































































































































































































collective had actually risen 6 inches before the AC
stopped it and got it under control. Eyes fixed on
the gauges, I keved my floor button and shouted,
“Throw smaoke!” The crewchief beat me to it. Smoke
was already billowing. The AC broadcast that we
had taken a hit.

Our instruments were all in the green. We were
holding our position in the formation. The crewchicf
and the gunner were checking for holes. Even our six
passengers in the rear were looking at themselves,
each other, and the floor, seemingly astonished at the
lack of a gaping hole — a hole that should be there.
The jarring effect of that round was tremendous!
There must be a hole somewhere!

The AC and T exchanged a glance which, in effect,
said, “No damage evident — we go on. But we will
watch evervthing very closely.”

Dropping our treops right on schedule, we climbed
out. No further action was reported and all was
quiet. “Are vou sure you were shot at?’ the radio
crackled. The AC answered, “Affirmative.

Five wminutes later, altitude regained, the AC
looked at me and muttered, “It must have been a
round.” Another five minutes later, I caught the
Bicker of the hydraulic caution light. Just a flicker.
I mentioned it, but, as we stared at it, nothing more
happened. Was my mind searching for evidence to
prove that the ship had been hit? Soon, the whining
of the hydraulic pump started, and the light came on
again. This time it stayed on.

We performed the proper emergency procedures.
Our hydraulics were out! We actually felt better
because we now had some tangible evidence of hav-
ing been hit. Because we dropped out of the forma-
tion due to reduced airspeed, we were a few minutes
behind the rest of the flight in returning to Dak To.
Our hydraulics-off running landing was well exe-
cuted. We came to a stop about a quarter of the
way down the asphalt runway and shut down.

A quick examination showed at least two hydraulic
lines in the hellhole ripped open and leaking. One of
the company’s senior captains came to the ship and
told the AC and me that we had done a good job.
We were feeling better.

Our battalion commander, a lieutenant colonel,
arrived and commented that the ship must be moved
so that an O-1 could land. The senior captain told
him that ground handling wheels were not available
to move it with. The colonel’s reply was, “It has to
be moved. Fly it off. Have the crew hover it to the
side.”

Dazed by his remarks, the AC and 1 just looked
at each other. This went against what we had been
taught. We both remembered that you don’t try to
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hover a Huey without hydraulics. We said nothing
right away. We just stood there. After all, a Heu-
tenant colonel and a captain, both senior aviators,
must know more than us. 1 thought, “Surely, the
colonel must know that the ship has no hydraulics —
he was on the ground when we landed”

The quiet was deafening. Finally, 1 ventured,
“Sir, we lost our hydraulics.”

His answer was, “The ship must be taken off the
runway. I'm sure that vou and the AC can handle it.”

There was the challenge!

Our thoughts went back to the radio query received
carlicr. “Are vou sure you were shot at?” Had we
been wrong, we would have been subjected to a cer-
tain wmount of criticisim. We had plenty of time to
think this over on the return trip before our hydrau-
hies went out. The colonel's words were, in fact, an
order. Did we, a lieutenant and a warrant officer
dare to disobey this order, cven though we believed it
to be wrong?

Qur common sense whispered, “No. You can’t do
it. To attempt would be madness.” But ego’s answer
swelled louder, “You can do it. Show them you can?”

Our crewchief, a gunner, and the senior aviator
captain were there. We waved of the crewchief and
gunner, strapped in, and started the engine. Together,
both of us on the controls, we warily applied col-
lective and started hovering to the side of the run-
way. I must say the colonel was right. We could and
did do it. Our blades at no time came closer than 6
inches from the ground during the ship's wild gyra-
tions as we tried to control it during that short
hovering flight.

After shutdown and three chain smoked cigarcttes,
the maintenance people arrived and had the panels
off, investigating the cause of hvdraulic failure. Their
inspeetion showed that the single round had entered
the hellhole, shearing the bottom belt of the col-
lective bell crank support. The force of this impact
had loosened the two upper bolts which attached it
to the frame. From there, metal had gone through
hydraulic  lines. Another piece went  completely
through a collective control rod, leaving a gaping
hole through about half of its circamference.

