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T HE START OF A newyear isa most appropriate 
time for each of us in Army Aviation to reaffirm 
our personal commitment to excellence in service 
in the days ahead. Our mission and our responsi
bilities are too great to do otherwise. We must 
resolve to hone our training and readiness to 
new levels of efficiency in the eighties so that 
Army Aviation can lead the way in defense pre
paredness. 

The focal point for all aviation matters at 
Department of Army level is Brigadier General 
Richard D. Kenyon, the Army Aviation Officer in 
the Office of the Deputy Chief of Staff for Opera
tions and Plans, Department of the Army. We 
enthusiastically welcome him to the front pages 
of the Digest with his " Update," a quarterly article 
in which he will share pertinent DA level informa
tion with Digest readers. His initial submission 
describes the wide range of aviation points of 
contact throughout the Army staff and some of 
their more viable recent actions. 

One of these key DA staff officers, Lieutenant 
Colonel (P) E.H. Grayson Jr., of the DA ODCSOPS 
Training Directorate (Aviation), follows with an 
enlightening article on "Aviation Training in the 
1980s." He very aptly points outthat our aviation 
training and instruction must be oriented "toward 
perfecting techniques and tactics in order to 
successfully meet the most sophisticated threat 
to aviation in history. " Further, such an orientation 
will require greater emphasis on airspace manage
ment, night flying and the integration of air and 
ground units. We here at the Army Aviation Center 
are especially cognizant that the ideas presented 
by LTC Grayson must be fundamental to all our 
training programs, both in the school as well as 
in our units. 

Major Bruce S. Beals, currently a student at 
the Command and General Staff College, Ft. 
Leavenworth, describes the important work done 
by members of the active Army in evaluating 
Army National Guard and Army Reserve. Evaluation 
and standardization have long been hallmarks of 
quality in Army Aviation. Major Beals has played 
a part in the development of such quality and 
based on his personal experience with such duty, 
he explains the objectives of that mission and 
the methodology used to accomplish it in " Reserve 
Component Evaluation ." 

In this "read ahead" each month, I try to highl ight 
some of the magazine 's outstanding articles and 
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authors for you; however, "Going Home" describes 
a type of tragic incident we would rather not 
report. Yet, it is a familiar story which is too often 
told too late. It proclaims in no uncertain terms 
how a series of events and misjudgments can 
lead to fatal results - fatalities which could 
possibly have been avoided had that unfortunate 
chain of errors been broken by anyone of a 
number of responsible personnel. Authored by 
Colonel Edward E. Waldron II, commander, U.S. 
Army Safety Center, this article is a must for 
everyone . It contains unpleasant, but essential 
lessons for each of us to read and retain. 

Finally, while thoughts of good judgment and 
safety prevail , let me call your attention to this 
month 's special recognition of the retirement of 
Major General James F. Hamlet, Deputy Inspector 
General of the Army. Not only is General Hamlet 
one of our most senior and most respected 
aviators, he is one who, during his 38 plus years 
of Army service , has recognized and promoted 
the inherent requirement for safety as a funda
mental ingredient of all Army Aviation operations. 
He has in turn imparted that philosophy not only 
to Army aviators everywhere, but especially 
important, to the ground commanders whom we 
support. Many of the tremendous improvements 
in aviation safety in recent years can be attributed 
in large measure to MG Hamlet. For this and for 
his faithful service , we are indeed grateful and 
wish him the ve ry best on the occasion of his 
retirement from active Federal Service. God
speed . 

Major General Carl H. McNair Jr. 
Commander, U.S. Army Aviation Center 
Fort Rucker, Al 



U P OAT E 
Brigadier General Richard D. Kenyon 

Army Aviation Officer 
ODCSOPS, Headquarters, 

Department of the Army 

THIS IS THE first of what will be a quarterly 
forum to provide information to Aviation Digest 

readers and to respond to requests for information 
or assistance pertaining to Army Aviation. 

The July 1979 issue of 
A viation Digest described 

the various staff 
agencies at 

Head-

quarters, 
Department of the 

Army, the people who 
work various actions 

and telephone numbers. In 
a subsequent issue, I will up

date this. Meanwhile, figure 1 
shows points of contact for 

some of the subject areas with which you may be 
concerned. 

Below are some news items which will be of 
interest to you: 

Aeromedical 

Aeromedical Evacuation High Performance 
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Hoist. The new Western Gear High Performance 
Hoist provides a marked improvement in hoist 
performance and has been certified for release 
to active Army, Reserve and National Guard 
medical aviation units. This new hoist provides 
advanced state-of-the-art operational capabilities, 
modular component design for easy component 
replacement, and redundant safety features. 
Continuous duty cycle, increased cable speed 
and maintenance by unit personnel are additional 
advantages of the new hoist. The first hoists were 
delivered to the 34th Medical Detachment, Ft. 
Lewis, WA, and the 383d Medical Detachment, 
Ft. Wainwright, AK. The new equipment training 
team will complete the introduction of the new 

hoist to active Army medical units on 
30 January. The introduction of 

the new hoist to the National 
Guard and Reserve will be com

pleted this March. 
(DASG-HCO, LTC Tom Scofield) 

u.s. Army National Guard (ARNG) 

Active Component and ARNG Attack Helicopter 
Units Training Together To Improve Readiness. 
I n September 1979, the Aviation Requirements 
for the Combat Structure of the Army (ARCSA 
III) conversion was completed in the ARNG. As a 
result, attack helicopter assets of ARNG assault 
helicopter companies were redistributed to form 
nine new attack helicopter units for a total of 12 
ARNG attack helicopter companies/troops. ARNG 
units use the UH-1 C/M gunship with the M-22 
missile system to train for the attack role. Due to 
increased emphasis to improve the combat 
readiness of the Reserve Component and by 
efforts of the National Guard, the ARNG will 
integrate 26 AH-1 S helicopters into its attack 
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the end fiscal year 

LASH UPS FOR T PROGRAM 
FOR ARNG A TT ACK HELICOPTER UNITS 

ACTIVE 
COMPONENT 

UNIT 
Inf Diy 

2d Amd Diy 

4th Inf Diy 

7th Inf 

24th Inf 

Ahn Diy 

IOlst Abn Diy 

Jd ACR 

ARNG UNIT 

** 

for a C't"V'\l'"\l'"\lr .... 

the to a 
helicopter force mid-1980s. 

(NG8-AVN, Mr. Ries, AUTOVON 284-2244) 

United States Army Reserve (USARl 

various facets of the 
program will appear in future issues 

'-1, .... ...".",. (DAAR-OTR, LTC Bert Rice) 

ue!stl()ns to the DA 
most 

the overall 
"",."...,.,"' ..... as a medium of 

Aviation com-

ARMY 



DURINGTHE year, there 
thrust in re()rit:~nting has been a 

the aviation program. 
Army commands have been chal

to orient aviation tra:lmmg 
toward techniques and 

threat in 

aviation units ae:Slgnea 

directed toward 
and away from routine 

Aviation Administration 
Recent aircrew '~n'~.~'" 

manual revisions have oriented more 
and more tasks and iterations toward 

aC(~Onlpl:lSh]TIellt of tactical mi!~sicms, 
and additional revisions can be 
vhl_>V"'~L,",'u. The Directorate of Eval

Stal1dard.izaticm, U. S. 
Aviation 
has been tasked to examine fro,.",",.,. 

in more detail than ever before 
unit evaluations and deter

mine whether units have trained to 
the tactical 
missions can 

continued on 34 
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Seven U H-1 helicopters had initially 
comprised the flight . Now, only 
four remained in the field, and 

these sat idle along a mountain road. 
Eighty pounds offuel rested inthe belly 
of one aircraft; 110 in another; 170 in 
the third; and 90 in the fourth. It would 
be 6 hours before a refueling truck 
would wind its way up the mountain 
road to reach and service all four 
helicopters. Meanwhile, the aircrews 
munched on cold rations and planned 
their return flight home as they milled 
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about in the near-freezing weather. 
But even on the ground, 

coordination among the crews was not 
easy. Two of the aircraft were situated 
on the mountain at a level above a 
cloud layer that was rapidly 
thickening, and two were nestled on 
the terrain below it . Tired, cold and 
hungry, the crewmen waited for the 
fuel that would start them on their way 
to the warmth and comfort of home, 
unmindful of the drama that was about 
to unfold - a drama that began long 

before their unscheduled landing along 
the isolated mountain road. 

The mission 
The seven UH-1 crews were 

assigned a VFR training mission that 
required them to conduct a flight to a 
landing zone where they were to 
extract troops and transport them to 
another LZ. 

Because some of the pilots in the 
unit had limited experience in UH-1 s, 
the crews were carefully selected. The 
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assistant officer who was 
also the senior IP in the unit was 
"''''C'lrtr,,,,rI as the PIC of one aircraft. 
The officer was PIC of a second 
aircraft. Another unit IP was the PIC of 
a third UH-l, with the air mission 
commander (AMC) as 
of the seventh Crews of the 

hellicclDtlers consisted of 
of the ."' .. .,"',.",.,,..., 

in the unit. These were for 
according to their 

ov,no,·j", .. ,,,,, level. 

At "oh dark hours" on the 
of the flight, the AMC 

:::JR~:i(lr1l''!rl his senior I P the ~cc'nr,ne>ihjilit" 
the for the entire 

a weather briefing for 
the mission. 

the mission was planned for 
a total time of one and one-half hours 
en route. However, the filed 
indicated the time en route to be 2 
hours with to be conducted at an 
altitude of feet. Weather 
conditions at this time were as 
800 scattered, overcast, visibility 
6 miles with smoke and 
Do~)sibilitv of 800 broken 
3 miles with and smoke. 

The terrain over which the mission 
was to be flown was mountainous, 
and ranged in elevation from 1,200 feet 
to more than 4,800 feet. the 
,....,<1,,.,..,.,,,,,,1 weather reported, no 
"h,"nr,oC' were made in the 

Around 0630, the 
airfield and the 15-minute trip to 
the zone. There, the 

boarded the aircraft. The 
flight then lifted off at approximately 
0650 and headed for the LZ. 
En route, a fuel check indicated all 

hellicclotlers had enough fuel to 
",..,,,,,,, .. ,101',,, the mission and return to 
their home base. 

The arrived at the LZ 30 
minutes later, off-loaded the troops, 
then for home. Shortly 
afterwards, the pilot of Uptight 2 
expressed concern to the AMC as to 
whether fuel was available to 
complete the return flight if they 
continued on their planned route over 
low Because of the low 

were beginning to 
encounter, the AMC felt it best to 
continue over the route. This 
route afforded flat terrain 

a on the aircraft 
could land should some in-flight 

JANUARY 

problem arise. However, the alternate 
route over mountainous terrain was 
the shortest one. 

