18 and 28, and
on the inside back cover. Our thanks
to CW4 J. P. Ervin who shot the fish
eye lens views of the OV-1 on the
cover and on page 28
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CH-37 MOHAVE

Sir:

Enjoyed the article by Captain Rush
R. Wicker, “CH-37 Mojave — Work-
horse of Korea,” in the July 1968
Aviation Digest. However, Captain
Wicker overlooked the fact that CH-37s
have been operating for years on the
White Sands Missile Range, New Mexi-
co. We presently have aircraft numbers
54-0997, 54-1000 and 55-0650.

MA] Valentine A. Swan
Chief, Army Aviation Division
Range Services Directorate
Holloman AFB, N. M. 88330

PILOT ERROR?
Sir:

Before you read any further, I wish
to dispel any ideas that I am going to
defend the pilot and say that all this
pilot error stuff is a lot of hooey. We
both know that most accidents are
caused by something a pilot did or
failed to do. However I do propose that
we stop simply pointing a finger at
Peter Pilot and start asking ourselves
the Big Y — Why did he goof and
what can be done to help him from
goofing again?

I have seen too many accident reports
say substantially as follows: “The pilot
allowed the aircraft to get into a flight

- configuration from which an accident

1)

was inevitable,” or “The pilot failed to
do such and such in time and allowed
an accident to occur,” and so on.

And let’s not forget those gems which
cover the instructor pilot such as, “The
instructor pilot allowed the student to
do such and such and failed to take
corrective action in time to prevent the
accident.” Just the thought of allowing
Beginning Ben to touch the controls is
enough to put our intrepid IP’s on
guard.

No pilot in his right mind ALLOWS
an aircraft to get out of control when
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he knows what the consequences are.
If he does, he’s a candidate for the
funny farm. I know of no one who
wants to make his wife a rich widow
on all that insurance pilots are sup-
posed to have and should carry. All
the pilots I know would have given a
million dollars each if his accident
could have been avoided.

Aside from the personal embarrass-
ment, I think we will all agree that
the average Army aviator is mission-
conscious. No one really has to explain
to him what the effect is of grounding
an aircraft for accident repair, or the
impact of removing one from the Army
inventory when it is totally washed out.
So, let’s stop looking at Peter Pilot as
some kind of leper to be ostracized and
let’s start looking for a cure to his ills.

First, let us consider the type of
aviator who flagrantly violates flight
regulations and gets into trouble. Ob-
viously he is in error. But, what is
usually not so obvious is that he might
not have been properly motivated or
indoctrinated in aviation matters. Why ?

Next, let us consider the pilot who
is new to the game. Surely he has his
wings. He’s been graduated and is
signed off as A-OK. Yet, he has an
accident. Why? Statistics have shown
that the greatest likelihood of an acci-
dent is in the first 500 hours of flying.
How much thought is given in a unit
safety program for furthering his skills
and judgment after graduation? Ad-
mittedly, we can’t train him forever;
he’s got to earn his keep sometime. Nor
can we expose him to all conditions
imaginable so as to enhance his judg-
ment to build up his experience factors.
When he’s crashed he’s certainly gained
experience. Of course, this is not what
we want. We must condition him to
use his grey matter.

Last, we come to old reliable, the
pilot with many, many hours and years
of experience. How could he have let

everyone down by having that accident?
Guess he just goofed — pilot error! He
failed to do or did such and such and
allowed the aircraft to crash. Did he
really sit there fat, dumb and happy
and allow an accident to occur or was
there some physical, training, experi-
ence or psychological factor which
worked to his detriment? Was he
fatigued? Despite his years of flying,
was he adequately trained for the
particular mission or aircraft? Was
the cockpit configuration poorly hu-
man engineered which psychologically
handicapped him?

We are all products of our training
and experiences, not withstanding phys-
iological factors. We have been con-
ditioned by our conscious environments
to be the type of aviator we are today.
When properly conditioned we react
automatically, correctly, and not me-
chanically. A mechanical pilot is too
slow in an emergency. Accepting this,
let us stop rapping Peter Pilot on the
knuckles by overemphasizing that he
goofed. You aren’t telling him anything
he doesn’t know already. Instead, get
him to see the folly of his ways.

Salving his feelings and kissing him
on both cheeks is not the answer
either. Don’t oversimplify and be satis-
fied with the standard phrase of pilot
error. If you do you are only reiterat-
ing what happened and how it hap-
pened, but not why it happened. The
first two causes are usually easy to
determine. The third is not.

