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Chapter 22
SHIPBOARD OPERATIONS

22.1. (eneral. Each shipboard situation is unigue
and the final decision on the course of action must rest
with the aireraft commander. The chapter establishes
standard procedures and guidelines to be used during
shipboard operations.

22.2. Shipboard Hoist Procedures. If the ship does
not have a suitable landing area or if rough seas will pre
vent & safe landing, a hoist recovery wili be necessary.

a. After arriving on scene, make observation
passes as necessary to;

(1) Identify the ship,

(2) Check the ship’s superstructure for poles,
antennas, cables, smoke stacks, and any other hazards
to a hover,

(3) Confirm the location for survivor recovery
or select a better one.

b. Complications and preblems associated with
rescue hoist pickups usually are the result of poor
planning and the use of untrained personnel aboard the
vessel. These problems may be minimized by
prebriefing the crew of the vessel by radio, loud hailer,
message streamers, or if required, by lowering a
crewmember with a radio onto the vessel. The use of the
rescue hoist to lower a message is not recommended.
Inadvertent entangiement of the hoist cable with the
vessel can result in an extremely hazardous situation.
Therefore, this method of communication will not be
used except when all other means are exhausted, and
only then when a life or death situations exists or is
suspected. Brief these items:

(1). Course of vessel. Normally the ship should
steer to put the wind 30 off the port (feft) bow. However,
this may have to be varied depending on available
hover references.

(2) Speed of vessel. The vessel should
maintain minimum forward speed (idle or steerageway
speed} in calm arcas. Slightly higher speeds are
required in higher seas.

{3} Pickup location (how/amidship/stern),

(4} Type rescue device,

(5) Signals toindicate the survivor is securely
attached to the rescue device, etc,

e. Complete power available checks and compute
power required for an out-of-ground effect hover.

d. Make an approach to a hover astern of the ship
and establish a hover at the same speed as the ship.
Avoid hovering directly downwind of the funnel where
hot, choking stack gas and smoke may be encountered
or downwind from any large superstructure where
turbulence and downwash may be present., Watching
the ship's wake may induce vertigo.

(1) Check power to hover,

(2) Observe sen state versus ship pitch and
roll pattern. When the ship is light and seas heavy, the
pitch and roll eycle will vary from stable to violent. By
observing this pattern, a stable period may be chosen
for crewmember placement and recovery from the ship.
The pitch-and-roll pattern also varies with the type of
ship and loading. A tanker may be stable where a
partially loaded freighter, under the same sen
conditiona, will pitch and roll violently. If the ship is

underway, theroll factor may be cancelled out; but ifitis
dead in the water, you will encounter violent pitch, roll
and yaw with very little or no measured pattern. In any
case, select the most stable part of the ship for o
recovery; in mest cases, superstructure permitting, it
will be amidship. Close observation and coordination
between the pilot and hoist operator are requived during
this type of operation.

e. Hover taxi to the pickup location over the ship,
Use a tag line to facilite the recovery.

(1) It may be necessary to deploy a PJ with a
radio to make a medical evaluation and assist
shipboard personnel with the recovery., The PJ
determines what type of recovery equipment is required
and supervises loading of the patient. After the PJ ison
the vessel and clear of the hoist, recover the rescue
device and move to the ohservation position to await
further instructions. If the Stokes litter is used,
disconnect it from the hoist for patient leading. Recover
the hoist and deploy it again when ready for hookup. Do
not allow the hoist cable to be secured to the ship or
taken below decks, After the patient is recovered, if
conditions allow recover the crewwmember.,

{2} Whenever observing or signaling the
vessel, or while waiting for the survivor to be prepared
for hoist operations, move to an ohservation position.
Hover to the left and rear of the vessel where you can
adequately observe activity on the vessel and where
rotor wash will not affect recovery operations.

(3} Thehelicopter crewmember will signal the
helicopter back in for the pickup and will specify the
type of rescue device. The crewmember should keep the
shipboard personnel away from the rescue device as it
approaches the deck. Ground the rescue device prior to
handling. '

f. The RCC/QCC accomplishes all coordination
for medical assistance. Case history, vital signs, and
medication administered should be passed to the
hospital.

g. Night Operations. Night pickups may be
complicated by inadequate lighting of mast, booms, or
rigging. Use parachute flares for illumination
whenever pessible, except when NVG's are being used,

{1) An escortaircraft, especinilyonlong range
missions, 18 very desirable. If weather snd numerous
ships are in the recovery area, excessive time can be
consumed }ocating and identifying the vessel.

(2) Te aid in location and identificntion,
request the ship to shine a search light beam vertically
or display flares when the aircraft arrive in the area.

{3} Reduced depth perception at night make
approach to a ship difficult. Fly a rectangular pattern
using the ship as a reference. The flight engineer
monitors engine and transmission instruments. During
descent, the copilot calls out altitude in 100-fool
increments when above 300 feet AWL and 50-foot
increments below 300 feet AWL. As the ship is
approached, enter a hover astern above the deck,

22-3, Shipboard Landing Procedures. If the ship

. has a suitable landing platform (size and weight

bearing capacity} and the sea state (ship's pitch-and-
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rol) it not violent, a fanding is the most expeditious
methed of recovery, Use the following procedures to
accomplish shipboard landings on missions:

2. Communications. Established radio contact
with the ship's primary flight contreller and confirm
the fullowing:

(1) Direction of landing

2y Wind direction and velocity

(3} Ship Heading., Normally, the ship will
steer o place the wind 30 off the port (left) how,

(1} Current altimeter

{5y (ther aircraft in the area

b. Traffic Patterns, For shipboard landings to
port, a left-hand pattern is flown. For landing to
starboard, a right-hand pattern is flown.

{1y The traffic pattern is flown at 300 feet.

{2y Complete power available checks and
compute power required for an out of ground effect
hover.

(3) Set brakes (H-3/H-53/H-60A)

(4) Avold crossing the bow of the ship.
However, if crossing is unavoidable, continue upwind a
suffictent distance (300 yards)toremain well clear of the
ship.

c. Approach. Final approach should be shallow to
avoid exagprerated power changes or excessive flares
near the deck. Avoid hovering directly downwind of the
funn ¢l where hot, choking stack gas and smoke may be
encountered or downwind frem any large
superstructure where turbulence and downwash may be
present. Pilots sheuld not attempt to watch the ship's
wake as it may induce vertigo.

(1} Establish visual contact with the landing
signal person (LSE). The LSE wears a yellow shirt in
contrast to other flight deck personnel. The LSE
provides visual landing signals. If the LSE is not in
sight prior to crossing the deck, a wave-off {go-around)
is mandatory. (EXCEPTION: During operations where
LSE is not being utilized, with concurrence of the Air
Boss/Captain.}

{2) Wave-off and hold sipnals must be obeyed,
Other signals should be followed as closely as possible
unless safety of flipht is jeopardized.

{() Final movement ontd the deck normally is
accomplished by moving ferward at air-taxi speed from
the edge of the deck and about 10 to 15 feet above the
deck. A significant change in hover attitude (nose low)
occurs when hovering over a moving deck,

d. Deck Operations. Precise hovering and extreme
caution is required at all times when operating on or
over the landing platform.
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landing platform.