The tremendous stress this half-sheared and loose
control rod must have been under due to feedback
from hovering without hydraulics was more than
frightening, We realized how foolish it had been to
move the aircraft.

But what did it take for us to make the decision
to move that Hucy? We really didn’t want to do it
Yet, we did. Would we do it again? No. Then what
was 1t? Courage? “Yes, it was courage,” I thought,
as I looked at the disabled control rod. “Courage ——
the courage called folly. That was my temptation.”
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New intersection takeoff procedures
Survey teams tailored to help commanders
Incorrectly computing GCA altitudes

o % s

N intersection takeoffs: FAA air traffic controllers now have the authority to initiate
intersection takeoffs or to approve them when requested by the
pilot. This new procedure was adopted for the purpose of expediting aircraft departures
and reducing delays.

The pilot still retains the prerogative to use the full runway length or elect a
different intersection for any reason, provided he informs the tower of his
intentions. Tower controllers will provide the measured distance between the intersection
and the end of the runway on request. Pilots are reminded it is still
their responsibility to determine that sufficient runway length is available to permit a
safe takeoff under existing conditions.

N aeronautical services surveys: Are you one of those rare birds who has no
problems as an airfield commander, TOE unit commander or aviation
staff officer? If so, read no further! These remarks are for those aviation commanders
and staff officers who do have problems and need solutions.

USAASO can provide a full spectrum of aeronautical services assistance to
Army airfields, other commanders and aviation staff officers, world-
wide. If you have equipment problems, equipment experts are available to assist. If
yvou have ATC or airspace problems, ATC and airspace experts are
available. Help is yours for the asking. Whatever your needs are, USAASO can tailor
a team to investigate your problems and recommend solutions and, in
most cases, help you implement the solutions.

N GCA surveillance approaches: Our field representatives have discovered some
radar operator confusion regarding the computation of the
recommended altitudes for each mile on final for surveillance radar approaches.

TM 11-2557-29, paragraph 725c¢ and the notes adjacent, specifies what altitudes
are to be used and the method for computing the altitudes.

The confusion exists primarily at those airfields which use a precision glide path
other than 3 degrees. Some operators are evidently computing the rate
of descent for surveillance approaches to make it compatible with their precision glide
path angle. THIS IS INCORRECT. Regardless of what precision
glide path angle is used, the surveillance altitudes should be computed as stated in the
TM-and, of course, measured from the end of the runway — not from “touchdown.”
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UH-1s Return
ToSouthPole

Antarctic Support Detachment
Aids Scientific Exploration

HE U. S. ARMY Aviation Detachment (Antarc-

tic Support) from Ft. Eustis, Va., has returned
to the south polar region to support six major scien-
tific programs in Ellsworth Land. This is the eighth
consecutive year the helicopters have transported
scientists in Antarctica.

This year’s major project will be a continuation of
integrated research by scientists along the coastal
arecas of West Antarctica. Last year the unit was
engaged in similar operations in Marie Byrd Land
(see October 1968 AVIATION DIGEST). Included
in this year’s research will be reconnaissance geology
conducted early in the southern hemisphere’s sum-
mer by Texas Technological College.

University of Wisconsin geologists will make similar
studies of the Jones Mountains in Thurston Island
in the Eights Coast area later in the summer.

Also scheduled are topographic, botanical and
paleomagnetic surveys of Ellsworth Land. A scientist
from Chile will make a geological survey of the
same area.

The unit departed for “the ice” in mid-October
and will return to Ft. Eustis in late February. While
on the earth’s southern-most continent, it is attached

to the Navy’s AIR DEVRON SIX.

Members of the Detachment unload one of three
UH-1Ds used for scientific exploration in An-
tarctica. The helicopters are flown in by Navy
C-133 Hercules








