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IN ORDER TO inform you about a concept
for employment of Army Aviation that has evolv-
ed to reality, the lead article by MAJ William
Frederic describes the Air Cavalry Squadron of
the High Technology Light Division of the 9th In-
fantry Division, Ft. Lewis, WA. The squadron’s
mission is to provide real time tactical informa-
tion. Its unique organization, tactical concept
and reinforced structure for combat are pro-
trayed to give an excellent picture of this unit
which has been favorably field tested.

LTC David W.A. Swan continues with his infor-
mative article about “British Light Helicopters
Operations During The Falkland Islands Cam-
paign.” This in-depth account reveals how
helicopters were successfully employed and why
they could not be used in some situations. LTC
Swan pays tribute to the helicopters and crews:
“...helicopter established its unchallengeable
place on the battlefield...crews gave magnificient
and courageous support.”

“Bring ’em Back Alive” cautions us to learn in
advance what edibles and materials are available
for survival on the terrain over which we fly. True
survival experiences are cited—successful and
others; associate with and consider these as per-
sonal experiences you’ve had; and, learn by
them, for your sake, you family’s and the Army.
There’s nothing more tragic than loss of life that
could have been avoided through proper plan-
ning and preparation.

MAJ James Nielson informs us about the
“Cold Weather Survival School.” This is a time-
ly article from which we can learn specifics for
cold climate operations. Aviators must be
prepared to survive indefinitely across the en-
vironmental spectrum, if not rescued early.

Mr. Raymond Birringer's article ‘“Combat
Search and Rescue” tells us of concepts and
equipment oriented to the immediate recovery of
downed aircrews within the framework of
AirLand Battle doctrine. The proposed CSAR ef-
fort encompasses rescue in areas uncontested,
contested and beyond our forward line of own
troops into the enemy’s rear area.

In this month’s Threat article, “Controlled
Substances That Can Kill You,” SSG Janet
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Garofalo warns us of Soviet chemical warfare
(CW) capabilities. She discusses their organiza-
tion, chemical agents, delivery equipment and
self-protection systems already in the Soviet
combat and combat support vehicles. Consider-
ing the extent of Soviet preparation for CW, we
must also be prepared in this area.

Aviation Performance In A Chemical Environ-
ment, “APACHE,” by LTC Michael McCormack
and MAJ E.E. Whitehead reviews our efforts to
ensure CW survivability and continued capacity
to fight for our aircrews and support personnel.
The author’s report measures to improve our
MOPP gear and the subjective appraisals made
by those aviators who took part in the test.

| invite constructive comments about subjects
in this month’s Digest as well as your concepts
concerning any area of Army Aviation that you
believe will improve our Branch’s capability for
the AirLand Battle.

Major General Bobby J. Maddox
Commander, U. S. Army Aviation Center
Fort Rucker, AL



FIGURE 1: Division '86 Armored Cavalry Squadron.
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THE BLACK KNIGHTS of the 3d Squadron,
5th (U.S.) Cavalry, Ft. Lewis, WA, have under-
gone two major reorganizations during the past
2 years. Organized as an air cavalry squadron
(TOE17-205H) in the 9th Infantry Division, the
squadron began its transition to a Division '86
armored cavalry squadron (TOE17-305 TEST)
when it was assigned to the 9th Cavalry Brigade
in April 1981.

Equipped as illustrated in figure 1, the
squadron underwent testing in the spring of
1982 at Yakima Firing Center, WA.

4 motorcycles

It must be understood that the mission was
changed drastically along with the organiza-
tion. Designed as a reconnaissance unit and
used over broad frontages and in large areas,
the weapons sytems and organization facil-
itated self-protection only. The ability to strip
the enemy recon forces and cause the main
body to deploy was lost. The removal of the
ground scouts from the air cavalry troops
severely limited their employment, staying
power and security. The High Technology Light
Division (HTLD) squadron (figure 2) was built
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photos by George Amerine.

to overcome the recognized shortcomings and
to return the fighting capability to the squa-
dron, yet further reduce the airlift requirements
to deploy the squadron and, in particular, to be
able to rapidly deploy an air cavalry troop on
C-130 aircratft.

The squadron underwent another reorganiza-
tion in October 1982. The ability of the LACT
(Light Air Cavalry Troop) to accomplish its mis-
sion was tested during the spring of 1983. The
following discussion of missions, organization
and capabilities has been executed and field
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Major William J. Frederic
Assistant Division Aviation Officer
9th Infantry Division
Fort Lewis, WA
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tested with favorable and desirable results.

The mission of the HTLD Air Cavalry
Squadron is to provide real time information to
the front, flank, rear and within the division
area to the division commander, or Cavalry
Brigade (Air Attack) (CBAA) commander as ap-
propriate. The squadron can initiate a fight to
determine enemy strengths and intentions and
can maintain contact without becoming
decisively engaged. It can perform rear area
combat operations (RACO) and maintain the
division’s lines of communications.



Organization
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The squadron is assigned to the
CBAA and contains:
® Headquarters
quarters Troop (HHT)

¢ One cavalry troop

¢ Three light air cavalry troops.

The squadron headquarters con-
sists of the squadron commander
and principal staff people for com-
mand, control and administration of
the squadron. At the headquarters
troop, the commander, who is a ma-
jor, directs all special staff sections
and provides administrative, supply
and maintenance of weapons for
troop and squadron headquarters
personnel, and decontamination ap-
paratus and cadre for nuclear,
biological, chemical (NBC) decon-
tamination for the squadron. The
communications platoon operates
the squadron wire communications
system, with a two-net retransmis-
sion capability, and performs
organizational maintenance on the
signal equipment assigned to the
headquarters and air cavalry troops.

The support platoon requests,
secures and issues supplies. It also
transports the squadron’s basic load
of ground use class III and V, and
provides three mess teams for the
squadron. The medical platoon
operates the squadron aid station
and provides a medical aid and
evacuation team to the cavalry
troop. One additional team can be
provided to an air cavalry troop
when detached. The maintenance
platoon performs organizational
maintenance, repair and evacuation
of all vehicles and weapons; while

and Head-
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the aviation unit maintenance
(AVUM) platoon performs organiza-
tional maintenance on all aircraft in
the squadron. It requests, receives,
issues, stores and maintains avia-
tion supplies/petroleum, oils and
lubricants (POL) and ammunition.

The mortar platoon uses six
heavy mortars to deliver smoke and
limited indirect suppressive fire to
extract the scout platoons. It is
organized with a platoon leader, two
fire direction centers and two sec-
tions of three mortars. The platoon
can provide echeloned fire support
to the squadron and to other brigade
elements in sector (attack helicopter
battalions); can give direct support
to each cavalry platoon on extended
frontages through task organization.

