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61 his month the DIGEST pays tribute to Major Patrick Brady—Army aviation’s third E
%’ Medal of Honor winner—by publishing two eyewitness accounts of his heroic actions. S
:ﬂ: The first by Lieutenant Colonel William S. Augerson appears below while the second by e
& Major Michael J. Scotti Jr., is on page 12. Army aviation's first two Medal of Honor ‘;
S winoers were Specialist 4 Gary G. Wetzel (‘‘Eyewitness To Valor," August 1969 DIGEST) =
&l and Warrant Officer Frederick E. Ferguson (‘‘Stay Clear Of Hue,”” April 1970 DIGEST) E
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HE FIRST WEEK in January 1968 had hovering back up the valley road through fog
brought a lot of war to the northern part of and an enemy regiment. 3
the Americal Division’s area of operations in When he neared the casualties, MAJ Brady %
the 1 Corps area of the Republic of Vietnam. radioed the troops on the ground who guided 3
The 2nd North Vietnamese Army Division [well him in by sound. They were less than 50 meters g
supplied with antiaircraft (AA) machineguns] from the hostile forces and spoke softly on the
had bet on the monsoon and was striking hard radio. The cold, muddy, seriously wounded men
at our landing zones (LZ) and fire support bases were placed aboard his aircraft and MAJ Brady
(FSB). flew up through the fog to FSB West where we [
On the night of 5 January we ran into big had an emergency medical facility. He then went {3
trouble down in the valley below us. The evening through the same cycle three or four times and {3
before a company attached to the 4th Battalion, showed another Dustoff pilot how to get into
31st Infantry, had been boxed in and badly the valley. Together they brought out 60 to 70 8
mauled by a large enemy force. Several air- men. ‘e
4 craft attempting to help had been downed by During this time the wounded were given [
the numerous AA machineguns in the valley. emergency care, sorted and flown out in slicks, |3
By the time a relief company had reached the Hooks and Dustoff aircraft to the 196th Infantry g
5 trapped unit, smoke and fog filled the valley. Brigade clearing station and to the 2nd Surgical [
B There were a lot of wounded down there— (Mobile Army) and 1st Marine hospitals at Chu §
| maybe 70 or so. Lai.
B A 54th Dustoff helicopter, which had spent Later the sun took the chill from the air and 3
B the night at FSB West hoping for a break in the the fog lifted enough for us to see a few enemy 3
weather, tried to hover down through the clouds troops watching from freshly dug positions on the
at dawn with a sorting team and the battalion other side of the valley. None of this bothered
B surgeon, Captain Mike Scotti.. However, that MAJ Brady who went on about his business.
kind of instrument flying was beyond the skill of In the afternoon when I stopped by the chopper %
& the young warrant aviator and he sensibly re- pad at Chu Lai, I saw one of the UH-1s MAJ ¥
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& turned to the FSB. Consequently, we were glad to  Brady had been flying earlier in the day. This |3
Bl see Major Pat Brady come striding up the hill one had had its controls shot up during a pickup. |

to the command post. 1 subsequently learned that later in the day MAJ [
B After being briefed MAJ Brady made a few Brady made still another rescue and that he and [g
= unsuccessful attempts to get through the fog. his crew had evacuated six seriously wounded g
B Finally he decided he had to give it another men from an enemy mine field south of Chu Lai
go and loaded up the sorting team and, as I recall, (on the Batangan peninsula) amidst exploding e
K a chaplain. By then everyone was looking pretty ~mines which wounded some of his crew.
serious and thoughtful. It would be impossible for an average person 5

I found out that Pat and his crew had just to keep up with MAJ Brady during a day in |
made a pickup from the middle of a Special combat, but I feel honored to have seen some 4
Forces outpost west of us by hovering up a of the things he did which earned him the Medal g
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trail and blowing the fog out of the way—all the of Honor. e
! while getting a lot of fire from the enemy en- Hospitals and doctors are not much help in (g
{ circling the outpost. combat without medics on the battlefield and men
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MAJ Brady pulled pitch and they were off— like Pat Brady who will get the wounded out §
skimming the clouds that lapped just below our despite the odds. One hopes all Dustoff units feel
;3] perimeter wire. He went east until the fog thinned, honored by MAJ Brady’s award. —Lijeutenant
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B then dropped down “on the deck” and started Colonel William S. Augerson 3
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Assignment: USAREUR

Colonel Kenneth D. Mertel and Captain Robert E. Mitchell

YOUNG aviator (Mr. New)

sat in the auditorium with his
newly graduating flight class, his
thoughts not entirely on the words
of the guest speaker. Several weeks
ago he received word of his first
assignment as a newly qualified
aviator—Europe.

His mind wandered. A feeling of
excitement? No! Instead a sense
of foreboding as he thought of his
forthcoming tour of duty. He had
just completed the most thorough
and advanced aviation training
in the latest flying equipment; yet
he would still be at a great dis-
advantage upon his arrival in
Europe.

Throughout the months in flight
school he had been an avid listener
to war stories told in classrooms
and over elbow-bending sessions
at the bar. Etched in his mind
were tales of “stone age” flying
conditions and equipment which
he would find in Europe. He pic-
tured vividly an observation pilot,
garbed in leather flying jacket com-
plete with brightly colored scarf,
climbing into his ancient L-4 to
provide cover for combat air as-
saults flown in antique H-5 heli-
copters.

It could not be otherwise since
for months he had heard only of
the long funnel of personnel and
equipment to Southeast Asia. To
make matters worse he had even
heard veterans returning from the
Republic of Vietnam speaking of
scarcity of personnel and equip-
ment even in that high priority
area.

So there he sits—a brand new
aviator trained in latest helicopters,
ready to employ the newest avi-
ation techniques and tactics, des-
tined to serve in what is to him
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the disaster area of Army aviation.

On his arrival in Europe Mr.
New will, however, be in for a
great surprise. Contrary to his ex-
pectations he will not find Army
aviation straight out of “Those
Magnificent Men and Their Fly-
ing Machines.” He will be intro-
duced to a command where there
is not only the latest and most
modern aircraft, but also a con-
tinual advancement in application
of latest aviation techniques.

In the past, and in some aspects
the recent past, many of Mr. New’s
thoughts were in one sense true
though not to such a great extent.
Other more pressing commitments
for Army aviation did tend to drain
assets which would normally have
been available to Army aviation
in Europe. Lack of assets did not,
however, hold back thinking or
planning by aviation personnel in
Europe. Conditions merely re-
quired that U. S. Army Europe
(USAREUR) adapt and modify
new techniques to older types of
equipment available.

In the past, as in the present,
the preponderance of aviation per-
sonnel assigned to Europe have
been experienced personnel with
previous tours in other areas—
primarily Vietnam to their credit.
Through this input Army aviation
in Europe amassed a vast store of
flying knowledge and experience
with which to update and improve
aircraft employment.

Input of experienced personnel

When the authors wrote this
article Colonel Mertel com-
manded the 15th Aviation Group
(Combat) and Captain Mitchell
was a member of that unit

alone could not in itself solve the
problem. Ten experienced aviators
could likely have experience in
ten completely different aspects of
flying. Through normal assignment
a unit then might gain only one
area of experience with the assign-
ment of one aviator.

Thus the requirement was to
consolidate experience of person-
nel assigned to Europe for dis-
semination to all units. This task
is a primary function of the
USAREUR Aviation Safety and
Standardization Detachment, part
of the 15th Aviation Group (Com-
bat). The Safety and Standardiza-
tion Detachment, or USAREUR
Aviation School as it is in-
formally called, functions as any
flight school gathering knowledge
through experienced instructors
and disseminating it in instruction-
al programs. Among courses of in-
struction available to aviators are
CH-34 helicopter transition; a
comprehensive instrument training
program including both fixed wing
and rotary wing refreshers as well
as initial rotary wing training lead-
ing to a standard ticket; safety
courses and other special courses
applicable to aviation as required.
In addition the school also con-
ducts special courses such as
AGM-22B Gunnery for personnel
serving in aviation units in Europe.

