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his month marks the 206th year of our Nation's
independence and our memory of that struggle
should be just as vivid today as it was for American
Patriots two centuries ago. The preservation of
that independence and our heritage of freedom
are in our hands today and Army Aviation plays a
critical role in the preservation.

Training and readiness are the responsibilities
of each of us in the force as we maintain our
preparedness to meet contingencies and national
commitments world-wide. Likewise, we must
identify our shortcomings and seek improvements
in those areas wherein we find ourselves deficient,
be they in materiel, training, tactics or operations.
One of those of increasing importance is our
preparation for air-to-air helicopter self-defense.
“Victory in Air-to-Air Combat, the Marine Corps
Way" by Betty J. Goodson, Digest writer, highlights
the fact that our sister service has acknowledged
that aerial engagements between rotary wing
aircraftappearto be inevitable. Further, itdetails
for us how the Marines are preparing for that
inevitability. We appreciate the willingness of
Colonel B. G. Butcher and his staff at the Marine
Aviation Weapons and Tactics Squadron-One to
share this information with the Army Aviation
community.

Likewise, the topic of air-to-air operations is
one of several addressed in “Army Aviation
Systems Program Review-1982, Concepts, Doc-
trine and Tactics Panel” by Lieutenant General
Jack V. Mackmull, panel chairman, and Captain
Josef Reinsprecht. The authors very ably discuss
the many concepts, doctrine and tactics issues
considered by the panel members and the ensuing
recommendations they presented during the 1982
AASPR. You will note that the issues are quite
substantive and represent a myriad of areas
wherein the overall effectiveness of Army Aviation
can be greatly enhanced.

And concern for training to meet all contin-
gencies was equally well recognized as a funda-
mental necessity by our early Army Aviation
pioneers. Digest Editor, Richard K. Tierney, makes
that clear in his “Forty Years of Army Aviation,
Part 2: Building a Training Program,” which details
the growth of that curriculum from 1942 to 1954.
I think you will find it quite enlightening. Mr.
Tierney's entire five part series, written for the
Fortieth Birthday, has been compiled into a
training text used by the students in the Aviation
Schoolas apart of their military history program.

Continuing on the theme of training, thereis a
factthat we in aviation learn and relearn the hard
way, that no matter how outstanding the course
of instruction an aviator receives, or how proficient
he or she becomes, the training cannot be truly
effective unless the gained knowledge is used!
Safe flying depends aon knowing what to do and

then doing it in the proper way. Raymond P.
Johnsonin “When Will We Learn About Mountain
Flying?” recounts several accidenis that occurred
because some people did not use the knowledge
they had.

The accidents, their causes and their effecis,
described by Mr. Johnson are an absolute must
for this month’s reading. Do not put the magazine
down until you have completed that article. In
fact, turn to page 16 right now and begin reading
in the middie of the magazine. Some of you may
say, "there but for the grace of God, go |,” and
many of you can immediately recount similar
tight spots in which you, your aircraft, your crew,
your mission, were all placed in jeopardy by your
actions. Qur accident rate for FY 82 is living

testimony to such actions. Already with only three-

fourths of the year behind us, we have exceeded
the number of FY 81 accidents, fatalities, aircraft
lost and cost. And the sad part is that over 60
percent of those accidents were attributed to
human error, be it the pilot, another crew member
or the supervisor. Only 16 percent were attributed
to mechanical or maintenance failure with environ-
mental factors accounting for the balance. Thus,
our aircraftare not letting us down, we are letting
our aircraft down. Aviation safety is everyone’s
job. Read and heed. Accidents can be prevented
and the next one which you prevent may well be
yours.

We all live and learn by experience, the great
teacher. But experience is not the teacher it can
be unless it is shared with others. We provide
you a forum to do just that, either through an
article in this magazine or a letter to the editor.
Let us hearfrom you on those things that concern
you, on how we can improve Army Aviation or
how you have met a particular challenge in your
unit. But we especially want to share your thoughts
and initiatives to improve our safety record. Only
through all of us working together can we become
independent of needless accidents. The Aviation
School, with the best IP s and the best training in
the business—and the Safety Center with the
finest safety specialists in the Army, can't do it
alone. It takes YOU!

Major General Carl H. McNair Jr.
Commander, U.S. Army Aviation Center Fort Rucker, AL
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S. MARINES run from the enemy?
Taught to do so? That's heresy!
EXCEPT—

There is nothing heretical about

the instruction given at the Marine Aviation

l N Weapons and Tactics Squadron-One (MAWTS-1),

Yuma, AZ, with reference to air-to-air combat

& between helicopters. There, Marine rotary wing
aviators are taught that evasive (read that “‘run-

COM B AT ning”) maneuvers are the best wayfor a helicopter

w——

Betty J. Goodson
Staff Writer

i
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and its crew to survive in a threat
environment. Of course, the prime
step is to avoid detection and engage-
ment. If those do occur, however,
then the task is to evade the threat
by whatever means are available.
Such action has a simple rationale:
A live Marine can do more for his
country than a dead one can!
Every aviator in the Corps’ four
aircraft wings cannot come to
MAWTS-1. So Colonel B. G.
Butcher, squadron commander, and
his people do the next best thing as
one of their major tasks: Twice a
year they conduct a 7-week Wea-
pons and Tactics Instructors (WT]I)
Course. Its goal is to provide one
WTI and, in the case of crew-
concept airplanes, one WTI crew
per squadron per year. Course grad-
uates then conduct the required
professional individual and unit
training programs for their squadrons.
The course curriculum covers the
six functions of Marine aviation—
aerial reconnaissance, antiair war-
fare, assault support, offensive air
support, electronic warfare, and con-
trol of aircraft and missiles— for the
12 kinds of aircraft the Marines use.
These include two conventional and
seven jet fixed wings and four kinds
of helicopters. The latter are the
CH-53 Sea Stallion, CH-46 Sea
Knight, UH-1 Huey and AH-1
Cobra; and the air-to-air segment
of the WTI course for those aircraft
is taught as a part of assault support.

STANDARDIZED EVASION

Majors Jim Pruden and Bob
Garner of the Assault Support
Branch are two who instruct the
instructors to conduct training
in a standardized manner throughout
the Marine Corps.

“We teach evasive maneuvers
(EVM) against the ground threat,”
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Major Garner said, “and then we
progress into EVM for one aircraft
vs. one aircraft—helo vs. helo and
helo vs. fixed wing. The next step is
two vs. two, then two vs. many.
“These are specific maneuvers
designed to put the helicopter in a
position that prevents its being shot
down. We run the students through
these flights in a very controlled
atmosphere; then we give them a
couple of free engagements so they
can practice what they've learned.”
He noted that the maneuvers have
to be amplified by other instructions.

Major Pruden explained: “The
students have to learn how they
should support each other and how
to drive the fight the way they want
it to go. That is the key to two vs.
two or two vs. many—to drive the
fight so the aircraft being attacked
can possibly be supported by the
other. Mutual support, in other words.

“In past air-to-air wars, aircraft
that were shot down were usually
attacked by an unseen adversary.
This then teaches us that an ex-
tremely good lookout doctrine must
be maintained by all aircrews to
prevent that unforeseen shot. Estab-
lishing a good lookout doctrine
requires crew coordination— getting

ARG
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everybody to work together. To
keep it simple, all aircrews must
use standard terminology in calling
the threat so the pilot can understand
explicitly what he is being told.
Aircraft recognition is also vital,
since at a distance it is not always
easy to tell a friendly from a non-
friendly. Further, our aircrews have
to recognize what maneuvers the
enemy is making to determine if he
is really a threat to us at that particu-
lar time.

“All of this knowledge is essential
to survival, but the key element is
standardization—everybody under-
standing what the other person does,
just the way he does. We believe in
this because we know there will not
be a lot of time in combat to ask
questions and look for answers about
procedures.”

HOW TO USE EVM

Captain Hal Reeves, formerly of
MAWTS-1 and now a helicopter
projects officer with Air Test and
Evaluation Squadron Five, Naval
Weapons Center, China Lake, CA,
gave more specific details on the
Marine Corps’ use of rotary wing
aircraft and its preparation for air-
to-air combat.

“We have a great asset in our
transport helicopters, the CH-46 and
CH-53, because we can carry 15 to
30 troops at a time and that means
we have fewer assets committed for
troops as well as supply movements,
when compared to the Army. We
primarily use our Cobras and
OV-10 Broncos as escorts for those
transports, with the Cobras pro-
viding the crucial part of that pro-
tection. So I want to talk primarily
about the AH-1 role.