While this discussion was in 
progress, flight lead informed the AM C 
that would not be able to get over 
the pass that lay ahead and into the 
next section of low ground because of 
a heavy cloud cover. Immediately 
Tr\",..,''',I'"1 ...... this transmission, the pilot of 

2 stated that 
1"1""::Irl~nr'j:J was available to go through 
a broken layer VFR on top. The pilot of 

3 that this was a 
idea after which lead stated that 

would get on top and try to go 
direct. This decision was not 
questioned the AMC. 

However, once the flight was VFR 
on top, they found the cloud cover 
was not broken as but 
overcast. The situation now became 

COlmD,ilCl:1te'd, Two of the seven 
IrO' ..... "n1'e> for 

At this point, another complication 
arose. ThepilotofUptight 2 announced 
he had a low fuel As the 

continued, it became obvious 
that there was no broken cloud in 
the vicinity of the airfield and the 
decision was made to proceed toward 
the mountaintops and find a suitable 

site for 2. 
At this time, the pilot of Uptight 3 

elected to continue to the VOR and 
make an instrument approach once 
clearance was obtained. Two others 
went with him. Flight lead remained 
with the to help locate a place for 
the other helicopters to land. Just 
before they reached the mountains, 
thepilotof 
also had a low warning 
However, he stated that he an 
open area in and was descending 
through a hole in the clouds to land 
beside a dirt road. 

Meanwhile, the pilot of Uptight 2 was 
on short final to a landing site above 
the cloud layer while flight lead, who 
had also a low fuel warning 

was a above the 
cloud layer to a dirt road in the 
of 2. 

The pilot of 7 then 
proceeded through a hole in the cloud 

layer and landed near 4. 
this time, his low fuel light 
was also illuminated. 

The Hueys had been a total of 
2 hours when the first low fuel warning 

came on and a total of 2 hours 
and 15 minutes when they landed. 

A time for decision 
Now, with all helicopters and crews 

on the it was time for 
additional planning and more 
decisions. Three aircraft had 
I"rH ..... nll",tO:::'ri the flight back to home 

by an IFR clearance and 
an IMC descent. Of the four 

rnrn""n,r,,., on the mountain, two were 
located at a level above the cloud layer 
and two were below it. All were intact. 
All crews were safe. One of the first 

that had to be done was to get 
fuel. The AMC walked to a civilian 
residence and used the to 
request a fuel truck service the four 
aircraft. In the meantime, radio 
contact was made with the PIC of the 
third who had landed with 
two others at their home station, and 
the locations of the four aircraft which 
were in the boonies were to him. 

would be about an hour and 45 
minutes before the fuel truck could 
reach the site of the two helicopters 

on the lower level ofthe 
mountain, and it would 
another 4 hours for it to reach and 
refuel the two helicopters on the upper 
level. Meanwhile, the aircrews waited 
in weather with only cold 
rations to satisfy their hunger pangs. 
They also faced the of 

to the 
mountain if weather conditions 
continued to deteriorate. 

The weather in the vicinity of the 
two aircraft situated on the upper level 
of the mountain was already IMC and 
was worse. 
Instrument takeoffs would have to be 

Since the 

current, and his instrument card was 
the AMC places 

with him. This action paired the 
individual with an IP aboard one of the 
helicopters situated on the lower level 
of the mountain where weather 
conditions were VFR. In turn, the 
AMC assumed the duties of copilot 
aboard the helicopter piloted by the 
assistant operations officer who was 
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The accident described here is a classic 
example of lack of professionalism 

also the unit's senior IP. 
The assistant operations officer then 

went to the proposed takeoff area of 
the second helicopter and determined 
that a normal ITO would clear all 
obstacles with no problem. The 
nearest visible obstruction along the 
intended flight path was a high ridge 
that the assistant operations officer 
estimated to be 2 miles away. After 
this determination, he returned to his 
own helicopter and discussed 
departure plans with the AMC. 
The two helicopters located below 

them had been in radio contact with 
the flight service station, filed their 
flight plan, and taken off under VMC 
for the flight home. 

Now it was time for their departure, 
which would be difficult at best. The 
weather was obscured and the 
estimated visibility was 1/16 of a mile. 
The AMC turned to his IP and asked 
him what type of flight plan he should 
file. The response was to file VFR for a 
flight of two. At 1430 the flight plan 
was opened and the assistant 
operations officer informed the PIC of 
the second aircraft that they were 
departing . 

Instrument takeoffs 
During the ITO, the AMC, who was 

at the controls, narrowly avoided 
striking a tree that neither pilot had 
previously noted. Aside from this near 
tree strike, the takeoff was uneventful. 
The helicopter remained in the clouds 
for about 30 to 45 seconds before 
breaking out. The pilots then 
continued their climb until the 
helicopter reached an altitude of 
approximately 7,500 feet. At this time, 
the I P informed the pilot of the 
helicopter still on the ground that the 
tops were 5,000 feet. 

The pilot's response was that he 
also was going to perform an ITO on a 
northwesterly heading. When 5 
minutes had passed and the second 
helicopter did not appear, the AMC 
began a radio search on the 
frequencies the flight had been using. 
He never got a response. 

Assuming that the PIC of the 
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second aircraft may have had some 
kind of malfunction that required him 
to shut it down, they waited. 
However, after no attempt was made 
to contact them by means of a survival 
radio, they descended below the cloud 
layer and made a quick search of the 
area but could find no evidence of the 
helicopter. At 1510, the AMC 
transmitted the message that one of 
thei r helicopters was missing and 
presumed down. 

The search 
A hurried ground and air search was 

made, but no sign of the aircraft could 
be found. Finally, at 1800 hours, the 
search was suspended for the night. 
Military personnel as well as civilian 
groups familiar with the area were then 
assembled and organized for the 
search that would resume the next 
morning. 

At 0530 the next day, ground parties 
began a search of their assigned areas. 
At 0800 weather permitted 
supplementing their efforts with 
aviation support. At about 1000, a 
probable impact point was located. At 
1020, approximately 21 hours after the 
aircraft had embarked on its ITO, 
searchers transmitted the message 
that they had found the crash site . .. 
and all crewmembers were dead. 

The errors 
The events that set the stage for this 

crash can basically be summarized 
under two headings- inadequate 
flight planning and crew and 
supervisory error. 

Four of the seven aircraft had to 
make precautionary landings because 
of low fuel. This indicates inadequate 
flight planning before and during the 
initial mission. 

The hours of waiting in 
near-freezing temperatures for the fuel 
truck to arrive and service the 
helicopters, the availability of only cold 
rations to eat, and the prospect of 
having to spend the night on the 
mountain produced a 
psychophysiological mood 
(get-homeitis) that adversely affected 
the decisions of all personnel involved. 

Following are some of the existing 
conditions that influenced the initial 
planning: 

The AMC had limited aviation 
experience. Initially, he had 
planned to fly the mission at 110 knots 
airspeed for the best fuel range. And 
most of the flight was planned using 
straight line routes. However, the 
AMC failed to update the planning 
following the current weather forecast 
before takeoff. Consequently, the 
reported overcast condition did not 
permit the shorter straight line route 
because of the high terrain, and the 
flight had to be made at an airspeed of 
90 knots. This prematurely depleted 
their fuel supply. 

After determining the fuel supply 
was not sufficient for them to make 
their destination, the flight attempted 
to go straight line. When a "sucker 
hole" in the overcast was noted, the 
flight proceeded VFR on top. Then, 
when low fuel warning lights began to 
come on, the pilots headed for a 
mountain that protruded through the 
overcast. If destination weather had 
been checked before going VFR on 
top, the AMC would have been aware 
of the overcast. Had the aircraft 
remained below the overcast, the 
pilots could have found a more 
suitable landing site and departed 
under VMC after the aircraft were 
refueled . 

Further, following servicing of the 
aircraft, the AMC allowed his IP and 
the pilot of the aircraft that crashed to 
operate their aircraft in violation of AR 
95-1. Again, the AMC's judgment was 
influenced by his limited aviation 
experience. In addition, the problems 
encountered earlier in the mission 
affected his self-confidence. 
Consequently, he allowed himself to 
rely heavily on the judgment of his I P 
who was the assistant operations 
officer and the senior and most 
experienced IP in the unit. 

The assistant operations officer 
made the decision that both aircraft 
would make a takeoff in IMC 
on a VFR flight plan in violation of AR 
95-1. He did not file an IFR flight plan 
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because he did not believe a clearance 
would be and would 
not be able to take off until their 
nn':l:ltu-.nc: were VFR. This meant that 

have to remain there 
nUiPrn,lnt,t if the weather did not clear. 

After the initial decision that 
both aircraft would make an ITO, he 
assisted the of the ill-fated 
heljcoiPtE~r in his ITO and 
indicated confidence in his to 

In these actions, he 
violated AR 95-1 to insure 
standard takeoff minimums existed at 
the time of He used invalid 

rrm:iJUlJgt:j~U distances in 
nptprrni,nin,n minimums by it 
when the actual weather at his 
location was an indefinite obscuration 
with less than nnp-j:>lnlnTrl-ITIIIP 
visibility. 

The pilot involved in the crash 
similarly violated of AR 95-1 

~ttprrlntiinn an ITO under the 

ju(1grnerlt was 
a number of factors 

""'II If 111 1<1 peer pressure to make the 
ITO, confidence of the I P in his 
to the takeoff, and a desire 
to get home. 

In ~ttprr'ntiinn 

performance errors. He attempted the 
ITO from a pinnacle, and he made 
the takeoff from a hover to keep 
the tail rotor clear of the small trees 
around the takeoff site. 