Additionally the school performs
an orientation function for all avi-
ators assigned to Europe. Prior to
performance of any flight duties
each aviator must attend an initial
briefing at the school located at
Schwaebisch Hall, Germany, cov-
ering all aspects of flight oper-
ations in Europe. In addition to a
2-day initial classroom briefing
each aviator must, in his unit, un-
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Although aircraft such as this CH-34 Choctaw flying over Vilseck,
Germany, are still being vsed, there has been a great influx of
newer aircraft into the inventory in Europe. As o result, the newly
assigned aviator will find the latest concepts of aircraft employment
being carried out with a combination of new and old equipment







dergo a comprehensive flight
orientation. This orientation in-
cludes day and night area flights.
Every aviator also must dem-
onstrate proficiency in instrument
flight. For aviators possessing a
standard instrument ticket or
higher, a complete instrument
flight is required. For all others
performance of basic instrument
maneuvers, ADF and GCA ap-
proaches plus accomplishment of
a 180-degree turn under instru-
ment conditions is required as a
minimum.

At this point Mr. New is still
partially correct in his thinking.
The newest flight techniques are

f the four aircraft pictured on
these two pages, only the OH-6A
Cayuse (above teft) is not a permanent
part of the Army in Europe inventory.
This particular light observation heli-
copter was one of three used in recent
Task Force Pegasus maneuvers and later
redeployed. The CH-37 Mojave medium
lift helicopter at left is operated by
the 4th Aviation Company, 15th Avia-
tion Group (CBT). Visual and electronic
surveillance is carried out by the 122nd
Aviation Company in OV-1 Mohawks
(above right). The aircraft used in
support of the general staff at
USAREUR is the U-8 Seminole. At
right, a U-8F awaits a mission

being applied but in the older
types of aircraft. Yet here again
his rapt attention to the purveyors
of tall tales has caused him to be
badly misinformed. Although most
aviation wunits in FEurope are
equipped with a number of older
types of aircraft, such as the O-1,
U-6, CH-34 and the CH-37, there
has been an influx of newer air-
craft into the Army inventory in
Europe.

As a result of this input Army
aviation in Europe has for several
years operated under latest con-
cepts of employment with a com-
bination of new and old equip-
ment. Airmobile operations are
routinely conducted with CH-34
troop carriers supported by UH-1B
gunships. Cargo is moved by air in
the CH-37 using techniques similar
to those employed in Vietnam by
the more modern CH-47. In the
same respect observation and re-
connaissance missions in Europe

are flown in O-1 and OH-13 air-
craft. The OV-1, a long time resi-
dent, was introduced to Europe
long ago to increase capabilities
of more outmoded methods of ob-
servation. With this aircraft Europe
has been afforded a rapidly react-
ing surveillance and reconnais-
sance aircraft providing a capabil-
ity for high speed photography and
side looking airborne radar, a vast
improvement over “‘eye ball” tech-
niques, notebook, binoculars and
hand held camera.

In January 1969 while still in
the process of building up in-
country assets, Army aviation in
Europe put on its big show. The
occasion was Reforger I (rede-
ployment of forces to Germany;
see DIGEST May 1969). With
limited augmentation of aircraft
and personnel from units assigned
in CONUS and under the control
of the 15th Combat Aviation

Group, elements of USAREUR
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One of the two AH-1G HueyCobras used in Reforger I demonstrations and subsequently redeployed

Army aviation provided support
for an Infantry battalion as the
maneuver element of the exercise.
Primary augmentation provided to
Task Force Pegasus (as it was
designated) were the newest type
of aircraft in the Army inventory
including three OH-6As, two
AH-1Gs, two UH-1Hs, three
CH-47s and two CH-54s. During
the exercise each of the newer
types of aircraft was called upon to
demonstrate its capability and em-
ployment under simulated combat
conditions to commanders and
spectators. The task force of 90
helicopters successfully flew over
2,000 hours in preparation, in
formation, in the worst weather in
Germany and Europe during the
month of January (no small feat
itself) without incident.

To cap off performance of
Army aviation in Reforger I, on 1
February 1969 Task Force Pegasus
demonstrated techniques employed
in performance of an airmobile air
assault before an assemblage of
commanders and many visiting
dignitaries from all over Europe.
In this demonstration all elements
performed their roles in a fire sup-
ported air assault landing. Split-
second timing from initial recon-
naissance, firepower and troop air-
lift to the movement of heavy
equipment was an awesome display
of modern equipment capabilities
and techniques available to Army
aviation.
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Upon completion of Reforger I
the new equipment was redeployed
to home stations in CONUS or
to Vietnam with the exception of
two CH-54 Flying Cranes. These
two helicopters were joined in May
1969 by sister ships from the
295th Aviation Company (HH)
arriving from Ft. Sill, Okla.

The arrival of CH-54s in Ger-
many was a giant step in updating
assets of Army aviation in Europe.
Since the unit’s arrival it has dem-
onstrated the versatility of Army
aviation. In 6 months of oper-
ations CH-54s have flown missions
in all parts of Europe. Using the
“people pods” the unit has moved
personnel during numerous field
exercises. It has recovered downed
aircraft in locations as far removed
as Scotland.

Another impressive accomplish-
ment by the CH-54s was support
of a field artillery battalion and an
armored cavalry squadron for one
week in the field. This mission was
performed in conjunction with the
joint German-American Operation
Grosser Ruoesselsprung, a large
German military maneuver held in
northern Germany. Primary sup-
port performed by Flying Cranes
in this operation was to move
fuel and rations to rapidly mov-
ing ground combat units.

Although addition of the CH-54
to the inventory of aviation in
Europe has been one of the most

impressive single improvements,
there have been and are continuing
to be other improvements in air-
craft assets. Significantly in the
past the most modern aircraft in
USAREUR has been the UH-1B
which because of its versatility has
performed many functions. Among
these is its primary role of aerial
weaponry with a secondary mis-
sion of command and control.

The primary mode of troop
transportation in airmobile oper-
ations has been, and will be for a
while at lcast, the CH-34, the work
horse of aviation in Europe. This
aircraft also has contributed many
hours of administrative flights.

The UH-1B and O-1 also have
been employed to a great extent in
the administrative role. Now these
aircraft may soon receive a well
earned rest, with the exception of
the UH-1B which will be returned
to its primary role as an aerial gun
platform. Now being received are
the newer UH-1Ds to replace a
number of the CH-34s. Addition-
ally, with the increase in use of the
UH-1D in the command and con-
trol role, a number of U-6 aircraft
will be retired.

Concurrent with the introduc-
tion of the UH-1Ds, most O-1s
are being phased out of the in-
ventory and being replaced by the
“S” model OH-13. Changes do
not stop with the OH-13s. A further
development is introduction of
the OH-58s.

U. S. ARMY AVIATION DIGEST




In the foreseeable future avi-
ation in Europe should continue
to gain newer types of aircraft

as production incréases and re-
distribution of some Vietnam as-
sets takes place. The recent an-
nouncement of the deployment of
CH-47 assets to Europe should
solve the problem of replacing the
aging CH-37 medium lift heli-
copters. With this addition, mod-
ernization of actual flying assets
of Europe will be well on the way
to completion.