“When the Cobra is flying as the
escort, we must keep our airspeed
up at a good maneuvering speed




the majority of the time, where the
terrain will allow. Now, assume I
am flying a Cobra and am acquired
by an attacking Hind helicopter at
arange where [ cannot turn around
(without being an easy mark) or
hide effectively. I cannot then dis-
engage (outrun him) because of his
superior airspeed and weapons
range. In other words, if there is an
attacker back here at 180 knots,
and [ am running away from him at
140 knots, and he is 1,000 meters
out of his envelope to fire, my best
option is to run straight away. If 1
am turning, etc., he is closing on
me; and it is 140 knots against 180.

At40 knots of closure, it is going to
take him only about 60 seconds to
make up that 1,000 meters and be
in his weapons range.

“That differential closing velocity
problem is the big one, and it means
the way to run is going to be depen-
dent on where the acquisition occurs
relative to my speed. That also trans-
lates into the fact that the theory of
crossing our lines back into friendly
territory is not as easy as it sounds;
so we must have some alternate
contingencies.

“The premise we work with is
that the Cobras are trying to protect
the transport helicopters as well as

themselves. Our ratio of transports
to Cobras is about 5 to 1, so it would
be ludicrous for us to say that every
transport is going to have Cobras
as escort. Thus, we have to teach
defensive evasive maneuvers to our
transport pilots as well. At the same
time, and this is my opinion, we
need to look at some type of defen-
sive armament for our transports
because there're going to be many
times they are not going to have
Cobras around them. And even if
they do, the Cobra is by no means
the perfect match for the Russian
Hind. So we need some type of
superior combination of tactics,

U.S. ARMY AVIATION DIGEST



OPPOSITE PAGE: OV-10D aircraft in formation over the Arizona desert; TOP
ABOVE: AH-1T firing a TOW missile; LEFT ABOVE: CH-53; CENTER ABOVE:
AV-8 Harrier; RIGHT ABOVE: UH-1N

weaponry and aircraft maneuvers.
That is how it needs to be and should
be. What we are teaching, however,
is how to fight if we had to go to war
tomorrow. We can’t readily alter
the weapon situation, but we can
help ensure that every Marine air-
crewmember knows the kind of
tactics and maneuvers that will
increase his chances of surviving.
“In the 7-week WTI course, EVM
occupies roughly 1/6 of the flight
phase. A student is exposed to at
least six sorties, allowing him to
build on his learning experiences
when engaging both helicopters and
fixed wing. We start out 1 vs. 1
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against fixed wing (jets) to see the
fixed wing attack characteristics and
types of attacks. The same thing
with the helicopter follows; and all
of this is demonstrated in flights.
The syllabus is essentially identical
for the attack and the transport
helicopters, except that the Cobras
put more emphasis on offensive and
the transports on defensive postures.

“We teach maneuversin the 1 vs.
I segment and then how to imple-
ment those in 2 vs. 2.

“Those evasive maneuvers have
one primary purpose— to buy time
until help arrives. To buy this time
we have to try and position our

helicopters relative to any threat
aircraft so they cannot bring their
weapons to bear on us.

“I want to back up and say that
the whole thing is predicated on
not engaging. We will not engage
unless absolutely forced to do so
because we start out in a deficient
status, and helicopter vs. helicopter
engagements are so lethal! Studies
have shown that helicopter pilots
and crews who are not trained in
evasive tactics will probably be killed
100 percent of the time if they are
engaged by armed enemy helicopters.

“Tactically, we teach avoidance
first of alland then how to force the




threat aircraft into some type of
predictability. For instance, we have
just finished a period here with jets.
At the beginning, there was total
disdain for the helicopter—not on
the part of the jet pilots, but tac-
tically. Those tactics said, if you
see a helicopter, go for it—but it
was soon revealed that the jets stood
a good chance of getting shot in the
face if they had a head-on meeting
with a helicopter. As the trials went
on, we found the jet attacks were
initiated more from the aft and were
intentionally avoided in the forward
hemisphere. That kind of predict-
ability in tactics is what we want,
since such foreknowledge will give
us more time to disengage or will
make us more effective as we turn
to defend.

“In order to defend, or to attack
if forced to do so, the helicopter
must have armament equal to the
task. One of those would be the
Sidewinder (AIM-9L); and we are
in the process of putting those short-
range, infrared, air-to-air missiles

ABOVE: CH-53D pre-positioning
prior to troop assault; RIGHT:
CH-46 near Picacho Peak, AZ

on the Cobra as a test. That is my
job. I have been doing some of the
firing and have been developing
tactics for the missile’s use. We've
‘killed’ jets and helicopters with it.
Having that missile will give us a
great improvement, but it is not a
panacea. We will still try to avoid
the encounter; but if one occurs,
we have a better chance to survive
or defend ourselves. Another thing,
if we can just instill respect for our
weapon system on the part of the
enemy, we have gained an advan-
tage. He will know that we are not
an easy target every time he engages
us.

“Of course, there is no way to
measure preparation for survivabil-
ity. There’s no way to tell, unless
we actually strap on the guns and
go to war. Knowing all the avoidance
tactics and evasive maneuvers, hav-
ing the Sidewinder or any other
weapon— these are no guarantees.
It is just that we know if you don’t
do something you are going to be
killed in an air-to-air engagement;

and we want to be certain that every
Marine knows what to do and how
to do it in the most professional
manner possible.”

EVM AGAINST JETS

Do the evasive maneuvers taught
in the WTI course accomplish their
purpose? Yes, according to Major
George G. Goodwin, an AV-8 Har-
rier pilot who often serves as an
aggressor against the helicopters
during the training sorties.

He said: “Previous aviation train-
ing did not provide the skills needed
to do the maneuvering that a heli-
copter has to do if it is going to
survive in combat. Those skills are
taught in the WTI course. There is
a great difference between the pilots’
ability to maneuver on the first sortie
and that displayed on the last one.”

Major Goodwin has definite opin-
ions about helicopters vs. jets:

“The best way to get a helicopter
is from an unobserved quadrant.
So if I see a helicopter coming, I

U.S. ARMY AVIATION DIGEST



may have to take some evasive
action and break my tracking run;
then I have to set up again. I'll run
-out about 8 to 10 miles, turn around
and come back in. That takes about
a minute out and a minute back. I
know the helicopters move some-
where between 120 to 150 miles per
hour, roughly 2 to 2.3 miles per
minute. If 'm gone 2 minutes, the
most the helicopter can move is
about 5 miles; so [ know what area
I have to search to find him.
“Once our Marine helicopter
pilots are trained, they become more
and more difficult to track. In fact,
a helicopter is a difficult target for
us to hit if the helo pilot knows he is
being attacked. Because of his air-
craft’s rapid turn performance, he
can quite easily defeat a gunrun.”
Major Jim Wojtasek, an F-4 pilot
and head of the MAWTS-1 Fixed
Wing Branch, also respects the
rotary wing aircraft as an adversary:
“Fighting a helicopter, at least in
an F-4, is no fun; it is very difficult
if the helicopter pilot is maneuvering.
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However, if he is not maneuvering,
then he becomes easy; or if he
doesn’t see you, he becomes a sitting
duck. Evasive maneuvers are es-
sential, and they're fine up to a point;
then there has to be something for
the helicopter to fight back with.”

With relation to helicopter arma-
ment, Major Goodwin observed:
“My personal belief is that they need
to be able to fight. The problem is
that the first reaction has to be to
run, and currently their best course
of action is to hide. I don't see a
helicopter being able to duke it out
with a fixed wing— not intentionally.

“When you give somebody a fight-
er capability, you have to be careful
that he doesn’t then think he is a
fighter and go looking for trouble.
That is one of the main concerns in
the Marine Corps about arming all
of our helicopters— that they won't
forget their first and best recourse
is to run and hide. And helicopters
can hide pretty well. Finding them
is difficult, even here in the desert
terrain.”

PURPOSE OF EVASION

Colonel Butcher does not refute
his staff members’ opinions on heli-
copter armament, but he explains
the MAWTS-1 course emphasis on
evasive maneuvers very realistically:

“What we are teaching are de-
fensive tactics only. We have no
helicopter that is armed with missiles
right now which would allow us to
take an offensive role. If you don’t
have a weapon that will allow you
to shoot down a Hind with any
degree of success, why train to that
end? So we feel what we should do
is avoid him if we can; if we can't,
then we must know evasive maneu-
ver tactics that will keep him from
shooting us down.”

Colonel Butcher added that the
sole mission of all Marine Corps
aviation assets is to support the
Marine on the ground. It follows
that a basic tenet on which that
mission’s accomplishment rests is
that the Marine in the air must stay
alive—even if he does have to run

and hide! el
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Lieutenant General

Jack V. Mackmull The scope of the Concepts, Doctrine
Commanding General and Tactics Panel members’ effort was to
?Z:;ﬁi;?ﬁéps and Ft. Bragg conduct their examination within the context

of Army Aviation’s role as a member of the
Panel Chairman combined arms team in the AirLand Battle.