(a) Thetongitudinal axis of the helicopter
will be aligned with the landing line-up line. The line is
usually aligned approximately 45° to the bow. An
approximate 15° erosswind will be encountered with the
wind 30° off the ship's bow.

(b} The larger cirele is 24 feet in dtameter.

(¢) The center circle is four feet in
diameter and is the designated landing position for the
front wheels or forward skid supports.

(dy The VERTREP (vertical replenishment)
line-up line is used during sling operations. The center
of the main rotor must remain over or aft of this line,

(2) Post scanners, if available, to both sides of
the helicopter. _

(3) The FE/AG/PJ talks the pilot down to the
deck after being given the land signal by the LSE. The
FE/AG/PJ insures both main gear are over the deck,
Touchdowns must be smooth and positive to reduce the
possibility of ground reasonance. Under adverse
conditions it may be necessary to turn off the AFCS
amplifiers (H-53} or disengage the AFCS (H-3/60A)
immediately after Janding on a ship to avoid tip path
movement induced by the AFCS attempting to
compensate for ship piteh and roll.

(4) 1Ifrotors are to be shutdown, ground crews
come under the rotor blades to chock and chain the
aircraft immediately after landing. Shutdown is
accomplished upon signals from the LSE. Consider
rotor disengagement wind limitations prior to shut-
down. If a droop stop fails to come in, reengage rotors, If
the rotors must be shutdown with a droop stop out,
insure the landing platform is cleared. The ship is
constantly under way, hence any wind gusts will be
increased by the ships speed. An overstressof helicopter
components may result. Adequate rotor blade tiedown
equipment is mandatory.

(3) Exercise caution while on the landing
platform. Slippery footing, ship’s motion and lack of
good hand heolds are potentinl hazards. Conlinue to
wear LPUs while working on the deck.

(6) Coordinate APP/APU start, engine start
and rotor engagement via radio with primary flight
control. Do not initiate starting/engagement sequences
without approval from the LSE. Locked rotor starts will
Ve performed by H-33s. The FE/AG/PJ will remove the
pins as required by the checklist. Excessive intercom
interference may occur if an intercom cord is allowed to
rest on the deck. During rotor engagement, it is
mandatory that the tiedown chains be loose {two to
three inches of slack). Confirm visual signals with the

(1) Figure 22-1 depicts o typical shipboard [LSE as follows:

ITEM LSE SIGNAL

CREW RESPONSE

APP Start three fingers same
No. ! Engine Start one finger same
No. 2 Engine Start two fingers same
Rotor Engapement circular motion with finger same

Four Tiedown Chains displayed to crow
Four chocks displayed to crew

thumbs up
thumbs up

points to chains
points to chocks

(H-3/H-60A) jusi prior to takeoff.

(b} Takeoff to a hover and check power
before continuing the takeoff to clear the ship's deck.
Slight rearward and sideward Nlight may be required to
clear deck obstacles.

(7 Takeoff. Remove chocks and chains prior
to takeoff. Accomplish takeoff after clearance from
primary flight control and a visual signal from the LSE,

(a} If the ship is rolling and pitching
engage the AVCS amplifiers {H-33) or engagethe AFCS
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(et The prefered takeof! s made on a1
hading fron the ship's heading

idy Rabse landing gear (H30H-59%)
immediately after cleaving the ship.

(el AL high pross weights, be oware that
there ts a considerable inerease in power requived when
the hobeoptor moves off the ship's surface. This
phenomenaon occurs even when the ovor deck wind
vilooity plaees (he helicopter in transiational Hifn

e, Recurring Shiphoarvd Opernens, Thoese
missions will reguire extensive conrdinntion with the
ship's erew, and a thorough knowledpe of detailed
procedures for shipboard operations. NWDP 42(1)
SHIPBOARD HELICOPTER OPERATING
PROCEDURES and a diagram of the ship's landing
piatform and obsiacles will be made available to crew
when performing recurving shiphoard operations.

. Carrier Operations. OV NATOPS MANDAL
covers these procedures and shiould  be used  for
cxtonsive operntions from coarriers.

22-4, H-3 Surface-To-Ab Refueling. A technique
his been devetoped and emploved by the US Novy
whereby a refceling hose is hotsted from the deck of
ship by the helteopier vescue hoist, The refueling hose
nozzle is then conneeted to the singhe point refucling
adapier by o erewmember stationed in the door of the
hehicopter, and the aireradt is refueled while hovering
alongside the ship. Certain naval vesselz equipped with
this svstem ean refuel H-3 helicopters in an emuorgencey.

a0 If surface-to-piv refueling is vequived, prior
coordination with the vessel is pecossary to pssure it s
equipped to refuel helivopters, has a Parker nozele
available, and the deck erew s trained and briefed on
the proper procedures,

I The ship is coguipped with 150 foet of one snd
onc-hall ineh refueling hose. A groumding wire s
married to the hose, Capocities of the Tuel service tank
vary from 350 to 730 patlons deponding upon theelass of
ship. Foel normally is pumped from the serviee tank 1o
the helicopter at o rate of 480 pounds o minute a1 i
wvering altitude as high as 80 fven,

o, Helicopter Procedures:

(13 Priov 1o inttiating an appreach, the ship
turns so that the wind =380 degrees off the povt et
bow. This allows the helicopter 1 approach inte the
wind and still keep the deck of the ship in view,
Complete the hi-drink choeklist,

(23 The ship erew has the fucling vig prepared
and the saddie pickup point positioned in the center of
the landing circle .

3y Hover af approximately 35 feet and lower
the haist eable to the deck of the ship, The hook on the
ond ol the cableis enpnped with the Joop attached 1o the
releeling hose saddie, Beciuse of the danpger of statice

22-3

clectricity, shipboard crowmoembers should not touch
the hoist cable until it has contacted the ship,

13 Hoist the refucling hose into position so
the helicopter crewmoember stationed in the main cabin
door can conneet the prounding eable and hosenozzle to
the refuehing adapter. This is best accomplished by
having the {Jight engineer in a prone position at the
ciabin entrance door to handle the hose and nozzle, The
pararescueman should operate the hoist. The hose
remains attached to the hoist cable during therefueling
operation. The crewmember making the connection
Tawers the holmiet visor to protect from fucl spray in the
avent the nezzle does not eompletely seatinthe adapter,
After the connectinns are made, move the helicopter
outhomd and forward to n position abeam the port side
of the fipht deck of the vessel, signal to commence
refucling, The refueting hose is fed out and recovered as
necessary by the deck hands on the ship.

(3 Whoen fuel transfer is completed, the light
engineer simnals the ship to stop refucling; moves back
aver the deck of the ship, and disconnects the nozzle and
pround wire from the refueling port: and lowers the hose
and nezzie ta the ship so it can diseonnected from the
haist cible

(61 Ulse visual airerafieto-ship hand signals in
addition (o radio communieations. A circular motion
with the index fimprer extended  vertienlly means
transier facl, A Uthroat culiing” motion made by
drawing the hand aeross the throat means stop fuel
transfer. These sipnals are given from the main eabip
ddoor.