The reconnaissance platoon pro-
vides a limited air assault and
ground reconnaissance capability.
Mounted on 14 motorcycles, the pla-
toon is immediately responsive to
the squadron commander. It is best
suited for reconnaissance between
gaps in friendly lines and lines of
communication missions. The com-
mand aviation section provides tac-
tical mobility for the scout sections
from each of the air cavalry troops
and the reconnaissance platoon,
The section provides a command
and control aircraft (LCH) to
squadron headquarters and per-
forms logistics functions to include
forward arming and refueling point
{FARP) displacement and resupply,
and maintenance recovery.

The ground cavalry troop is

| organized with three scout platoons
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in HMMWVs (high-mobility multi-
purpose wheeled vehicles), and a
headquarters section which in-
cludes organizational maintenance.
The troop commander is provided a
scout vehicle to command from for-
ward positions while not providing
a battlefield signature different from
the scouts. The troop executive of-
ficer, in a command post vehicle,
operates the troop headquarters and
is responsible for collating and
reporting information generated
within the troop. The troop has the
capability to receive and employ
surveillance sensors such as ground
surveillance radars and remotely
emplaced and monitored sensors.
The cavalry troop is employed under
squadron control as a tactical entity.

The three scout platoons of the
cavalry troop are a standardized
seven vehicle, four-man, scout-crew
configuration. Each four-man,
scout-crew can establish an observa-
tion post, dismount scouts, use night
vision or radar sensing devices, con-
duct reconnaissance by fire with the
vehicle’s MK-19 grenade launcher,
emplace and employ sensors, and
report information in a timely man-
ner. Three vehicles have tube-
launched, optically-tracked, wire-
guided (TOW) missile systems. The
scout crews can operate individually,
as a member of their squad or as a
platoon. The mission, enemy terrain
and frontage to be covered will dictate
the employment techniques.

The three air cavalry troops are
organized with a troop head-
quarters, operations section, scout
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section and two aeroscout platoons.
Troop headquarters provides ad-
ministration and command control.
The operations section performs
liaison and coordination for tactical

requirements and monitors combat
operations of the troop. The scout

| section provides a limited air assault

and ground reconnaissance capa-
bility. Two aeroscout platoons are

| each organized with six light com-

bat helicopters (LCH) and provide
the primary reconnaissance, surveil-
lance and light attack capabilities.
The light combat helicopters are
armed with ‘‘bolt on/off”” weapons
systems, to allow commanders to
tailor their weapons to the factors of
mission, enemy, troops, terrain +
time (METT +T). Weapons systems
include antitank missiles, folding fin
aerial rockets, air-to-air missiles,
machineguns and mine dispensers.
Sighting systems and weapons
capabilities provide for maximum
stand-off for both observation and
weapons firing. Night vision equip-
ment permits 24 hours operation;
however, observation beyond 500
meters at night is limited and must
be considered in mission planning.
Note: There is not an approved re-
quirements document for a light
combat helicopter with the mention-
ed weapons systems. The concept
has undergone testing at Ft. Lewis
and Yakima Firing Center, using
JOH-58C surrogate aircraft with
weapons systems. The organization
and employment of the squadron is
based on the desired HTLD cavalry
squadron of the future.



Organization for Combat

The squadron may be reinforced with
maneuver company/teams, Air Defense Ar-
tillery, Field Artillery, Engineer, Military In-
telligence, Army Aviation and combat service
support units. It normally maintains unity of
command and organizational integrity of the
troops, and attached or supporting units by cen-
tralized planning and decentralized execution.
The squadron operates under both CBAA and
division control and the squadron or one of its
troops may be temporarily attached to or placed
under the control of a brigade. Headquarters
and Headquarters troop is used tactically in two
echelons: command posts (CPs) and trains.

The squadron commander controls and coor-
dinates operations using a tactical CP and a tac-
tical operations center (TOC). The tactical CP
consists of the commander, S3, fire support of-
ficer, the air liaison officer, in their fighting
vehicles, forward of the TOC to enable the com-
mander to get on-the-spot knowledge and ex-
ercise personal leadership and control. The
commander’s LCH is used for this function over
extended frontages.

The TOC normally includes the executive of-
ficer, the S2 and S3 sections, the fire support
element (FSE) and liaison personnel from at-
tached and supporting units. The TOC is lean
and moves frequently for passive self-defense.
Communication and coordination with higher,
subordinate, adjacent and supporting units is
accomplished by the TOC. The TOC is a current
operations and planning center.

Trains. The squadron uses two echelons of
trains: combat and field. The combat trains
normally include the S4 (officer in charge (OIC)),
the S1, the aid station, and a ground
maintenance contact team, ground POL,
prisoner of war (POW) collection point, and is
where the attached units (engineers, NBC pla-
toon, etc.) laager while in reserve.

Field Trains. The HHT commander (OIC), air
troops (when not deployed forward), command
aviation, flight operations, maintenance, com-
munications platoon, AVUM, support platoon
and mess teams are located in the field trains.
The command aviation section leader directs
the positioning and operation of the FARPs
based on guidance from the S3.

ghﬁr
aTom

The cavalry troop normally maintains pla-
toon integrity and task organization is ac-
complished at the troop level. The mortar pla-
toon colocates and provides direct support to
the troop with either three or six heavy mortars.
On extended frontages, mortar squads can be
attached to the cavalry platoons. Additional
maneuver and combat support units may be
placed under operational control or attached
(air cavalry platoon or engineer squad).

Command control is exercised by the troop
commander from his fighting vehicle, and he
is normally accompanied by the fire support
team (FIST) chief. The troop CP locates behind
the platoons with the executive officer. The
troop first sergeant leads the unit trains which
has the maintenance section, mess team, class
III, V and vehicles from the support platoon.
The cavalry platoon leader may form two or
three teams depending on METT + T. The pla-
toon normally will organize into two teams.
Team A consists of the platoon leader, two scout
squads and an antitank squad. Team B consists
of the platoon sergeant, one scout squad and
one antitank squad.

Air cavalry troop. The troop normally main-
tains platoon integrity, and task organization is
accomplished at the troop level. A UH-60 Black
Hawk helicopter normally is operational control
(OPCON) to the troop, and an appropriate
package of support personnel and equipment
will be attached when the troop is placed under
operational control or attached to a brigade. The
11-man scout section, moved by the UH-60, has
4 motorcycles, 2 machineguns, 3 PPS-15
ground surveillance radars, and night vision
and communication equipment to accom-
modate 24 hours surveillance and security
missions.