Dig deeper into accident causes.
Formulate recommendations which will
improve Peter Pilot’s flying skills and
judgment. This may be easier said than
done. At least you would have tried.
And, if you haven’t tried you should
ask yourself — Why?

MA] Harold Silver
Dept of Rotary Wing Tng
Ft Rucker, Ala. 36360




Helicopters pick patients up at plane side in Japan and carry them
to any one of five hospitals in less than 30 minutes. It had taken
about six hours to make the same trip by ground ambulance before
Lieutenant Colonel Donald R. Jordan

Speedball

HAT’S THE outlook for
06 today ?”

“So far 312. 192 dash 119 plus
one priority burn tonight.”

“What’s the blocks for
burn?”

“Estimated 0031.”

What’s all this about? Well it
is a typical conversation between
the operations officer and flight
scheduling clerk for one of our
least known Army aviation units.
The unit is the 587th Medical De-
tachment (Helicopter Ambulance)
which uses the name “Speedball.”
This unit is located at Camp Zama,
Japan, the major Army installation
in the Tokyo area.

Through the various news media,
many Americans have become
familiar with Dustoff, the heli-
copter ambulances in Vietnam.
However, very little has been heard
about Speedball. Yet, Speedball is
a vital link in the medical evacua-
tion chain established for our
wounded from Vietnam.

To visit Tokyo with its maze of
streets and suburbs is an experience
in itself. The traffic is some of the
worst in the world. Streets gen-
erally are narrow and clogged with
every mode of transportation
imaginable. Within this complex
are located several of our major
hospitals, which provide vital care
for our Vietnam wounded. These
are located at Camp Drake, Camp
Zama, Yokosuka Naval Station,
Kishine Barracks, and Oji. The

the

latter recently made the news be-
cause of opposition demonstrations
against our establishing a hospital
in that area of Tokyo.

Our medical facilities in Viet-
nam are designed to provide im-
mediate treatment to the sick and
wounded. They provide continuing
care only to those whose problems

are not too severe to require
evacuation from the country. Those
patients who require extensive

treatment or care can be supported
best away from the battlefield. To
provide this care is the purpose of
the medical complex in Japan.
Here the patients are treated until
they are healed or cured or until
they can take the more strenuous
trip to the United States of
America.

Understanding the necessity of
this stopover in Japan can best be
achieved by understanding a part
of the typical mission mentioned
earlier. The term “priority burn”
refers to a patient being evacuated
from Vietnam who has been seri-
ously burned. The word “priority”
indicates the patient must be
moved from plane side within one
hour after the aircraft “blocks”
or arrives on the unloading ramp
at the destination.

The Army has a vast burn treat-
ment center at Brooke Army Hos-
pital, San Antonio, Texas. How-
ever, to evacuate a patient directly
to the States involves some serious
complications. Burn patients need

constant and highly specialized
care. The distance involved, even
in the jet age, greatly hampers
the patient’s chances of survival,
since this intensive care is almost
impossible to provide aboard an
aircraft. To throw the odds more
to the side of the patient, the Army
has established a burn center,
smaller but very similar to Brooke,
at Kishine Hospital in Japan.
Here, the patient is treated until
he can safely travel to Brooke.
Travel time from Vietnam to
Yokota AFB outside of Tokyo by
jet transport is about 6 hours.
The rest of the typical mission
information refers to the number
of litter and ambulatory patients
involved. In this example, there
are a total of 312 patients. One
hundred and ninety two are litter
patients, one hundred and nine-
teen are ambulatory and one is
the priority burn litter case. Before
May 1966, these patients were
moved to Kishine by ground am-
bulances. The travel time from
Yokota to Kishine by such means
averaged 6 hours. The time was
very close to the travel time all
the way from Vietnam. This factor
increased the odds against the
patient’s chances of survival. To
rebalance these odds, Speedball
came into being. By using heli-
copters to pick up the patients
right at plane side, they can be
unloaded at any of the 5 hospitals
in less than 30 minutes after being
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Good maintenance procedures have enabled
the unit to maintain a high rate of availability

placed aboard the helicopter. In
the case of the burn patient, he is
moved directly from the jet to the
helicopter and then to Kishine.
Within a time frame that greatly
enhances his changes of survival,
he is in the hands of some of the
best doctors and medical personnel
available anywhere.