Further, he selected a hp,::'filnn 
northwest which was the diflection 
the 
of him. The 
estimated by the assistant operations 
officer to be 2 miles away was 
seven-tenths of a mile away, with an 
intermediate at a lower level 

away. 
takeoff, he failed to establish 

a climb. Instead, he allowed the 
helicopter to descend ~nl"lrniyinn~tplv 
300 feet. The then crashed into 

he was one of the more 

ones available for the initial mission, 
his experience was limited. He 
had accumulated a total of less than 
500 hours of prior to this mission. 
His copilot was even less experienced, 

less than 200 hours of 

time, less than 15 of which were 
accumulated after he had rnrnr,lpi'ofi 

school. 
Yet, his lack of pvr,prionr'o 

the PIC attempted the ITO from the 
left seat of the aircraft, even 
the primary 
located on the side. Further, 
was well aware that he lacked 

ITOs and had riit1Fi .... "lhl 

Professionalism - or the 
lack of it 

number of aircraft ;:::I1,:(~irtj~nt~ 
accidents such as the one 

described here, could be n~C:'\lan1-clrl 
what's commonly called 
prloft!s~.ionalislm. Every pilot knows 
this ... the word nrr,to''''C:''''"In"ItC:n"I 
appears with constant in 
safety pubs.. you hear the word 

and over at safety rnpptu""Inc 
to demonstrate 
all they do. 

demonstrated real-world situations? 
As far as this accident is concerned, a 

at what is not 
(,p,'t""nl" in order. Professionalism 

in the cockpit is NOT: 

• Violating 
• Filing a VFR flight in IMC. 
• Making UTOs from a hover 

from the left seat. 
• Running out of fuel on a 

scheduled mission. 
.. Failing to assign the most 

experienced crews to the most 
critical missions. 

• Continuing to try to salvage a 
bad situation caused bad 
decisions. 

Once the four were on 
the the PIC of the ill-fated 
helicopter should have been replaced 
by a pilot more experienced in 
instrument Replacement crews 
could have been to the 
downed helicopters by the fuel truck. 
The AMC was probably reluctant to 
replace the PIC simply because he was 
the pilot in command. 
However, would have been better 
to run the risk of the PIC's 

by rar,l",,~inn 

himself. 
qualified for the first mission - the 
troop lift - once the were 

down the he was 

not the best for the ITO 
back home. It 

was now a new mission. 
Just as to a bad 

preventable. 
The accident described here is a 

classic of lack 

Accidents this nature are 
especially deplorable because they are 
preventable, and the nl"tl"'C"nTI\'O 

In addition, individual 
crewmember the personal 
responsibility to resist 
to 

PS\Vct1O~)h,'sl()loiglcal states such as 
no·t_hnrv'PI1rlc·· and peer pressure 

lead to errors in II 1('lnnnpr1t 

Well ... put 
each individual involved, 
dead crew. What pr()fessiionJElI 
decisions would 



VIEWS FROM READERS 

Editor: 
A article in the Aviation Digest 

noted that the Beaver 
s. 

Commander 
Berlin Aviation Detachment 
Berlin 
APO New 

Editor: 
The comments of CW2 Roland W. 

the of 
to the editor 

issue the Aviation Digest) 
were read with considerable 
While do not CW2 

and retain. 



Arthur J. Negrette 
COPYRIGHT 1980 
All rights reserved 

hADITIONALLY 
have addressed the 

This article is a complete update of the one that 
appeared previously in the October issue 

of the A viation Digest. Though are 
similarities it offers an expanded discussion on 

in-flight icing hazards, icing forecasts and 
engine failure related to in-flight ice 

characterized on 
effect on hAI'r>n.nt<~r """prt,,,,,.r.,<:>.'!,,,,,,, and that in-

HAZARDS OF IN-FLIGHT ICING 
The risks associated with flight in su bzero nrP'I"""_ 

tation or moisture have been known since 

reduces thrust and lift and increases 
all to the detriment of an per-

formance. 

even more v'V"ufJ.,,,n~ 
of attack pv,"tPt",prlPp'rl 

blades in normal tr\t"H~lrrl 
characteristics of the nellcolDtc~r 

11 



HELICOPTER ICING HAZARDS 
combined with other not so obvious characteristics 
such as differing surface the blades' 
"n<:llnu,,""" sections and airfoil tend 
to make rotor blade 
and extremely 

A major hazard associated with rotor blade is 
the deterioration of normal autorotational qualItIes. 
The adverse effect of main rotor 
tional was documented 
and natural tests conducted the in 
the mid-1970s. A was that moderate ice 

on inboard rvvrtir ...... C' 

and 
...... c.~h'rt"" a safe UULU1U'LU.UUH 

failure. In some cases, as 

to SelrlOUSJlV deteriorate 
CatlSlrlg a loss of 22 rotor 

autorotation at 

Deterioration of normal autorotational rpm results 
from ice accumulation in amounts near the 

nE,<'rf'u-,.nC' of the rotor which affects 
eUlCH~nc:y with to airflows 

au torotation. 
.. """.\Artprl result is that with about one-half inch of 

ice on the main rotor blade's inner 
rotor rpm cannot be UHUH"'_UUV~ 

rotation. 
Pilots of aircraft should not to 

rotor blade ice accumulation 
h""3,.,,prl UUHUUIJ on the windshield or other 

since icing occurs at an accelerated 
rate on the rotor blade as to accumulation 
on the fuselage. A more reliable method for mC)mltormg 
the buildup of rotor blade ice on UH-l 
is to compare power after 
of in-flight ice to to ice detection. 
Researchers that of one-half inch 

on the UH-l will be by a 5 to 

increase over the "no ice" power 
Helicopter pilots should remember that even small 

buildups of ice on the main rotor blades can deteriorate 
significantly the available autorotational to a 
level where safe cannot be assured. in-
flight occurs, most of the to autorotational 
.-.o .. +"",r ...... ".,..-,,,,o is done the 

the first one-fourth inch of ice on the rotor blade. 
For this means that encounter 
with cross-check 
with If continuous 

12 

increases in are .. ""rll111~"'rI 
and there is reason to swmt~ct 
tational rpm has been 
environment should be left 
of rotor blade 
then it would seem that the ShE:ddmg 
ice would be welcomed. 
ice can and does occur; It IS as 

,.,rE"hlo"", as it is to relieve one. 
to 

u .. ,"'-',,~.~, .. u a1~f'or'hl1l('fan rotor blades SlITlUll.an1e01.1S1Y 

which caused vibrations so severe that it became 
but to read the instrument 

The of vibrations from as,rmme~[ncal 
J ... .., .... ' ... U)I .... of rotor ice are 
function of the un balanced 
and therefore may be eXloe<:::ted 
bladed and 

or more main rotor 
the vibration levels caused 

np,'lrl1l"ty to decrease with an increase 
number of main rotor blades a constant 

since the imbalance represents a smaller 
of the rotor mass. vibration 
ex[)ected to be 



minutes after ice was 
aircraft. 

'"'"rolr .... ' t ann unciator 
failure in the 

n .. t~r,tlnrr a false sense of 
failure may be 

due to accumulation of 

screens installed is ~vi-rc>'cn AI" r\r, 1'\ (1"""1"',,'>, 

should make every IJ'-',J,H'U'" combi-
nation of inlet <"'roY'nn,-,e 

METEOROLOGICAL CONDITIONS 
CONDUCIVE TO ICING 



HELICOPTER ICING HAZARDS 

CLOUD TYPES 

encounter in cumulus 
less. 

is nn.nc1.rI"',,....,hlu 

.. · .... '·""'rrn rime in stratiform clouds is 
dismissed with little concern of 

a condition can 
d",,,,,,,,ir.r. because of the extensive horizontal nature of 

""'LlU.c". The accumulation of substantial 
v,,"'.HLJ"'1;:. from in them is 

and 

FRONTAL SYSTEMS 

UIIUU'", .. the front into the subfreez
often found when the 



FIGURE 1: Warm Front 

in the clouds above the warm front's surface 
is characteristic of found in stratiform and strato-
cumulus clouds and consists of rime or mixed 
rime and clear ice. 
Cold Fronts • Cold-front normally occurs in an 
area and suc:ceedlmg the front 2), 

and aircraft are 

FIGURE 2: Cold Front 

to encounter the most intensive 
Imme;dHltely above the frontal zone. 

clear 
at the 

GEOGRAPHICAL CONSIDERATIONS 
AFFECTING AIRCRAFT ICING 

Aircraft is more and severe over 
mountainous or terrain than over low or flat 

causes 
which 

movement of a its compan-
ion turbulence and across a mountain range, 
combines the frontal lift with the uoslc~oe 
currents of the mountains to 
hazardous environment for 

occurs 
the 

the 

above mountains and can extend 
much higher when cumuliform clouds have de'veloDed. 

As the size of water r1rr"\nl""j-C' 

an factor in ,-,v'.vL ·''''''''''1S 

and extent of encountered. 
tend to be cumulus than stratus 
they also in any clouds 
that form over open water or air. 

ICING FORECASTS 

enn1l1010gV used 

rotor 
autorotation became necessary. 
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Fort Rucker, AL 

STRESS 
MANAGEMENT 

R AVIATORS --

II!IIIIII'! ...... HE ARMY AND Federal Aviation Admini
to the 

are considered 
class or 3 

eX'lmilnatlo:n. The use of tran-

substances can cause 
oeoell0(mc:e and may lead to a desire for n'lr'rp'SlCP'n 

amounts. It also 
than rI""'('T"P":l<'"nn-

and current "'~t·""""",',,,rll,,,, 

not 
the 

alcohol use, many aviators seek alternative means 
with stress. 

the consequences 
Im]matur'e or irrational. manner to stress. 

courses action must be considered. 
There are three basic methods 

tn':'T",]"''''! tec:hnlq\JeS which will reduce 



Auto or self-hypnosis similar to relaxation 
but can be 
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FROM FORT RUCKER 

the 
the U. S. 

"The standards we of 
the United States are also the standards we should 
hold forthe men women offer 
to defend our " he said. 

he must be used nv,'"\I-:l.,n 

to Soldiers the vital need for 
ism and 

THE STRICTEST INTEGRITY. The Major of the 
Army, William A. Connelly, speaks to Bogardus 

ptel', Association of the U.S. Army, Ft. Rucker, 
December meeting 

lR 

needs their 
r<_HL"''''- veteran added that 

rn..-'\rn",,-, the service 
your supe-

Guard has 
under one command 

includes more than 
aviators. 

ARMY 



NEW FLIGHT SURGEONS. Graduates of the Army Aviation 
Medicine Basic Class who completed the 10-week flight 
surgeon program in November at Ft. Rucker, Al, are, from 
left, Captains James H. Kaye, Harrol L. Cranford and Anthony 
R. Piacentile; lieutenant Colonel Charles B. Kennell; Captains 
William D. Davis III and lewis H. Westmoreland III; Second 

About members of his command were 
involved in B ht Star which 
American ~O;lallers and Airmen into desert 
with their 

is 

Course Changes. _="c:>,r" 

made to the 
Traffic Control Course 

the tactical block 
from 12 to 43 hours. The course will remain 6 
weeks and 4 in with the addition to 
tactics principally a reduction in 
the FAA block. 

altered so that Reserve 

and service obligation 
to 12 months. 