. Ship Mrocedures:

(1Y Dharing fued pumping operations with the
helteopter hovering clear of the ship, the fuel hose is
tended by two deck handlers o prevent exeess slack
developing in the hose, IC s essential that no exerss
strain be phieed on the hose. Should this oceur, the
nosstbility exists of the hose breaking and whipping
into the helicapter rator. When the helicopter hovers
directly aver the ship, no Muel hase handlers ave required
s na Hose strain exises,

(7 A quick disconneetis provided between the
rofucling nozele and the hose sut-board of the saddle
and shackle musembly. The guick disconnect is used in
emerreney situations when it s necessiary (o separite
the refucling hose from the helicopter guickly. The quick
disconnect s activated by pulling a lanyard that js
attached (o the refueling hose and within easy reach of
the: flight enpineer. When the diseonneel is made using
this system. the refucling nozzle remains attached to
the helicopter, and the saddle and shuackle assembly
remauin attached to the hoist cable The refueling hose
outhoard of the saddie and shackle assembly falls to the
surlace.
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Chapter 23
37 ARRS PROCEDURES

23-1. General. This chapter contains procedures
unique to the missile site unit security program and is
applicable only to the 37 ARRS and subordinate units,

23-2. Terms Explained:

a. Transportation Control Center (TCC). Agency
which manages missile site security support
transportation requirements.

k. Launch Complex. The area in which TITAN
Jaunch operations are conducted.

¢. Launch Control Center (LCC)L A manned
facility from which monitoring, controlling, and
launching are conducted {FITAN /Minuteman units),

d. Launch Control TFacility (I.CF). A manned
facility composed of a launch control building, a
hardened launch control equipment building, a launch
~eontrol center, and support buildings {(Minuteman
units).

¢. Launch Tacility (LF). A remote, unmanned
missile site which consists of a launcher, launch
support building, security system, and scrviee area
{Minuteman unitsh,

f. BEWO Commitments. For the purpese of this

regulation, any missile site activity related directly to’

operations, mainienance, to include munitions,
communications, civil engineering maintenance,
supply and security functions or related significant
logisties support (e, cable and flood surveys),

g. Airborne Fire Team (AFT). A security team
carried on convoy surveilance helicopter,

h. ChukePoint. A section of road bounded by some
obstacles that will prevent any turning or detouring of
the weapons van or weapons transporting vehicle and
thus hait the progress of the convoy.

23-3. Utilization. Helicopters are provided
primarily for support of SAC missile activities. The key
to effective helicopter employment lies in close
conrdination among all agencies concerned with
management of helicoptoer resources and supervision of
unit employment programs, Use the air transportation
priority system (IAW  ARRS Repulation 55-68) to
determine mission accomplishment sequence for
multiple mission requirements.

23-4. Radio Frequeneies. SAC has authorized the
use of 266G.2, 271.9, 308.8, and 314.3 MHZ for missile air
support operations. Al} frequoncies used in 23 AF and
SAC support operations must he approved by the base
frequency manager.

23-5. Operational Reguirements:

: a. Establish procedures for LCC/LCF/LF and
other site support missions to provide pilots o visual
signal indieating that passengers and cargo areclearof
the aireraft prior to departore.

h.  Establish common routes between the strategic
missile support base (3MSB) and all missile sites. The
unit commander must approve these routes prior to use,
Use direct routes where topographical considerations
permit, I dircet routes are not feasible, establish
specific routes and turning points. If possible, avoeid tactical

low-level routes/altitudes. Adhere to established routes
when practical {or air traffic control {ATC) and safety.
Report deviations as soon as possible to the flight
following agency.

¢. Detachments will maintein diagrams of cach
helipad showing prominent landmarks, site elevation,
obstructions to {ight, location of wind indicator,
prehibited landing area, appreach/departure zones,
and restricted arcas. Place checklist size diagrams in
each mission navigation kit. Units must review sites
annually for eurrency. Document this review.

d. Maintain the fellowing information for ready
reference in the unit operalions section:

(1} Aircraft availability.

(2} Helipad status. Include ali prohibited
sites, construction in progress, and obstacles not on the
site diagrams due to recent changes.

{3y Mileage and time charts from parent base
te missile LCC/LCF and from any one LCC/LCF toany
other LCC/LCF.

e. Establish procedures to insure the radio
equipped unit operations section is manned during
periods of missile site security mission activity. The
operations section will monitor mission activity, relay
diversion requests and provide emergency assistanceto
unit aircraft. The unit commander, operations officer, or
other designated rated officer that is at least aircrarnt
commander gualified will monitor the activities of the
operations section.

23-6. Operational Procedures:

a. Conduct missile support flights within the
missile/base complex under day visual meteorclogical
conditions. The squadron commander or his or her
designated representative has waiver authority.
(EXCEPTION: See paragraph 3-2a(3)(b).}

(1) Weather minimums are 700 feet ceiling
and one mile visibility for other than prierity one
missians.

{2y Support flights may be flown to areas
outside the missile/base complex under instrument or
visual flight rules,

(3 Detachment 8 is authorized to conduct
support flights within the missile/base complex using
IFR for launch and termination at the support base
provided the operational portion of the mission can be
conducted under VMC,

b, 3o net fly below 500 feet AGL except for
approaches/departures, takeoffs/landings, cable route
inspections, missile site security checks (100 feet AGL
minimum), and missile security or launch safety
support.

e. The following procedures apply te Minuteman
cable route survey missions:

(1) Minimum altitude is 100 feet AGL or JAW
the flight manual height/velocity chart, whichever is
higher. Hover taxiing to accomplish the survey is not
authorized,

(2% Use an observer to determine the
security  condition of the cable. In addition, o safety
observer will occupy the copilot’s seat to help in

“navigation and to olert the pilot to hazards and
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Chapter 25
COMBAT MISSION PLANNING

25-1. Employment Concept. Prior to detailed
combat migsion planning, the mission planner must
develop the employment concept. Development should
include the following considerations:
" a. Air tasking crder (if applicable):
(1) ATO number and task Organization
{(2) Mission
(g} Primary
(b} Alternative
{3) TOT
(4} Maission aircraft
(8} Ordnance
(6} Target coordinates
{7y IFTF squawk
b, Intelligence:
(1) Security classification
{2) General situation
(3) Enemy defenses
(4} En route
(8) Target
(6} Evasion and escape (SAFE, EPA)
c. Weather (Jocal, en route, objective, egress,
destination, sea state, temperature, moon illumination)
d. Communications (sequence and frequencies)
¢. Execution
(1) Prelaunch
(g) Crew rest and show time
(b) Planning time and briefing time
(¢} DO or CC briefback time
{(d) Special equipment
{e) Fuel
{2} Launch
{a) Engine start time
{b) Takeoff time
{¢) Sequence
{d) Join-up, formation, and rendezvous
{e) Go or no-go procedures
() En route NAVAIDs
f. Ingress and egress:
(1) Primary route
(2) Alternate route
(3) Way points
{4) Airspeed and altitude
{8) Rendezvous
(6} ARCP and ARCT
{7} Known enemy location
{8) ROE
{9} Abort plan
g. Terminal area:
{1} Primary LZ
{2y Alternate LZ
{3} Suppressive fire pian
(4} Holding area
(3} Command, control, and communications
(6) Identification and authentication
{7) Insertion procedures
(8) ROE
(9) PJ team or CCT plan {as required)
h. Emergency Procedures:
(1) Aborts
(2) Lost com
(3) EPA
~{4) Inflight emergency or downed aireraft