Possibly this seems like a rather
simple matter, but crank into this
picture several major factors such
as around-the-clock operation in
all sorts of weather, complicated by
one of the smoggiest cities in the

4

world, and you have flying con-
ditions requiring the utmost in skill
in our chosen profession. This is
still further complicated by the
landing areas at the various hos-
pitals. These are not “airfields”
or prepared helipads one might
imagine. Rather, they are small,
congested areas which were set
up to accommodate the emergency
of the situation. The landing area
at Kishine, for example, is one that
would make many “confined areas”
look like Dulles International. It
is a very small parking lot partially

surrounded by four story hos-
pitabbuildings and 2 high voltage
powerlines and further congested
with parked cars over about one
fourth the area.

I have had the honor of flying
with this unit on several occasions
during the past year. Believe me,
the conditions encountered day in
and day out by the Speedball pilots
are among the worse possible any-
where. One might say that only
being shot at could complicate
things more. Yet, do not think
Speedball pilots don’t have similar
problems. They have to weave in
and out of mass kite flying and
bunches of balloons near the var-
ious installations. Since their acti-
vation in May 1966, they have
piled up some very impressive
statistics. Since activation and
through 31 May 1968, this unit
has handled 64,748 patients of
which 34,804 were litter patients
and the other 29,944 were ambu-
latory. In addition, they have flown
some 2,306 passengers to include
the required medical flight attend-
ants. Also, they have carried some
84,622 pounds of medical supplies.
Much of this was priority whole
blood being needed by various hos-
pitals. All this represents 6,330
flying hours.

There have been several peak
periods in their workload. The
most recent and also their highest
peak came during the month of
February 1968. During that month,
the peak was 7,404 patients requir-
ing 498 hours of flying. These
peaks can be traced to major
ground actions in Vietnam such as
Loc Ninh, Dak To, and the TET
The reader,
should not try and draw a parallel
between these figures and the offi
cial wounded in action lists released
by the DOD. The reason for this
is that these figures on patients not
only include the incoming patients
but also represents those that are
flown from hospitals to the planes

offensive. however,
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which will return them to the
United States. Also, these figures
include not only wounded men but
men suffering from various serious
ills and diseases caused by the
rigors of Vietnam.

Carrying on this work is a com-
plement of 10 Army aviators with
six UH-1Ds. All except one is a
veteran of Vietnam where all but
two flew with Dustoff units. One
pilot has had two tours in Vietnam
and three are on orders for second
tours. Two others are on orders
to join new units in the States. Yet
each of these aviators finds great
satisfaction in his work. This is
shown in their personal concern for
each patient’s comfort and well
being and in the fact that regard-
less of how tough the flying gets,
they are never heard to complain.

The complement of crewchiefs,
medical corpsmen, and support
maintenance and administrative

Above: the approach to Ki-
shine Hospital. Note high
voltage lines at bottom —
making it a tight squeeze
.on a hot day with six litters.
Below: a burn patient ar-
rives for treatment

personnel cannot be overlooked
either. These men have directly
contributed to the success of the
unit. They have worked just as
long and as hard as the aviators
which is readily seen in the high
rate of availability they have been
able to maintain the last year —
79.95 percent, 8 percent over the
DA objective.

It goes without saying that many
a wounded fighting man, whether
he is Army, Navy, Coast Guard,
Marine, or Air Force, owes his life
to the rapid evacuation system of
the U. S. Military medical system.
The members of Speedball are
proud to be a part of that system
and deserve a vote of thanks from

all of us for a job well done., a—>
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The Club accepts major accidents only, once a month

RASHFACTS HAD been on

R & R and upon returning
found that his unit was not there.
Someone had the nerve to actually
send them to the field. He found a
note neatly attached to his bunk
which said in effect, “Catch the
first slick out and get up here.”

Upon arriving at the scene he
found two things right away. First
was one of those lovely machines
spread out on the runway in an
uncouth manner. The second was
evidently the new commanding
officer, and he appeared to be
chomping at the bit. This didn’t
look good to Crashfacts. He would
bet his grenade launcher that this
guy was going to want him to
investigate and make a report on
this thing. He walked up to the
scene, peeked around the rear of
a 34-ton truck, and put a discern-
ing eye upon the area.

Having seen enough to know
that this was no place for him, he
turned around to scan the area
and came face to face with the
bit-chomper. “Well, Crashfacts,
I’'ve been waiting for you for sev-
eral days. I understand that you
are my safety officer.”

“Oh, well, no sir.”

“Yes, you are.”

“Ah, well, no sir. You see just
because I've had the course at USC
is no reason for you to give me the
job. Besides I’'ve had it three times
already. Again?”

“Again. Now give me a rundown
on our past record.”