With the influx of new aircraft
what will Army aviation in Europe
have in the way of aerial arma-
ment? Present systems available
are XM-3 2.75-inch rocket sys-
tems and M-6 machinegun sys-
tems, both mounted on UH-1Bs.
With the increase in newer aircraft
there should be an input of newer
weapons systems such as the M-5
40 mm grenade launchers and
M-21 combination machinegun-
rocket launcher system. Upon ar-
rival in Europe these systems will
enhance performance of aerial
gunnery. Another weapons sys-
tem which should prove highly ef-
fective is the M-27E1 machinegun
mounted on OH-58s in a manner
similar to machineguns mounted
on OH-6s in use in Vietnam.

So far much has been said about
personnel and airborne equipment
available to the Army in Europe,

but there is one area critical to
performance of both—ground sup-
port to the aviator while he is air-
borne in performance of his mis-
sion. -The Army in Europe has
established one of the finest sys-
tems of aviator ground support
in the world. Air traffic control
in USAREUR and flight follow-
ing are both excellent. The
Army Flight Operations Facility
(AFOF) of the 15th Combat Avi-
ation Group provides each aviator
in USAREUR with necessary in-
formation and facilities for filing
a flight plan. Primary functions
of AFOF are to provide flight
planning information including
NOTAMs and weather briefings
for aviators in locations where they
are not available, provide clear-
ance authority for flights from air-
fields having no clearance officer,
and to receive and flight follow
VFR flight plans filed by Army
aviators in USAREUR.

To augment AFOF the 15th
Combat Aviation Group has a tac-
tical flight following element, the
14th Aviation Company (ATC)
which provides flight following
service to aviators throughout
all areas of operations. With
flight following centers located in
a number of sites throughout
USAREUR, the 14th is able to
maintain communication with
Army aircraft operating through-
out most of Germany. In addition

to trained flight following person-
nel of the 14th, USAREUR has
a large number of air traffic con-
trol personnel assigned to towers
at most Army airfields. Each of
these controllers is a highly trained
specialist in tower and airfield
operations.

Other improvements in Army
air traffic control in Europe are
establishthent and certification of
increased GCA sites at Army air-
fields. As with tower operators
they must be certified prior to be-
coming operational. Through ar-
rangement with the Air Force,
each GCA facility is checked peri-
odically by the FAA for proficien-
cy of personnel and accuracy of
equipment. A further advancement
of equipment in use at GCA sites
is modification of radar sets to
receive Mode 3 (civil) transpon-
der codes for better service to
aviators in instrument conditions.

Now back to the young aviator
who had just received his wings.
His apprehensions are not all dis-
pelled yet, but on his arrival in
Europe he will find his original
fears are quite outmoded. He will
be entering one of the most rapid-
ly advancing géographical areas in
Army aviation. Rather than being
a stone age bastion of Army avi-
ation, USAREUR is way out in
front in thinking and application
of newly arriving equipment with
much more to come—and soon.

During winter operations USAREUR aircraft frequently encounter heavy snow flurries
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EAR DANNY: TM 55-1520-210-10 for the

UH-1D/H, dated May 1969 w/Chl, states on
page 3-8, paragraph 3-30, item 19, “. . . actuate
through full range 6,100 to 6,700 plus or minus
100 rpm.” My maintenance personnel refer to the
dash 20 manual to set the limits of rpm and there
is a difference between the two publications. The
dash 20 says “. . . check for 6,000 to 6,700 (== 50)
rpm range.” Which of these limits are correct?

LT CEG.

Danny’s answer: The maintenance manual (dash
20) has the straight poop on engine rpm. The next
change to the UH-1D/H Operator’s Manual will
show “6,000 to 6,700 =50 rpm.”

* K %
Dear Danny: Yesterday I noticed a circle red X
condition in DA Form 2408-13 that restricted my
aircraft from IFR flight because the altimeter cali-
bration was overdue. Should the aircraft be re-
stricted from VFR flight, too? Also, what are the

limits I should observe when checking the altimeter?
Is a 100 foot error acceptable?

MAJ J.GM.

Danny’s answer: In order to comply with FAA
regulations for Army aircraft that operate IFR in
federal airspace, the aircraft altimeter must have
been calibrated within the past 1 year., The same
inspection criteria is not applicable to VFR aircraft.
To answer your second question, Charlie turned
to TM 1-215, Attitude Instrument Flying. Paragraph
2-37a gives this bit of advice: “If the setting (baro-
metric pressure in the Kollsman window) difference
exceeds .07 inches Hg. (.07 equals 70 feet altitude)
the altimeter is not considered reliable.” Sounds
like a 100 foot altimeter error is too much.

*x Kk K

Dear Charlie and Danny: The CH-54A checklist
we’re using here has no check for fuel flow prior
to turning on the ignition during starting. I have
word from a friend that the CH-54B dash CL
contains this check. If this is true and it is con-
sidered a good procedure, why doesn’t the “A”
dash CL contain this check?

CW3 S.A.

Charlie’s answer: The “B” dash CL does contain

8

KEEP THOSE
CARDS AND LETTERS
COMING!

Charlie and

this check and it will appear in change 5 to the
CH-54A Operator’s Manual and Checklist.

) G G ¢

Dear Danny: I just received change 2 to TM
55-1510-209-10/4 (RU-21D Operator’s Manual)
and on page 2-5 there is a note giving N, speed
at 100 percent as 38,100 rpm. Figure 7-2 of the
same manual indicates that 38,100 is the rpm for

U. S. ARMY AVIATION DIGEST




YOUR COMMENTS
ARE WORTH A MILLION
FOR DEBUGGING THE
DASH 10 AND DASH CL.

Danny's Write-In

101.5 percent. Which figure is correct for TAKE-
OFF power?

CW4 J.H.R.

Danny’s answer: First I’ll say that you have eyes like
an eagle. That’s one that even our trusty old proof-
reader missed. According to the engine manufac-
turer, the information given in figure 7-2 is correct.
Steps have been taken to correct this discrepancy.

MAY 1970

Dear Danny: Change 1 to TM 55-1510-201-10/4
(U-8D Operator’s Manual), dated 4 Nov 69, deletes
thermal shocking in its entirety and does not in-
dicate any reason for its deletion. There is some
concern as to why it was deleted. Can you offer
any information on this?

MAJ AN.W.

Danny’s answer: After many inquiries as to why it
was reinserted in the original reissue, the procedure
was reevaluated. The engine manufacturer’s position
was that if the engine is operated within established
procedures, as referenced in the operator’s manual,
there is no need to thermal shock and recommend
that the practice be discontinued. Based on this
recommendation the procedure was deleted from
the TM.

*x Kk K

Dear Danny: Throughout the years I've noted a con-
tinual request and requirement by aviation agencies
for submission of recommended changes to check-
lists, technical publications, etc., by operators and
users. Having found myself in a position (standard-
ization and flight training officer) to furnish some of
this input data, I meticulously spent many lamp-
light hours screening the U-8 Operator’s Manuals—
TM 55-1510-201-10/4 and TM 55-1510-201-10/5
—shortly after they were published in February
1969, including everything in my writeup from
typographical errors to safety of flight considera-
tions. I submitted my questions, comments and
recommendations on a DA Form 2028 and have
subsequently received a series of cards, each of
which has postponed the expected date of reply to
my inquiries. I find it difficult to believe that it
should take several months to analyze, come to
a decision and reply to inquiries and recommenda-
tions concerning a piece of standard Army equip-
ment that has been in service as long as the U-8.

MAJ M.H.W.