The air cavalry platoon, equipped with six
LCHs, each with a com-

g ﬁ ﬁ plete set of bolt-on,
s e ooe DOIt-off weapons, can

e be task organized in

N many different ways.
7uum:| 7275 FHAR (ssbmenition) Each LCH is flown by
i 2 Shager

two pilots, and one con-
figuration is shown in
figure 3.

FIGURE 3: Air Cavalry Platoon
with six command and control
aircraft.
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Concept of Tactical Operations

Offense. Cavalry is used by the division com-
mander during offensive operations to retain
the initiative. Before joining the main battle the
cavalry identifies enemy locations and
strengths. The cavalry then continues recon-
naissance to find the enemy flanks, unit boun-
daries and weaknesses. When weaknesses are
found, the division commander can concentrate
forces rapidly, exploit the weakness and fight
in the enemy’s rear area. The cavalry has stand-
off firepower to initiate a fight without becom-
ing decisively engaged, and can conduct a hasty
attack to determine the strength of an enemy
force, seize a limited objective, be augmented
with additional combat power, or conduct a
feint to confuse and surprise the enemy.

Movement to Contact. The squadron acts as
part of an advance covering force when the
larger unit is moving to contact. Route and zone
reconnaissance are moves to contact. The
squadron attempts to make contact with the
smallest unit. Once contact is made, some other
operation is required. An air troop conducts a
hasty reconnaissance forward of the ground
troop, by-passing enemy outposts and small
recon units in an effort to identify the main
body’s locations and dispositions. The ground
troop conducts a detailed route or zone recon-
naissance, but more rapidly than if done
independently.

Attack. A hasty attack is initiated rapidly by
the troop commander using fire and maneuver
and maximum standoff of the weapons
systems. If an enemy force is not quickly
eliminated, the squadron commander will
employ attack helicopters, field artillery and/or
joint air attack team (JAAT) to neutralize the
enemy.

When contact is established by an aeroscout,
the team immediately returns fire, deploys,
reports and develops the situation. Contact with
the enemy is maintained, and the size and
posture of the enemy is determined. The troop
commander determines whether the troop can
destroy it or if additional forces are necessary.
The troop commander normally has one pla-
toon onstation in the area of operation (AO) at
all times and one platoon at the FARP. The pla-
toon onstation maneuvers one team to the flank
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Route and zone recon—moves to contact.

or rear of the enemy to destroy him. When ef-
fectively neutralized, one team continues the
reconnaissance while the other turns over the
battle site to the ground troop commander who
will gather detailed enemy information, capture
POWSs and confirm neutralization of the enemy
force.

If the enemy force is more than what the air
cavalry platoon can dispatch, the squadron
commander requests attack helicopters and/or
JAAT. If an attack helicopter unit is employed,
the air cavalry platoon hands over the battle to
the attack commander. Should close air support
become available simultaneously, the attack
commander controls it. The cavalry maintains
enemy contact throughout the emploment of
the attack units unless ordered to bypass. When
feasible, the ground cavalry mops up the battle.

If the ground cavalry establishes contact
without air cavalry, the troop commander
assesses the situation and either maintains con-
tact without becoming engaged or maneuvers
to gain the tactical advantage. All appropriate
and available combat support elements are
used against the enemy force.

Exploitation and Pursuit. The squadron, act-
ing as part of a larger force, conducts these
operations. During an exploitation, the squad-
ron operates the same way it moves to contact
but with a higher likelihood of direct combat.
Therefore, the weapons systems on the LCH
carry full loads, and fuel is reduced, if
necessary. An air troop frontage or less would
be assigned to the squadron, and air troops
would relieve air troops onstation using the one-
third rule (one troop on the mission, one troop
en route and one troop at the FARP).



During a pursuit, the squadron is in the en-
circling force. Employment considerations, as
stated in the exploitation, are used.

Defense. The squadron is not assigned an
area to defend. It conducts reconnaissance,
screens, acts as a rapid reaction force and par-
ticipates in rear area protection operations. It
screens stationary and moving forces during
delays, counterattacks, withdrawals and reliefs.
The screening force is normally task organized
with one ground platoon attached to each air
cavalry troop, and each air cavalry troop is
assigned a sector. Actual task organization is
dependent on the factors of METT +T.

As a rapid reaction force, the squadron pro-
vides the division commander the flexibility to
gain time and reduce or slow the enemy’s
follow-on forces. The wide mix of weapons avail-
able on the LCH allows the commander to arm
for the threat. For example, the division is
defending against an armored threat, and the
enemy has used air assault operations. One
troop is armed with all TOW missiles, one with
Stingers and machineguns, and one with a mix
of Stinger/7.62 mm machineguns, 2.75 inch
rockets and TOWs. The LCH is not as protected
as an attack helicopter and should not be used
where deployed enemy troops can place effec-
tive ground-to-air fire. The air troop can be ef-
fective against units moving up to reinforce or
pass through engaged units.

During rear area protection (RAP) operations,
the squadron can maintain lines of communica-
tions, provide a rapid reaction force and perform
limited RACO missions. Troop integrity is
maintained during RAP missions.

Role In Deep Attack. An air cavalry troop nor-
mally is OPCON to a brigade for deep attack.
The troop provides reconnaissance and air

Troop sets up 3 to 6 km circular screen around the ground force.

defense protection for the air assault force into
the objective and to the ground force. The troop
establishes a 3 to 6 km circular screen around
the ground force until extraction or relief. The
troops conduct a reconnaissance out to the
screen line to determine actual enemy disposi-
tions in the AO. When the unit is extracted, the
troop provides air defense coverage for the air
assault force. The squadron, as a whole, does
not normally participate in a deep attack.
Role in Lodgement. An air cavalry troop is
augmented with an aviation support package
to include a FARP and AVUM contact teams.
The troop is attached to the lead brigade on the
lodgement. Deploying on C-130 or larger air-
craft, one to two teams land with the lead
elements of the brigade. They are airborne
within 15 minutes and begin an area recon of
the airhead site. The remainder of the troop
closes on the lodgement site within 6 hours.
The troop’s initial mission is to establish a 3,
6, 9, 12 and 20 km circle around the airhead.
A screen is established at each circle then ex-
panded as assets become available. The troop’s
scouts are used as much as possible to conserve
aviation assets. A troop FARP area is established
in a geographically secure area away from the
airhead but close enough for an immediate
security response. The troop deploys with its
complete complement of armament to allow the
troop commander to change weapons as the
situation develops. Initial weapons mixes will
be Stinger, 7.62 mm machineguns and TOWs.
The squadron (minus) closes on the airhead
within 36 hours and either relieves the troop,
augments it or begins the movement to the ob-
jective. On the squadron’s arrival, the detach-
ed air troop reverts to OPCON status to the sup-
ported brigade or returns to squadron control.