(5 IMC
(6) Divert bases
i, Special instructions (cover story, mission
alternates, etc.)
i. Support procedures:
(1} Refueling
(2} Fire support (TOT, air, ground, type)
(3} Intelligence
(a) E&E aids
{b) CRF
{c) Surviver or evader data
{d) SATE data
{e) SERE guides
(i Briefing time
k. Command and control:
{1y Mission commander
(2} Alirborne mission commander {AMC)
(3} On-scene commander {05C)
(4} Formation lead
(5} Ground commander
(6) Recall procedures
{7} Signeals
(8) Code words

25-2. Mission Commander Prelaunch Guide. The
mission eommander prelaunch guide is at tab 25-1, The
depicted sequence of events is intended to serve as a
guide to assure that all required prelaunch actions are
accomplished. For additional guidance, refer to 23 AF
Operation Plans 9545 and 9519.

25-3. Mission Commander Briefing Guide. Plan
a briefinterval between aircrew show time and briefing
start time for crews to review contents of mission
handouts and complete other administrative details,
The mission commander briefing guide is at tab 25-2
For additional guidance, see 23 AF Operation Plans
9545 and 9519,

25-4, Combat Rescue Folders (CRF). Normally,
CRFs are prepared by intelligence mission planners
along with the aircrew: however, the situation may
dictate that the aircrew develop navigation route maps
instead of the CRF for in-flight use. The CRF serves as
the primary souree for premission study of the route
prefile, enemy defenses, and target areas.

25-5. Aircerew Mission Flimsy. The flimsy
provides the aircrew with the necessary informationto
execute the employment portion of the mission, Airerew
mission flimsies reduce the length of the mission
briefings by eliminating the necessity for detailed
discussion. The aircrew mission flimsy isoptional at the
discretion of the mission commander. The mission
flimay format and contents are as directed by the
mission planners or commander, but should contain the
following information:

a. Airborne order (aireraft and call signe).

b. General instructions.

¢. Sequence of events.

d. Mission procedures (communication, low level
route, coordinates, rendezvous, recovery).



e
C'.r"l
N

MACR 55-54,Tab 1 1 February 1984

MISSION COMMANDER'S PRELAUNCH GUIDE

1. BREAKOUT ATO (IFF APPLICABLE)
a. TASKED FORCES
. TOTs

2. ESTABLISH OBJECTIVE
a. FORMULATE INITIAL GAME PLAN
I». CHECK WEATHER FORECAST

3. CONSULT WITH AIRCRAFT COMMANDERS
(INCLUDING OFF STATION PARTICIPANTS) AND
PJ TEAM LEADER

a. PROVIDE INITIAL GAME PLAN

b. DISCUSS DECONFLICTION CONCEPTS

c. DISCUSS SUPPORT FORCE EMPLOYMENT

4. ESTABLISH FIRM TOTS
a. ALTERNATE TOTs FOR LATE TAKEQOFFS

5. BRIEF ALL. PARTICIPANTS ON UNIQUE
CONSIDERATIONS SUCH AS LIVE ORDNANCE
AND RANGE RESTRICTIONS.

6. INSURE TANKER COORDINATION I8
ACCOMPLISHED.

7. CROSS CHECK ALL ROUTE TIME AND SPACE

RELATIONSHIPS I'OR CONFLICTS,

8. ESTABLISH FIRM TAKEOVFF TIMES AND
PROPER CREW REST FOR CREWS.

8. DEVEVOP A DETAILED TAXI, ARMING, AND
LOADING PLAN.

10. SIT BACK AND "WHAT IF” YOUR PLAN

a. ABORTS

b. WEATHER IMPACTS

c. TAKEOFF DELAYS

d. RANGE RESTRICTIONS

e. TANKER, RECEIVER, OR ESCORT NO
SHOW

f. MEANS OF PASSING MISSION ESSENTIAL
ADVISORIES

11. CONDUCT A MASS BRIEFING TQ INSURE
EVERYONE KNOWS EXACTLY WHATEVERYONE
ELSE IS DOING (MISSION COMMANDER'S
BRIEFING).

12. SCHEDULE A DEBRIEF TO THOROUGHLY
ASSESS PROBLEMS AND SUCCESSES.
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FLIMSY, AND MAPS

.

6.

=1

9.
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MISSION COMMANDER/MISSION BRIEFING GUIDE

BRIEFER AND VISITORS
TINE HACK
RO CALL

MISSION

a. CLASSIFICATION

b, PRIMARY AND ALTERNATE
c. OBJECTIVE

d. GENERAL ROUTING

e. ONLOAD REQUIREMENTS

f. COMBAT RESCUE FOLDER, MISSION

TASKEDN ORGANIZATION (8)

AIRCRAFT ASSIGNMENTS

a. TAIL NUMBIRS

L. CALLSIGNS

e. FUEL LOADS

d. LOAD DESCRIPTION

e. OTHER AIRCRAFT AND RESCORT

COMMAND

a2, AMC AND Q5C

L. FORMATION LEAD

e, GROUND COMMANDERA{(IF APPLICABLE)
d. RECALIL PROCEDURES

COMMUNICATIONS

a. CONTROL AGENCIES

b. FREQUENCIES AND SEQUENCE
c. AUTHENTICATION

d. NAVAIDS

CODE WORDS
COMMUNICATION-OUT SIGNALS
g IFF SQUAWKS

™

INTELLIGENCE

a. ENEMY SITUATION

b. ENEMY CAPABILITY (AORB)

e. SERE (SATE AREAS, EPAs, SANITIZATION,

AUTHENTICATION)

d. MISSION ESSENTIAL ELEMENTS OF

INFORMATION

10.

e. COMSEC AND OPBEC PROCEDURES
f. DEBRIEFING TIME AND PLACE

WEATHER

a. TAKEOFF, EN ROUTE, TERMINAL

L. PA, TEMP, WIND, AND QNH

c. ALTERNATE AND RECOVERY BASES
d. SUNRISE AND SUNSET

e. MOONRISE, MOONSET, AND PERCENT

ILLUMINATION

11,

12,

1. SEASTATE

MUNITIONS

a. FLARES ANI) CHAFF

b, VERY PISTOLS

¢. AIRCRATFT WEAPONS

d. PERSONAL WEAPONS

EXECUTION
a. PRELAUNCH

{13 START TIME
2y COMCHECK TIME (FREQUENCY AND
SEQUENCE)
(3 TAXI TIME
(13 SPECIAL EQUIPMENT REQUIRED
(3 FUEL REQUIRED
h. LAUNCH
(1Y TAKEOFF HEADING
2y FORMATION
3y GO OR NO-GO PROCETIURES
¢. EN ROUTE
{1y PRIMARY ROUTE AND WAY POINTS
(2) ALTERNATE ROUTE AND WAY
POINTS
(3) FORMATION
{4y AIRSPEED AND ALTITUDE
{5 FREQUENCY CHANGE PROCEDURES
{3y FLIGHTLEAD CHANGEPROCEDURES
(7Y ARCP AND RENDEZVOUS LOCATION
(a) TIME
{b) COORD
{¢) ALTITUDE
(%) KNOWN ENEMY LOCATIONS
(9 HAZARDS AND NOTAMS
d. TERMINAL AREA
(1) PRIMARY L7
(2) ALTERNATE LZ
{3y SUPPRESSIVE FIRE
{1 HOLDING AREA
(3 LANDING HEATING AND FORMATION
{6) ROE
{7y LOAD, PAX, AND CARGO
(5) HAZARDS AND NOTAMS
e, RGRIESS
{1} PRIMARY ROUTE ANTY WAY POINTS
i2) ALTERNATE ROUTE AND WAY
POINTS
3y EMERGENCY L.Z
(1Y DESTINATION
(3 FUEL