“Well, there had been two before
I joined the unit. Captain Blank
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CW3 Derral R. Waters

got a little rattled, simply because
Charlie was shooting at him while
on short final to an LZ, which was
small, and he tangled rotor blades
with another slick. He had been
winning all of the money in the
poker games so they charged that
one up to him as pilot error. He
didn’t take it to heart though; he’s
still winning.

“The other is still open for talk.
Ten slicks and five guns went IFR
in formation and they lost a gun-
ship and crew. They charged that
one off to ‘disorientation of pilot
brought on by IFR and night flying
conditions.” Of course they weren’t
instrument rated either. We are in
real good shape on minors, inci-
dents and forced landings. We
don’t have any. Major accidents
only, and one of those each month.
That gives almost every pilot the
opportunity to join.”

“Join? Join what?”

“The accident of the month club.
Each aircraft commander and pilot
can get in for about $125,000.
Times two equals about $250,000,
for each Huey, that is. Most every-
one is a member now, except a few
of the new guys. Our October entry
candidate was the best so far.
They loaded tile ’til it was 400
pounds over maximum gross and
... Sir? Yes, tile — floor covering,
you know — and of course the air-
craft dropped in on the road. A
real good job — banged it up ex-
tensively. We disqualified them
though and classified it as an inci-
dent because he was over max
gross. That’s one of the rules. You

have to be at max gross or less. We
had three other tries that month,
too. One hit a stump doing about
60 knots, but he just ripped off a
skid. Another hung up a skid on
the psp and didn’t land hard
enough to do more than just spread
them. The last one threw a handful
of dzus fasteners through the intake
at a hover. He chickened out and
pulled collective.

“The November member entry
was unplanned. His engine failed
and he picked the smallest trees in
the area, about 125 feet tall, and
let her go. He qualified. Going in
to pick them up presented the op-
portunity of a tour. Just one bomb
crater in the entire area. The first
two ships that tried just had to
have new main blades. The third
qualified; he got all the way down
into the hole and then stuck his
tail rotor into a snag. A lot of guys
feel that he shouldn’t have done
that. It was one of our newer ships,
and we were even more peeved
when we had to call tacair in to
deny its access to the Cong.
They said that they were combat
losses. I said they were major acci-
dents. They said they didn’t know
how they were going to get along
without me as their ASO, but start-
ing then they were going to try.

“I was the only entry for Decem-
ber. When my tail rotor gear box
took off down the runway on a

-short final without waiting for the

rest of the aircraft, I qualified and
was relieved from the ASO job all
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The aircraft commander couldn’t wait 15 minutes and elected
to go in downwind. After splattering the Huey over the LZ, he
spent the rest of the day hiding out from the pilot

in 30 minutes. Something about
image, and ASOs weren’t author-
ized accidents. They wrote that
ship off as pilot error for sticking
my tail rotor blades in the runway.
“January entry, an aircraft com-
mander, couldn’t wait 15 minutes
or so for artillery to lift so he could
get a load of C rations in, and
elected to go in downwind. He
qualified after spraying it all over
the LZ, but had to spend the rest
of the day out in a foxhole. He
couldn’t face the pilot’s wrath.
“The maintenance officer couldn’t
wait (a most impatient bunch of
pilots we have here) for February,
so during an autorotation he took
full advantage of the situation to
wipe out that hangar queen by
neglecting to pull pitch at the
bottom. We let him in early.
“Charlie made February’s con-
tribution by scaring a slick com-
ing out of a hole. The crew, seeing
an opportunity, went along and
totaled it out with no injuries.

8

“March’s entry went on R & R,
so in April he beadyeyed some
wires stretched across the end of
the runway. He said, ‘If I load
up all she will hold and take off
downwind over those wires, 1
might not make it He didn’t.

“But he did put enough dents
into it to require a slingload job
out to the major overhaul facility.
Everyone was out ‘to watch her go.
She didn’t look as proud as she
once did, hanging under that big
monster. The next day we received
a call from the overhaul people.
They said, “You know that slick
we picked up vyesterday? Well,
change your report from major
damage to total loss. The sling
failed and we dropped it from
2,500 feet. You should have seen
her go. All the characteristics of a
rock. Well, call us if you need us
again.’

“In April we lost a gunship with
two injuries.