The are effective with the class 
this month. 

FROM ST. LOUIS 

Safer Fuel Cells .. A $2.35 million Black Hawk 
hel 

,,,,,,,',..,1"t,,<,, fuel cells. 
ballistic 

filled 
9 lass fiber and 

foam were hit 

lieutenant William C. Sippo (Distinguished Graduate); Chief 
Warrant Officer, CW2, James L. Disco; Captains Robert C. 
Jones and Alfred J. Kirkwood; and Majors David E. Johnson 
and Ernesto C. Hernando. Sippo is a senior medical student 
and CW2 Disco is a physician's assistant; the others are 
physicians 

A Solicitation. The "Reporting Final" portion of the 
A vlBtlon is the readers' forum for sharing 

cOlmrrlunity. Please use this address: U.S. 
AvJstj(J~n Digest, P.O. Drawer P, Ft. Rucker, 

CONTRACT SIGNED. Colonel Terry L. Gordy, manager of 
the Army's CH-47 modernization program, and William P. 
Jones, director of Boeing Varlors military helicopter programs 
(standing, left and right), watch as the initial $103 million 
modernization program production contract is signed recently 
in St. louis, MO, by John Schaible and Doug Casler (left and 
right), contract officers, respectively, for the Army and Boeing. 
Nine CH-47 A helicopters are covered by this first contract. 
Army plans call for 436 of its fleet of A, Band C Chinooks to 
be remanufactured during the next 10 to 12 years to the CH-
470 configuration, with initial deliveries scheduled for May 
1982. The program's estimated cost is $3.1 billion 
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I.IAISON 
PI tOT 

R,ETIRES 

THI~MONTH'IS 
retirement time for 
Avlatioh~s, last two liaUson 
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Bruce S. Beals 
Command and General Staff College 

Fort Leavenworth. KS 

MY 

AT 
ATM 

CONUS 
FORSCOM 

FTX 

NBC 

NeEPT 

GLOSSARY 

annual 
aircrew 
continental States 
U.S. Army Forces 

Command 

chemical 
NOE nap-of-the-earth 

RC Reserve Component 
SOP operating 



unit evaluator. 

22 U.S. ARMY 

cOlmu,iete ..... 'roh' .. L> of 
of 

and to prepare them 
to 



LEFT: Troops from the 180th Infantry deploy from a UH~1 flown 
by B Company, 149th Aviation Battalion, Oklahoma National Guard 

BELOW: A UH-1 from B 149th Aviation Battalion, performs 
external load operations at Ft. AR 

its second week 
a tactical movement to 

location. The two airlift 
LHU"'-HJHC> made their rl"' .... I""'", ... al1t 

air movement 
from the 1st 

while the 
h""'~rI""<lrt,"'r" elements established 

tactical site 
In order 

the entire 
CH-47 Chinooks from the 
Aviation "--''-'''''II-'U'', 

Texas were used. 
The with their loads of TOW 
vehicles from the battalion scout 
DialtolDn, followed close behind the 

to a remote 'u,.'-' .. ,'" 
zone on the Ft. Chaffee reservation. 

The unit took maximum advan-
of the FTX to 

movements and 
external load The com-

also dealt with some basic facts 
tactical as ,"-,UIUH)'UULU"'....,. 

tactical <'eu'11,.',h, 

field sanitation and 
amol1(;atJlon of the unit SOP. One 

,"",r,,,,,-t,, .~r a~,nects of 

unit commander has 
received. There 

KNOW YOUR You 
make decisions that affect 
the unit commander and the chain 
of command. Be fair and ,rnn"rt''L>1 

will remember 
the 

rections as necessary. 

KEEP INFORMED. 

unit's h-r,i,n'Y1i£~ "'~il\-,Ut.U'-. 
events that you feel are ;nn,nr..-t'L>,nt 

Ask the commander 

FIT IN. 



Doug Girard 
Public Affairs Office 

Aberdeen Proving Ground, M 0 

I
T'S EARLY MORNING in small Alaskan Eskimo 

located on the inland of the 
Sea. While most of the are H'-":A.U'll)::, 

out to fish five men armed 
of 

sections of coastal shore where seek 
traces left boats. 

This scene is a state 
known as America's "Last Frontier. 

five with more than 
are members of the Alaska National 

five Eskimo scout battalions located 
for the surveil-

lance of a vast 

24 

the area and 
in the world where 

forward of active 
forces. 

To the scout battalions in their mission of 
watching and the state, which at the Diomede 

Strait within miles of 
the has two 

the Alaska ARNG. 

can move 

VULIJ'J.:lL.:l. sometimes 
Since there is a 

than miles of state-maintained 
are due 

weather and terrain COJ1101110nS, 

, ARMY A VIA TION 



useful with their short takeoff and lanOIrl,g '-'U.IJ'.l.lJlJLLln,.,,, 

v .. "" .. ,,'''.:> are 
so that grass, weeds 

saTllulgS won't interfere with the props 
The can be fitted with floats or skis so 
won't be deterred snow, ice or water. 

While the de Havilland Aircraft Company of Canada 
is the sole manufacturer of the Twin Otters 

than countries of the world, many of 
""'JUIL''-J'''''''''C'' 1I1 .... dU'JIIIIJ;; the all avionics 

gear and many which are cast or 
from American 

many Otters are in commercial use in the 
the four the Alaska Guard 

h.>.r,<>r'frY\,pnI of 

National Guard Bureau's Aviation stationed 
at the Area Aberdeen hJrr...""nn Ground 

said two more Twin Otters are authorized 

JANUARY 

for the Guard in this fiscal year. 
He his staff at APG manage the entire aviation 

program for the National which includes 
2,523 aircraft and pilots. 

There are 83 ARNG aviation facilities in the 
United aviation maintenance 

service those 83 installations. 
The six crewmembers of the new Twin Otters flew 

the aircraft to Weide Airfield at the ~(1ge'WOi()d 
Area before to Alaska. That 

time in the 
.... 11·rvn,'..,rt and Aviation 

the crew to 
accumulate before its formal of the craft. 
COL Stanko also wanted the staff members of the 
aviation division to a firsthand view of some of the 
hardware would be re~;ocmslble 

fJ ... " .... ""F" state aviation 



officer of the Alaska Guard. 
Toronto and to the APG for the 

ceremony of aircraft and conduct 
liaison visit the ARNG Aviation Division. 

John 
PVfpnCH!,plu m listed some of the missions the 

are used for in state: 
• With a 

moved to ''' .... 6.'''6 

airlifted for inoculations and treatment. 
L'-'_H.-HLlVl1, nine United States senators on 

• In terms of ImnSl:IC'3.1 ~'I"n,nr, .. I-

hauled concrete, 
('I",o-Ip\{-.('I and dried fish. 

",-. .. ,,,, .. h,.,t mission 

'-'!1\~'-"''', which certain times of the 
the cash money vV''''''''''-

are also available for search and 
rescue. are doors which 
can double as chutes from which can be 
rir('\nr\pd if the is hazardous. 

The call to arms among the Alaskan Eskimo 
World War II a well-traveled man 

name of Muktuk Marston the Alaska 
Territorial Guard and made use 
Eskimos from on the western Mr. Marston 
came Alaska after many years in Canada 
and wound up in the United States 
war. He was 
of Alaska and was aSS,IQrled 

n""".hl" of JalJaIleS;e 
in the Aleutian Chain. 

After the war, the E~kimo volunteers 
to be reinstated 1949. this time 

of the Alaska National Guard. 
With a units in ~.~c. .. r •• ,,-,~ 

them above the Arctic 
viable defensive force in the 
To an idea of much 

disbanded. 
members 

TWIN OTTER 

ARMY 



Betty Goodson 
Staff Writer 

TRAINING SYMPOSIUM and 
POLICY COMMITTE MEETING 

FIFTY-TWO ISSUES, ranging from the procurement of quick inventory toolboxes" to 
the question whether the Annual Written Examination should be continued, were considered 
at the Army Aviation Training Symposium and Policy Committee Meeting held 1 
.. h ............. h 5 December, at Ft. Rucker, AL. 

Representatives from Army commands and Department of the Army staff offices 
attended the joint conference and were welcomed to the Army Aviation Center by its 
commanding general, Major General Carl H. McNair Jr. 

Major General James C. Smith, director of training, Office of the Deputy Chief of Staff 
for Operations and Plans, Washington, DC, was keynote speaker for the training symposium. 
Brigadier General Richard D. Kenyon, deputy director of requirements and Army Aviation 
officer, ODCSOPS, made the opening address for the policy committee. 

The importance of aviation training to the Army, and the necessity for the Army's 
le~ders to recognize and determine the direction its aviation force must take if that 
importance is to be fully realized, was emphasized by MG Smith. 

Our basic philosophy mustbe that we train today to fight tomorrow's war; anything else 
is wasting everyone's time. We have to train up to the capabilities of the equipment we 
have in our hands, and we have to focus our training to support the ground commander 24 
hours a day. 

"More emphasis must be placed by commanders on individual training. Units can be 
tactically proficient only when well-trained individuals are available to form the crews, 
teams, etc., which fight the battles. 

Following the two-star general's address, the 70 attendees were briefed on various 
subjects. Included were the Air Cavalry Attack Brigade Division 86, the Aviation Center 
training analysis and assistance team, safety, the flight hour program, warrant officer 
selection and retention, tactical instruments in combat and tactical training. 

Those briefings served to introduce the symposium's issues which were then studied 
by four groups, and their recommended solutions were presented in the closing session. 

Most of the topics dealt with in the training symposium flowed into the itinerary of the 
policy committee meeting which began at noon Wednesday. 

In its opening period, BG Kenyon reminded those voting on policy recommendations of 
their responsibility to help Army Aviation fulfill its round-the-clock support mission through 
the efficient management of its resources. 

We must work to maintain the people we have in aviation today through reducing the 
attrition, and we must consider the pay-off of doliars when looking at major programs of 
product improvement. 

"If we executed all the programs we would like in order to effect needed improvements 
in Army Aviation, it would require $10 billion. We can't do that, of course, so we have to be 
selective as we consider policy decisions. 