Danny’s answer: Hang in there, Major. We con-
tacted AVSCOM and were assured that your 2028s
are alive and well in St. Louis. Seriously, they are
being studied by the Technical Data Cataloguing
and Standardization Directorate of AVSCOM. Due
to the length and complexity of your recommenda-
tions their normal response time had to be extended.
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o the air crewmen: Recently

while talking to a group of
career warrant officer aviators, it
was found that the majority of the
group, both rotary wing and fixed
wing rated, had experienced flight
above 10,000 feet on many oc-
casions. Several pilots related ex-
periences above 15,000 feet with
oxygen equipment. The U-21 Ute
and OV-1 Mohawk have service
ceilings of 27,000 feet and 34,000

[ feet respectively. At the Aviation
School, Ft. Rucker, Ala., the tran-
sition courses in these aircraft in-

clude oxygen indoctrination flights
at or above 21,000 feet. Many of
the instructor pilots frequently
have flown at 24,000 to 26,000
feet.

What are some of the problems
of high altitude flight? First, there
is hypoxia (decreased pressure of
oxygen at the tissue level with in-
crease in altitude). AR 95-1 states
that oxygen will be used in flights
above 10,000 feet. Exceptions in-
clude only those aircraft not nor-
) ) mally equipped with oxygen, when
Provided by the Society of U. S. Army Flight Surgeons higher altitudes are necessary to
clear terrain or local weather con-
ditions. This is qualified to state
that 14,000 feet will not be ex-
ceeded without oxygen and flight
between 10,000 and 14,000 feet
will not exceed 1 hour—30 min-
utes of which will not be above
12,000 feet.

Actually those aviators flying
aircraft (Ute and Mohawk) nor-
mally equipped with oxygen should
start using it once they pass
through 10,000 feet. During night
flights, when vision is critical,
oxygen should be used above 5,000
feet. Thus, the second important
consideration is that of night vision
and dark adaptation.

Finally, we must be concerned
with decompression sickness. As
one goes up in altitude, the pres-
sure decrease creates a tendency
for nitrogen bubbles to evolve in
the tissues of the body. This usual-
ly does not occur until one goes
beyond 21,000 feet. Above 30,000

Have you experienced flight above
10,000 feet—15,000—34,000? High al-
titude flight can produce serious prob-
lems such as hypoxia, decompression
sickness and a diminishing of night vision
sharpness

U. S. ARMY AVIATION DIGEST




feet, as many as 50 percent will
experience decompression sickness
after 30 minutes exposure. The
conditions commonly noted are
bends (pain around joints) and
chokes (chest pain, shortness of
breath and coughing). Other types
of decompression sickness exist,
but should be the subject of a full
length article. The point to be
learned is that flight above 21,000
feet, even with 100 percent oxygen,
carries the risk of decompression
sickness. The only way to prevent
this condition is to prebreath ox-
ygen for 30 to 45 minutes at
ground level and up to altitude.

Army aircraft are not usually
equipped with oxygen capacities
large enough to support preox-
ygenation procedures (also called
denitrogenation), thus the risk
exists. Although no Army regula-
tion precludes flight above 21,000
feet with oxygen, it would appear
that the safest course of action
would be not to fly above 21,000
if it is not necessary.

o the flight surgeon: Much has

been said in recent years about
stress and fatigue. At present, there
are no practical quantitative tests
to identify the excessively fatigued
air crew member on an individual
basis. The only method available
is the diligent and knowledgeable
subjective appraisal of the individ-
ual air crew member by the flight
surgeon. In order to accomplish
this, the flight surgeon must have
personal and close association with
the men in his care.

For both acute and chronic skill
fatigue, the greatest prevention and
treatment is adequate sleep (Z-
time). The big questions that arise
are, What is real sleep? What inter-
feres with real sleep? There are
two types of sleep that are recog-
nized neurologically: rapid-eye-
movement (REM) and non-rapid-
eye-movement (NREM) sleep. It
is apparently the REM sleep that is
physiologically and emotionally es-
sential. It is also associated with
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the dream state, accounting for
about 20 to 25 percent of total
sleep time.

Alcoholic beverages, even in
relatively small amounts, tend to
interfere significantly with REM
sleep. How does that grab you,
elbow benders? In addition, most
sleep medications including the
barbiturates also significantly inter-
fere with REM sleep. Thus, under
these conditions one really isn’t
getting all the valuable sleep he
needs to preclude early acute and
chronic skill fatigue.

For those air crew members who
have sneaked a peek at this sec-
tion, do you get the message? Con-
trary to popular opinion a couple
of drinks before hitting the sack
doesn’t necessarily relax you and
make you sleep better. If the ole
doc thinks he’s being helpful with
a periodic sedative, maybe he’s not.
Certainly, we all need to look at
this problem a little more carefully.
Let’s all think before we act—and
get a good night’s sleep. == a8
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Out Of The Valley Of Deat

Major Michael J. Scotti Jr.

There were more than 40 wounded soldiers that needed to be evacuated from-the
fog-shrouded valley. Major Brady knew this but was unable to find a hole through
which he could descend. Finally he could wait no longer and began circling his
medevac ship lower and lower—a few meters at a time—through the menacing

fog . -

HE HIEP Duc-Que Son
Valley west of Tam Ky in the
I Corps area of Vietnam was an
unpleasant duty station during
January 1968. The facilities were
uncomfortable, the weather wet
and surprisingly cold and the ter-
rain difficult. To make matters
worse, well manned and equipped
elements of the North Vietnamese
Army (NVA) were in the valley.
As surgeon for the 4th Battal-
ion, 31st Infantry, 196th Infantry
Brigade, I was becoming more
and more concerned about the ad-
verse effect the weather was having
on air medical evacuation from the
vailey below Fire Support Base
West where our headquarters was
located.
Each morning the dense mist
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hung over the valley shrouding it
from sight. Our command and
control helicopter, as well as the
resupply ships, were unable to
get into the valley until late morn-
ing when visibility improved.
Shortly after dark on 5 January,
an infantry company under the
operational control of our battalion
was engaged by a larger force of
NVA. How large will probably
never be exactly determined, but

from the information of those
surviving the fire power was esti-

mated at battalion strength. Cas-
ualties from small arms and mor-
tars began to mount and the be-
sieged company’s perimeter be-
came smaller and smaller through-
out the night. There was some
relief when Alpha Company of

the 4/31 performed a miraculous
forced march in the wet darkness
and shortly before midnight rein-
forced the beleaguered company.

By 0300 hours it was apparent
that a major medical problem
existed. My field medics reported
they had treated over 40 wounded
and counted several known dead
with a score more missing or
separated from the small enclave
established near a dirt farm road.
Medical supplies, including the
life-saving albumen and dextran
intravenous fluid, were almost ex-
hausted and several medics had
been wounded while aiding casual-
ties.

Lieutenant Colonel Bill Auger-
son, our division surgeon, arrived
before dawn with additional sup-
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plies so that we could set up an
enlarged emergency treatment cen-
ter at the fire support base. We
reasoned that because of the
weather and enemy fire, the time
allotted us for evaluation might
well be minimal. In light of this
we felt the 10-minute round trip
from the valley up to our battalion
aid station might enable us to
evacuate more than we could if
we flew directly to the clearing
company—a 50-minute trip. And,
at the battalion station we could
select those wounded who would
profit most by the earliest evacua-
tion to other medical facilities.

By dawn, we were ready. Two
medevac helicopters from Major
Pat Brady’s unit were at the fire
support base and the necessary
supplies were loaded. Our read-
iness was checked by the dense fog
with tops 400 meters over the
valley floor. Things were further
complicated by the fact that the
embattled troops couldn’t see any
landmarks to give MAJ Brady
exact location, had no flares left
to mark the area, limited smoke
(two purple grenades, if I remem-
ber rightly) and the enemy attack
continued although abated.