Furthermore, they focused their analysis
on the findings of the Army Aviation
P Mission Area Analysis (AAMAA) and
wal tempered the deficiencies referred to
Captain (P) Josef Reinsprecht them by the AAMAA with their ?wn
Chief of Program AASPR-82 experience and expertise. The objective
U.S. Army Aviation Center of their analysis was to provide the Army’s
Fort Rucker, AL . . . .
senior leadership with recommendations
to resolve those deficiencies.
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lHE PURPOSE OF this panel

was to look at the concepts, doctrine
and tactics of Army Aviation and
report its findings to the Vice Chief
of Staff of the Army during the
course of the review on 24 to 25
March 1982 at Ft. Rucker, AL.

Its expertise and broad frame
of reference is evidenced in figure
1. The panel was composed of
representatives from Forces Com-
mand (FORSCOM), Training and
Doctrine Command (TRADOC)
and the U.S. Air Force Tactical Air
Command (TAC). Worthy of note
is the fact that close combat light,
close combat heavy, logistics, Air

Force and total force were well
represented.

Before getting into the concepts
of aviation-peculiar doctrine and
tactics, it was the consensus of the
panel to first establish and define,
in a broad sense, the concept of
Army Aviation. Specifically, what
is Army Aviation? How does it relate
to the total Army? As aviation, and
indeed the entire Army, continues
to make advances in capabilities,
its mission, like those of the other
branches, is becoming more precise
and definable. Force contribution
analysis of Army Aviation indicates
in a positive way that Army aircraft

¢ LTG MACKMULL
* MG SMALL

« MG WAGNER

* MG WALKER

¢ MG WETZEL

* BG(P) GORTON
+ BG MORELLI

e COL RUTKOWSKI
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CG, XVIII AIRBORNE CORPS

CG, TRANSPORTATION CENTER
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DIRECTOR, ARNG

CG, INFANTRY CENTER
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DOTD, USAAVNC
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FIGURE 1: Concepts, Doctrine and Tactics Panel

AN ACCESSION SPECIALTY
IN A CARRIER BRANCH

— 9

—ARMOR — AIR DEFENSE
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—ARMOR —TRANSPORTATION ﬁ
— INFANTRY —INTELLIGENCE S
—ARTILLERY —SIGNAL P
—AIR DEFENSE —AVIATION R

FIGURE 2: Specialty Code 15— Commissioned Officers
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performing as part of the combined
arms team add a third dimension to
the battlefield and reinforce the
effectiveness of the ground gaining
arms. Put another way, Army Avia-
tion forces can:

® maneuver

e strike

e link-up

e recycle

all with decisive violence and neces-
sary agility.

The commissioned officers neces-
sary to give us this capability are
managed as specialty code (SC) 15,
Aviation. But, they fundamentally
receive their career training with
one of six carrier branches (figure
2). Significantly, Field Artillery and
Air Defense Artillery are receiving
the very minimum allocation of
aviators for carrier branch training.
While this may not impair the Artil-
lery or Air Defense, it impacts
unfavorably on Army Aviation.
Aviation units certainly need an
appreciation of and expertise in
these skills. The carrier branch
concept is a compromise solution
between the old concept of branch
qualified aviators and an aviation
branch. Military Personnel Center
indicates that aviators will not nor-
mally ever serve in their carrier
branch except for school attendance.

But in answering the question
“what is Army Aviation, and how
does it relate to the total force?”
let’s look at the close combat branch
content by commissioned officer
specialty code of active Army divi-
sional units in figure 3.

The programed accessions for
fiscal year 1982, the total inventory
of commissioned officers by spe-
cialty code, and how many of each
of the combat arms specialty codes
are in table of organization and
equipment (TOE) positions (and thus
in units capable of performing close
combat) are displayed.

Looking at the remaining TDA
(table of distribution and allowance)
and TOE numbers, one can see that
commissioned officer Army aviators,
in relation to the total combined



arms team, are significant players.
With the utilization rate of SC 15
being the same, and given that SC
15 commissioned officers are much
more expensive to train, we need to
maximize our investment in terms
of combat power. This is the tone
in which the Concepts, Doctrine and
Tactics Panel was conducted.
With that as a prelude we can
turn to the issues considered by
this panel. The Army Aviation Mis-
sion Area Analysis (AAMAA) re-
ferred only one major issue con-
cerning concepts, doctrine and
tactics to the panel; however, that

SC11

SC12

issue was, in fact, 27 subissues which
were grouped under one major
deficiency and it was “that Army
Aviation concepts of employment,
doctrine and tactics are not ade-
quately written into appropriate
manuals to show aviation’s con-
tribution to the AirLand Battle.”
With regard to the 77 major AAMAA
deficiencies, this umbrella issue was
ranked fifth in overall priority. The
27 subissues ranged from concepts
of helicopter air-to-air combat to
airspace management and joint
service or multinational operations.
Of course, considering the ongoing

>

SC14 SC15

SC13

ACCESSIONS 945 512 816 355 483
(FY 82)
INVENTORY 12,144 5684 8491 3952 5,485
TOE POSITIONS 4539 2429 3938 1,704 1,999
(37.4%) (42.7%) (46.4%) (43.1%) (37.2%) ﬁ
TDA POSITIONS 2849 1204 1,730 670 1,180 S
(23.5%) (21.1%) (20.4%) (17.0%) (21.5%) P
OTHER (39.1%) (36.2%) (33.2%) (39.9%) (41.3%) R

100%

100%

100%

100% 100%

FIGURE 3: Close Combat Potential, Combat Arms Commissioned Officer Data
(SSC-NCR as of 1 Mar 81)
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* SURVIVABILITY OF SEMA AIRCRAFT
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e REDUCED VISIBILITY OPERATIONS
* SELF-DEPLOYMENT PROCEDURES
* ACROSS FLOT OPERATIONS
» SEARCH AND RESCUE
SURVIVAL, ESCAPE, RESISTANCE AND EVASION

O
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FIGURE 4: Concepts, Doctrine and Tactics Panel Issues
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revision of many of our principal
doctrinal publications such as FM
100-5, it is obvious that we are
making progress. The issue of “ade-
quacy” is one of how much progress,
is it timely and are there blindspots
in our concepts, doctrine and tac-
tics? Keeping that in mind, the panel
further refined the 27 AAMAA
issues into what it felt were the most
pressing issues as listed in figure 4.

First, survivability of

special electronic mis-
S* sion aircraft (SEMA)
E"A has always plagued avia-

tion to some degree, but
has become more acute in the last 3
or 4 years as we rapidly progress
through the concepts of the central
battle with the ensuing requirement
for division and corps commanders
to have a dedicated capability to
see and then strike deep. The em-
phasis on fighting the second echelon
reinforces this need. The panel felt
that the opportunity to solve this
issue lies in actively integrating
concepts, doctrine and materiel for
an adequate air defense protection
suite and tactics for SEMA. The
Intelligence School, in conjunction
with the Aviation Center, should
produce a discrete training manual
on doctrine, tactics and employment
of SEMA aircraft operating in the
environment of the integrated Air-
Land Battlefield, in NATO (North
Atlantic Treaty Organization) as well
as Mideast scenarios, and, once
completed, that manual should be
classified because of SEMA’s impor-
tance to the AirLand Battle.

The issue of com-

7\ bined arms operations
in the main battle area
involves the doctrine

COMBINED ARMS 41 tactics of integrat-
ing the separate factions of Army
Aviation into a smoothly functioning
team, and then integrating these
into the scheme of maneuver of the
combined arms team. Problems here

have arisen because there is no
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manual as yet for our new units.
Additionally, these units have not
been tested, and many field com-
manders are not fully aware nor
convinced of the tactical advantages
and methods of employment of
aviation’s new brigade organizations.
A doctrinal void also exists in avia-
tion literature describing how to
integrate cavalry, attack, utility and
transport aviation units, operating
together as a team, to accomplish
missions requiring multiproponent
units or aircraft. The requirement
for multiproponent publications
adds complexity to an already com-
plex aviation doctrinal system.

Opportunities to correct this are
to reinforce the role of the Aviation
Center as the integrating center for
aviation doctrine. Furthermore, a
how-to-fight manual should be writ-
ten by and at the Combined Arms
Center (CACQ), in direct coordination
with the Army Aviation community,
that details Army Aviation doctrine
and tactics in combined arms oper-
ations. This manual should tell
aviators and their ground-gaining
counterparts how to employ Army
Aviation. Based on the status quo,
one would think it sufficient just to
include Army Aviation tactics and
doctrine in existing how-to-fight
manuals.