U.S. ARMY AVIATION DIGEST



Combat Support

Combat Service Support

Fire support is provided to the squadron
through normal established channels. Division
artillery provides both FSE and FIST for the
squadron and the ground troop. All scouts and
aeroscouts can call for fire support.

Mortars can be used for both squadron sup-
port and for use by the CBAA. The basic load
is weighted in illumination and smoke relying
on field artillery for most destruction missions.

Field artillery is used whenever possible. A
tie-in with tactical fire (TACFIRE) is established
by the SE, FIST and each LCH. The electronics
on the LCH allow aeroscouts to designate or
pick a target, automatically determine its loca-
tion and pass the fire mission to the field ar-
tillery battery through TACFIRE in seconds,
without verbal communications.

Close air support is most frequently ac-
complished using JAAT techniques. The
simultaneous engagement of enemy forces pro-
vides mutual security, rapid target identifica-
tion and increased target effectiveness; may see
burning enemy vehicles in target area.

Air Defense. The use of Stinger air-to-air
missiles on the LCH has given the squadron a
measure of security not normally expected.
When an air threat exists, each team will have
a minimum number of Stinger missiles
mounted.

This degree of security can be expanded to a
brigade or the division for periods when tactical
air superiority has been lost. For example, dur-
ing an exploitation, an air cavalry troop could
be OPCON to the lead brigade for air-to-air com-
bat and flank screen missions. The small size
of the LCH makes it difficult to be seen and
tracked by other air platforms. The air defense
battalion may provide Chaparral, Vulcan and
Stinger on a mission basis. The squadron has
no dedicated air defense support.

Engineers. The squadron gets its engineer
support from the general support engineer com-
pany and additional assets on a mission basis.
Engineers are normally in direct support when
the squadron is conducting a movement to con-
tact. Traveling with the ground troop, the
engineers improve mobility and break obstacles
in sector. Engineers are used, whenever possi-
ble, to slow the enemy while other combat sup-
port elements are employed.
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The S4, working from the combat trains,
plans for and coordinates the logistical support
of the squadron. He locates the combat trains
about 20 minutes by ground from the ground
troop (if forward) command post. The field
trains are located 1 hour by ground from the
combat trains. Logistical support for all
assigned and attached ground units is forward-
ed through the field trains. The field trains
receive all logistical support from the CBAA
Forward Support Battalion (FSB). Downed air-
craft recovery is effected by the FSB upon re-
quest. Bulk class III, V will be drawn from the
closest FSB.

Aviation Class III/V. The squadron can
operate two FARPs simultaneously and have
trucks on the road for resupply. To increase
mobility and decrease vulnerability, the FARPs
will reposition every 3 to 6 hours. The S3 in-
structs the HHT commander as to where, when
and how large the FARPs should be. He,
through the command aviation section, ex-
ecutes the FARP repositioning and replenish-
ment. Each FARP has a position locating and
reporting system station (PLRS) and reports its
status through the PLRS bulletin board. Also,
the AVUM armament section works at the
FARP sites conducting simultaneous rearming
while refueling is in progress. Ground use III/V
is pushed forward to the units from the field and
combat trains to logistics release points, and air
resupply is accomplished when the situation is
critical.

With two major exercises successfully com-
pleted in the last 2 years, the Black Knights of
the 3d Squadron, 5th Cavalry are ready to meet
the challenges of the 1990s. it

LCH—Stingers for security.




Last month the Aviation Digest carried
“Part I, The Déployment,” of this article.
Copies of Part | can be obtained by
writing to Editor; Aviation Digest, P.O.
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Route of 45th Commando
Royal Marines

from 27 May to 4 June . .
" = ' Route of 3rd Battalion,

he Parachute Regiment
from 27 May to 2 June

) -
TEAL INLET™ o
.

SNo e
A M1, USBORNE MT. KENT‘A :
CAMILLA CREEK
"‘v—/(

LDARWIN ) & HOUSE - FITZROY S\ piutF
COVE

5 ¥GOOSE GREEN

the 5th Infantry
Brigade on 6-8 June |

2nd Battalion, the Parachute Regiment
move on Goose Green on 28 May.

British Light Helicopter
Operations during the

Falkland

Islands Campaign
PART Il : The Battle

TURNING THIS MONTH to
the landing over the beaches at San
Carlos and the subsequent advance
to Port Stanley, I will quickly
remind you of the overall pattern of
events and then discuss the tasks of
the helicopters. 3rd Commando
Brigade (3 Cdo Bde) came ashore at
San Carlos in the early hours of 21
May and secured the beachhead and
the high ground surrounding it.
During the following 5 days the
position was consolidated, and the
buildup of men and materiel

Lieutenant Colonel David W.A. Swan AAC

British Liaison Officer
U.S. Army Aviation Center
Fort Rucker, AL

continued, notwithstanding re-
peated air attacks by the
Argentinian Air Force.

The breakout from the beach-
head started on 26/2/ May with 2nd
Battalion, The Parachute Regiment
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(2 Para) moving south to Goose
Green and Darwin where it suc-
cessfully defeated an Argentinian
force three times its own size. The
Argentinian position posed a threat
to the beachhead and to the flank
of the advance to Port Stanley. In
the meantime 45 Commando Royal
Marines (45 Cdo) and 3rd Battalion,
The Parachute Regiment (3 Para)
started to advance along the nor-
thern route, east toward Douglas
Settlement and Teal Inlet (figure 1).
The 50-mile march, the celebrated
““yomp,”” over difficult terrain and
in appalling weather was completed
in 3 days with both objectives
secured. 42 Cdo was then leap-
frogged forward by such helicopter
lift as could be made available and
secured Mount Challenger and
Mount Kent on the western ap-
proaches to Port Stanley.

5 Bde came ashore on 1 June and
Major General Jeremy Moore,
having assumed command of all
land operations, committed the
brigade to the south.

The brigade was moved to
Fitzroy which had been secured by
2 Para after a rapid advance when
it was discovered that the
Argentinians had evacuated the
settlement. The loss of three HEI
Chinooks in the Atlantic Conveyor
was one of the factors which
prevented the bulk of the brigade
being moved by air (the bad weather
being another) and it was during the
sea move that our heaviest
casualties were sustained when the
Argentinian Air Force attacked the
landing ships, the Royal Fleet
Auxiliaries (RFAs) Sir Galahad and
Sir Tristam, in Bluff Cove. Both
ships had to be abandoned.