The troops in the valley had
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cleared an area large enough for
a UH-1 to put down (if you were
damuned careful) and were waiting
—uncomplaining and heroic—as
only infantrymen can wait when
they have wounded buddies to
evacuate and a precarious min-
imum of ammunition. They under-
stood that the lives of a medevac
crew lost in a crash would not help
anyone and it was obvious to all
that flight conditions were im-
possible.

Several times that morning MAJ
Brady had taken off but was un-
able to find a hole in the fog and
thus was forced to return and wait
again. But by 0930 he could wait
no longer. He took off over the
valley and began circling lower
and lower, a few meters at a time
until he could hazely see the tree
tops a few feet below.

Then he searched for the narrow
farm road, hesitating every few
meters to turn his craft sideways
to enable the rotors to clear a
small area of visibility ahead of
the heavily loaded aircraft,

Finally locating the road, he
navigated along it in constant radio
contact with the ground unit which
would have to guide him to its
exact location by the sound of his
aircraft. From the rear of the
craft, I could barely see the ground
and the stunted trees seemed to
appear from nowhere, sometimes
barely an arm’s length from the
tips of our rotor blades. Sporadic
rifle fire became more audible and
Vietnamese “farmers” could be
seen on the road below walking
with hoe in hand away from the
fray.

Suddenly we were advised that
we had passed the ground unit’s
location so MAJ Brady had to
turn around and travel back over
the road. Finally to our left we
made out a mist of purple in the
gray fog. MAJ Brady and his
crew had found their wounded.

After unloading supplies and
loading wounded simultaneously,

MAJ Brady lifted out the first load
of six litter wounded. Some were
near death and we worked to en-
able them to survive even the short
trip to the fire support base. The
flares MAJ Brady brought enabled
his sister medevac ship and the
command chopper to follow some-
what more easily than he, but still
with great difficulty.

Each ship made several trips
over the next half hour and some
51 wounded were evacuated, first
up to the fire support base for
emergency treatment and then to
better equipped medical facilities.

Personally, I examined six men
who were already in shock when
we arrived and who would not
have lived without intravenous
fluids that morning. There may
have been more whose bandages,
applied in the dark and at great
risk the night before, sealed the
exact nature of their injuries from
my eyes.

I learned later that MAJ Brady
had a busy day that January 6th,
and it was for that series of ac-
tions that he was awarded the
Medal of Honor. These actions are
typical of MAJ Brady and the
Dustoff pilots and crews which I
had the privilege to serve with and
observe during my year with the
infantry in Vietnam. Their days
were busy and each mission, de-
spite the dangers that remained
vivid in the minds of other men
who participated, were quickly for-
gotten by the medevac crews in
the need to go elsewhere and for
yet another task. Their heroism is
seen and understood by few other
than the fighting men with whom
they serve. They are given only a
fraction of the honor they deserve.

The readiness of MAJ Brady
and the many others like him who
do more than is expected to
evacuate the sick and wounded is
clearly evident, and perhaps is a
morale value higher than any other
factor enabling the Army to fulfill
its mission in Vietnam.  ap—"
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Sir:

In the February 1970 issue of the
U. S. ARMY AVIATION DIGEST there is an
article entitled “Lack of Lubrication
at What Echelon?” On page 49 there is
mention of the fact that the aircraft
was flown on a circle red X status. Ac-
cording to the board findings the pilot
erred in that he took passengers and
planned for more than a one-time flight.
The article does not say what the circle
red X write-up on the 2408-13 was or
whether the aircraft was actually
cleared for only a one-time flight.

My question is this: Was the ac-
cident investigation board acting under
the assumption that a circle red X is
for a one-time flight only? Paragraph
4-2 of TM 38-750 defines a circle red
X as indicating a deficiency; however,
the equipment may be operated under
specific limitations. There is no mention
of the aircraft being restricted to a
one-time flight or from carrying pas-
sengers.

Further, it states that when a circle
red X is used as the status for a one-
time flight it is because a red X has
been downgraded in order to fly the
aircraft to a higher level maintenance
activity only.

Possibly there is some confusion
either among the accident investigation
board or myself as to the correct de-
finition and usage of the circle red X
status symbol. Would you clarify some
of these points for us.

SP6 William N. Brabham
90th Avn Co (ASH)
APO Seattle 98749

® The above letter was referred to the
U. S. Army Board for Aviation Ac-
cident Research for comment since that
agency originated the article concerned.
USABAAR’s comments are as follows:
Review of the accident report does not
indicate the accident investigation board
assumed that a circle red X symbol is
for a one-time flight only. The aircraft
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maintenance records reveal the aircraft
was on a red X symbol for “hanger
bearing bracket due inspection.” This
write-up in no way was related to the
tail rotor quill, the part which actually
failed. The write-up for inspection of
the bracket should most likely have
been a red dash (—), however, it was
carried on a red X and downgraded to
a circle red X for a one-time flight to
a maintenance unit where the inspection
could be performed. The pilot did err
because he planned to land prior to
reaching his final destination, making
it more than a one-time flight.

Sir:

I am writing reference the article
about UH-1H slingloads in the January
issue. As a CH-47 rated aviator, I
must admit that I enjoy carrying sling-
loads (with a CH-47). However, I
would like to point out some areas for
consideration in carrying slingloads with
a UH-1H.

If your PZs and LZs permit a normal
takeoff and landing, your internal load
capability would be about 1,000 pounds
more than with a slingload. The
chances are, with this internal load, you
could maintain an airspeed of 90 knots
without straining the aircraft. Depend-
ing on the type of slingload, about the
best you could do safely with a sling-
load would be about 70 knots. It would
be considerably less with some types
of loads. With a short haul (say 10
minutes or less) this airspeed difference
wouldn’t be important,

We found slingloads to be a disad-
vantage in marginal weather over con-
tested terrain, even with the CH-47s.
The reduced airspeed required with a
slingload is bad news in low level
flight. You can’t effectively contour as
you can’'t get low enough. I don’t be-
lieve one could carry a slingload IFR

with a UH-1. Also, we made some
approaches (with internal loads) where
the mountaintop LZ was completely
socked in and we put the nose of the
aircraft on the treetops and hovered
up the last few hundred feet. Then
we would make an instrument departure
to VFR conditions. This procedure
wouldn’t be possible with a slingload.

There is a longer time of exposure
in the “dead man” zone on takeoff
and landing with slingloads with the
UH-1s because of lower airspeeds.

There will almost always be a greater
FOD problem with slingloads. Also,
the entire tail rotor/tail boom assembly
of the UH-1 will show increased wear
due to prolonged hovering out of
ground effect. This has been noted
during rappelling missions.

UH-1 slingloading can be used ef-
fectively in RVN in some situations,
depending on weather, LZs, PZs, length
of haul and type of load. I don’t be-
lieve it would be practical to fly sling-
loads with the UH-1H in most situa-
tions in RVN.

CW3 Carl L. Hess
HHC, 55th Avn. Bn
Ft. Hood, Tex. 76544

The U. S. Army Transportation
School, Ft. Eustis, Va., has requested
that the DIGEST print the following:
Graduates of the Aircraft Maintenance
Officer Course, Phase II (UH-1 Main-
tenance Test Pilot Course) are asked to
forward their current addresses for
issue of the newly Bublished AH-1G
HueyCobra Maintenance Test Flight
Handbook to—

Maintenance Test Flight School
(Single Engine)

Aviation Maintenance Training
Department

U. S. Army Transportation School

Ft. Eustis, Va. 23604
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Colonel J. Elmore Swenson

Group*°’

Colonel Swenson is the Chief of Staff of the U. S. Army Aviation Systems Command in
St. Louis, Mo. He is well acquainted with the aviation group concept—having command-
ed the 10th Aviation Group at Ft. Benning, Ga., in the early 1960s and later the 11th
Aviation Group of the 1st Cavalry Division (Airmobile) in the Republic of Vietnam

A LOT HAS HAPPENED to
the 11th Aviation Group since
it was organized in the spring of
1963 as part of the 11th Air As-
sault Division (T). After numer-
ous field tests, it was transferred
with the rest of the 11th in July
1965 to the Ist Cavalry Division
(Airmobile) and deployed to the
Republic of Vietnam shortly there-
after.