JaA AT The third issue ad-
dressed by the Con-
cepts, Doctrineand Tac-
tics Panel was that of
Joint Air Attack Team

(JAAT) operations. While close air

support and combined arms oper-

ation are not recent innovations,
the deliberate, concurrent combi-
nation of attack helicopters, close
air support aircraft and fire support,
as opposed to a sequencing of those
elements, is a fairly recent develop-
ment. Several associated “how-to-

fight” manuals, FMs 71-1, 71-2, 90-

4 and 100-5, stress Army attack air-

craft and close air support utiliza-

tion but do not mention Joint Air

Attack Team operations. JAAT
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doctrine was first published in a
joint TAC/TRADOC training text,
and its tactics are presently widely
practiced. However, the newness
of the concept and the multiple
proponency concept have contrib-
uted to undue variation in JAAT
procedures, tactics and techniques
in academic and field training.

To resolve this, the coordinating
draft of the proposed TAC/
TRADOC joint field manual on
JAAT, after revision, should be
published as a Department of the
Army and Department of the Air
Force manual so that it will be
applicable worldwide. Additionally,
the Aviation Center, as the inte-
grator, should be charged in close
coordination with the Air Force and
the combined arms to further
streamline JAAT procedures, stan-
dardize communications procedures
and jam-resistant compatible radios,
centralize coordination under the
air battle captain operating in con-
junction with the ground maneuver
commander and, finally, add em-
phasis to strengthen participation
by the Field Artillery, particularly
in battlefield illumination, so that
JAAT operations can be effectively
conducted at night.

HELICOPTER Next the. panel a.d-
dressed helicopter air-
to-air combat opera-
tions; specifically, Ar-
my Aviation concepts
of employment, doctrine and tactics
are not written into appropriate man-
uals for air defense by aviation ele-
ments, either while airborne or
during ground operations such as
refueling and rearming and laager
operations.

Manuals that briefly address heli-
copter air-to-air combat are FMs
17-50 and 1-101. However, on this
subject, these manuals are not com-
patible with AirLand Battle doctrine
in that they address helicopter air-
to-air combat only in terms of in-
dividual aircraft self-protection and
neglect aviation unit operations,

both offensive and defensive. Refer-
ring back to the threat, indica-
tions are that the threat has an air-
to-air capability, more so than do
we. The panel felt that there is
definitely a requirement for a heli-
copter air-to-air capability to allow
Army Aviation to accomplish its
assigned missions as part of the
combined arms team. If for no other
reason than to force the threat forces
to change their tactics, an air-to-air
capability for Army Aviation should
be vigorously pursued. Considering
this problem, it would appear ob-
vious that the Aviation Center
should be assigned responsibility as
the proponent for helicopter air-to-
air combat concepts, doctrine and
tactics, that the air-to-air concept
statement presently being staffed
should be approved for development
into doctrine, and that Aviation
Center training should be expanded
to include air-to-air combat. Air-to-
air combat is a reality. Army Avia-
tion must be prepared to counter
and exploit this aspect of the Air-
Land Battle. Threat helicopter pilots
are being trained and threat heli-
copters are being equipped for air-
to-air combat.

The next AAMAA
deficiency put before
the panel was that of
nuclear, biological, chem-
ical (NBC) operations
and mission-oriented protective
posture. Simply put, doctrine, tactics
and techniques for aviation unit
operations in an NBC environment
do not exist. Concepts do exist and
they are important forerunners to
doctrine, but there is not adequate
doctrine. The doctrine we do have
is oriented to the individual and
does not address unit tactics in a
contaminated environment, espe-
cially with regard to offensive oper-
ations. There are three generic areas
in which aviation unit doctrine,
tactics and techniques need to be
improved: contamination avoid-
ance, individual and collective pro-
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tection, and decontamination. Once
this is accomplished, unit training
in earnest could begin. Of the op-
portunities available for solution,
the most obvious calls for the Avia-
tion Center, acting as the integrating
center and in coordination with the
Chemical School and other combat
arms, to produce the necessary
doctrine, tactics and techniques for
Army Aviation NBC operations.

AIRSPACE o
.p:@.@_ The sixth issue ad-

¢ -

r':« ~—{dressed by this panel
- &+ was the deficiency re-

# lative to airspace man-

MANAGEMENT 30ement and Army air-
space control doctrine. Current
Army efforts at airspace manage-
ment are wrought with problems
and frustration. Although the avia-
tion community has diligently work-
ed this problem, it still exists. Air-
space above a combat zone belongs
to the joint force commander, and
this overall responsibility for man-
agement, control and defense of
this airspace normally rests with the
Air Force component commander.
This position, however, does not
reduce the Army’s requirement to
habitually employ aviation, air de-
fense and artillery into this airspace,
nor does it diminish our responsi-
bility for the coordination and inte-
gration of the use of airspace. We
must have this capability if we intend
to maximize individual and collec-
tive combat effectiveness and pre-
clude mutual interference.

The subissues listed here must
be resolved in both Army and joint
service doctrine to facilitate the
tactical ground commander’s ability
to prosecute the AirLand Battle.
Based on the magnitude and com-
plexity of this issue, it seems that
the Combined Arms Center should,
as the combat arms integrator and
proponent for command and control
and joint airspace management,
assume responsibility for and take
the lead in solving the airspace
control and airspace management
issue.
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The next issue was
“reduced visibility op-
RE ED crations.” Our AirLand
Battle concept states
that we will conduct
combat operations around the clock.
While doctrinal publications are a
little thin on aviation unit operations
in these conditions, we are exten-
sively developing aviation materiel
to fly and shoot at night. It won’t do
us any good if we don’t know how
to employ it! Again, it seems that
the Aviation Center, as proponent
for instrument flight, should develop
and integrate aviation concepts,
doctrine and tactics for combat
operations in reduced visibility con-
ditions, to include nonaviation-
specific manuals such as FM 100-5.
Currently in the field, there is con-
siderable confusion as to what kind
of instrument qualifications, rules
and equipment will be required in
combat— Federal Aviation Adminis-
tration rules, tactical instrument
rules or international civil aviation
organization rules. Low visibility
operations must address instrument
meteorological conditions, night and
battlefield obscurants.

SELF-
— The eighth issue con-
‘/w' sidered by the panel
- was strategic, interthea-
DEPLOYMENT (e /intratheater self-
deployment procedures, a concept
presently in being and with hard-
ware development in progress.

Based on recent international de-
velopments, one can only perceive
self-deployment of selected Army
aircraft as being vital to ensuring
that Army Aviation can first get
into the battle and then strike deep
when called for. Therefore, ap-
propriate doctrine, tactics and tech-
niques should be developed by the
Aviation Center and incorporated
into appropriate manuals. This issue
was also addressed by the 1978
Aviation Program Review and since
then we have made tremendous
progress. We have conducted Oper-
ation Northern Leap to prove the

feasibility of self-deployability; and,
we are making rapid progress with
the external stores capabilities for
our new aircraft. But we need to
continue; self-deployability will add
flexibility to our current short-legged
fleet by giving the commander an
ability to mission configure his air-
craft by trading fuel and payload.

The next issue con-
sidered by the panel
“FLor Was that of cross for-
=== ward line of own troops
(FLOT) operations. This
issue directly involves all the other
issues we have already discussed —
SEMA aircraft and seeing deep,
combined arms and JAAT oper-
ations attacking deep, air-to-air
combat operations to get across the
FLOT to attack deep, NBC oper-
ations, airspace management, re-
duced visibility operations, and in-
tratheater self-deployment oper-
ations. Vulnerability continues to
be the biggest problem, although in
many ways Army aircraft are less
vulnerable today than they were in
Vietnam. This can be attributed to
better air defense protection and
less vulnerable aircraft, but tactics
need further development.

The inherent ability of aviation
forces to perform the types of mis-
sions we envisage is not succintly
defined in existing how-to-fight man-
uals; and while the AirLand concept
calls for the use of aviation forces
to extend the range of the ground
commander, the following questions
are unanswered doctrinally:

e Just how deep can we reason-
ably employ aviation?

e Which aircraft will go?

e Will the forward arming and
refueling points operate beyond the
FLOT?

The answers to these and many other
salient questions can be best provid-
ed by the Aviation Center acting as
an integrator. In direct coordina-
tion with the entire aviation com-
munity and in close concert with
CAC, the Aviation Center team can

)
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produce a discrete “how-to-fight”
manual on the conduct of aviation
across FLOT operations which
should be, when completed, clas-
sified to at least the CONFIDEN-
TIAL level.