The policy committee concluded its work early Friday afternoon. A more in-depth 
report of coverage given to issues in the joint conference will be presented in a later issue 
of the Army Aviation Digest. 
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time my 

of most field commanders as 
attempt to all the 
balls. Some of the ",,",,,,, ... ,,,,,1' 

cross-country formation 
on our civilian CBs 
all contribute to make electronic 
warfare the same as lost communi
cations. What A via
tion when our 
to-air communication vanishes? 
How will we in a forced 
radio silence environment? The 
answers to those and many other 
related were the 
of a very extensive electronics war-

Major Cornelius J. Westerhoff 

Troop 0 4th Cavalry 

in 
active electronic interference 

tical maneuvers 
determined scenarios. 
ized data was collected which ac

revealed the effects 
on the 

nrn.nO,['o and time 

a result of jUIUHllH,i':. 

cations interference. 

,) 
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same 
'-''-','"1.,,-1'-.''-''' which mask you from 

will mask you from the 

It Use AU Your Radios. The vari-

become more 
broad-band IUl1Ull1l1];:,. 

It Use Your Standing Operating 
Procedure (SOP). An SOP is 

collect dust 
Im;oectc)r GeneraL If it 

will be 

is 
v\.lU"",,I1'l=: radio t.ransmissions. 

know what the out 
of the habit of the 

reduce that SOP 
UIQ,UU];:,v,aUI,v size. Eliminate in-

strument in a tactical 
SOP. Throw out the details on 
care, etc. Make SOP work 

.. Switch Frequencies. 
is new here 

size that this takes a 

spare you have 
in your Communications-Electronics 

I nstructions are nice to 
but almost anyone can 

tales of 

switch became 
successful at Ft. Irwin; unfortunate

you won't have a few trial-and
error at the crucial 
moment. One unit at Ft. Irwin 

it on their nets. The Air Force 
a called "chattermark" where 
the station switches to a series of 

u\.""L",, .. when a 

trelqw~nclescan work and work 
but it, more than any other tech

r~[""~~~ careful 

detailed instructions and intensive 
make it your 

It Liaison Officer iLO). It is un-
that the most 

able and secure means of 
communication will the LO. 
Select and train your LO Ft. 
Irwin that the LO is 

of the most '1'Y\,r";,'tr,, .. t ...... ".<','f,''' .. ',· 

in the the 
LO was the first link and 
all else the link. The LO 

the mission and is vital in .. -.t."'.-nrpt'M{'t 

the order. There are no uuestlorls 
about the attack company and 
air must be .... r':>,....·'r;:>'r! 

dedicate an LO and aircraft 
around-the-clock to this mission. 

Rernember The use 
the enemy is intended to 

confuse and but 
"''''liJ'-''v'VU to 
munications. If you start "PI"''''"'''MO 

electronic interference you can be 
almost certain that some offensive 
action will follow and soon. 
Jammers expose themselves to our 
direction and do not 

to remain in oosltlon very 

is 
""''''"~'/''''' of electronic warfare and 

the most 
insidious. Direction ""'UIU',", 

are also effective 
EW. 

must reduce 
on our radios. We have to reduce 

The time to 
our communication needs 

.....,I 



Directorate of Evaluation/Standardization 

REPORT TO THE FIELD AVIATION 
STANOAROI Z AT ION 

"For Best Results 
Be a Ten With The Dash 10" 

T HE OPERATOR'S 
administered to which states: 

the hands-on the 
and Readiness Test is an open 

examination. In the course of """"i.,, .. '),hr,n<:> 

aviator also has access to a 
onboard aircraft. In these Uh:>LU"v""C>, 

conditions or emlen~erlCH~S 
aviators had better have 

the proper response at their the 
dash 10 for the answer to a dilemma is 
futile. 

If the dash 10 is so essential to the well-
of aviators and to the proper 

one would think would 
its contents- the 
and NOTES. 

the information across this desk 
indicates that such may not be the Directorate 
of Evaluation/Standardization evaluation 
have discovered many aviators instructor 

who are unfamiliar with the essential 
elements of their dash 10. Furthermore, it appears 
that oftentimes aircraft accidents the result 
of the aviator because of a lack 

or a for the dash 10 and its 
CAUTIONS and NOTES. 

DES welcomes your inquiries and requests to focus attention 
on an area of major importance. Write to us at: Commander, 
U.S. Army Aviation Center, ATTN: A TZQ-ES, Ft. Rucker, AL 

30 

and crew and passenger hr',A't"r'1nc 

resDo:nsllbleforcO][IlUlllancie. 

Aviation 
re~mcmSlDl.e for aircraft accidents 

Another noted concerns 
the UH- The CAUTION on page 8-6 
Dash 10 reads: "Do not rotate tail rotor 

tail rotor blades." we still see aviators 
that instead the main rotor for this purpose. 

Our aviators often on DA 2408-
13 which the UH-l when n""""'r<:>tAri in rain. 

in the 3d and8-74a state than an 
after has been conducted 

in rain. The reason for the ",r,tAlIn is that maintenance 
pel~sonn<~l are to a 
after such 

A more detailed at n<:ll"'.::lnr<:lr\h 8-74, Ice 
of UH-l Dash indicates the presence a 

36362; or call us at AUTOVON 558-3504 or commercial205-
255-3504.Afterdutyhourscaf/ Ft. Rucker HotLine. AUTOl/ON 
558-6487 or 205-255-6487 and leave a message 

ARrvIY 



inside the aircraft. 
From the Dash 

aC1CelJted the VVI.VUllU' 

our fixed Uf11nrrl"ti 

with retractable under
\1l'l,rY'l'Y'ln horn. The T-

this WARNING: 

obstacle clearance climb 

aviator cited in the 



"Hangar Talk" is the first in a series of quizzes the Aulation 
Dlgestwill be carrying. Each quiz will contain several questions 
based on a publication applicable to Army Aviation. The 
answers are at the bottom of the page. 
did not do so well, perhaps you should get out the publication 
and look it over. 

AR 95-1 
Fort Rucker, AL 

1. When is oxygen rYI",nM""t"-',r< 

other V'""_'-<I . .I'-'I 

A. 

B. 

5. What are the standard takeoff minimums of 
aviators who 

of 

feet 

B. feet 

C. 200 feet 

6. 

1. 

FW: 1 

B. 1 

c. mile FW: 2 

altitude 8. 

2. 

3. 

4. 

an 
A. Yes 
B. No 

'6 
'8 
'£ 

9. 

(Z) 

time 
lower than what LUlllLlUlC-

A. AGL 

C.25 

AGL 
AGL 

terminated in 
made 
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AVIATION TRAINING 
IN THE 19805 

Concurrent with this reorientation 
in aViatIOn is a revitalization 
of a coordinated aviation unit-air 
traffic control unit program which 
will ensure air traffic 
management in the combat zone. 
Of note is the recent 

trammg is 
the fact that more and more combat 
and combat """""",,, .. t 
are 
every 
train in the combined arms environ
ment. 

In ahead to ensure this 
challenge can be met, and of 
slgmtlcamce, to enhance battlefield 

what are the ".,..""",1',,, 

areas in which we must redouble 
efforts? It is often difficult 

nrlAr.h'7'p essentials. 

followed by a 
Hawk program, 

program and tactical 
traJmmlg. The bottom line 

level 

page 

is that if we can't in these modes 
with COlnnClen,ce, 
element in aCICOlmp1lls,mrlg 
missions will as 
C"'rr, ... ,h'''''''~,n''' is the fact that aviators 
and air traffic controllers must 

aircraft can 
beneath coordination attitudes and 
under tactical instrument meteoro

conditions within controlled 
Like it or not, we don't do 

very well in this latter area, and 
we don't bite-the-bullet and realisti-

train - then when the war 
starts, the will break down! 

How will the program 
work? Most readers will agree with 
the The USAA VNC 

prc)dU,ClI1lg the best trained aviators 
h'("t" ... ,,,. the air traffic controllers 

in all 

our communications eqtnplmeirIt 
is far to we have 
ever had in our before. 
So, why do we continually meet 
setbacks in the training 
program on track? There is a 

GLOSSARY 

IMC AGL 
ARTEPs 
ATC 
CRC 
DASC 
DES 
FCC 

and Evaluation D .. /"r .. '","" JAAT 

FM 
FOC 
FTX 
IFR 
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air traffic control 
control and rOf"\l"\r'tlnn center 
direct air support center 
Directorate of Evaluation/Standardization 

coordination center 
field manual; frequency modulated 
fl ight center 
field t .. "',i .... i .. '1"l 

MTA 
MWO 
NATO 
NOE 
REFORGER 
SOTAS 
USAAVNC 
USAREUR 
VFR 

ATTITUDE to overcome! 
Let's start with NOE training. To 

even consider in this it 
aosOI.ut<~ly critical for the com bat 

and combat <", .. , ... ", .. 1" 

mize every to realist i-
train in the NOE environment. 

This is the one area aviators must 
learn to Helicopters 
cannot survive in any area around 

forward of the battle area 
are out of an NOE 

let's consider night tra.lmng. 
aviators can handle 

in a 
rou tine manner, recent 
USAAVNC DES worldwide evalu
ations have discovered some units 
to have 
UUJIHUj,."'-. programs. The 

rpl·:>tn,'pl" new t'r'lllnlrIO 

most aviators) and require not 
meticulous ... I.." .... n"~n-

but also im
pllcatlOIls never previously faced. 
These are not easy training programs 
and we find ourselves 

instrument mE!teCJrCIIOC:llc,al condition 

trol,nlnln area 

modification work order 
North Atlantic Organization 

Return of Forces to Germany 
Standoff 
United States Army Aviation Center 
United States 
visual rules 
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"we are at that stage in Army Aviation wher~ the tank was between War land War II. We have 
done a lot with it, but there is an awful lot more to do. There are a number of 
that think Army Aviation is a part-time Part-time means that you cannot as 
often as you should because of weather. You are hired and as a Soldier; your 
equipment is purchased at the expense of 24-hour-a-day fighters, but you do not fight 24 hours a 

so, you have to do something about that. You have a sacred duty that involves more than 
new equipment, new devices and aviation training. It involves the of all that in all 

aspects with the total combined arms team - that is the " 

lieutenant General Glenn Otis 
DCSOPS, U. S. Army 

Opening HAm~l'lf~ 1979 AViation Committee 

L/UI,C''-'L'",L"", and to 
corps rear into the division rear, 
tactical instrument until break-

may be the to 
Tactical instrument ties into 
a sound air traffic control and air-
space and 
need to efforts in 
both areas. If you think your 

ner? 