The aviation group concept in
the airmobile division has done
exceedingly well since its inception.
Containing over half of the Ist
Cav’s aviators and aircraft, the
11th Group provides the bulk of
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the division’s airmobile capability,
either with its organic assault heli-
copter battalions or the assault
support helicopter battalion. How-
ever, a few changes in operations
have occurred during the past 3
years.

True, the 11th Aviation Group
still supports the division in a
manner similar to the division
artillery support plan. In the past,
direct support of the brigades was
provided by the two UH-1 Huey
battalions and general support by
the CH-47 Chinook battalion, but
the original operational concept
has been slightly modified.




The original “modus operandi”
of the Ist Cav conceived that only
two brigades would be deployed at
one time. The other would remain
at a base camp, and the two lift
battalions would support each
brigade in the field. Currently, all
three brigades are continually com-
mitted and the group is unable
to support a specific brigade with
the same lift battalion in direct
support at all times. Thus, for
the most part, the 227th Aviation
Battalion supports the 3rd In-
fantry Brigade; the 229th Aviation

Battalion supports the 1st Brigade;
and both battalions share in the
support of the 2nd Brigade.

Of course, the obvious advan-
tage of having the same battalions
continually supporting the same
brigades lies in personnel getting
to know each other—their meth-
ods and their idiosyncrasies. Also,
there are occasions when the divi-
sion is required to send a brigade
task force somewhere out of its
area of operation, and the group
is required to send a proportionate
share of aviation assets along with
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the task force. Even in the Saigon
special “mini” Tet operations last
winter this organization for com-
bat held true. This habitual sup-
port has provided a flexible re-
sponse capability which is absolute-
ly essential in air cavalry oper-
ations.

Assault Helicopter Battalions:
Troop lift is accomplished almost
entirely by the group’s two as-
sault helicopter battalions (AHB).
Each battalion has three com-
panies of 20 UH-1H helicopters
plus an aerial weapons company.
Both weapons companies have

their full

complement of 12
AH-1G HueyCobras. The Huey-

Cobras have a mixed arma-
ment that consists of XM-157 or
XM-159 rockets, or XM-18 gun
pods and the XM-28 (minigun
and 40 mm in the chin turret).
This gives the HueyCobra a ca-
pability of carrying either as many
as 76 2.75-inch FFAR rockets
(with 10- or 17-pound warheads)
and 4,000 rounds of 7.62 mm am-
munition plus 300 40 mm rounds,
or else 7,000 rounds of 7.62 mm
ammo and 38 rockets.

The aircraft in each battalion
are able to operate for 1%2 hours
without refueling. The refueling
operation, normally accomplished
with the engines running to provide
rapid turn-around on missions,
takes about 5 minutes.

In Vietnam the operating areas
of the battalions have and still
remain practically unlimited and
at times extensive. In 1967 one
company of troop helicopters
(slicks) and one gun platoon of
the 227th AHB operated in the
Phan Thiet area while the re-
mainder of the battalion and the

he 11th Aviation Group par-

ticipated in the A Shau Valley
campaign as part of the 1st
Cavalry Division (Airmobile).
Above left, a CH-47 Chinook
performs a critical resupply
mission during the initial
phases of the campaign. Above,
an aerial view of the ground
route leading into the A Shau
Valley north of LZ Tiger. At
left, a UH-1 Huey unloads
troops in tall grass
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Low ceilings and high cloud tops make the initial assault into the A Shau Valley
(above) a challenge to Army aviators making the long descent through the clouds

229th AHB supported operations
in Binh Dinh, Kontum and Quang
Ngai provinces. Starting in Octo-
ber the 227th operated out of Chu
Lai while the 229th worked in the
Bong Song Plains area.

In January 1968 the 1st Cav
Div (—) displaced north into the
I Corps sector in Quang Tri and
Thua Thien provinces to meet the
increasing NVA (North Viet-
namese Army) pressure. This
move was only partially com-
pleted when the Tet offensive be-
gan. The greater part of the 11th
Group was operational in support
of the division (—) augmented
with a brigade of the 101st Air-
borne Division. The mission of
supporting four brigades (the 2nd
Brigade of the Cav remained in
Binh Dinh) really taxed the re-
sources of the group. Despite ad-
verse weather conditions and short-
ages of fuel and maintenance, the
outstanding support by the group
enabled the division to prevent the
attempted seizure of Quang Tri
and accomplish the successful re-
lief of Hue.

Combat assaults, logistical re-
supply and command and control
are examples of routine battalion
missions. On a combat assault each
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battalion can fully lift the combat
elements of one infantry battalion.
Also, the aviation battalion is suf-
ficiently flexible to change, partial-
ly or completely, its operational
plan after becoming airborne. This
capability was demonstrated when
two assault helicopter battalions
air lifted two infantry battalions in-
to the A Shau Valley during the
initial assault.

A variety of other missions may
be performed by battalion aircraft.
These include psychological oper-
ations, nontoxic agent delivery for
defoliation and insect control,
courier duties, VIP missions, long
range reconnaissdance patrol inser-
tion and extraction, medical evac-
uation, slick escort, night illumina-
tion, logistical resupply and various
types of aviator training missions.
Armed helicopters support their
respective battalion’s troop-cargo
carrying UH-1H aircraft whenever
gunship escort is required.

Combat assault, logistical re-
supply (LOG) and command and
control (C&C) missions are con-
ducted on a daily basis for the
three infantry brigades by the two
assault helicopter battalions. Each
evening missions for the next day
are passed to the 11th Aviation

Group by liaison teams attached
to each brigade. Group then as-
signs these missions, based on air-
craft availability, to the two heli-
copter battalions. The missions are
distributed to the respective com-
panies by the battalion operations
section and are performed the fol-
lowing day. Combat assaults are
usually conducted using 6 UH-1Hs
to move platoon and company size
elements and 2 AH-1G Huey-
Cobra gunships for escort. Larger
size moves may require as many
as 20 UH-1Hs and 6 gunships.

The flight leader of the slicks
conducts assigned combat assaults
from a mission type briefing. This
normally includes a mission num-
ber, number of aircraft and sorties
required to complete the mission,
pickup zone time, location and
contact, landing zone location and
contact, location of command and
control elements and artillery and
aerial rocket artillery preparation
of the landing zone site. Only on
the larger size moves is prior visual
reconnaissance performed by the
flight leader.

As soon as one mission is com-
pleted the aircraft may move into
another assault with another bat-
talion of infantry and, before the
day is over, the flight may well
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have completed 8 or 10 combat
assaults in as many landing zones.
The assault helicopter battalions
are able to conduct these missions
rapidly and efficiently because all
personnel involved are thoroughly
familiar with each other’s methods
of operation. The experience that
developed this excellent familiarity
has enabled the infantry battalion
to obtain maximum use of the
helicopter’s airmobile attributes
and thereby seek out and destroy
the enemy in larger areas of ter-
rain.