“Our May flower was making

firing passes and forgot that he
wasn’t supposed to overfly the
target. So, the fourth time around,
Charlie forcefully reminded him of
it. As he was going down in flames,
we feel that he got the point and
he won’t do that again. We picked
the crew up a short time later, all
four very red-faced. It seems they
had departed the aircraft with just
one .45 among them. Charlie
helped this pilot, but four passes
qualified him for membership.
“The spectacular for June came
a day early. Seizing upon an op-
portunity presented by a stump
hiding in the grass, he just slipped
her over a little bit on pickup. It
was perfect: a beautiful slow roll to
the right. You should have seen
that transmission and head fly as it
departed. It was probably some-
thing you only see once in a life-
time and you missed it. You don’t
think that’s funny, sir? Yes sir!
“There is still some debate on
July’s mishap. Do you believe that

U. S. ARMY AVIATION DIGEST
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The October entry into The Club was a dandy. He had his air-
craft loaded with tile ’'til it was 400 pounds over maximum
gross. Of course, he dropped in on the road — a real good job

those slicks have a personality all
their own? The pilot said that
the first time into this LZ with
high elephant grass that it sort of
fidgeted around — like the grass
was tickling its belly. The second
time it must have really tickled
because it backed up and stuck
the tail rotor into a tree. This must
have really given it a thrill because
it went all to pieces. Sir? You
don’t think that’s funny either?
<.« Yes sir.

“Later that month one slick
rolled out of formation with a
flight control malfunction. This
seemed to have a very sobering
effect on all concerned, Major, as
to the necessity of still performing
good preflight inspections.

“In August old 75 was on a re-
supply mission with a load of C
rations. Around 2,000 feet, her
engine failed and began to burn.
Seeing her falter, the gunner de-
parted his post and began to
lighten her load on the way down.
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He worked fast, but to no avail.
She landed hard, sighed, and col-
lasped, folding her blades around
her boom. All was not lost, how-
ever, as that string of C rations
accounted for 13 banana and 27
rubber trees, all Charlie’s.

“Our September entry was not
to be outdone. Everyone watched
him lift off, turn right, and dis-
appear; he dropped it into the only
hole in the ground for 30 miles
around. He was repositioning him-
self in formation and turned down-
wind with a full load of troops. He
bet his copilot that it would fit
in the hole. It did — almost. I
really believe he could have done
it if he hadn’t turned downwind.
He should have gone around the
hole and tried it into the wind.

“You ask what can be done. The
first thing to do is disband the
club. The cost is extremely high;
besides it cuts into your aircraft
availability for the missions on
hand. Take a definite interest in

the safety program. Let it be
known that you are interested in
the safe operation of your aircraft
and crews on all their missions.
You can also recommend that they
use more discretion and more com-
mon sense in completing a mission.
In doing so, they will be more
likely to have an aircraft to fly
tomorrow. There is a bad habit
going around of accepting an air-
craft for missions when there is
some doubt that it is mechanically
ready. Aircraft flown so many
hours require so much mainte-
nance. You must see that that
maintenance is performed by the
book.

“Well, anyway, that would be a
beginning, and uh, sir, I can see
why you’re frothing at the mouth.
Yes_sir, I take it that I'm relieved
from the job again. Well, T just
stopped up here en route stateside
anyway. You see that slick running
up down there? Good luck,

Major!” aip—
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Mission Completed?

Captain J. Hatcher and CW2 P. Stietenroth

T IS GENERALLY accepted

that a mission is completed
when all tasks assigned by the
commander have been successfully
accomplished. But let’s take it one
step further in the case of heli-
copter support with Army aviation
and say that a mission is success-
fully completed when aircraft and
crews have landed at home base
and are available for other missions
that will arise.

Questions that invariably come
to mind are, What about weather
conditions? What if home base is
IFR?

Several solutions may be quickly
and easily arrived at here in the
States. The aircraft could be shut
down and the crews could wait
out the weather; or with only a few
hundred feet of ceiling the heli-
copters could proceed on by flying
low level, following a highway,
etc.; or an instrument rated aviator
would possibly elect to file a 175
and let the air traffic control
center and approach control get
him home.

In a combat environment such
as Vietnam things take on an en-
tirely different perspective. Situa-
tions like the one described above
pose special problems on their own
such as: The aircraft can’t be shut
down in this area; it’s too ‘hot’; we
can‘t go low level in this area,
there’s too great a chance of draw-
ing enemy fire; out in a remote
combat area there is no air traffic
control center, or departure or
approach control to clear you on
your way under IFR conditions.

Let’s take a look at a possible
solution to this problem that is
being presented to WORWAC and
ORWAC students at the United
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States Army Aviation School while
engaged in FEX training with the
Department of Tactics.