The final battle for Port Stanley
was to be in three phases and 3 Cdo
Bde began Phase I during the nights
of 11/12 June (see figure 2). Phase
2, with 5 Bde, took place during the
nights of 13/14 June. Fighting was
stiff and the two brigades had to
overcome fierce resistance from the
regular elements of the Argentinian
land forces. The third phase was
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never launched as the Argentinian
defence collapsed and two
battalions were launched in pursuit
and closed up to the outskirts of
Port Stanley. General Moore
accepted the Argentine surrender
during the night of 14 June 1982.
With that quick review of the
overall campaign, let me now
describe in more detail the tasks the
helicopters undertook in support of
the operations. The tasks given to
the Cdo Bde Air Sqn during the
initial landing were, from first light,
to provide reconnaissance and
observation and/or armed aircraft
to support the assaulting units, the
artillery, the Naval Air Squadrons
and the Commander 3 Cdo Bde.
The squadron had to be prepared
for airborne Forward Air Control
(FAC) and Aerial Observation Post
(AOP) tasks, or Field Artillery
Aerial Observation (FAAO) in U.S.
terms, and to establish forward
arming and refueling points
(FARPs) and individual Flight
Forward Operating Bases ashore
when ordered. Finally it had to be
ready to mount Close Air Support
(CAS) missions with the 68 mm
“SNEB”’ rocket-armed Gazelle, if
no other CAS was available.
These tasks were allocated to the
various flights of the Cdo Bde Air

FIGURE 2: The final assault.

Sqn of which C Flight had the most
difficult. The proposed Rapier AD
sites were on the hills surrounding
the beachhead and the Rapiers
themselves were to be airlifted in by
Sea King helicopter. However in the
time available after the landing it
would not be possible for the
infantry to clear all the AD sites
before daylight. The question was
whether to wait for the infantry to
get up the hills to secure the sites in
the daylight before moving the AD
weapons ashore, or would the threat
of Argentine air attacks during the
2 or 3 hours delay after daybreak
justify using other ways of checking
to see if the sites were clear. The air
threat was such that it was decided
to use the Gazelle to prove the
security of the fly-in routes ahead
of the FLOT (forward line of own
troops), to confirm that the sites
were clear and then to escort the Sea
Kings as best they could.
Confirmation that the sites were
clear was carried out successfully
but on one of the escort missions
two Gazelle were shot down and a
third hit when they were fired on by
a group of undetected Argentinian
infantry retreating from Port San
Carlos. One crew was killed in the
air and the crewmembers of the
other Gazelle came under fire as
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they swam away after successfully
ditching the aircraft. The pilot died
in the arms of his aircrewman just
after they got ashore.

These were the only casualties of
the landing force on D Day but they
served to underline the fact that this
was going to be a real war. The
lessons from this incident were that
the aircraft were operating in a role
for which they were not designed,
i.e. as quasi gunships, and, second-
ly, if they had been fitted with an
observation sight, ideally with
thermal imaging, they could have
stood back and observed the enemy
instead of having to seek them out
at close quarters at considerable risk
to themselves.

The next phase, the battle for
Goose Green and Darwin, was to
set the pattern for subsequent light
helicopter operations in support of
the troops on the ground. The open
nature of the Falklands’ terrain,
which was devoid of any natural
cover, would have exposed the
larger support helicopters to
unacceptable risk from enemy fire
in the forward area. They were also
heavily committed to the movement
and ammunition resupply of the
artillery batteries as well as to other
logistic support. All helicopter
support of the forward units
therefore became the responsibility
of the light helicopters.

Two Scouts and two Gazelle
from the Cdo Bde Air Sgn were
placed under command of 2 Para
for this operation and a liaison
officer put into the battalion
headquarters to control them.
During the 3 days of the battle these
aircraft flew in all the ammunition
and rations that were used by the
battalion and flew out all the
casualties, including the Argentines,
often from forward positions under
fire, by day and by night. It was
during this operation that we
suffered our third casualty.

The two Scouts were flying
forward to collect casualties when
they were attacked by two Pucara
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fixed wing aircraft which appeared
out of the overcast. The Pucara is
a small twin engined, two seat
aircraft designed for counter
insurgency duties in Argentina. It is
armed with two 20 mm or 30 mm
cannon and four 7.62 mm
machineguns and is capable of
carrying 3,300 lbs of stores on three
pylons. It is a relatively slow flying
aircraft with good manoeuvrability,
ideal for anti-helicopter combat.
One Scout was able to twist and
turn and get back to the cover of an
AD area but the other was caught
by a burst of cannon and
machinegun fire which killed the
pilot. The aircrewman was thrown
clear when the aircraft hit the
ground but he survived, although
with major injuries. The incident
was watched by the crews of the two
Gazelle who were flying only 1,500
meters away but they were unable
to assist as their aircraft did not
carry an air-to-air self-defence
weapon.

The need for an air-to-air weapon
is the obvious conclusion to be
drawn from this incident but there
are others which emerged. When
the pilot, who escaped the
attentions of the Pucara, was
debriefed he made two points.
Without the help of his aircrewman
giving directions, who on this
occasion happened to be in the back
of the aircraft preparing to receive
casualties, he would not have been
able to take the appropriate evasive
action when the Pucara were behind
him. The second point the pilot
made is that in taking evasive action
at low level his concentration was
totally on flying the aircraft
(“‘standing it on its ear’’!) and he
would have been in no position to
make use of any self-defence
weapon on board his aircraft. This
suggests that aircraft, particularly
Scouts, should operate as pairs both
being equipped with air-to-air
weapons for mutual support.

As the ground troops moved
rapidly forward to Port Stanley, it

became necessary to install radio
rebroadcast stations to maintain the
radio link between them and San
Carlos. These were inserted by the
helicopters of 656 Sqn Army Air
Corps (AAC). The rapid advance
also made it inevitable that small
pockets of enemy would be
bypassed and helicopter pilots
accordingly varied their routes when
in transit to avoid establishing a
pattern. Nevertheless a Gazelle
became the prey of one of these by-
passed enemy groups when it was
brought down by a missile at night
whilst carrying a repair team to one
of the rebroadcast stations. All on
board were killed.