Although weather may some-
times hamper mission accomplish-
ment, the helicopter battalions
have demonstrated the ability to
complete assigned missions under
almost impossible conditions. Dur-
ing the Tet offensive both bat-
talions conducted combat assaults,
LOG, C&C and emergency re-
supply missions with ceilings fre-
quently as low as 50 feet and visi-
bility less than Y2 mile. Fog and
rain were prevalent for the Tet
period; a constant rain and haze
for 29 consecutive days did not

Signal Hill (below) lends

deter the units from completing
their missions. It was due to the
outstanding ability and courage of
the aviators who flew in this weath-
er that the infantry was able to
defeat the enemy in northern I
Corps during the Tet offensive.
The assault helicopter battalions
operate out of secure base camps.
Perimeter defensive fires against
enemy ground attacks occasionally
have been provided by the bat-
talion’s armed helicopters. Each
battalion provides personnel to
augment the infantry units in their
mission of perimeter defense. They
also provide aircraft on a nightly
10-minute standby basis for illu-
mination, emergency resupply,
medevac and armed helicopter
escort and fire support for the
defense of the base camp and/or
infantry units in the field.
Assault Support Helicopter Bat-
talion: The 228th Assault Support
Helicopter Battalion (ASHB) con-
sists of three identical companies
with 16 CH-47s, an attached
CH-54 company with 9 Flying
Cranes and a headquarters and

headquarters company (HHC).
The HHC is authorized 3 OH-6As,
but experience has shown that 1
UH-1H and 2 OH-6As provide a
more practical mix for liaison,
command and control and critical
parts distribution. Each CH-47 is
equipped with 2 M-24 (7.62 mm)
machineguns. The Flying Cranes
are not equipped with armament.

The ASHB is employed in
general support of the division.
The primary tasks assigned to the
CH-47s in the battalion are air-
craft recovery, moving artillery,
combat assault, troop lift, ad-
ministrative moves in the division
area of operations and general
logistic moves of all classes of
supply to division units. The bat-
talion also is used to move refugees
and POWs and augments the sup-
port command in the medical
evacuation role. The CH-54 is
used primarily for heavy lifts such
as engineer equipment, howitzers,
multiple sling logistic hauls and
heavy aircraft recovery. The in-
stallation of a passenger pod pro-
vides the CH-54 with the addi-

proof that landing zones can be small and require great pilot skill
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tional capability for passenger lift
or medical evacuation.

One CH-47 can lift 33 combat
equipped troops in seats. Combat
loaded, this number can be in-
creased to 44 in the “A” model
Chinook and 50 in the “B” model
if seats and belts are not used.
The Chinook also can be used
for paradrops, troop ladder oper-
ations and close support drops.
Although the Chinook is frequent-
ly used in combat assaults, it is
never used in an initial assault
since its size, approach speed and
vulnerability makes it unsuitable.

The Chinook is the key to move-
ment of the division’s organic 105
mm howitzers. Normally it takes
13 CH-47 sorties to move an artil-
lery battery. The 105s are carried
externally with “piggyback” sling-
loads; e.g., one howitzer with a
sling of ammunition attached. Ex-
ternal slingloading is the most ef-
fective method of using the Chi-
nook. Internal loads are more time
consuming due to loading, tie
down and unloading requirements.

The best method of employing
an ASHB is by selective use of the
entire battalion’s assets. The pre-
vious doctrine of employing com-
panies with a brigade proved to
be highly detrimental to the bat-
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With the crash of one of the lead aircraft, the flexibility of air crew leadership was tested

talion maintenance effort. Cen-
tralized control of missions with
decentralized company locations
was found to be the most efficient
and effective method for ASHB
utilization.

11th General Support Aviation
Company: The mission of the 11th
General Support Aviation Com-
pany is to furnish aviation support
for the division headquarters, 11th
Combat Aviation Group headquar-
ters, support command and other
units within the division without
organic aircraft, and to provide
radio relay capabilities to extend
the division’s communication sys-
tem.

The 11th General Support Avi-
ation Company is responsible for
providing observation, reconnais-
sance and surveillance, aerial com-
mand posts and relay stations, VIP
and staff liaison flights and emer-
gency aeromedical evacuation. The
general support company also is
responsible to provide aircraft for
the use of assigned aviators to meet
annual flying requirements. It
further maintains flight records for
the division and 11th Combat Avi-
ation Group headquarters.

To accomplish its assigned mis-
sion, the 11th General Support
Aviation Company currently has

three types of aircraft on its TOE.
These aircraft are organized in
three platoons: the utility platoon
with 10 UH-1Hs; the support
platoon with 10 OH-6As; and the
aerial surveillance and target ac-
quisition platoon with 6 OV-Is.

The utility platoon supports the
division and group commander
and staff, and those division units
lacking organic aviation. To ac-
complish its mission, a system of
“sole user aircraft” is used. This
system assigns specific aircraft to
the division commander, both as-
sistant division commanders, the
chief of staff and G-2 and G-3,
the group commander, the Eighth
Engineer Battalion commander and
one command standby aircraft.
The remaining 2 UH-1H heli-
copters are assigned to other units
on a mission basis.

The support platoon supports all
other units in the division and oc-
casionally supports other units
working in their area of operations.
Examples of their missions are
convoy cover, reconnaissance and
surveillance, transportation for
liaison officers between supporting
units and psychological warfare
missions.

The ASTA platoon provides the
division with its “eyes.” It performs
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aerial observation, reconnaissance
and surveillance by visual, radar,
infrared and photographic means
of enemy areas for the purpose of
locating, verifying and evaluating
targets, terrain study and fire ad-
justment.

Communications: The vital link
in airmobile operations is com-
munications. Since success or
failure depends on the ability to
communicate, the air cavalry divi-
sion must depend on the radios
used by its aerial relay and com-
mand post aircraft. Although these
aircraft already have organic radios
(one UHF and one FM) it is
necessary to acquire additional
FM capabilities and a single side
band (HF) to provide the required
command post communications.

The AN/ARC-122 FM com-
munications packet (developed by
the group and fabricated by Lex-
ington Depot) provides the needed
additional capability. Each packet
consists of two RT-524 radios
plus necessary controls and anten-
nas. The system is wired into the
aircraft intercom system and can
be installed in less than an hour
by trained personnel. Where re-
quired, two systems may be inter-
connected to provide a total of
four FM channels.

The RT-524 is the basic radio
used in the VRC-12 series of
vehicular mounted ground radios.
It was selected for use in the
ARC-122 because it can operate
on all current FM channels, is
readily available in the division and
has a considerably higher power
output than the ARC-44 (35 watts
as opposed to 9 watts).

The group also has five light-
weight ground controlled ap-
proach (GCA) units. These units
(AN/TSQ-71) also were fabri-
cated by the Lexington Depot.
Although they may be moved on
34 -ton trucks and trailers, more
rapid displacement can be accom-
plished when CH-47 helicopters
are used. Using either mode of
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movement, the GCA unit can oc-
cupy a position and become oper-
ational in 40 minutes.

While an excellent communica-
tion system exists in the group, it
would be of little value without ef-
fective radio procedures. To help
assure this the division made use
of a technique and procedures
handbook which standardized and
coded proven tactics and aircraft
loads. Each aviator must be
thoroughly familiar with the con-
tents of this book.

Future Considerations: In 1963
senior officers establishing the 11th
Air Assault Division (T) empha-
sized that division airmobile con-
cepts were sound, but that success
would only result from unparal-
leled proficiency, initiative and
dedication on the part of assigned
personnel. The officers and men
who fashioned the 11th Aviation
Group were well qualified in these
traits, and the seeds they have
sown are bearing the fruits of vic-
tory in Vietnam.