“Outlaw 20, this is Outlaw 21.
Delta center advises that home-
plate is under IFR conditions, and
that combat operations center has
secured airspace up to 5,000 feet
from our present location to the
Tacker nondirectional beacon and
homeplate, from 1500-1800Z. Out-
law 21 will climb to 800 feet indi-
cated (MEA)1l, Outlaw 22 will
climb to 1,300 feet indicated?2,
Outlaw 23 will climb to 1,800 feet
indicated, Outlaw 24 will climb to
2,300 feet indicated, Outlaw 25
will climb to 2,800 feet indicated,
and Outlaw 26 will climb to 3,300
feet indicated. There will be a-5
minute separation between air-
craft3, and all aircraft will monitor
platoon FM and company UHF
frequencies for control. Time is
now 15127, and Outlaw 21 will be
pulling pitch 1 minute from now.”

At first glance, one might nat-
urally ask, What’s happening here?
Well, let’s take a closer look. First
of all WORWAC and ORWAC
students are receiving 50 hours of
instrument training in tactical
ADF and GCA procedures. Next,
the platoon leader has decided to
return to home base under IFR
conditions (thus masking their
movement from the enemy and
eliminating the possibility of being
exposed to enemy ground fire while
flying at low level) with a letdown
to minimum safe approach altitude
at home base through use of a non-
directional beacon (ADF) and
tactical ADF procedurest with a
GCA backup at home base.5

Let’s return now to our platoon
of helicopters on their return flight

to their home base. First of all, the
ADF receiver in each aircraft
would be tuned to the desired fre-
quency at the tactical ADF site.
A commo check on FM, UHF and
possibly  VHF radios would be
made to ensure that each aircraft
had good radio contact with each
other so as to maintain internal
control. It is essential that internal
control and radio contact within
the group be maintained through-
out the flight so that each aircraft
in turn can be “stair-stepped”
down to MEA before reaching the
beacon.

For example: Outlaw 21 reaches
the beacon at 800 feet indicated,
calls station passage, turns to his
outbound heading for 15 seconds
and starts a standard rate turn of
270° back to the beacon and lets
down to minimum approach alti-
tude. Upon reaching the beacon at
minimum approach altitude he
calls station passage either VFR,
or in contact with “Angel” (GCA)
on a radar vector away from the
station to home base.

This clears Outlaw 22 to descend
from 1,300 feet to 800 feet (the
altitude vacated by Outlaw 21),
which in turn clears the third air-
craft to descend to the altitude
vacated by the second, etc. Each
aircraft in turn calls, departing
their previously assigned altitude
and going to the lower altitude just
vacated.

Normal radar procedures apply,
in that positive radar contact is
established, and lost commo pro-
cedures, active runway, field eleva-
tion, and current weather are
given. After being established on
final approach heading, the aviator
is told to start a letdown of 500
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fpm at a predetermined point and
is also given a minimum safe
altitude.

If we could imagine ‘an aviation
commander standing on a ‘“home
base” airfield in a combat area,
watching his aircraft break out

through the cloud cover on final

approach, he might well be think-
ing to himself that here is another
mission that has been successfully
completed.

1 After a careful map study,
the aviator determines the high-
est terrain elevation and ob-
stacles on his intended route of
flight. He then adds 500 feet
to the highest feature and this
gives him his minimum en route
altitude (MEA). In this case it
was determined that the highest
terrain elevation was 200 feet
and the highest obstacles were
trees, which were given a value
of 100 feet. Then another 500
feet of vertical clearance was
added to this to give an MEA
of 800 feet.

2&3 Even though the illustra-
tion here indicates a vertical
separation of 500 feet and a
lateral separation of 5 minutes
between aircraft, students pre-
sently are being trained under
the hood only during VFR con-
ditions with vertical and lateral
separations of 200 feet and 2
minutes. This is due primarily to
airspace and time restrictions
imposed by training airspace
and time block schedules avail-
able in the training environment.

¢ Tactical ADF procedures in-
volve use of a standard figure 8
pattern over a nondirectional
beacon with a predetermined
final approach (see fig. 1) azi-
muth and minimum approach
altitude being given.

5 The mobile field GCA unit
is used to monitor traffic and
provide a capability of final ap-
proach radar vector to home
base with a predetermined start
point for approach from a given
altitude down to a minimum safe
altitude (usually 200 feet above
field elevation at home base),

see fig. 2. —Bal®
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TACTICS

Realism and practicality are the keynotes of the tactical employment
phase of student aviator training at the Army Aviation School

NE OF THE greatest benefits
O the U. S. Army Aviation
School has to offer student aviators
is the invaluable experience gained
by aviators who have served in
Vietnam. These aviators are able
to compare training received with
that actually needed in Vietnam.