This leads us to the
SEARCH, (cnth and final issue:
[)——ﬁ,>search and rescue op-
RESCUE" crationsand escape and
evasion. If we are going
to do all these things with aviation,
especially in the offense, that we
say that we are going to do, then we
must expect to have aircrews go
down in contested, and denied as
well as uncontested areas, and we
must offer those aircrews a reason-
able hope of recovery; we don’t do
that now. This problem goes well
beyond ongoing personnel locator
system materiel developments.
Army search and rescue and survival,
escape, resistance and evasion proce-
dures must be compatible with those
of other services and national civil
agencies. The panel feels strongly
that our progress, or the lack of it,
in developing an organic ability to
recover aircrews impacts on our
ability to effectively commit our
aviation forces during self-deploy-
ment, at the FLOT and across it.
That concludes the second article
in this series; but we would like to
close with several questions which
are prompted by looking at the
variety of issues in the concepts,
doctrine and tactics area: “Is the
overall concept of Army Aviation,
that is, how our aviation relates to
the rest of the Army, is it what it
should be? Could we fight, organize,
equip, train and manage it better
under a realignment of responsi-
bilities? We have already compro-
mised on the aviator issue, we no
longer adhere to the principle of
branch qualified aviators, why not
an aviation branch? Why not an
Aviation School with the same
responsibilities and authorities as
the other TRADOC schools? How
can aviation be declared a full
member of the combined arms team
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when, in fact, it is not organized,
trained, managed and recognized
as a full member?”

Based on these questions put
before the AASPR-82, the TRA-
DOC directive that outlines propo-
nent responsibilities for aviation
systems (the 21 August 1978 letter
entitled “Aviation Proponency and
Integration Functions™) is under-
going review.

Throughout the deliberations of
this panel, because of the desire for
consensus, it was obvious that the
principal area of conceptual con-
troversy was not directly addressed;
however, it was pervasive and pres-

ent in all panel discussions; we are
referring to the concept of aviation
proponency. Since many members
of this panel are also aviation pro-
ponents who, by the way, were all
against changing the proponency
concept, it was not directly dis-
cussed; however, that issue was
addressed by the Training Panel
and will be discussed in the Septem-

ber issue. ot

NOTE: Our sincere appreciation to COL
Joseph Rutkowski, DOTD, USAAVNC;
LTC George Coutoumanos (Retired);
CPT(P) Paul Hinote, DOTD, USAAVNC,
and, of course, the panel members for
their contributions.
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Aviation Center Training Analysis and Assistance Team

DRILL DISTANCE

ISSUE: AR 95-1 states that the distance from the unit
is the determining factor for setting the synthetic
flight training system (SFTS) training requirement.
In many cases it is difficult for Reserve Component
aviators to meet these requirements since the aviator
is not colocated with the unit and must travel in some
cases 150 to 175 miles to the unit. It would be better
to set the SFTS requirement from the aviator’s current
residence to nearest available training facility rather
than unit location.

COMMENT: Coordination with the National Guard
Bureau (NGB) was made. The NGB recommends the
unit request individual approval for training for those
aviators who are located nearer an SFTS training
facility other than that specified by FORSCOM
Regulation 350-3. The amount of training time will
remain the same and will be determined as it is
currently. (Directorate of Evaluation and Standard-
ization)




PEARLS

Personal Equipment And Rescue/survival

&

Lowdown

Benny Duhaime photo by Tom Greene

PEARL Articles

The purpose of each PEARL article is to keep the
Army Aviation community informed of changes or
new developments in the areas of aviation life support
equipment (ALSE), survival techniques, rescue pro-
cedures and training, and to make suggestions, answer
questions or clarify policy pertaining to those areas,
and to help correct problems or irregularities in the
field. Everything we say or do is said or done only with
the best interests of Army aircrew personnel in mind.
Should we become aware of someone doing something
that they shouldn’t be doing, or using equipment that
they shouldn’t be using, or violating regulations they
should be adhering to, then it is our obligation and re-
sponsibility to bring that situation to light for the benefit
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of the Army Aviation community. This we will continue
to do. By the same token, we would appreciate a “team”
effort to put forth the best information available so we
can all profit by it. We also use PEARL to pass along
information which is certainly a benefit to you in this
fast growing area. Tell us what you're doing out there
for the benefit of ALSE and Army Aviation. Thanks
for your continued support and inquiries.

Headbands for Spectacles

Headbands for spectacles of individuals working in
and around Army aircraft are listed under national
stock number (NSN) 8465-01-102-9129. These headbands
may be ordered from SARGENT SOWELL INC,,
11185 108th Street, Grand Prairie, TX 75050. Part
number is 61W185, manufacturing code is 22027, the
cost is $1.00 each. We do not plan to stock them
because of the minimal cost.

AR 95-XXXX

AR 95-XXXX is currently being staffed/coordina-
ted throughout the Army Aviation community. This
regulation when finally published will establish/identify
the Army Aviation life support system program. Should
you have any comments pertaining to this draft regula-
tion we would appreciate getting the information
through your major command to DCSLOG-AV,
HQDA, Washington, DC 20310; and should you have
any questions on this regulation please do not hesitate
to give us a call. Point of contact is the DARCOM
Project Officer, AUTOVON 693-3307/2492.

AN/PRC-90 Survival Radio

There isn’t a day that goes by that we do not get
inquiries on the AN/PRC-90 survival radio. Seems
that the biggest problem we are faced with is the
replacement of the radio that is turned in for repair to
Sacramento Army Depot. Because these radios are
“Free Issue” it appears that units may be requisitioning
the replacement radios as “Initial Issue.” We have
discussed this problem with the item manager (Jim
Lewis), AUTOVON 992-3919, and believe that the
turnaround process could be speeded up by the units
if they would indicate on their requisition form that it
isan “EXCEPTION REQUISITION” for a serviceable
radio citing the turn-in document number of the un-
serviceable radio plus a 26 in column code 55 and 56.
This action should preclude activities’ requisition with
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a low Department of Army Management Priority List
(DAMPL) from being placed on backorder. NOTE: It
has also come to our attention that some units are
turning AN/PRC-90 survival radios in to Defense
Property Disposal Services. This problem was surfaced
recently during a review of property disposal assets
wherein 60 of the AN/PRC-90 survival radios had
been turned in. Alldefective/unserviceable AN/PRC-
90 survival radios should be turned in to Sacramento
Army Depot because of their criticality and short
supply.
Survival Radio Test Equipment

We in the Army have been using the AN/PRM-32
and AN/PRM-32A test sets and the U.S. Air Force has
been using the AN/PRM-95A tester to test survival
radios and their personnel locator beacons. We also
use the 2530/UR and 2530A test sets to test survival
radio batteries. Unfortunately, these testers do not
test the survival radios as a system and it is possible
that a survival radio may not be fully operational
when it is issued to aircrew personnel. A recent F-4
aircraft accident highlights this possibility wherein
the pilot and navigator ejected from the aircraft. One
individual was rescued when he used his survival
radio and transmitted a beacon signal, the other
individual was rescued a week later by a visual sighting.
Inspection of the survival radios revealed that they
both tested operational, but when they were put into
the new U.S. Air Force survival avionics tester TS-
24B, only the survival radio of the individual who
transmitted a beacon signal was operational. This
new tester tests survival radios as a system whereas
the old testers test as a go/no-go but the antenna may
not be putting out a signal. The new tester will test all
survival radios and personnel locator beacons as a
system. An accessories kit containing associated

TS-24B
survival radio tester

hardware and cables for accommodating all survival
radios and personnel locator beacons for input and
output electrical parameters as a system is provided.
We are currently taking action to gain support for this
tester (see figure) and will keep you aware of its status.

Report Of Discrepancy (ROD)

The ROD is submitted on Standard Form 364 in
accordance with AR 735-11-2. Transmittal letters and
indorsements are not authorized. The design of the
SF 364 is sufficient to report discrepant conditions
and direct disposition instructions. So, if someone
finds they are getting equipment which is not up to
standard, i.e., something is missing or found to be
lacking, fire up an SF 364. We would appreciate an
information copy be sent to this office (DRCPO-
ALSE); point of contact is Mr. Tommy Vaughn. We
will monitor the action and give you full support to
resolve the issue early.

Aircrew Personnel Body Armor, Small Arms Protective

Assets of the assembled item, front and back plate
w/carrier, in size regular, NSN: 8470-00-935-3193, have
been exhausted; only minimal assets are available in
size short, NSN: 8470-00-935-3192. No additional pro-
curement will be made. Army activities authorized
body armor should requisition out-of-stock sizes by
available components and assemble the items locally.
Size Vest Front Plate Back Plate
Short 8470-00-999-1473  8470-00-935-3177 8470-00-935-3174
Regular  8470-00-999-1474 8470-00-935-3178 8470-00-935-3175

Survival Vest, Radio Pocket

Stocks of radio pocket, NSN 8415-00-442-3616, are
exhausted. The effective date of supply for the pocket
which is used to accommodate the AN/PRC-90 survival
radio was July 1982.
Survival Vest, SRU-21/P

The survival kit, NSN 8415-00-177-4819, has among
its components a tropical personnel aid kit, NSN
6545-00-782-6412, which contains ingredients classified
as controlled substances by the Comprehensive Drug
Abuse Prevention and Control Act of 1970, Public
Law 95-513. Authorized Army activities, designated
to receive controlled substances by The Surgeon
General, may submit requisitions for the tropical air
kit direct to RIC S9M: Defense Personnel Support
Center, ATTN: Director of Medical Materiel, 2800
South 20th Street, Philadelphia, PA 19101. All other
Army elements, including National Guard installations,
must contact their base hospital or nearest medical
support unit. Subject survival vest is now being shipped
with the butane lighter and signal flares. This is autho-
rized by the Department of Transportation Exemption
DOT E6232 (extension) scheduled to expire 1 August
1983.