" On tomorrow's battlefield, Army aviators will not only face those obstacles posed by the threat 
and the terrain, but must also be equipped and qualified to operate day and night under mairainal 
weather conditions. When this marginal weather capability is coupled with Army Aviation's mo
bility and firepower, this element of the combined arms team is recognizably an invaluable asset 
to the commander in the accomplishment of his mission. " 

nrrlnlf~m" and a host of NATO Air 

Dollclles. a 
occurred. These efforts were ex~ 

REFORGER and 
later the 59th 
A TC Battalion and the USAREUR 
combat aviation battalions have 
resulted in a further 
forward in this area. FM 1 ~ 
5 tells us how to r.","~ ....... l-a 

under battlefield tactical instrument 
and FM 1-60 us 

alrsmlce mana:gernellt and air 
traffic control work in a combat 
zone. The to 
"dust these manuals off' and start 

them. 
The final area lies within 

the combined arms arena. any 
Army Aviation program 
needs constant attention. it has to 

every oppor~ 
combat 

op
portunities ~or aviation units to train 

with units and 

Aviation units are mem
bers of the combined arms team; 

aU!2:mem the cap-

if we are to nrr,,"rlp 

with the ... "r'.'''''''-~' 1"1 .. ,:>,-.,r"","''' 

36 

Major General James C. Smith 
Commander, U.S. Army Aviation Center, 1978 

..... ",-,.,""<> 11,"""I"Cplt as a combat 
aviation battalion dur-

rYI"",nnlnREFORGER tac
OD(~ratlOn ... ''''''0'''' ...... ''' the fol

transmission 45 minutes 
darkness: 

"Pull together all attack heli
copter assets: deploy immedi
ately to the 1 st Brigade: contact 
the commander on Command 
FM: tuck inside the brigade pen
etration: and support a hasty 
river I"rt'\C!C!inn 

Let me assure you that if you 
have not trained to a 
task such as the mission be 
a failure. It not easy to mass critical 
assets and in time to 
influence the outcome of the 
and aviation units don't train in 
this won't accom
plished. There no way that smooth 
well-coordinated combined 

succeed 
ation and train 

You cannot wait until MT A 
FTX time! That's the 
it must work. Pre-MT A coord ina-

,"(.."'U_UM, and will continue 
slgniijlcalnt strides to achieve realistic 

will be met! 



Officer Per/onnel manasemenlSy/tem 

Lieutenant Colonel Joe D. 
Chief. Aviation Plans/Programs Branch 

Officer Personnel Management Directorate 
U.S. Army Military Personnel Center 
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OPMS Corner Review 
This mon th marks a ch:mQ~e in format this column 

in the Aviation Known as "OPMS Corner" 
recent this has 
forum 
Personnel 
"anchored" 
the Officer Personnel 

Anny Officer Named Uutst~mdin2 
On 12 December 
a.U'~.a.I"'-U from the Naval Pilot V' .. dHJ-.H, 

Naval Air MD. For the sec:onic1 
18 months an 
student. MAJ 

fi~t of hom 
other U.S. and were 
MAJ Michael V. L. Underwood 
and CPT Arthur R. Marshall. All four 

at the 
Edwards 

rainil112 H:egulaIUo,n Revised 
entitled "Aviation 

on 1 1-<"' ..... "" ..... , 

revised FAST, 
6 months 

VA 22331. 



PEARL:S 
Personal Equipment And Rescue/survival Lowdown 

Karen Davis Photographed by Reid Rogers 

Aircrew Chemical Protection 
As of an increased 

on and chemical 
for the Soldier in the and this trend 

aircrews are 
combat <:If"11UtltlPC 

cope with and function in an 
NBC weapons would be used. 

no .. · ..... b::.,; from a recent letter putJUSlned 
S. Forces 

for its subordinate and is furnished 
here for information purposes. 

the modern battlefield, the use of 
chemical agents isn't only it's eXloe(~te!cJ. 
Consequently, we must train for this threat. 
The current aircrew chemical protective 
ensemble protection from 
the threat, but it the ability to 
train safely. 

The standard flight uniform includes com-
bat boots, Nomex suit and and 
the SPH-4 helmet. 

The chemical equipment listed 
below is worn over the standard flight 
form: 

1. Chemical protective overgarment. 
2. Chemical footwear covers. 
3. Chemical rubber 
4. M-24 series aircraft protective mask. 
S. M-7 protective hood. 

r.rr\TO,"TI\"O ensemble is bulky, uncom-
and flammable when exposed to a 

InT':::J.nC~IT\I flame, but offers sufficient 
protection in a chemical environment. There
fore, we must train in it. 

While in the chemical 
protective ensemble, the following guidance 
will be adhered to: 

1. The Nomex flight suit and flying gloves 
are necessary the ensemble 
and must be worn under other components. 

2. For the chemical protective 
ensemble will be worn only in aircraft with 
l"r!:lcnl/\/l"I,rf"MI\1 fuel systems installed. If 
in an actual chemical is antici-
pated, the chemical ensemble 

If you have a question about personal equipment or rescue/survival gear. write PEARL, DARCOM, ATTN: DRCPO-ALSE, 
4300 Goodfellow Blvd., Sf. Louis. MO 63120 or call AUTOVON 693-3307 or Commercial 314-263-3307 
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will be worn on all aircraft, regardless of 
of 

pilot. 
important 
until more data is available on 

heat and dexterity r>rr'l.r.I<::l 

associated with ensemble. 
4, For 

erature index 
b, All aircraft crewmembers should 

goal that all ~Olallers 
nH-n~i·hll".h nnOr'.:lT·O in the chemical 

nr("\1"OI'"'1"I\/O ensemble for six 
This standard must be met 

on a "dirty battlefield." 

XM33 NBC Mask 

A new NBC mask has been 
rpnl~f'p the M17 and M17Al field 
aircrew the M25Al tank 

purpose mask. The mask, Cn(~mlCaH)]IOl()gllcal, 
mUllti[mrom;e XM30 (the aviation version is the .L'LL"hJ~'I. 

molded ebstomar with an 
npt'lntlpr,!:)1 seal and a lens bonded 

Iac:eOlece. A loose is for 
aplplH~atllon where a chest-mounted canister 

The new mask is to nr,-"llflp 
ttTH'''1''n.',,,''',,, op1eratlonal cat=,abllhtH3s and reduced 10g;lStlCal 

for wear under a wide range of 
and '~~rr~"D,n ~ar~~rl~ 

"tn.r~crp conditions. The 
and 

1982 and a nrn" pf"TpC1 initial 
in 1983. 

Scale Calibration Interval 

Deficiency Reporting 

The ELT Question 

We have received a number of ,nn"",,',o<' r>n ... 'r>.:>' ..... 

the authorization for and/or aVclllablilt) 
locator transmitters for 
it seems that rumors abound as to 
who or who is authorized EL Ts and who isn't. 
we think it is the 

in 
EL Ts installed in 
authorized 
were 
sources. These are not lO~:lstICaJl 

the To the best of our IEn.n.Hll<=>nlcrp 
units have authorized to either .... r".r>cll1~P 
these devices in their aircraft. this office feel 
that there is an need for EL Ts in all 
aircraft due to the "TD"''''''l1 .... n 

the immediate location of a 
death to .n""r,o·C1 !llrr'rpu!dpass,engelrs 

could be caused loss 
exposure. Until DA comes out with a definitive IJ,-,,,'LU"-'U 

this overall the units with EL Ts their 
aircraft should be those in two locations mentioned 
above. .,.' 



KPIT 
HEAT 
STRESS 
IN THE AH-lG COBRA HELICOPTER 

The problem of heat stress dealt with in this article also holds true for the AH-
1 S and TOW Cobra operating under similar conditions of maximum gross 
weight, high ambient temperature and low relative hllminit" 

Colonel J.R. Gauld, M.D. Lieutenant Colonel H.D. Silsby, M.D. Captain G. Ramirez 
Environmental Science Chief, Preventive Medicine Activity Flight Surgeon 

The authors were assigned to the William Beaumont Army Medical Center, EI Paso, TX, when this article was written 

C OCKPlT HEAT stress has 

desert 
and brush with a base of about 
sea level (MSL). In the summer 

*The WBGT index is computed from readings of (1 a stationary 
wet bulb thermometer exposed to the sun, a black globe 
thermometer similarly exposed, and (3) a dry bulb thermometer 
shielded from the direct rays of the sun. The WBGT index is 
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environmental control 
when the exhaust 
de~aTe(~s Celsius (1, 
crew members cannot activate system hpo,,,y..,,,'; 

,.,PIT,..,,'''',," Celsius as the environmental 
will add about the EGT. 

• The AH-l G also 

the best means of evaluating heat stress potential. At a WBGT 
index of 82 degrees Fahrenheit, discretion is r"' .... ',..",.',....".onriori 

the planning of heavy exercises for troops. 
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progressed to 85 degrees during the test period (see 
figure). 

While on the ground with the canopy closed, WBG T 
levels rapidly increased to a level of 120 degrees in 
about 20 minutes. It should be noted that the engine 
was not running and there was no cooling effect from 
rotor wash. Aviators participating in the on-the-ground 
test were observed to have an increase in heart rate, 
up to 120 beats per minute in one person; and both 
crew members experienced an increase in oral body 
temperature of 1 degree Celsius. At this point, after 
only 20 minutes of cockpit time, the people were 
taken from the cockpit to prevent heat injury. 

During the in flight test, the cockpit WBGT index 
started at about 100 degrees Fahrenheit with the 
engine shut down and the canopy open. After the 
engine was started, even with the canopy closed, the 
rotor wash had a cooling effect and the cockpit WBG T 
index dropped to a level of 90 degrees Fahrenheit. 
The first part of the flight portion was conducted with 
the external vents closed and the environmental control 
system of the aircraft not activated. During the entire 
period, only at 10,000 feet MSL did the EGT tempera
ture fall below a level of 580 degrees Celsius where 
the environmental control system could have been 
activated. During taxi and NOE work, the WBGT 
cockpit indices ranged from 94 to 96 degrees Fahrenheit. 
There seemed to be very little difference in WBGT 
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index readings whether the vents were open or closed 
at slow airspeeds. The sand and dust entering the 
cockpit during these periods, however, was significant. 
Test conducted at various flight levels (see figure) 
revealed very few heat stress problems above 6,000 
feet MSL. In fact, at 10,000 feet MSL, the WBGT 
index dropped to a comfortable 70 degrees Fahrenheit 

Discussion and Recommendations. It is evident 
that AH-1 G aircraft operations in a high altitude 
desert environment are extremely compromised during 
the heat of the day in summer months. This problem 
is especially critical in that one of the major modes of 
tactical operations in this environment for the AH-
1 G is nap-of-the-earth flight. The combination of heat 
stress, along with an already stressful mode of operation 
such as NOE, can combine to produce an extremely 
hazardous environment for crewmembers. As a result 
of the testing at Ft. Bliss and the problems associated 
with heat exhaustion and heat stroke which were 
revealed, it is recommended that NOE operations 
and extensive ground and taxi work of the AH-1 G be 
suspended when the outside WBGT index reaches 82 
degrees Fahrenheit. It is felt that the AH-l G should 
be modified to provide a more heat tolerable environ
ment for crews. These modifications might include a 
more efficient ventilation system, thermally controlled 
flight suits, a more efficient environmental control 
system or canopy changes. ~ 
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"THERE 
I WAS .. :' 
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1 LT Wilfred F. Brown 
C Troop 

1 st Squadron, 6th Cavalry 
Fort Rucker, AL 

P ERSONALL Y, I'VE never liked 
"war stories" and cringe when 

the oft-repeated words, "There I 
was ... " signal the beginning of 
another session. However, due to a 
recent experience, I feel obligated, 
nay, compelled to relate this one. 