Although no armoured threat
materialised, good use was made of
the SS-11 missile systems on board
the Scouts in knocking out enemy
bunkers and even gun positions on
the outskirts of Port Stanley. On
two occasions they were used in
direct support of infantry assaults
when no artillery support was
available. Although the SS-11
missile is an old first generation
system, it nevertheless proved to be
quite reliable. Out of 17 occasions
when the weapon was used there
were three missile system
malfunctions and two rogue
missiles.

There was one amusing incident
when a small airmobile group of
one Gazelle armed with SNEB
rockets, one Scout armed with
SS-11 and two Scouts carrying
Gurkha troops, was involved in
clearing small groups of enemy
thought to have moved south into
the Lafonia Plain. The group
approached an isolated farmhouse
whereupon some 10 infantrymen
were seen to rush outside and take
cover in a nearby gully. There was
a pause—and then the Scout fired
an SS-11 missile into the gully to
flush out the enemy. They came out
with their hands in the air waving
a white flag—and the AAC is
claiming it to be the first time
infantrymen have surrendered to a
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helicopter in flight in the Corps’
short history!

The final battle for Port Stanley
repeated the pattern set at Darwin
and Goose Green. Light helicopters
lifted out all the casualties and 85
were moved in this manner on 12
June alone; this included some by
night. One aircraft using night
vision goggles was guided in by a
single torch [flashlight] to lift out 3
casualties from a raiding party on
the outskirts of Port Stanley, which
was still occupied by the enemy
forward of our own troops.

Before I leave the battle itself and
discuss some of the other aspects,
I must make further mention of the
work of the support helicopters.
During the voyage south they were
used extensively in transferring
stores from one ship to another, or
cross decking as it was called. Over
300 cross decking movements were
carried out at sea, often in frightful
weather. Once the beachhead had
been established they were con-
stantly ferrying stores from ship to
shore. As the troops moved forward
the support helicopters moved up
the supporting artillery and
ammunition. They lifted in some
18,000 rounds of 105 mm
ammunition during the pre-
parations for the final battle around
Port Stanley.

The single RAF Chinook, which
was being air tested when the
Atlantic Conveyor was sunk with
the 3 other Chinooks, did sterling
service. It carried some 80 men in
one lift during 2 Para’s rapid ad-
vance to Fitzroy. It flew 109 hours
in combat conditions without spares
or group support, all of which had
been lost on the Atlantic Conveyor.
It was an impressive peformance.

The attack on the two RFAs at
Bluff Cove epitomised the
courageous efforts of the support
helicopter crews as they took their
helicopters close in to the burning
ships amongst the smoke and
flames to rescue the survivors and
prevent greater loss of life.
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LESSONS LEARNED

I am not sure whether this section
should be titled ‘‘Lessons Learned’’
or ‘“‘Lessons Re-learned and Re-
emphasised.”” In many ways very
little that was actually new came out
of our experiences of Operation
Corporate but we were sharply
reminded of some old and
traditional lessons, and the
campaign also emphasised some of
the theories on the use of aviation
which had not been put to the test.
It certainly gave further support to
our current proposals to improve
our aircraft and equipment.
Aircraft Maintenance

The two aviation squadrons
constantly achieved more than 90
percent availability of aircraft
during the operation. They
managed this because of a number
of factors:

e High peacetime standards of
maintenance.

e The aircraft themselves were
relatively simple to service under
very primitive conditions.

e The sensible delegation of
powers to senior NCOs to extend
servicing intervals and the high
degree of effort, skill and resource-
fulness of the technicians
themselves.

e The imaginative application of
new learned skills in Battle Damage
Repair (BDR).

e Servicing at night using torches
under makeshift covers so as not to
reveal locations to the enemy. In
this respect there is a pressing need
for a portable, light proof servicing
shelter.

e All aircraft were cleared of
major assembly changes for 200
hours.

The aircraft on occasions flew, out
of necessity, above their maximum
all up weight (AUW). A number of
Scout tail rotors were changed due
to cracking at the roots, possibly as
a result of overloading. It is vital
that the dangers of operating above
maximum AUW are understood
and reported and that technicians

A Sea King lifting supplies.

are fully aware of the symptoms on
the aircraft which may result. The
diligence of our technicians
prevented what may have been
subsequent disaster.

Aircraft Manning and Flying Rates

The two squadrons flew some
2183.4 flying hours, of which the
Gazelle’s share was 1218.3 and the
Scout’s was 965.1. Pilots were in the
air for 6 to 8 hours in every 24 hours
by day and night.

The Cdo Bde Air Sqn was able to
achieve a manning ratio of 2 pilots
per Gazelle and just over one pilot
per Scout. 656 Sqn’s manning ratio
was just over one pilot per aircraft
throughout. In both squadrons
there was one aircrewman per
aircraft. The difference in ratios
was accounted for in that the Cdo
Bde Air Sqn was unable to take all
its Gazelle due to lack of shipping
space, as I mentioned earlier.

Both squadrons were able to
maintain 24 hour support for most
of their operational periods.
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However in the case of 656 Sqn this
was only possible through very
careful monitoring of aircrew
fatigue. For longer operational
periods a ratio of 3 pilots to 2
aircraft is considered essential. The
aircrewman to aircraft ratio of one
to one proved acceptable.
Refueling

Due to the impossibility of
moving fuel by vehicle on the boggy
ground, resupply was also totally
carried out by air. Stocks of
aviation fuel in 45 gallon drums,
with small aircraft powered
portable pumps, were positioned as
far forward as possible. These were
flown in by the support helicopters
whenever possible but the supply
was intermittent due to limited
aircraft availability. On occasions
the squadrons uplifted their own
fuel but they had only a limited
capability and as the units moved
farther inland this no longer became
feasible. Use was made of captured
Argentinian fuel, both in 45 gallon
drums and in a pillow tank with its
own pump, at Goose Green.

A refueling base was eventally
established at San Carlos and
Fitzroy and use was also made of
readily available fuel on board
ships. In the latter case, however,
this caused some problems as ships
tended to move without warning
which caused one or two pilots a
temporary moment of panic when
faced with a near empty tank and
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a patch of open sea where last was
seen a ship showing no signs of
preparing to move.

Aeromedical Evacuation

The movement of casualties from
forward units to the Field Dressing
Station (FDS) was almost entirely
by light helicopter. After initial
treatment and some cases, surgery,
they were then flown back to the
hospital ship by Sea King. An
estimated 200 casualties were
rapidly extracted from forward
areas by the light helicopters and
this contributed significantly to the
morale of the combat troops.