An outstanding example of this
increased knowledge in action is
demonstrated in the tactical em-
ployment phase of an aviator’s
training. Whether the trainee is
rotary or fixed wing, during the
last two weeks of training he will
execute practical missions and will
fly as a member of a team without
an IP.

This portion of training is con-
stantly changing to keep abreast
of the needs. Realism and practi-
cality are the keynotes, and reports
from commanders in Vietnam
indicate the school has been able
to maintain the flexibility needed.

Recently, two major changes in
rotary wing training have occurred
— changes that are complementary
to Army aviation’s mission in that

12

they benefit both the aviator and
the ground troop.

Before March of this year (1968)
rotary wing students at the Army
Aviation School simulated troop
carrying missions with tanks full of
water. While this can approximate
the weight the aviator might ex-
perience in Vietnam, the load is
too stable. Also, it does not offer
any training in on- and off-loading
of personnel.

At the same time, the Army’s
Ranger School operating in north-
west Florida found it necessary to
use trucks to simulate boarding
and off-loading of aircraft for its
students.

Within 100 miles of each other,
both schools were having to settle
for a makeshift facsimile of the
actual conditions that would later
be experienced.

Realizing the potential of com-
bining the training efforts of the
aviation school and the rangers, a
trial maneuver was held in early
March which proved to be ideal
for both schools.

Flying in full formation, the
aviation students left in 28 heli-
copters from Fort Rucker’s TAC-X
stagefield and flew to the Eglin
AFB reservation where the rangers
train. At the same time approxi-
mately 150 ranger students set up
landing zones in a heavily wooded
Florida area.

As the aviation students neared
the ranger LZ, the gunships broke
formation and simulated prep fire
runs, while the slicks made ready
to pick up personnel.

Rangers marked the LZ and the
slicks moved in. As the last ground
troops were buckling in, the air-
craft lifted off the LZ and headed
for the next exercise area. The
speed with which the entire opera-
tion has been executed is com-
mendable, realizing that certain
safety factors must be observed in
training.

When the aviator is assigned in
Vietnam, necessity may not allow
him to wait until each passenger is
securely buckled in, but for obvious
safety reasons, this is a must in the
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training exercise. Also, when the
aircraft lands at an LZ to deploy
troops, no one leaves the aircraft
until it is firmly on the ground —
a practice not always practical in
Vietnam.

While some of the more rugged
individuals may scoff and wonder
why the schools “go only halfway,”
the most realistic training in the
world is of no value if the student
receiving it is killed or seriously
injured.

Another step towards combat
realism came coincidentally with
the joint rotary wing-ranger ma-
neuvers. The school has begun
practice with “hot” refueling. The
aircraft, eight at a time, line up
around a field expedient refueling
system and are serviced without
shutting the engines down.

When the eight-ship flight is
serviced, it is immediately able to
fly off on another mission with
minimum delay.

After-action reports by the stu-
dents indicate this new phase of
training has many advantages over

the static load missions in the past.
Most said it was a considerable
change to have a load that is
constantly shifting instead of the
relatively stable tank of water.

The ranger personnel now have
the advantage of actually setting
up and marking functional landing
zones and of rapidly boarding and
dismounting aircraft.

The limited access landing zones
with actual ranger personnel lend
an air of realism that seemingly
has a favorable psychological effect
on the student.

Currently the joint exercise is
only one day of the two week
TAC-X training, but each student
is given the opportunity to fly each
type mission during that day. Dur-
ing the remainder of the TAC-X
program students are given many
other chances to spread their wings
on their own.

Each student aviator plans a
mission, the best of which will be-
come an actual maneuver for the
entire group, and the more prom-
ising students will assume duties as

commanders and flight leaders.

Operations orders for the two
weeks include troop and cargo
movement missions, internal and
external loads, night combat sup-
port and extraction of forces.

Frequently missions are changed
during flight and the students must
make last minute changes in plans.
Every effort is made to expose the
student aviator to situations he
will encounter in Vietnam.

Single ships are used for route
and landing zone reconnaissance
and, at night, will test the stu-
dents’ knowledge of instrument
flight.

Students in the fixed wing course
undergo similar comprehensive
training, but do not participate in
the joint maneuvers with ranger
forces. Much of their training is in
target detection and marking and
in aerial reconnaissance.

Both groups live in the field for
the two-week period. The final
flight over the post parade ground
marks the end of training and the
beginning of practical application.