13. PJ OR CCT BRIEFING

4. EMERGENCY PROCEDURES—ABORTS

a. SYSTEMS

b, WEATHER

c. LOST COM

d. ESCAPE AND EVASION

¢, INFLIGHT EMERGENCY
AIRCRAFT

. IMC

g SAR

OR DOWNED

15. REFUELING PROCEDURES
a. AIR (ARCT)
. GROUND

16. DEBRIEFING
a. MAINTENANCE
b OPERATIONS
c. INTELLIGENCE
d. MASS DEBRIETF

17. SPECIAL ITEMS
a8, TRANSPORTATION
b, MESSING
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18,

c- LIFE SUPPORT
d. MISSION UPDATE BRIEF

FLIGHT SAFETY
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*19. NDIVIDUAL AIRCREW BRIETFINGS,
FORMATION BRIEFING, AND COMBAT SAR
PREMISSION BRIEFING (Items covered in the
mission commander briefing do not need to be covered
again during subsequent briefings.)
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Chapter 26
SPECIALIZED SARTACTICS FORTACTICAL AIR FORCES(TAF)AIRCRAFT (RESCORT)

26-1. Introduction. A SAR effort is a demanding
situation and there is no "standard” SAR operation.
RESCORT tactics and techniques were developed
during the SEA conflict for A-1 and A-7 aircraft.
Beeause of its proven operationai suitability and
capability to perform the close air support (CAS)
mission, the A-10 has the SAR role previously
performed by the A-7 and A-1 aircraft. The
recommended procedures in this chapter are the product
of TAC and MAC formal test and evaluation of the A-10
search and rescue (SAR) tactics,

26-2. Operational Control. Theoperational control
elements specifically applicable to the SARTF consist
of thejoint rescue ceordination center (JRCC), airbarne
mission commander (AMC), on-scene commander
{(OSC), and the recovery aircraft. The JRCC, by
nuthority of the theater commander, is the primary
coordinating and controlling agency for the SAR
activity within its specified area. The JRCC coordinates
with the tactical air control center (TACC) to obtain the
necessary assets to initially support a SAR. The AMC
coordinates SAR efforts between the SARTF elements
and the JRCC, and monitors the status of SARTF
clements. The on-scene commander (FAC or Sandy
lead) directly controls the objective area.

26-3. On-Scene Command. Success of the combat
SAR mission depends on the QSC's ability to control the
recavery. Initially, the OSC could bhe one of the
survivors, a forward air controller (FAC), or King. The
AMC appoints an extraction point for the forward air
controller - OSC (normally Sandy lead) as soon as
practical. The AMC supports the OSC by:

a. Managing available SAR assets and
requesting additional assets.

b. Monitoring weather.

¢. Providing radip relay, navigational aid, and
intelligence.

d. Controlling and maintaining communication
discipline.

26-4. Communications. Strict radio discipline is
essential. Moeniter radies (SARTF) and assigned
frequencies as much as possible—monitor, but do not
clutter, frequencies. One cardinal communication
proecedure is that the helicopters and Sandys be given
uninterrunted use of SAR primary (UHF). FM radios
are for Sandy-to-Sandy coordination, but monitored by
all. VHF is Sandy two's primary radie for
communicating with King. Normally, 1« VHF frequency
is used by all SARTT participants to check in and out
with King. Communication encoding procedures are
vpsed becausethe A-10 does not have secure voice at this
time. Crews must be prepared for operations with
limited or no radio communications. Visual signals
may have to be used. In ecither case, a thorough, face-to-
face preflight briefing should be conducted between
helicopter and A-10 crews,

26-5. Ordnance. Sandy one is typically confipured
with white phosphorous (WP, high cxplosive

incendiary (HED rockets and a 30 mm gun. Cluster
bomb unit {CBU) munitions may also be carried. Sandy
two is typically configured with o variety of
antipersonnel and smoke, CBU, rockets, and 30 mm
pun. Sandy two acts as a bookkecper for lead, keeping
track of ordnance requests and receiving most of the
inceming calls from King or AWACS. Sandy three and
four are responsible for the safety of the helicopter en
route to the pick-up area and at the helding point. They
are typically cenfigured with a variety of soft ordnance.
If a C8 agent is to be used, Sandy lead will advise the
helicopter crew. Sandy lead advises the helicopter when
expending erdnance during the pickup to avoid the
helicopter crew mistaking it for ground fire. Sandy lead
also briefs the helicopter crew on use of denial ordance
(time delay antipersannel bomblets) or smoke sereen
patterns.

28-6. SAR Phasges:

a. Search Phase. Sandy leads first objective is to
locate the survivor, usually by radio communication
and automatic direction finding {ADF) steering.

{1} The ensiest way to find a survivor with an
operableradiois by UHF-ADF steering. Flares, mirrors,
and combat casualty blanket are effective inidentifying
the survivor’s exact location, especially without
communications, Sandy locates and authenticates the
survivor and passes encoded coordinates to King.

(2) Next, Sandy lead seclects the safest
helicopter ingress route. Sandy identifies a holding
point and IP. The holding point is chosen away from
threats to permit necessary briefings. The IP is the
starting point for the ingress and is chosen to be easily
identifiable.

(3) The Sandys cnsure that threats are
avoided or suppressed prior to the rendezvous with the
helicopter(s). After rendezvous, Sandy conducts a
prepickup briefing (see Tal 26-1),

b. Escort Phase. TheSandys provide protection as
they puide the SAR helicapter to the survivor's exact
location. The hasic A-10 fighting unit is a two-ship
formation. A threeship daisy chain escort is optimum.
The two-ship- formation does not provide adequate
frontal cover for the helicopter and has limited fire
power, A four-ship daisy chain may be used but the four-
ship pattern does create a possible A-10 midair collision
potential, Regardless of the number of A-10 aircraft, the
daisy chain is the preferred escort pattern,

(1) The daisy chain (figure 26-1) pattern
maximizes the A-10 ordnance delivery capability in
relation to the helicopter's vuinerability zones.
Normally, Sandy calis abeam the helicopter for
reference and spacing. A minimum visibility of three
miles and a ceiling of 1,300" AGL or higher is desired.