There was some concern initially
about quickly loading seriously
wounded soldiers, usually without
stretchers, into the back of small
helicopters. Medical advice however
was that whatever additional
damage was done during the move
was far outweighed by the boost to
morale that a fast evacuation would
give. This, in fact, turned out to be
correct and only one casualty did
not make it back to the FDS, and
of those who did only two failed to
survive.

The aircrewmen in the helicopters
helped considerably by giving com-
fort to the injured, administering IV
drips and in some instances mouth
to mouth resuscitation. Our ex-
perience in this area pointed out the
need to give aircrewmen more train-
ing in first aid than the basic train-
ing they normally receive. It is

Refueling Scout helicopters from 45-gallon drums.
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therefore planned to widen the
scope of this training during the air-
crewman’s course.

The Air Threat

I mentioned the need for an air-
to-air weapon and the tactics of
scout aircraft being mutually sup-
porting earlier in this article. Local
air superiority was difficult to
achieve and heavy reliance was
placed on land and ship based AD
weapon systems. Light helicopters
operated at nap-of-the-earth levels
which made their detection by fast
jets very difficult. There was only
one incident of a helicopter receiv-
ing the attention of an enemy fast
jet and he successfully evaded the
jet by using the well known tactics
which are taught to both British and
U.S. helicopter pilots. The situation
is different, however, if slow flying
fixed wing aircraft are the attackers
as it also would be if engaged by
other helicopters.

Inevitably helicopters were caught
in areas which were subject to unex-
pected concentrated air attacks but
by ‘‘going to ground” and using
every scrap of cover (such as it was)
and undulation in the ground they
survived. Unfortunately three
helicopters were heavily damaged
when parked near a tactical head-
quarters which came under bomb
attack—the lesson learned is
obvious!

Light helicopters were instructed
to switch off their identification,
friend or foe (IFF) during air at-
tacks to avoid the late identification
of a friendly helicopter confusing
the AD tracking equipment. This
was possible because there was no
perceived enemy helicopter threat.
Additionally the need to change IFF
codes at short intervals proved dif-
ficult and sometimes impractical;
consequently crews tended to turn
it off altogether. Future conflicts
may not allow this luxury and much
greater attention will need to be
paid to IFF procedures and the com-
mand and control of AD weapon
systems and light helicopters.
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Night Flying

Night flying was a routine task
and was only prevented by bad
weather. Night vision goggles
(NVG) allowed aircraft to operate
farther forward and lower, in-
cluding the casualty evacuation for-
ward of our own troops that I men-
tioned earlier in the article, but there
were insufficient goggles for all the
crews and only the Cdo Bde Air Sqn
used them operationally.

Night operations without NVG
were flown in support of all the ac-
tions, including casualty evacua-
tion. Whenever possible crews were
tasked for night operations over the
same ground, where they had
operated during the day. Standard
night approach aids were used but
there were also some non-standard
ones rigged with torches.

Role Equipment

The SNEB 68 mm rocket system
and waist mounted machine guns
were not used, primarily due to lack
of suitable targets and lack of cover.
The attack profile for the SNEB, a
diving attack, would have exposed
the Gazelle to undue risk to enemy
small arms and missile attack.
However, it may be possible to use
the SNEB smoke rockets as a means
of delivering smoke.

The flotation equipment was not
used. On the Gazelle it was prone
to undemanded activation and in
the case of the Scout it was rendered
unserviceable by corrosion in tran-
sit. Nevertheless flotation gear is
essential for single engined heli-
copters when ship-borne operations
are anticipated for long periods.

Radar altimeters and SASs
(stability augmentation systems)
made a major contribution to the
safe operation of the aircraft at
night and in bad weather when air-
crew workload and fatigue were at
their height. Likewise NVG are also
essential. Radar altimeters are to be
fitted to all our aircraft and an ex-
tensive purchase of NVG has been
authorised.
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Floor armour was fitted to all air-
craft but there was the inevitable
weight penalty. It could be argued
that NOE flight rarely exposes the
underside of a helicopter whereas
the front, rear and sides are much
more vulnerable. As an absolute
minimum, without imposing undue
weight penalties, helicopters should
be fitted with armoured seats and
the crew should wear body armour
in load carrying jerkins (similar to
a survival vest).

CONCLUSION

In this article I have tried to
highlight the main features of the
Falklands campaign as they affected
the use of helicopters but there are
many other points I could have
covered. There is always a danger
of trying to translate the lessons
learned in one theatre to another
and of drawing the wrong conclu-
sions. Operation Corporate was
fought some 8,000 miles from the
United Kingdom in a hostile
weather and terrain environment
which required basic infantry
techniques and extremely fit, highly
professional troops. It was a simple
campaign against a relatively un-
sophisticated enemy, although they
possessed some excellent equipment
which they did not put to the best
use.

The long supply chain and the
difficulty of off loading equipment
and spares from the ships taxed the
ingenuity of the maintenance crews.
Although they worked under the
most appalling weather conditions,
the light helicopters they had under
their care were relatively unsophis-
ticated machines which were well
proven in service. But that is not by
any means to undervalue the
brilliant work of these technicians
who produced an unexpectedly high
rate of serviceability.

This high degree of serviceability
and the intensive rates of flying
stretched the pilots to the limit of
their fatigue, and sometimes

beyond, to the extent that aircraft
losses to other than enemy action
could have become unacceptable.
The argument that the aircraft
unserviceability rate would permit
adequate crew rest was proven to be
wrong, therefore pilot to helicopter
aircrew manning ratios must be ade-
quate to give full operational
coverage.

The enemy air threat was a new
experience and does have implica-
tions as far as other theatres are
concerned. No new lessons were
learned and current tactics do work,
but the need for a self-defence
weapon against slow aircraft and
helicopters and the tactics of
operating scout aircraft in mutually
supporting pairs has received add-
ed emphasis. The continuing prob-
lem of forward airspace and AD
weapon control has not been
satisfactorily answered and still
needs a great deal of study.

The vulnerability of scout
helicopters operating well forward
without the benefit of a long range
sighting system was brought sharply
home in the first day of the land
operation. The acquisition of a sight
is top priority for the AAC and has
been for some time, and we should
be seeing one in service in the very
near future.

Undoubtedly the helicopter
established its unchallengeable place
on the battlefield during this cam-
paign. The Navy, the Marines, the
AAC and the RAF helicopter crews
gave magnificent and courageous
support throughout, and the pro-
portion of the overall total of
medals and honours they were
awarded testifies to their efforts.