My unit, an attack helicopter 
company, was involved in a major 
field training exercise in north central 
Germany. One of the high visibility 
missions assigned to the unit was to 
provide an OH-58A Kiowa and pilot 
for the express purpose of supporting 
JAAT (joint air attack team) and 
related close air support missions. 
An Air Force FFAC (forward for
ward air controller) assigned to one 
of our supported battalions was 
attached to our scout platoon. As 
one of the platoon instructor pilots, 
I was to fly with Bob (fictitious 
name) in the early portion of the 
exercise. 

An integral part of JAAT training 
is to familiarize Air Force personnel, 
who are authorized to fly tactical 
missions in Army helicopters, with 
the basics of helicopter flight and 
includes several flight periods with 
emphasis on safety and crew coordi
nation. The FFAC I was to fly with 
had been trained and certified by 
another unit and, therefore, I was 
unfamiliar with his strengths and 
weaknesses. 

The day began at 0415 hours for 
a first light recon and situation 
update. Bob and I departed the field 
site at 0530 hours and proceeded 
eastward to establish contact with 
the brigade air liaison officer (ALO). 
Bob received up-to-date sortie in
formation from the ALO. We found 
we would have A-lOs onstation for 
30 minutes every 2 hours that would 
be dedicated to us in addition to 
nearly continuous sorties by F-4 and 
FB-l1l aircraft. 

Bob had brought along several 
smoke grenades to aid in target 

acquisition for the fast-movers. Prior 
to departing we discussed use of 
the smokes and during the course of 
the discussion I emphasized that 
the grenade retaining pin was not 
to be pulled until Bob's crew door 
was opened and we were established 
at a hover. During one of the num
erous morning sorties, Bob used a 
smoke grenade just as we had dis
cussed and its employment resulted 
in a successful attack on an "orange" 
target. No problems. 

By 1330 hours we were reaching 
the crew rest limit established by 
our unit (6 hours) for nap-of-the
earth! contour flight. Bob and I were 
hovering in the trees at the summit 
of a hill that rose 500 feet above a 
valley floor. Bob was trying to bring 
a flight of two F-4s to bear on a 
platoon of tanks positioned in a 
tree line; he was experiencing dif
ficulty vectoring the FAs to the 
target due to lack of a good "pop" 
or initial point from which the pilots 
could take over visually and begin 
engagement. Bob decided to use 
smoke to provide the needed ref
erence. An open, recently plowed 
field below us seemed to be an ideal 
spot to place the grenade. 

As I began a level descent to the 
field, I noticed that Bob was holding 
the smoke grenade in his right hand 
and had his left index finger in the 
retaining pin ring. We were one
third down the slope when he pulled 
the pin and nearly simultaneously 
released the fusing handle which 
was evidenced by a loud pop. I 
shouted for him to open the door 
and to dump the grenade. He grasp
ed his crew door handle with his 
left hand and opened it. The smoking 
grenade was still in his right hand 
which required him to twist his body 
to the left to get the grenade through 
the door. As he twisted to the left, 
his right thigh forced the cyclic 
forward. My reaction was to pull 
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"THERE I WAS .. !' 
aft. This resulted in pinning his thigh 
between the cyclic and the left seat's 
bottom frame. Now we were half 
way down the slope in a IS-degree 
nose-down attitude. Bob forced the 
grenade through the door (it fell 
harmlessly in a ditch), but as he 
lurched outward to clear the grenade 
past the skids he thrust down with 
his left hand to maintain his balance. 
His hand sought out the nearest 
convenient grip- the collective pitch 
control-which he bottomed out. 

There I was, 40 knots and increas
ing, full down pitch, a cockpit half
filled with green smoke and controls 
that I could not move. Only by 
shifting my grip on the collective to 
the control head and taking advan-

44 

tage of the increased leverage and 
exerting enough rear pressure on 
the cyclic to bruise Bob's leg was 
the helicopter leveled and enough 
collective pitch applied to cushion 
our 20-knot plus run-on landing to 
the plowed field. If it weren't for 
the German farmer's fastidious plow
ing, this unusual approach would 
have terminated considerably less 
successfully than it did. 

I learned a valuable lesson the 
hard way and not without some loss 
of my feeling of well-being. The 
operator's manual for the OH-S8A 
cautions against-leaving the controls 
in the left hand station when carrying 
nonrated passengers. If I had evalu
ated the necessity of leaving the 

controls in against the hazards that 
could occur, and if we had not 
allowed a training environment, 
albeit realistic in nearly every sense, 
to impair sound judgment and safe 
practices, this whole episode need 
never have taken place. 

In the future I will evaluate each 
mission carefully to determine wheth
er or not left side controls (cyclic 
and collective) are needed. I will 
only use smoke grenades if the crew 
doors are removed and all involved 
are thoroughly briefed about their 
operation and inherent hazards in 
their misuse. I hope that others 
benefit from knowing this happened 
and will not have the experience 10 

learn as I did. • { 
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Captain Thomas J. McNamara 
Ft. Huachuca, AZ 

Just as tanks have always been the most effec tive weapo n aga inst tanks, he lico pters are the most 

efficacio us means o f fighting he lico pters. Use o f he licopters by bo th wa rring sides wi ll in evita bly lead to 

c lashes between them. Like tank ba ttles o f the pas t wa rs, a future war between we ll -eq uipped arm ies, is 

bo und to invo lve he licopte r bat tles. 

COL M. Belov 

An Analysis Of The 

SOVIET HELICOPTER THREAT 

In preparing this articlf!, many sourc
es were consulted, including releases 
from the Soviet press. The reader 
should understand that the Soviets 
often release Hdisinformation " to 
confuse Western observers. The 
Soviet tactics discussed in this article 
may be examples of such disinforma
tion. In the absence of conflicting 
facts, however, U.S. Soldiers should 
at least consider the Soviet-stated 
employment techniques. 

Aviation Digest thanks Military Intelligence 
for permission to reprint th is article 

JAN UARY 1981 

T HE ABOVE QUOTE by one of the most respected 
aviation authorities in the Soviet Union illustrates 

the growing Soviet awareness of eventual helicopter 
combat. T he Soviet concern seems well fo unded. 
T he United States Army, with the bulk of American 
helicopter assets, now fie lds about 8,000 helicopters; 
the Soviet Union, exclusive of Warsaw Pact assets, 
about 3,460. Sheer numbers, high mobility, battlefield 
location and combat missions surely dictate eventual 
encoun ters. 

How will the U.S. crew fare agai nst the Soviets? 
Each encounter will be d ifferent ; each encounter wi ll 
be unpredictab le; and many e nco un te rs will be 
characterized by lethal violence. The American crew 
ca n increase its longevity in susta ined operations by 
acquiring as much information as possible on the 
threat. This article will supply some of that information 
by describing and analyzing the threat and, when 
appro priate, comparing th e threat with its U.S. 
co unterpart. Areas of foc us will be personnel, task 
organization, equipment and tactical employment. 
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Helicopter Threat (continued) 

Prior to examining the Soviet pilot, one must view 
twentieth century Soviet society. The Russian people, 
particularly since the early 1930s, have generously 
rewarded scientific and technical achievement. A 
better society through science seems to be a Soviet 
axiom. To this end, the government has provided 
excellent aeronautical training for all interested 
youngsters. A youth attracted to an aviation career 
may very well initiate his specialized training in his 
early teens. 

As the youth progresses into secondary or technical 
school he is required to complete military preinduction 
training. This training, similar to our voluntary junior 
Reserve Officer Training Corps (ROTC), consists of 
140 hours of military training conducted over a period 
of 11/2 to 2 school years. 

The course of instruction, given concurrently with 
regular scholastic or technical courses, is partially 
comprised of general military subjects. However, as 
much as 25 percent of the training may be technically 
oriented. This technical training will be directly related 
to a military specialty, such as aviation. The program, 
entitled DOSAAF (The All Union Voluntary Society 
for Assistance to the Army, Air Force and Navy), 
provides the Air Force with a pool of politically 
indoctrinated, scientifically knowledgeable candidates 
for flight training. 

When the aspirant has graduated from secondary 
school he may apply for formal inservice military 
flight training. Applicants for flight training are 
subjected to intensive aptitUde, psychological and 
physiological testing. In addition, they must pass a 
competitive general subjects written examination with 
an emphasis on aerodynamics. Of course all candidates 
must pass a thorough KGB background investigation 
which closely scrutinizes the political reliability of the 
applicant and his family. The men finally selected for 
formal training are considered the best of the genera
tion. 

Training the Soviet pilot is expensive and time 
consuming. Little is written in the current Soviet 
press relating to actual VVS (Soviet Air Force) initial 
helicopter training. However, it is known that VVS 
initial training typically is conducted over a 2- to 3-
year period. It includes subjects such as aerodynamics, 
aircraft construction, maintenance, communication, 
navigation, gunnery, engineering and tactics. 

Although the school is at least twice as long as U.S 
initial training, the actual flight training is probably 
similar to that of NATO countries. The first year at 
the VVS flight academy is devoted to general military 
su bjects, as might be found in the U.S. Army branch 
officer basic courses. Furthermore, this initial period may 
contain an advanced aircraft qualification phase (a 
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phase that the U.S. Army considers graduate level 
training). From this training the new pilot is ready to 
join his organization and pursue his career as a rated 
pilot. 

The Soviets have organized their com bat rotorcraft 
into independent helicopter regiments. Th ese regi
ments usually number two to three per Tactical Air 
Army (T AA). Currently there are 16 T AAs. Four are 
located in Eastern Europe. The remaining 12 are 
located in each of the military districts in the USSR. 