The Army Aviation School has begun practice with ‘‘hot’ refueling




The U. S. Army Aeromedical Research Unit

HORTLY AFTER being as-
signed to Fort Rucker, I began
inquiring about what, if anything,
was being done to provide protec-
tion against hearing loss and better
communications for the CH-47
helicopter operators. My search
led me to the 'office of a psyco-
acoustics and audiology expert for
the United States Army Aeromedi-
cal Research Unit. In his elaborate
laboratory, he played for me a tape
recording which demonstrated his
ability to untangle the background
noise from voice transmissions in
the Chinook helicopter. His solu-
tion is complicated and expensive,
but it works. It is a step toward an
effective  communications system,
which all CH-47 operators, air
traffic controllers, and both avia-
tion and ground commanders will
appreciate.
The United States Army
Aeromedical Research Unit
(USAARU), a class II activity

Captain Dudley M. Clark

of the Medical Research and De-
velopment Command, was estab-
lished in July 1962 by Department
of the Army to provide medical
research support for Army aviation
and airborne activities. USAARU
is located at the U. S. Army Avia-
tion Center where it is near a
large and changing population of
aviators, a variety of aircraft, and
other research activities supporting
Army aviation.

Some of these activities include:
the Aviation Test Board, Combat
Developments Command Aviation
Agency, Army Board for Aviation
Accident Research, Army Aviation
Human Research Unit, and the
U. S. Army Aviation School.
USAARU’s close relationship with
this select group of personnel and
activities has contributed greatly
to developing a research program
which is specific and responsive
to Army requirements and opera-
tional programs. Liaison is also

An experimental helmet is tested in the sound chamber

maintained with research labora-
tories of other military, govern-
mental and civilian research agen-
cies to preclude a duplication of
research effort.

The complimentary missions of
USAARU and the Naval Aero-
space Medical Institute (NAMI)
at Pensacola, Fla., have fostered a
close relationship between the
two organizations which has re-
sulted in several jointly conducted
projects.

The general direction of
USAARU’s research program has
developed as the result of inflight
observations, field problems re-
ported by other aviation agencies,
and the technical evaluation of
aircraft and personal equipment as
related to the medical aspects of
man-machine capability.

The USAARU staff consists of
14 principal investigators and 26
technical and administrative per-
sonnel. The professional group is
composed of both military and
civilians and includes specialists in
aviation medicine, cardiology, neu-
rology, bio-physics, physiological
optics, experimental and sensory
psychology and physiology. Many
possess either an M.D. or Ph.D.
degree. Supporting technical and

administrative personnel possess
capabilities in electronic instru-
mentation and telemetry, auto-

mated data reduction, veterinary
sciences, high
precision machining, technical
drafting, and library science.
USAARU’s facilities include five
cantonment type buildings with
more than 18,000 square feet of

microtechniques,
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space which contains over $600,000
worth of equipment used in the
research program. The research
library contains over 6,000 volumes
and reports and over 200 current
periodicals concerning  aviation
medicine and military aviation.
The unit also maintains an elec-
tronics shop and a general ma-
chine, carpentry, metal and plastics
fabrication shop. Both are fully
equipped and adequately staffed.
In addition, research personnel are
supported by an automatic data
processing section and a skilled
draftsman.

Projects undertaken by USAARU
often involve several elements of
the unit. Current investigations
range from long term studies in
color vision and hearing loss to
the more immediate problems
associated with the helicopter and
airplane cockpit environments.

In the area of cockpit comfort
as related to aviator efficiency,
USAARU constantly conducts
cockpit dimensional measurements
to ensure that space is adequate
and that aviators have access to
necessary switches and circuit
breakers used in normal operation.
Several different systems for circu-
lating cool air in the cockpit or
flight suit are also under investi-
gation. Such a system would add
significantly to crew efficiency in
the humid tropics in which we
must operate.

For instrument rated pilots, a
device is being tested which would
eliminate the conventional (and
awkward) hood used during instru-
ment flight training. It consists of
a pair of glasses designed to restrict
vision without the use of large
panels which also restrict the vision
of the safety pilot.

Other studies concerning aviator
and. crew environment include
those on air contamination,
methods of improving dark adap-
tation by reducing glare and reflec-
tion in the cockpit, and a product
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A test of TH-13T vertigo problems under instrument conditions

which when applied to either glass
or plexiglass would eliminate the
problem of rain dispersing on
windscreens during flight. Use of
the latter product would drastically
reduce the number of plexiglass
windshields damaged through im-
proper use of conventional wiper
blades.

USAARU experts are devoting
much of their time to solving, or
at least lessening, the problem of
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