It you have a question about personal equipment or rescue/survival gear, write PEARL, DARCOM, ATTN: DRCPO-ALSE,
4300 Goodfellow Blvd., St. Louis, MO 63120 orcall AUTOVON 693-3307 or Commercial 314-263-3307
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RECENT REVIEW of 43
Amountain flying accidents
showed that in only eight of
the cases the investigation board
did not fault the flight crew. Six
of the cases involved materiel
failure/malfunction, which brings
a quick conclusion that when an
aircraft component fails, Army
crews are capable of handling the
emergency quite well. The
opposite may also be true. When
Crew error Occurs, Crews
sometime compound the
problem by trying to recover
from the bad situation they
created. Sometimes they even try
to hide an embarrassing situation
they created.

It is generally believed that in-
structor pilots are a cut above
other pilots. They should know
more about how the aircraft
operates, why it does what it
does, what its limitations are, and,
equally as important, what the
limitations of the operator are
and what errors he is most apt to
commit.

IPs must keep their cool in
stressful situations and use good
judgment. Neither of these
attributes is taught in school; they
are usually acquired through
experience. Therefore, our IPs
should be our most talented and
experienced aviators. However,
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11 of the 35 mountain flying acci-
dents involving crew errors. In all
11 accidents, the IPs were at fault.

This article was not written to
criticize IPs, pilots, copilots, crew
chiefs, commanders, or anyone
else. It should, however, point out
the fact that no one is immune
and that everyone should know
beforehand when approaching
either aircraft or operator limits.
If we always operated at sea level
on a standard day with a
proficient IP at the controls of a
lightly loaded aircraft, we would
have few occasions to test those
limits. If, however, we must
operate in rough terrain and/or
high altitudes with heavy loads,
then we had better become inti-
mately knowledgeable of some
VIPs (Very Important Publica-
tions). The operators manual and
TC 1-10, Mountain Flying Sense,
are two prime ones.

Let’s look at some of the cases
to see if we have progressed over
the years.

A long time ago

A U-8 pilot and passenger were
cruising at 17,000 feet msl, VFR
on top, when a pilot in another
aircraft asked for their location.
The U-8 pilot answered, “I must
be near my destination because
the ADF is getting nervous. I'll

.leal")n about
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drop down through this cloud
deck to see where I am and will
call you back.” That call was
never made. The aircraft and the
dead pilot and passenger were
found at the base of a sheer rock
face near the top of a 15,000-foot
mountain. This particular
mountain would cause the ADF
needle to swing (indicate station
passage) if flight was conducted
near it. This condition was known
by all the aviators in the area, and
it was approximately 85 miles
from the nearest

nondirectional beacon (NDB).

A few years later a U-1A with
five people and some cargo
aboard tried to cross this same
mountain range during inclement
weather. How inclement was it? It
was so inclement that they could
not file an IFR flight plan, so they
filed VFR instead. The planned
route was to cross the southeast
quadrant of an occlusion. A cold
front was moving east
approaching the north/south
mountain range. Their
destination was west of the
mountain range and forecast to
be VFR at ETA.

The flight did not go well. All
the passes through the mountains
were filled with low clouds. The
crew decided to climb on top and
finally, at 15,000 feet msl, were
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clear of most of the tops. No
oxygen was aboard (although it
was available before takeoff), and
the flight was continued above
14,000 feet for more than an
hour. The ADF was tuned to
destination NDB and when the
needle started swinging, the crew
decided they were at or near their
destination. Radio
communication with their desti-
nation established that
destination weather was VFR, so
the crew decided to descend into
heavy buildups ahead and below
them. They encountered severe
turbulence and radioed ahead for
any reported thunderstorm
activity. Destination observers
said, “No, we did have about an
hour ago but they have all moved
to the east into the mountains
now.” At 12,500 feet msl, the
plane flew into a snow-covered
mountain slope and flipped on its
back, 96 nautical miles east of
destination and less than 20 miles
from where the U-8 mentioned
earlier had crashed. Several days
later, the crew chief and one
passenger were rescued in very
poor condition. The bodies of the
other three people were
recovered several months later.

We are not the only ones who
manage to find a cloud full of
rocks on occasion. A commercial
airliner “in the soup” in a squall
line, at night on a VFR flight
plan, flew into a 2,600-foot
mountain about 600 feet below
the peak. Scratch one airliner and
eleven people.

Here are some of the findings:

e The crew was properly
trained and qualified.

e The aircraft was properly
equipped and maintained.

e There was no materiel
failure or malfunction.

e Postmortem found no physio-
logical problems.

e The crew had current and
forecasted weather before
takeoff.

e The flight deviated from the
planned route.

JULY 1982

e The flight was operated in
instrument meteorological condi-
tions on a VFR flight plan.

e The captain, without
adequate knowledge of the
terrain, directed the flight to
descend to an altitude which was
below terrain elevation.

e There was no evidence that
the captain was concerned about
his position or track over the
ground.

e The accident occurred while
the aircraft was flying straight and
level, under cruise power. The
crew was not aware of the
impending impact with the
terrain.

What has an airliner crash to
do with Army aviation? Most of
the identified faults have also
been committed by Army
aviators. And the Army was
directly involved in this case. Two
UH-1s were sent into this same gray
and murky weather later in the
night in an attempt to retrieve the
bodies. Again, the UH-1s filed
VFR and ran into low scud,
rain, and rising terrain. After
getting caught in a blocked
canyon, they tried to make a 180-
degree turn to get out. One made
it. Scratch one UH-1 and three
more people in the same weather
and mountains on the same night.

Another UH-1 was sent to
retrieve the body of a civilian who
had died in a privately owned
aircraft several months earlier.
The UH-1 made a successful
landing at about 13,000 feet msl.
The crew decided to reposition
the aircraft, lost control, and
rolled it over. Another UH-1
successfully rescued the crew.
Not so long ago

A CH-47 with a load of troops
failed to clear a 10,000-foot saddle
and was destroyed during an
attempted landing on a steep
slope.

A few years later, another CH-
47 with troops and cargo aboard,
trying to cross a 10,000-foot
saddle, encountered low clouds
in the saddle. The pilot tried a

slow downwind turn and lost
control of the aircraft. It crashed
and burned after bouncing off the
side of the mountain and after the
crew thought they had regained
control during the bounce.

An AH-1G was climbing
around a mountain. About 12,500
feet msl, the crew decided to take
some photos of an observatory.
To get into a better position for
the photos, the crew decided to
overfly a ridgeline. Airspeed dissi-
pated to 10 knots, rate of climb
stopped, and rpm dropped to
6,350. Then things started to de-
teriorate—altitude, rpm, control,
etc. The crew tried to “plant” the
aircraft on the mountain slope.
The crew survived, but the
aircraft didn’t. An OH-58 picked
up the two pilots, who were not
seriously injured, and flew them
out.

With the aircraft located and
the crew en route to medical
facilities, surely everything was
under control. Not so. The crew
of another OH-58 decided they
needed to go to the crash site to
pinpoint its location. In doing so,
they managed to get into a
situation where they tried to
make a slow, right, downwind
turn. Anyone familiar with the
limitations of the OH-58 can tell
you that slow, right, downwind
turns at high power settings are
not addictive. Usually they are
disastrous but not habit-forming.
This crew survived — the aircraft
didn’t.

A UH-1 with nine aboard con-
tinued flight into mountainous
terrain and deteriorating weather.
It hit trees and was demolished.
Two people survived, and the
next day they tried to walk out.
One survivor had to give up
after a short distance because of
his injuries, but the other got to a
farmhouse and called a sheriff,
who initiated rescue procedures.

Later, another UH-1 on a
similar mission in the same
mountains had an engine failure
and had to make a landing into
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the trees on a slope. Maintaining
control of the aircraft saved all
aboard. Six had major injuries,
but had the aircraft hit
uncontrolled, as in the preceding
case, the results would probably
have been as disastrous. These
two mishaps illustrate that when
crews make the errors that create
an emergency they don’t fair well.
On the other hand, if the aircraft
creates the emergency, our crews
usually perform very well.