The helicopter regiments are designated as either 
assault or transport. The assault regiment, the most 
likely to be encountered by U.S. troops, provides 
forward area services to the Soviet ground units. This 
assault regiment is usually composed of five squadrons: 
three attack squadrons and two transport squadrons 
Eighteen aircraft are found in the attack squadron; 15 
aircraft in the transport squadron. One must keep in 
mind, however, thCl.t when dealing with the T AA and 
its subordinate units no absolute organization exists. 
The organization is structurally fluid and is tailored 
to meet specific needs. 

All aircraft working in the T AA are VVS assets 
employed in a direct support role. This integrated 
role with a su bordinate helicopter command relation
ship is consistent with Soviet doctrine of combined 
arms operations. This task organization is structured 
to take full advantage of the helicopter's mobility and 
speed to achieve the ground commander's objective. 

To achieve success, the Soviets have not only a 
viable organizational framework , but an abundance 
of outstanding helicopters. Two helicopters which 
U.S. forces are most likely to encounter on the modern 
battlefield are the Mi-24 attack helicopter (NATO 
code name: HIND) and the Mi-8 troop transport 
helicopter (NATO code name: HIP). Both of these 
craft are excellently engineered, constructed and 
equipped for their respective roles. 

The HIND, introduced in 1971, is generally con
sidered one of the most sophisticated helicopter 
gunships in the world. Latest reports indicate that it 
may have a radar directed four barrel 12.7 mm Gatling
type machinegun, a fo rward looking infrared scanner 
for target detection, a low-light level TV, eletrothermal 
deicing devices for main and tail rotor blades, and a 
bulletproof wind screen. 

The HIND combines the firepower of conventional 
gunships and the lifting capability of modern troop 
transports. It is expected, however, to be used 
exclusively in the gunship role. 
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Augmenting the HIND is the principal assault 
transport helicopter, the HIP. The backbone of the 
air assault, the HIP can carry 28 combat equipped 
troops plus a crew of 3. The HIP can also deliver self
supporting rocket fire for disembarking troops. HIPs 
are usually escorted to the assault location by HINDS. 

The following graphical excerpt from the December 
1979 issue of Air Force magazine further illustrates 
the characteristics of both the HIND and the HIP. 

HIND AND HIP COMPARISON 

Manufac turer Mil Mi l Mil 
Name/ Designation HI P/ Mi·8 HIND A/ Mi·24 HIND D 

Date in Service 1967 1971 
No . of Eng ines 2 2 

Weight (Kg ) 

Empty 7,261 N/ A 
Gross 12,000 10,000 

Range (Km ) 480 500 
Crew + Pa x 3 28 4 + 8 

Primary Roles GP, Assault Armed Assau lt Attack 
Arm ament 4 Bombs or 12.7 mm MG 4 Barrel 

4 Rocket Pods 4 Swatter 23 mm Cannon , 
or Sagger 128 57 mm 4 Pylons for 

Rockets 57 mm Rockets 

Although these systems are formidable, they can 
be defeated. The HIND, with .its fu lly articulated 
rotor system, may be less maneuverable than initially 
believed. Its unique profile and size present an easily 
recognized, significant target. The onboard antitank 
guided weapon (ATGW) must be visually tracked to 
the target. During the time from missile launch to 
target hit, a maximum of 27 seconds, the helicopter 
must remain unmasked, unable to use the terrain for 
concealment. The aircraft is obviously vulnerable to 
enemy antiaircraft fire during this critical time. 

In comparison , the United States has recently 
introduced two new helicopters, the UH-60 Black 
Hawk and th e AH-64 advanced attack helicopter 
(AAH). These new helicopters should be a vast 
improvement over the current systems. As Major 
General Edward M. Browne states in a recent interview, 
"The AAH has greater firepower and standoff, has a 
night and adverse weather capability, is more survivable, 
more re liable and more maintainable." 

A new ATGW system to be mounted on the AAH 
is probably the most important attack helicopter 
improvement. The AH-64 will be equipped with a 
"fire and forget" type missile. This will allow the crew 
to mask behind protective terrain immediately after 
firing the missile. The missile will then home onto the 
target by using laser designation. 

JANUARY 1981 

With the integration of the UH-60 and AH-64 into 
the helicopter fleet, the United States should achieve 
equipment parity on any battlefield. The critical factor 
at that time will be proper use and employment of 
forces. 

The Russians closely observed American helicopter 
tactics and vulnerabilities during the Vietnam era. 
Soviet air tacticians have efficiently adapted lessons 
learned to modern battlefield dynamics. The Soviets 
may now be considered world authorities in effective 
helicopter employment. 

The majority of helicopters observed on the battle
field will most likely be engaged in either of two 
missions: heliborne assault or antiarmor operations. 

The heliborne assault would typically involve the 
seizure of a specific objective. The objective would 
usually be a pinpoint target such as a river crossing 
site or mountain pass. It would be located 20 to 30 
miles ahead of an advancing force. The heliborne 
force may be supported by artillery, attack helicopters 
or fighter cover. The force could quickly fly to the 
objective, disembark and secure it in a matter of 
minutes. A contingent of 20 to 30 HIPs, supplemented 
with a smaller force of heavy lift helicopters, could 
move an entire motorized rifle battalion. 

The other primary mission would be antiarmor 
operations. In that arena, the HIND is the undisputed 
leader in airborne warfare. Wherever opposing 
NATO/ Warsaw Pact tanks gather, HINDs will surely 
be present. This means that an American crew in 
support of a NATO task force can clearly expect to 
encounter HINDs. Due to the substantial threat posed 
by U.S. helicopters, the American crew should expect 
engagement by the HIND. 

Specifically, the HINDs will be operating in nap-of
the-earth (NOE) flight, deployed in pairs and positioned 
well forward in the main battle area. When thus 
deployed, the aircraft also will be within range of 
supporting ground based air defense systems. 

The HIND's weapons systems could attack another 
helicopter as easily as an armored vehicle. Obviously 
it is a formidable enemy. However, a Soviet writer 
describing training in a Turkestan helicopter gunship 
squadron recently revealed possible tactical weaknesses. 
The author describes the helicopter's performing diving 
type firing, as opposed to hover fire. This diving 
technique, long ago eliminated from U.S. tactics, 
exposes the aircraft to hostile fire for unnecessarily 
long periods of time. 

The rationale for this technique may be the relative 
scarcity of antiaircraft weapons in opposing units. 
The maneuver provides a very lucrative target for 
opposing helicopter crews. Maneuverability, battlefield 
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Helicopter Threat (continued) 
observation and weapons selection change are severely 
limited in the dive. If the Soviets pursue this diving 
tactic, the U.S. crew could take advantage of vulner
abilities presented. 

In the same article, Major Belyayev mentioned 
engagement of targets at minimum range. While this 
might show pilot bravado and increase weapons 
effectiveness, the advantage of such close maneuvering 
is doubtful. By maneuvering to minimum range, the 
Soviet crew exposes themselves to hostile counterfire 
for a longer period of time. In contrast, U.S. tactics 
emphasize target engagement at maximum range in 
order to maximize number of engagements, achieve 
surprise and increase survivability. 

Conclusion 
Asher Lee, writing in 1959, stated, "The Soviet 

Tax tables 

\defense authorities are readily aware of the importance 
of tactical mobility in the atomic age. Apart from 
recent increased emphasis on armored forces, heli
copters will assume more and more a large-scale role 
in achieving this mobility. " His words were prophetic. 
Today the Soviet helicopter force was achieved 
worldwide recognition as a potent attack threat. 

The American airman, however, should not be 
inordinately alarmed. Soviet and American helicopter 
pilots are probably comparable. The equipment used 
by the USSR and U.S. is roughly equivalent. The 
Soviet and NATO organizations are equally viable. 
Russian tactical employment, while impressive, displays 
weaknesses. Collectively, these comparisons indicate 
that the Soviets can be defeated in the inevitable 
helicopter to helicopter battle. 
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Be sure to use the correct tax table when figuring your Federal income 
tax this year. Remember, accurate taxpayers get their refunds sooner. 

A public service message from the Internal Revenue Service . 
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US. Army Communications Command 

ATe ACTION LINE 

VISUAL APPROACHES 

SPECIFIC PARAGRAPHS of the Controllers' Manual, 
7110.65B, and the Airman's Information Manual (AIM) 
appear to give contradictory information on require
ments necessary for visual approaches. Paragraph 
430d of the Controllers' Manual states that an aircraft 
must not only have reported the preceding aircraft in 
sight and be instructed to follow it before being cleared 
for a visual approach , but also must have the airport 
in sight. The AIM, paragraph 383a, states the aircraft 
must have the airport in sight or the identified preceding 
aircraft in sight before the clearance is issued. 

Both manuals are correct. The AIM describes the 
vis ual approach procedures associated with a radar 
environment, as prescribed for controllers in 711O.65B, 
paragraph 796. Paragraph 430 addresses nonradar 
faci lities and nonapproach control towers. In October 

1977, the 7110.65 was changed to expand the authority 
of nonapproach control towers to include clearing 
more than one aircraft for a visual approach, provided 
the succeeding aircraft had both the destination airport 
and the preceding aircraft in sight. The AIM does not 
address the difference between radar and nonradar 
visual approach procedures because the operational 
differences as perceived by the pilot are so insignificant 
that the additional discussion of controller requirements 
would add little to a pilot's understanding of the air 
traffic control system and would probably create more 
confusion than it would cure. In any case, the 7110.65 
procedures are binding on the controllers, while the 
AIM is directed toward pilots and is strictly advisory 
in nature. 

HOW TO GET A SUSPENSION 

THE FOLLOWING IS an extract from the Federal 
Aviation Administration Briefs of 20 October 1980: 

"The agency has suspended the airman certificate 
of a helicopter pilot for operating a chopper near 
Denver's Mile High Stadium just before the kickoff of 
the Broncos/ Chargers football game. The pilot, who 
was on an aerial photography mission for a local TV 

station. reportedly flew as low as 100 feet and passed 
\\'ithin 100 feel of the stadium. He also flew below the 
minimum speed necessary for a safe autorotative 
landing in the event of engine failure. The pilot can 
appeal the Um-day suspension to the National Trans
portation Safety Board ." 

Readers are encouraged to address matters concerning air traffic control to: 

Director 
USAATCA Aeronautical Services Office 

Cameron Station 
Alexandria, VA 22314 