(2) The A-10 daisy chain can effectively escort
a fiuid helicopter formation of up to three helicopters or
a four-ship helieopter formation composed of two-ship
elements each with its own dedicated A-10 aireraft. The
recommended formation for the helicopters to fly is a
tactical formation left {figure 26-2) with 500t0 1,000 foot
spacing  between helicopters. The number two
helicopter can vary its position to be unpredictable but
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should favor the left side because the A-10 daisy chain
pattern normally is flown in a counterclockwise
rotating pattern. If a third helicopter is added to the
formation, fly a tactical right formation off the number
two helicopter {figure 26-3). This three ship tactical box
formation is optimum for three helicopters. This
formation allows the A-10s to remain close. The tighter
the helicapter formation, the less the Sandys get strung
out and the better the protection. The four-ship daisy
chain is the optimum pattern when escorting a three-
ship helicopter formation. During Sandy rendezvous
-with helicopter formation clements, it is important that
-each element maintain a tight formation. In addition, a
complete formation briefing is paramount, especialiy
for Jost wingman procedures and actions to take if
attacked by enemy aircraft.

{3) On run-in, the Sandys form a daisy chain
around the pickup helicopter. Sandy one may hold high
or join the daisy chain, With three Sandys in the daisy
chain, Sandy four will remain with the second
helicopter at the holding point. As the helicopter is
making the run-in, Sandy one is overseeing the whole
operation. Sandy gives the helicopter heading changes
and distance to the survivor and provides navigational
directions to enable the pickup helicopter to maximize
terrain masking tactics. An alternate method of
directing the helicopter in a communication out
environment is by the use of visual signals. The Sandy
flies in front of the helicopter, executes a wing rock (and
then rolls out) in the desired direction of turn. To
indicate the survivor's position, Sandy executes a wing
rock and pulls straight up directly over the survivor.
The following items should be accomplished prior to the
run-in:

(a} Review of the Sandy prepickup
briefing either prior to flight on en route in a safe area.

(b} Check all intercom wafer switches to
avoid unexpected transmissions outside the aircraft.

(c) Briefthe FE and P to call out “Sandy
abeam” 50 the pilot can anticipate signals from Sandy.

(d} Brief evasive maneuvers.

{4} Another method of operationsis a non-
escorted ingress by helicopter(s) for a TOT rendezvous
with the RESCORT. The A-105 navigate for the
helicopter(s} after rendezvous at the IP. The key to a
successful TOT communication out missien is thorough
premission planning. Other important items to consider
are:

(a) Brief actions for early arrival at IP
{(i.c., hold out from IP or land).

(b} The SAR helicopters should maintain
& tight formation in their orbit so that Sandy can
determine the lead helicopter.

(¢} Prebrief o time, distance, and general
heading from the IP to the survivor's position as backup
data for {irst pass recovery of the survivors,

¢, Hover Cover and Surviver Pickup. Sandy gives
distance and time calls to aid the helicopter to slow
down, i.e., "Two miles,” "“One mile,” “Slow down now.”
Listen for the decreasing mileage calls and slow down
when instructed. Do not wait unti] the survivor is
sighted. Usuaily, Sandy will call the survivor to pop
smoke when the helicopter is about one-half mile out.
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This usually gives the smoke enough time to build,
allowing visual acquisition by the time the helicopter is
within one hundred meters. PDuring a TOT
communications-out mission clandestine survivor
authentication procedures, mirror fiash, survivor hody
signals, or colored panels may beused instead of smoke.

(1) Combat experience has shown that the
helicopter 18 most vuinerable while in the hover.
Sandy's job is to protect the helicopter from any threat.
The best hover cover pattern is the classic wheel (figure
26-4} with three A-10s. If the helicopter takes fire, the
pilot calls out the direction relative to the nose of the
aircraft. The wheel permits the Sandys to roll in on
enemy fire within 10-15 seconds and deliver ordance on
either side of the helicopter.

(2) When the helicopter is 15-30 seconds from
egress give the Sandys a call, but this may not be
possible because of the tactical situation. After the
helicopter departs the hover, Sandys reestablish the
daisy chain to egress the area. Transition from “wheel”
to “daisy chain” is difficult for the Sandys. Use of the
prebriefed egress heading aids the Sandys during
egress. Sandy lead will attempt to keep the helicopter
low and clear of known threats on egress, Once clear of
the area, check for battledamage, fuel status, survivoer’s
condition, and revise recovery plans based on the most
critical factor. Use "King” for DR headings and
refucling points.

28-7. A-7D RESCORT Procedures. From the
helicopter stand point, the A-TI) patternissimilartothe
A-10 RESCORT procedures except the A-10 pattern is
much tighter and slower. For hover cover, the A-7D flies
a cloverleaf vs the wheel flown by the A-10. The A-10 is
the preferred TAC aircraft for the RESCORT mission.

268-8. E-3A SAR Mission Employment. The E-3A
has a look down radar with excellent range and
IFF/SIF interrogating capability. Available radios
include HF, UHF (in either clear or secure voice modes),
VHF, and FM). The E-3A radio dispiays provide
excellent wide arca covernge, friendly or enemy air
order of hattle, radar and IFF sensor returns, and track
symbelogy. The mission crew is made up of surveillance
(ECM} operators, weapons directors (WD), and a
mission crew commander. The E-3A can provideradar,
communications, and command and control agsistance
in support of SAR operations. The E-3A may be first on
scene and is well equipped to serve as SAR ceordinator,
When “King” arrives, the E-3A reverts to a radar and
communications piatform, working with the AMC and
other SARTF forces.

28-9, EC-130 Airborne Battlefield Command
and Control Center (ABCCC). The ABCCC is not
dedicated to performing the AMC vole; however, the
crews are trained in SAR procedures and could act as
AMC if an HC-130 is not available and also when King
AMC has te perform tanker operations with SAR
helicopters, The EC-130 capsule has eight UHF, four
VHEF, four F'M, and four HF radios, none of which can be
operated from the flight deck. All of the UHF and VHF
radios can be used in a secure mode,
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SANDY PICKUP BRIEFING
1. Survivor's Location.

Number of survivars.

= b

Confirm suthentication compiete.

4. Description of Survivor's Area;

a. Pressure Altitude.

b. Terrain.

c. Winds,

d. Height of Trees.

Survivor’s Conditien and Assistance Needed.
CS Agents Used,

Final Holding Point or IP.

Ingress Heading and Distance.

W o ;oo

Epress Heading.
10. Emergency Egress Heading.

11 Emergency Setdown Area.
12, Defenses Encountered and Expected.
13. Ordnance to be used by Sandys.
14. Radio Procedures.
15, Instructions for Backup Helicopter,
16. Coordination of Smoke and Ordnance,

17. Questions.
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SARTEF PLANNING AND BRIEFING GUIDE

1. Time Hack.

2. Intellipence and Threat Briefing—Authentication and Enceding.

3. Lincup
a. Call Signs.
b, Ailr Alert Times,

-4, Radie Procedures;
a. Commaunications,
. TFuel Checks.

o

-+
o

En Route Procedures:

n. Frequencies and Codes.
bh. Rendezvous.

d. Checkpaints.