U. S. Air Force C-130 transports (below) play a vital role in airmobile warfare by
flying resupply missions and increasing helicopter availability for combat operations
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Trucks provide mvaluable support to airmobile operations. Above, 1st Cavalry Division
vehicles stop for the night at Landing Zone Stallion during the A Shau campaign

Notwithstanding, apparent im-
provements still must be sought to
enhance group aviation opcrations,
principally in all-weather capabil-
ities and logistical support. Al-
though the Khe Sanh battle was
a classic for the 1st Cavalry Divi-
sion, it was the A Shau Valley
campaign which must serve as a
war gaming vehicle for future
studies of the aviation group. As
to logistical support, the 500-mile

move of the 1st Cav in October
from I Corps to the III Corps
area and immediate subsequent
operations must serve as a study
vehicle to improve aircraft logis-
tical support in future operations,
especially in possible high- and
mid-intensity war areas such as
Western Europe and the Middle
East.

The A Shau Valley campaign
brought forth the critical factor of

Below, a captured Russian 37 mm antiaircraft gun. These weapons
posed a serious threat to the 11th Group during A Shau operations

weather which has its impact on
operations. Still to be attained is
an all-weather flying and main-
tenance capability. Weather re-
mains the “Achilles’ heel” of Army
aviation.

The weather factor can be nailed
down to one specific type of weath-
er: low stratus. Of course, trade
offs with other Army equipment
could be made if this weakness
could be solved. On the other
hand, groundmobility also can
come to a screeching halt in weath-
er—not so much because of low
stratus, but rather heavy rain, sleet,
snow and ice. So, despite the fact
that we do not have all-weather
groundmobility, the Army wants
an all-weather airmobility before
seriously negotiating for trade offs.

In the A Shau Valley campaign
it was really the inability, partic-
ularly at night, to get through the
extremely low ceiling which pre-
sented the big obstacle. Self-nav-
igation and better instrumentation
are required and should be sought
to enhance the aviation group
operations.

Logistical support to attain
readiness becomes a real problem,
especially when the aviation group
has to make a long move and then
immediately enter into sustained
combat operations. The lack of
an immediate integral tactical air
capability to save costly rotor blade
time also is something we must
consider. The limit of the lines of
communication must be considered
if we are to fight a high- or mid-
intensity war in Western Europe.
We must overcome the problems
of roles and mission jealousies and
substitute for this the cooperative
spirit necessary to achieve our de-
sired results.

Whatever the case might be, a
new logic in Army combat oper-
ations is required. Certainly this
should be a prime consideration
for the new MASSTER program
now crystallizing at Ft. Hood, Tex.,
under the leadership of Ma]or
General John Norton. =



It'lINeverGetOff The Ground

It might not get off the ground, but then it isn‘t meant to. The contraption
above is one of the first attempts to construct a flight simulator. Since then
considerable improvements have been made in this field. One of the most

recent is called the synthetic flight training system (SFTS) which is scheduled
to be put into operation at the U.S. Army Aviation School late this year

« OOD MORNING, sir, my

name is Dick Digital and I
shall be your instructor for the
next three periods of instruction.
During this first period we will
work on UH-1 engine failures.
The important thing to remem-
ber, sir, is that the altitude and
airspeed at which engine failure
occurs dictate the action to be
taken to effect a safe landing.
When you are ready we shall pro-
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Major George Coutoumanos

ceed first with an engine failure
while hovering.”

The young warrant officer can-
didate settles himself, does a fast
scan of the instruments and, feel-
ing a little tickled at being called
sir, murmurs to himself, “I'm ready
if you are, Dick.”

Dick Digital continues, “Take
the controls and follow through
as I demonstrate the corrective ac-
tion to take in event of engine
failure while at a hover.”

Dick Digital demonstrates the
maneuver for the WOC, showing
him how much collective pitch to
hold, how and where to hold right
pedal and how to maintain posi-
tion with cyclic control. Dick then
turns the controls over and the
student tries it.

The candidate does so well that
Dick decides to pump a little
something extra into the game—he
makes it nighttime and injects a
200-foot ceiling with a runway
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visual range of 2,400 feet. The
candidate didn’t do too well. But
with repetitive practice under these
and many other conditions that
Dick could inject, the warrant offi-
cer candidate soon was able to
achieve a high degree of proficiency.

As you might have guessed by
now, Dick Digital is more than
just a flight simulator; Digital is
also a flight trainer.

Just what is a flight simulator?
We could have lots of fun here,
depending on whom you ask. The
student might define it as a de-
manding taskmaster, the instructor
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maintenance man as a me Tt

marvel and top management as "’!;"’ ,
economic substitute for an aircraft.
But for our purposes we will define
it as a training device that can pre-~_
sent the student with realistic flight . 5"
cues (action) and a control system — .~
through which he can respond to =~ |
the cues in the same manner as™~.. |
he would in an aircraft. The U. S.
Army Aviation School at Ft.
Rucker, Ala., is scheduled to re-

ceive such a device this fall from




The synthetic flight training system (SFTS) will enable one in-
structor to train four helicopter pilots simultaneously. This com-
plex, computerized equipment will automate nearly all the routine
actions normally required of an instructor pilot thereby giving
him the freedom to provide personal guidance to aviator trainees
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pany. It is called the synthetic
flight training system (SFTS).

The SFTS will enable one in-
structor to train four helicopter
pilots simultaneously through ex-
tensive application of computer
controlled learning situations (Dick
Digital), a sophisticated motion
system and a comprehensive pilot
Photos by General Precision  measurement system for perfor-
Systems Inc., Link Group mance analysis.

A sophisticated control station
enables the instructoy to automate
virtually all the rgutine actions
normally required ¢f @n instructor
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'I'wo of the first attempts to simulate flight
were the Sanders Teacher (page 23) and the
Eardly-Billing Oscillator (below and following
page). Here is a description, in part, of the
Sanders Teacher taken from the December
10th, 1910, issue of FLIGHT INTERNATIONAL:

“Those wishing to take up aviation either as a
recreation or a profession find many drawbacks
at the commencement of their undertaking, but

one of the most formidable, especially to those
not blessed with a long purse, is the risk of
smashing the machine while endeavoring to
learn how to control and fly it.

Even the most apt pupil is certain to find him-
self in difficulties at some time or another dur-
ing his probation, and owing to lack of skill
the machine is necessarily sacrificed to save his
life, or at least to preyent a serious accident.
The invention, thg

pilot. Freed from the need to
manipulate controls and switches,
the instructor is able to provide
personal help and guidance to avi-
ator trainees, while the automated
system provides direction and an
objective analysis of the aviator
trainees’ performances.

The instructor’s station will in-
clude the following functions and
related controls (all can be either
fully automated or manually acti-
vated) :

* A prerecorded library of oral
briefings, under the control of the
aviator trainee, presenting orienta-
tion instruction and a description
of the problem to be encountered.

® Prerecorded instructions and

computer controlled instrument
movement requiring aviator trainee
participation.

* Continuous visual recording of
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aviator trainee performance for im-
mediate or subsequent critique.

* Variability of the training task
complexity through mastery of in-
struments and controls to vary
flight parameters, extend or con-
tract environmental factors, insert

emergency conditions and alter
flight conditions.

* Prerecorded computer con-
trolled oral warnings when the
aviator trainee has exceeded pre-
determined tolerances.

® Prerecorded computer con-
trolled reminders to the aviator
trainee when performance param-
eters of a particular type indicate
a repetitive pattern.

* Up to 15 prerecorded air traf-
fic control messages for aviator
trainee interpretation and com-
pliance.

* Automated, objective perfor-

e .Q“‘ '\ device which will

mance measurement that compares
the aviator trainee to the ideal
and makes possible a comprehen-
sive, statistical and individually
applicable analysis of the training
mission.

® In the not-too-distant future
a film. computer generated or
model mockup visual display that
is indicative of actual visual flight.

One SFTS subsystem consists
of four cockpit modules controlled
by digital computers with one in-
structor station. The aviation
school currently is scheduled to
receive eight of these subsystems,
or a total of 31 UH-1 cockpit
modules and one CH-47 cockpit
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