I would finish on a quote from
Major Andrew Eames’ presentation
to the U.S. Army Aviation Center
which came from one of the
reporters who went with the British
Forces to the Falkland Islands: ‘‘No
war is to be desired, but if they are
inevitable, then this was a better one
than most to be in.”’
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Bring ’Em
Back Alive

US. ARMY SIHH CENTER
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N SPITE of survival
Itraining and life support
equipment, aviators

expect to fly—not crash.
According to Dr. Robert Keller,
Associate Director of the Trauma
Center at Carmel (California)
Community Hospital, a pilot in
the familiar environment of the
cockpit is abstracted from the
reality of the ground below. If
he crashes and survives he may
need a period of adjustment
before he can accept the reality
of his environment. He may re-
ject it emotionally, as one rejects
bad news. Preparation and plan-
ning what to do if you crash will
lessen the effects of the shock on
your ability to survive.

The more you learn in advance
about the ground environment,
the better your chances will be.
Find out what edible plants grow
in the area and what kinds of
wildlife you may encounter.
Know how to make a basic
shelter such as a snow cave,
igloo or fighter trench. Properly
constructed such a shelter,
occupied by one person with a
candle as a source of heat, will
be as much as 80 degrees warmer
than the fuselage of the downed
aircraft. In wooded areas, learn
how to make a “‘wicki up”’
shelter using a long pole between
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the crotch of two trees with dead
limbs for walls. Branches, large
leaves or parts of the aircraft can
be used for shingles.

Survival gear

Your aviation life support
equipment (ALSE) is designed to
sustain you in an emergency or
survival situation until you are
rescued. The survival vest
contains a compass; tourniquet;
pocket knife; strike anywhere
matches and plastic, waterproof
container; gill fishing net; water
bag; revolver and ammunition. It
has a radio receiver/transmitter,
signaling mirror, foliage
penetrating signaling kit, signal
flares, distress marker light and
flash guard. The lightweight,
foil, space blanket for element
exposure control is either orange
or olive drab on one side and
silver on the other. It can be
used as a distress marker. The
survival vest, worn by all
aviators (except OV-1 pilots who
wear a vest designed for use with
the rigid seat survival kit), is
lightweight, adaptable to hot or
cold climates and fits over body
armor.

It is important that a unit’s
survival vests be configured
uniformly. Items of equipment
should always be located in the
same places in the vest. There

{
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are two important reasons for
this. When vests are inspected
any missing item will be noticed
immediately and replaced.
Students in ALSE classes will be
trained to locate the items in
exactly the same place in the
vest. If a survivor is injured or
semiconscious, his hand will go
automatically to the spot where
the item he needs is located—and
it will be there.

The 28-pound individual
survival kit contains a magnetic
compass; saw-knife-shovel
assembly; first aid kit; wood
matches and plastic, waterproof
container; insect headnet;
poncho; smoke and illumination
signals; illuminating candle; food
packets; water bag; plastic
spoon; Trioxane compressed fuel;
signaling mirror; frying pan;
sleeping bag; snare wire; fishing
kit; pocket knife; survival and
operator’s manuals. The
individual hot climate kit
includes sunburn preventive,
additional drinking water and a
paulin instead of the sleeping
bag. One kit should be on board
for each person on the aircraft.

The individual survival kit was
developed and tested at
considerable cost for one
purpose—to increase your
chances of survival if your
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aircraft crashes. But how much
will it increase your chances if it
is back at your home base when
you need it?

That is exactly what happened
to the crew of a UH-1H which
was itself on a type of rescue
mission. An early snowfall had
stranded herds of sheep and this
aircraft, along with two others,
was engaged in dropping hay to
the hapless animals. On board
were a crew of three and a
civilian observer who was
familiar with the terrain and
location of the sheep. The pilot
had failed to prepare a
performance planning card and
he was unaware of power
requirements versus power
available. As he began an
approach into the mouth of a
box canyon where a group of
sheep huddled among the trees,
his engine and rotor rpm began
to decay and the rpm audio and
warning light activated. He was
75 feet above the ground with an
airspeed of 20 knots. The pilot
was unable to gain engine and
rotor rpm, the aircraft began a
descending turn to the right and
crashed in a clearing in 3 feet of
snow, coming to rest upright.

Only the crew chief was
injured slightly when bales of
hay shifted and pinned him in
the wreckage. He was freed and
the crew and passenger exited the
aircraft. They found themselves
at 9,550 feet MSL, at 1834 hours
on an October day, with the sun
just going down. There were no
survival radios on board and
only one survival kit. This meant
one sleeping bag for four people.

The crew used pen flares and
the aircraft radios to direct
search aircraft which located the
crash at 2030. Sleeping bags were
dropped and they were rescued
by helicopter the next morning.

This crew was lucky—there
were no serious injuries, the
aircraft radios were operable and
they were in a clearing. Although
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the aircraft doors were jammed
open, the fuselage with hay piled
around it provided some shelter.
If the crew had received proper
survival training prior to the
accident, they could have
possibly survived the night with
minor cold injuries. By utilizing
emergency survival techniques
such as sharing the one sleeping
bag using it for cover, and each
placing his feet against the chest
of another they might have
avoided frostbite. The frying pan
from the one survival kit, filled
with dirt, could have been used
as a stove, using JP4 from the
aircraft as fuel. A windbreak
built with bales of hay and a fire
using hay and whatever wood
they could find would have given
some additional protection from
the cold. The fire would have
marked their location for search
aircraft. Survival training and
knowing all of the possible uses
of equipment is of equal
importance to having the survival
gear on the aircraft.

Flying in mountainous terrain
without cold weather survival kits
was a serious error. Later
investigation revealed the support
facility had a little more than
half of the authorized survival
radios on hand. Some pilots were
unaware the radios were available
for signout although the unit
SOP (which they were required
to read) stated that they were
available. The pilot of the
UH-1H had initialed that he had
read the SOP—but there were no
radios on his aircraft.

Not so fortunate as this crew
was the pilot of another aircraft
which autorotated into trees. The
main rotor blades hit the trees
causing the mast and
transmission to separate. The
observer suffered fatal injuries—
the pilot, cut, bruised and
suffering with a broken ankle,
pulled himself over to the base
of a tree. Some of the items in
his survival vest were worn, had

been lost or damaged and the
batteries in the survival radio
needed replacing. Night was
falling and an approaching cold
front would bring snow, strong
winds and rapidly decreasing
temperatures. There was no cold
climate individual survival kit
on board. What would you
imagine this aviator’s chances of
survival would be?

The Army Safety Center
recommends that three briefings
be given on life support
equipment; one to unit
aircrewmembers, one to
noncrewmember and nonflying
unit personnel and another to
supported unit personnel, e.g.,
infantry or artillery personnel
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