6. Escorts
a. Frequencies and Codes.
. Escort Patterns and Procedures,
c. Navigation Responsibilities.
d. Lookout Responsibilities.
¢. Ordnance Delivery Procedures.

=1

Execution:

a. Frequency nnd Codes.

b. Hover Cover Procedures.

¢. Sandy Rendezvous Procedures.

d. Ingress Formations and Procedures.
e. Radie Procedures.

8. Pickup
n. Radio Procedures.
b. ID of Surviver's Lacation.
¢. Hover Cover Procedures.
d. Lookout Responsibilities.
e. Pickup Timing-30 Second Call.
{. Egress Procedures,
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Chapter 27
INFILTRATION AND EXFILTRATION

27-1. General. The techniques and procedures
outlined in this chapter may be modified to fit many
mission requirements, depending on the environment
and nature of the operation. No one system is the final
answer. Units should vary the tactics as new ideas and
techniques are developed, See applicable 3-1(S).

27-2. Composition of Flight:

a. The number and types of helicapters utilized to
carry out an infiltration will vary according to the
mission requirements and the size and numberofteams
to be transported. Each helicopter in the flight will he
assigned specialized tasks, such as team transport,
command recovery, and armed escort. The ratio of
armed and recovery helicopters to team transport
helicopters will be determined by the mission
commander.

b. When the mission ground and air environment
permit escort by armed helicopter, a typicnl flight may
consist of the fellowing:

(1) Slicks as required.
(2) One recovery helicopter.
(3) Two armed helicopters.

¢. If available resources permit, o second flight of
two armed helicopters should be placed on alert at a
forward location te augment the escort helicopters in
the event of hostile action in the landing zone.

27-3. Reconnaissance. A general reconnaissanceof
the area of operations should be conducted prior to the
migsion. This reconnaissance should be conducted by
members of the infiltration team and helicopter flight
leader. Although area coverage photography may be
used for this purpose, premission overflight of the aren
at high altitude is recommended, threats permitting.
The flight route is flown to permit the team members
sufficient time to plot landing zones, but in such a way
that it appears as an overflight. Such reconnaissance
permits the teams and the pilet to select a primary and
sccondary area for infiliration but will not always
determine hidden obstacles on the ground. If obstacles
are guspected and a ground survey is impractical, the
aircraft and personnel should be prepared for other exit
metheods, such as jumping from a low hover, rappelling,
or rope ladders. The flight leader should formulate a
general plan during the overflight, to include type of
approach, approach route, departure route, how the
team will exit the helicopter and general hazards in the
area. For most Unconventional Warfare (UW)
pituations, this information is obtained from pheto

reconnaisgance, map study, intelligence, and surveys
by UW teams.

27-4. Selection of Infiltration Landings Zones.
Ingeneral, any area that permits entry of the helicopter
to a spot low enough to the ground te drep offtroops will
puffice as a landing zone. Arens in heavy forest with few
clearings will require extensive search since the enemy
may watch clearings which can support helicopter
operations. Photographs may highlight features not
readily apparent during visual reconnnigsance and are
usefu] for detailed planning. In high threat areas, low

sltitude, high speed phatography may be used to detail
helicopter low level routes to selected landing zones.
River banks are normally watched by the enemy as are
well traveled routes. Large clearings in heavily forested
arens are also frequently observed by the enemy. Use of
such areas for L.Zs must be done with caution. A small
area close o the tree line allows the team a chance to
reach cover before enemy pursuit can start, LZs are
usually selected by the aircrew and the team leader, but
may also be selected by ground teams or reception
committees. Refer te figures 19-7, 8, 9 for size and
Hghting eriteria for LZs,

27-5. Infiltration. Infiliration may be conducted
any time sufficient light is available to allow visual
references. Night infiltrations pose certain risk factors
which must be balanced against mission requirements,
Censideration should be given to conducting
infiltrations during “first light” or “last light.” While
both exploit the clement of surprise, a “last light”
infiltration could result in an emergency night
exfiltration if enemy contact is made after theteam has
left the aircraft. The primary goal of an infiltration
mission is to insert a team safely on the ground,
undetected. Imagination is the only limitation {o the
variety of tactics that may be used. Night infiltration
may be desirable if crews are equipped and trained in
the use of night vision devices,

a. Aircrafifly tothe areain atactical formation at
altitudes that provide the best avoidance of enemy
ground fire. Goed checkpoints permit the flight leader to
place the flight at the release point at the proper time
and give the flexibility of releasing early or late
depending on light conditions. Checkpoints also serve
to keep the flight oriented, and may be used as
rendezvous or orbit points upon completion of the
infiltration. The infiltrating aireraft will proceed to the
primary LZ and drop the team. The final part of the
approach may be vertical or flat depending on the LZ
and must be accomplished with care. The team shouid
not have to leap an excessive distance to the ground.
The crew must assist the pilot and provide g warning of
any obstacles since most of the pilot's attention is
directed to keeping the aireraft steady. The FE/AG will
inform the pilot when all team members are out. The
pilot should then leave the LZ as rapidly as possible,
executing a tactical departure, If the aireraft is disabled
and light conditions or terrain do not permit
evacuation, downed nircrew members bhecome part of
the infiltration team and remain with the UW team
until evacuation is accomplished,

b, The command controlied appreach is designed
to permit accurate navigation to a landing zone while
providing maximum protection from enemy
observation and ground fire through the use of external
guidance. Navigation ia assumed by the cemmand
contro] ship, which is holding away from the LZ at
altitude. Turn instructions wre given by terminology
such as, “Turn right/left,” "Stop turn.” During the final
phase of the approach, the controller gives a 2 kilometer,
1 kilometer, and 500 meter warning, followed by
continuous instructions regarding the location of the
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landing zone until the pilot reports the Ianding zone in
sight. Airspeed should hereduced to arrive at 80 knats at
500 meters and to hover at the LZ.

c. Falseinsertions to several L7s in the same area
arc cffective in confusing the enemy and disrupting

enemy movements. The false insertion should meet all

the requirements of an actual insertion.

d. Infiltration Techniques. The basic tactics
described below can be varied or modified for each
mission. However, certain flying techniques remain
constant. The following tactics penerally apply:

(1} Flight altitudein the insertion areashould
be that which provides the best avoidance of the enemy
antiaircraft threat.

(2) Descents with turns should be made as
rapidiy as possible without going into autorotation.

(3) Terrain features should be used to conceal
the helicopter as much as possible.

(1) Final approaches should be short, fast,
and masked, if possible. This does not mean a big flare
over the LZ, but rather a moderate, gradual flare and
reduction of airspeed into the L7,

(3} Tinnd descent into the LZ must be slow and
cautious in order to avoid trees, stumps, and settling
with power.