A U-1A pilot was flying across
a mountain range, returning to his
home station. He had flown
nearly 8 hours since initial takeoff
and had been on continuous duty
more than 12 hours. The VFR
flight plan began to get out of
hand since he was in and out of
clouds at 5,500 feet msl. The
destination forecast had been
given as 900 feet scattered, 1,500
feet overcast with a chance of 600
overcast, and 2 miles in light rain
and fog. The pilot elected to get
below the cloud layer and
proceed VFR to destination. He
soon realized he wasn’t going to
get below the clouds and started a
180-degree climbing left turn to
get back on top. The aircraft hit
the side of a mountain and was
destroyed. Fourteen hours later
rescue crews found the pilot and
his passenger injured but alive.

A T-42 pilot began a cross-
country training mission,
intending to overfly some
mountainous terrain. An hour
and a quarter later, an eyewitness
at 11,170 feet msl watched the
aircraft fly up a canyon and crash
at 12,450 feet on a snow field
below a pass. Three fatalities
resulted from the crash.

A CH-47 was No. 2 in a flight of
three proceeding up a
mountainous valley. No. 1 got
into IMC, climbed, contacted a
nearby approach control, and
returned to home base. No. 2
attempted to cross a ridge VFR in
low clouds and struck powerlines,
destroying the aircraft and killing
the three people aboard.

18

A U-21 flew into a
mountainside in a remote area
after the IFR flight plan was
cancelled. The postcrash fire
consumed the aircraft. There
were five fatalities. Cancellation
of IFR clearances while still IMC
was not uncommon with this
remotely based flight detachment.

A UH-1 was sent to the east of
home base on an instrument
instructional training mission.
The crew, without telling anyone
of any change, proceeded
northwest instead to an 11,500-
foot mountain peak. During an
attempt to overfly the peak at less
than 50 feet agl, the IP lost
control of the aircraft and had to
put it down among large rocks
and small trees. Another UH-1
with a qualified mountain flight
crew recovered the downed crew
about 2 hours later.

A UH-1 IP and crew diligently
determined what power was
required and available to make a
takeoff from an Air Force Base at
4,000 feet msl. They then flew to
a ridgetop at 8,500 feet msl and
tried to hover without considering
what power was now available or
required. Needless to say, more
power was needed than was
available. The aircraft turned to
the right until the IP “planted” it
on the side of the ridge. There
was no suitable landing area on
the ridge. The aircraft was totaled
but the crew and passengers were
uninjured. Other less experienced
aviators successfully flew UH-1s
in and out of the crash site for the
next several days. These pilots
used the performance charts in
the operators manual to
determine what performance
would be at the higher elevations.
Later, over a beer, the IP of the
mishap aircraft was asked, “When
did you lose the aircraft?” His
answer, “I lost it on the ground
before takeoff when I failed to
properly plan my flight.” Amen.

An OH-58 was scheduled for a
night ATM training mission. En
route time, with intermediate

stops, was to be 7 hours and 35
minutes. The flight began at 1912
hours. Toward the end of the
mission, the crew decided to
deviate from their plan and do
some approaches at a tank
gunnery range. The pilot started
anapproach toaridgeline covered
with sagebrush and pinon trees.
He decided not to use the landing
light and attempted a go-around
at translational lift. He lost
control during the go-around and
finally chopped power. The
aircraft crashed at 0125 hours
from about 20 feet with impact
forces of 20 g’s. The crew
sustained major injuries and the
aircraft was destroyed.
Unplanned, unscheduled,
unskillful, unprofessional,
unnecessary.

More recently

How about an IP who was not
aboard?

Five UH-1 crews managed to
find themselves on top with low
fuel. One made an instrument
approach to their departure
point. Two found holes,
descended below the overcast,
and landed in the mountains
where they were refueled and
returned VFR to the departure
point. Two landed on adjacent
ridgelines on a logging road
above the cloud deck. There was
an IP in one of the aircraft.
Before the refueling truck could
service these aircraft, the cloud
deck rose and engulfed them
both. The crews met and planned
their departures. The IP’s recom-
mendation was that they make
instrument takeoffs (ITO) from
their present location after they
were refueled. He told the PIC of
the other aircraft that it was a
“piece of cake.”

After the refueling was
completed, the IP had his pilot
radio a VFR flight plan for two
UH-1s from the mountain top to
their departure point. The No. 1
crew then made an ITO from a
hover on a VFR flight plan in
zero-zero conditions. They made

U.S. ARMY AVIATION DIGEST



it on top and radioed back to No.
2 to “come on up.”

The second ITO was slightly
different. The PIC was flying
from the left seat, from a hover,
but never established a climb and
crashed 300 feet below and less
than one-half mile from his
takeoff point. Where does it say
you should make an ITO from a
pinnacle, from a hover, from the
left seat on a VFR flight plan?
This accident will surely tell you
that you shouldn’t. Scratch one
UH-1H and crew of three.

How about another IP who
wasn't aboard?

Two W1ls were scheduled to lift
a recon patrol to some high
ground in a UH-1H. While
planning the flight the night
before the mission, it appeared to
them that they would be
overgross. They took their
problem to the unit IP who
checked their computations and
came up with a quick fix. “Your
figures are wrong. You are
computing your passengers at 240
pounds when those guys won't
weigh 160 pounds soaking wet
the day after Thanksgiving. Get
them down around 200 pounds
and you'll be all right.” Sure
enough, when they recomputed at
200 pounds per passenger, the “all
up” weight of the aircraft was
below 9,500 pounds— not much,
but below. They took the load to
a ridgeline. The landing was
okay, but while trying to lift off,
rpm bled off. The crew made
a hovering right turn uphill
and downwind to avoid an impact
area. Control was lost and so was
the aircraft. The passengers with
their gear were individually
weighed after the accident. They
averaged 267 pounds each.

How about an IP who was
aboard? The IP was not
functioning as an IP on this flight.
However, he was qualified as an
SIP, an NVG SIP, and an IFE,
and he was flying the aircraft at
the time of the mishap.
Approaching a ridgeline above
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12,000 feet msl, he suddenly
realized he had full left pedal and

-only 6300 rpm. The situation

quickly deteriorated to a shallow
right turn that got progressively
worse, shuffling very badly with
no pedal control and losing
altitude. The aircraft hit and
rolled to the left, ending up on its
back. The IP said it was like a
topping check. If you pull
collective until the rpm bleeds
off, it really is something like a
topping check, isn't it?

None of the crew knew what
torque was being used nor what
was available. They did know that
when they took off they had 40.5
pounds available at 6,000 feet.
They had never computed it for
12,000 feet, nor did they look to
see what it was reading in the last
10 to 15 minutes of flight. They
did not know they had exceeded
VNE during cruise flight before
the mishap. The IP had beeped
rpm to 6500 because it sometimes
crept to 6625 to 6650 in flight.
The lowest rpm anyone saw was
5700 and descending. The crew
thought they were at 10,500 to
11,000 feet msl when in fact they
were at 12,000 feet. The highest
anyone remembers on the
altimeter was 11,200 feet. The
PIC/1P was confident he could
handle any situation in a UH-1
and was not particularly
concerned when he found himself
with full left pedal and 6300 rpm.
He expected to fly out of it. The
PIC/IP had deviated from the
planned route to take a closer
look at this particular ridge.

A flight of four AH-1s en route
to a training site approached a
mountain pass. The lead pilot
reported they would not be able to
get through. The No. 4 pilot, the
platoon leader, said they should
go a little bit further. Soon after-
ward, lead entered IMC and lost
control of the aircraft. Control
was partially established before
they broke out of the clouds, but
there was not enough room to
fully recover before the aircraft

crashed. Both pilots survived.
One pilot was able to walk to a
road, stop a vehicle, and get help.
IMC breakup procedures had
been briefed before the flight.
However, no one in the flight
followed them. There was a short
period of intense confusion
(panic). The three remaining
aircraft made a 180-degree turn to
return to the departure point and
were immediately confronted
with another flight of four AH-1s
inbound to the same pass. The
original three passed about 50
feet below the second flight.
Neither flight had any idea the
other was in the area. Somehow,
everyone missed everyone else.
Not all of the mistakes made by
the crews in these cases nor the
solutions have been listed in this
article. For those who are
interested in improving their
ability to operate in rough terrain
and high altitude, don’t read the
operators manual and TC 1-10;
study them! The limits of the
aircraft are pretty well outlined in
the operators manual, and
TC 1-10 points out lessons
learned in dealing with mountain
operations. Compute; don’t check
off the 365F. Unless you really
know the weight of your aircraft,
how can you determine the capa-
bilities of it? Study the weather
and learn to cope with it. Who
expected to operate a helicopter
at a density altitude of 15,000 feet
when he was learning to fly one?
But if you are asked to perform at
high altitudes over rough terrain,
don’t wait until you get there to
find out you are asking for more
than your aircraft can produce.
How do you go inadvertent
IMC in the daytime? Webster
defines inadvertent as
unintentional, but it also defines it
as heedless and negligent. Check
the publications that pertain to
your operations, local SOPs, etc.
And be sure you correctly
prepare a performance planning
card before pulling pitch. Please.

e
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Aviation Center’s
Branch Training Team:
ACTAAT

lN THE LATE 1970s, Training and Doctrine Command
(TRADOC) headquarters recognized a serious shortcoming
in the Army’s training system. The shortcoming was that no
formal mechanism existed to provide a link between units
in the field and the service schools and training centers. A
process was envisioned to serve as the foundation for the
development of a closed loop feedback system through
which information would flow from the field to the schools,
integrating centers and TRADOC headquarters. The
information then would be analyzed, acted upon and returned
to the field as new or improved training policies or procedures.

On 21 August 1979, General Donn Starry, then TRADOC
commanding general, directed that each TRADOC institution
establish a “branch training team™ for the purpose of
conducting visits to proponent units in the field. The objective
of these visits would be to “establish and maintain a meaningful,
productive dialogue between the TRADOC schools and
field units, battalion size and smaller, and to collect data
pertaining to the effectiveness of training at the TRADOC
institutions.”

The establishment of the branch training team at the
U.S. Army Aviation Center, Ft. Rucker, AL, required coordi-
nation with each of the other TRADOC institutions which
was the proponent agency for the various aviation related
areas, i.e., Ft. Benning, GA, for utility helicopters, Ft.
Knox, KY, for attack helicopters, etc. Once the coordination
was accomplished, the path was clear for the formation of
the Aviation Center’s branch training team, known as the
Aviation Center Training Analysis and Assistance Team,
or ACTAAT.

ACTAAT visits provide an opportunity for field units to
provide data and input into the training programs of the
Aviation Center, thus increasing training effectiveness and
producing a final product which readily meets the needs of
the tactical mission. The ACTAAT visits further provide
the field units a direct connection to other similar programs
within TRADOC institutions and thus a voice in the
formulation of doctrine. In the area of assistance, the team
provides training support materials and briefings on

20

USAAVNC training plans and programs. The ACTAAT
further serves as a point of contact at the Aviation Center
for information exchange and field feedback.

The data and comments collected during a visit are
collated into a final report and purged of any unit or
personal identification. The data and comments are staffed
to the appropriate agencies and directorates for response.
The responses on all issues developed on a visit are then
submitted to the commanding general of the Aviation Center
for approval. The final report is then forwarded through
the commander of the Aviation Center to the commander
of TRADOC for information and/or any further action.
Copies of the final report are supplied to the commanders
of the visited units. Information pertaining to other TRADOC
institutions is sent to the proponent agency for the proper
disposition.

Since its inception, the ACTAAT has conducted visits to
active duty and Reserve Component Army Aviation and
air traffic control units throughout the world. Time and
funding, however, affect the frequency with which the
visits may be conducted. The current projection is for
annual visits with units in Korea and Europe with the
remaining units being visited every 30 to 36 months.

Methods to provide more timely information sharing and
to increase the contact between the Aviation Center and
aviation related field units are constantly being developed
and evaluated. The monthly feature in the Aviation Digest,
“The ACTAAT Connection,” has been established to highlight
major issues from ACTAAT visits.

The first 18 months of ACTAAT visit reports have been
consolidated and resubmitted to the appropriate agencies
for their comments. The purpose of this consolidated report
is twofold. First, it provides an opportunity for the various
agencies responding to ACTAAT findings to update their
responses. Second, upon completion the report will be
distributed to each aviation and air traffic control battalion
or separate company-sized unit throughout the Army. The
consolidated report will enable the ACTAAT to reach all
units on a yearly basis and will provide the very latest
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information on those subjects. The consolidated report will
be distributed in the early summer and will become an
annual report.

Although determination of data for improvement of
USAAVNC courses of instruction is paramount to the
ACTAAT mission, it has been found that the rapport
established with the unit because of the visit is of equal
importance. The visit provides the unit an opportunity to
tell USAAVNC what is needed to make aviation a full
partner in the combined arms team, what type of training to
emphasize, and what training products are needed to ac-

complish efficient unit training. In turn, this data is con-
sidered for use throughout the aviation community, saving
resources and increasing training effectiveness and tactical
awareness.

The ACTAAT stands ready to provide assistance or
information in Army Aviation or air traffic control matters.
Any questions or requests may be made by calling AUTOVON
558-4691 or 6571 or by writing the Directorate of Evaluation
and Standardization, ATTN: ATZQ-ES-E, Ft. Rucker, AL

36362. Sl

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: ATZQ-ES, Ft. Rucker, AL

36362 orcall usat AUTOVON 558-3504 or commercial 205-
255-3504. After duty hours call Ft. Rucker Hot Line, AUTOYON
558-6487 or 205-255-6487 and leave a message

GCA T A2 TN

Aviation Center Training Analysis and Assistance Team

NVG QUALIFICATION

ISSUE: There is a strong feeling in the field that night
vision goggles (NVG) qualification training covers
more tasks than are needed. Itis perceived that there
is little need for traffic pattern maneuvers other than
normal and shallow takeoffs and landings. It is also
perceived that proficiency in simulated emergency
procedures is required only for low level and hovering
autorotations. Traffic pattern work is largely unreal-
istic because of the lack of visual feedback at altitude
under NVG. Simulated emergency maneuvers, other
than those cited, will be flyable and the aviator will
be able to fly the aircraft to a suitable area for a
normal NVG landing, or to a prepared field where
NVG will not be required. Instructor pilots stated
that more time should be devoted to teaching aviators
the visual cues applicable to tactical NVG contour,
low level, and nap-of-the-earth flight.

COMMENT: NH/NVG flight training courses are
designed to develop proficiency in all the aircrew
training manual (ATM) maneuvers which may be

performed in the NH/NVG mode. This ensures aviator
proficiency in all aircraft operations within the
NH/NVG flight environment. This also applies to
emergency procedures since it is impossible to
anticipate the varied flight conditions an aviator will
encounter while in the NH/NVG flight environment.
The ATM delineates the minimum iterations necessary
to achieve maneuver qualification. The commander
may increase the number of iterations as necessary to
attain or maintain maneuver proficiency. When fielded,
the AN/PVS-6 Aviator Night Vision Imaging System
(ANVIS) will provide sufficient visual cues to allow
night flight at traffic pattern altitudes. Additionally,
although unlikely, it is conceivable that a running
landing may have to be conducted while wearing
NVG at a tactical site due to constraints of fuel, time
or tactical situation. Therefore, aviators should be
trained to perform all required maneuvers to proficiency
in case of such a contingency. As stated in an earlier
comment, the NH/NVG task list is being reviewed, in
an attempt to align requirements with the flight envelope
of the AirLand Battle. These, and similar issues will
be considered during that review. (Directorate of
Training Developments)
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OK. Reading from
front row, LT S. A. Williamson, CPT J.
S . R. Phillips and SGT J. S. Rengers;
‘middle row, SGT R. S. Wilkinson, SGT W. C.

Part23

BUILDING
A TRAINING
PROGRAM

Department of Air Training

1 he Department of Air Training’s
] /‘:8 first class of instruction was for
;‘1’3@; mechanics. It got underway on 27
e8| July 1942 and lasted 5 weeks—
making it Army Aviation’s first class. Mean-
while, preparations to begin the first flight
class were completed by the end of July. The
instructors, consisting mostly of members of
the Class Before One, did not have long to
wait. The 19 students who started outin Pilot
Class Onereportedin on 1 August and began
training two days later, flying the [.-4B Piper,
the L-2B Taylorcraft and the L-3C Aeronca.
Sixteen of them were graduated on 18
September.

Post Field at Fort Sill was turned over to the
Army Ground Forces by the Army Air Corps.
Thus Army Aviation had its first airfield with
23 aircraft on hand and 100 L-4s plus 50 [-2s on
order. Several small auxiliary fields were built
either on the reservation or on nearby leased
land.Some tactical training strips also were
built.

For the first five flight classes the Department
of Air Training was able to accept both officer
and enlisted soldiers from the Army Ground
and Army Service Forces. However, each stu-
dent had to have at least 60 hours of flight time
and hold (or have recently held) a pilot’s license.
That prompted growing pains. By November
1942, the sources for obtaining experienced
pilots from within Army Ground and Service
Forces had dried up. A plan under which the
Army Air Forces would supply 100 basic trained
pilots a month also failed. Consequently, an
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Colonel William W. Ford, left, first director of the Department of Air Training chats
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