27-6. Exfiltration, Exfiltration 15 accomplished on
schedule except in the event of an emerpgency. [t can be
accomplished at any time during daylight hours if
weather permits. A night extraction may be desirable
under certain conditions of mooen illumination and
cloud cover or if night vision devices are available.

a. When the pickep aircraft sights the team's
location, the mission commander directs the armed
helicopters to position themselves te protect the
extraction aircraft during pickup. If enemy fire is
present, there may be delays while the armed escort
attempls to suppress it. If complete neutralization
cannol be made, the armed escort will keep a steady fire
on the enemy element whilethe pickup aircraft proceeds
to extract the team.

b. Departure from the LZ will depend on terrain,
aireraft performance, enemy opposition, and the size of
the clement. A low level departure followed by a
maximum performance climb offers the advantages of
disguising the exact point of exfiliration and reducing
the vulnerability to ground fire. Terrain and weather
masking, position of the sun, and wind direction must
be considered in determining the best type of departure.

c. The wvulnerability of helicopters on
infiltrationsexfilftration missions is not extreme, The
aircraft use small .Zs, do not havetotouch down ati the
time, and spend 0 minimum amount of time near the
ground. Terrain features which afford concealment to
the enemy also mask ground fire exceptin theclearings
themselves. Time of exposure to enemy fire in the LZ is
measured in seconds unless the team has to rappel into
the LZ or use rope ladders. Hazards to successful
complotion of a mission of this type usually come from
the terrain itself

27-7. Alternate Insertion/Extraction Methods:
a. Rappelling:

(1) Rappelling from a helicopter is
accomplished by personnel descending to the ground on
ropes with the helicopter at a hover, Rappeiling ecan be
accomplished from almost any height above the
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ground. The “Swiss Seat Rappel” is normally used, but
it requires precision training. Untrained troops cannot
use this method of exit. It is possible to rappel members
of a team from both sides of the UH-1N, but troops must
be staggered in their exit to prevent collisions during
their descent,

{2} The pilot should be careful not to over
control the aireraft. The pilot will have to make
corrections for the changes in weight shifts during the
rappelling to keep the aircraft position as stable as
poessible. Since the aircraft is hovering out of ground
effect, available power, especially at high density
altitude, could be eritical, The shifting, ferking
movements of the descending troops will require
delicate handling of the aircraft. This method of
infiltration can be accomplished safely when LZs are
secured or free from observation of the enemy, 1t is also
a satisfactory method of entry where jungle cover
masks the enemy. However, the long exposure time is
hazardous and it should be employed with care.

b. Rope tadders:

(1) Rope ladders can be used for
loading/unleading trained personnel when alandingis
net possible. UH-IN: Rope ladders can normally be
deployed out each cargoe door when the helicopter has
excess power available. H-3; Oneropeladder is deployed
out the right side cargoe door. H-53: One or two rope
ladders may be deployed out the aft ramp and one ropo
ladder may be deployed out the right side personnel
door.

(2) When hovering with a limited power
reserve, caution must be exercised to limit the number of
persans on the rope ladder. Excessive weight can cause
loss of contrel, UH-1 ONLY: No morethan three persons
can be on oneladder because cvelic control may be lost.

(3) The pilot must be exceptionally careful in
control movements to avoid making the climber’s task
more difficult. In the event of enemy fire, itis possibleto
fly out with personnel on the lndders.

NOTE: The rope ladder is unstable due to twisting and
turning which could dislodge the persens on the ladder.

c. Stabo Rig:

{1) The stabo rig is comprised of one nylon
rope 100-130 feet in length, with a pick-up harness.

(2) Normally 30 minutes is the maximum
length of time personnel should be carried on the rig.
Physical condition of the personnel must be considered
when determining exposure time.

{(3) When an immediate exfiliration is
necessary and a hoist is not available or is considered
too slow, the stabo rig is readily employable. The pilot
brings the helicopter toa hover overthe team and orders
theropes dropped. When the personnel are attached and
give agignal that they are ready for pickup, the FE/AG
will give the pilot clearance to climb vertically and
guide the pilot with voice commands {left, right, backor
forward) until the personnel are clear of the trees. At
this time, the pilot will slowly accelerate to 40 KIAS (do
not exceed 60 KIAS), proceed to o secure area for
landing, and transfer the personnel from therig into the
helicopter. Extreme core must be taken in the approach
to & high hover with n very slow rate of descent in
placing personnel on ground.

{1) Since all hovering is out of ground effeet,
density altitude is critical. (OGE + 5% is required.)
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27-8. Authentication:

a. Surface-to-Air. The Reception Committee
Leader (RCL) will display a flashing green light (or
other designated signal) oriented in the opposite
direction of the established approach track until the
aircraft is on its final approach at which time the RCL
will display a continuous, steady signal pointed at the
underside of the fuselage. During daylight periods, a
distinctive panel or smoke will be used for
authentication purposes.

b. Airto-Surface. Arrival at the LZ within two (2)
minutes of the established TOT, on or near the
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designated approach track, will serve to authenticate
mission aircraft. (NOTE: This procedure should not be
construed so as to preclude adjustment of the LZ
marking for existing winds. When surface winds are s
factor (infils: 10 kts or more, exfils: 5 kts or more} the LZ
marking will be positioned toinsurethelandingis make
into the wind, regardiess of the approach track
established in the mission request and confirmation.
The mission aircraft will make the initial approach to
the LZ along the designated track and, if necessary,
subsequently adjust to the final approach track
indicated by the LZ marking.)
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Chapter 29
ORDNANCE DELIVERY

29-1. General:

a. Armed helicopters used in support of ground
troops or employed in the transport escort role are
extremely effective due to their flexibility and ability to
deliver ordnance very close to friendly positions. The
fundamentals described here, in conjunetion with the
Dash 1, appropriate 3-1, and AFM 3.5, are basic
information for gunship employment. Each situation
will require some depree of modification to patterns and
tactics described. The tactics deseribed here are for g
two-ship pattern. When resources are available,
additional aircraft can be incorporated in the patterns.

h. Due to the maneuverability of the helicopter
and the wide varicty of target situations, the helicopter
crew must have a complete knowledpe of their
cnpabilities and limitations with the various helicopter
weapon systems.

29-2, Basic Principles. Armed helicopter doctrine
demands the timely and accuratedelivery of fire to meet
the requirements of supported forces. All members of
the gunship team must be continuously indoctrinated
with a sense of urgency; however, they must prevent
inadvertent firing inte friendly positions. The following
must be considered:

a. Control. Controlis the ability of the commander
to position or maneuver clements to accomplish the
mission. Control is enhanced by the communications
capabilities of armed helicopters. Establishing
standard operating procedures and thoroughly training

crews allow the use of brief commands.
' b. Flexibility. Flexibility allows the armed
helicopter commander to adapt te the situation and to
accept a variety of missions. Flexibility is primarily a
result of communications and mobility.

¢. Fire and Maneuver. Fire and maneuaver allows
one clement to close with the enemy under the
supporting fire of another element. One of the most
efficient uses of armed helicopters is employing them as
a base of fire while ground clements close with the
ohjective. To provide o continuous base of fire and
maneuver, armed helicopters are employed as a team.

d. Surprise. Burprise implies striking theenemyin
a manner that they are unable to counter effectively,
Even when the enemy knows they will be attacked, the
armed helicopter may achieve surprise by the time,
piace, direction, size, or composition of forces, or by the
tactics employed.

e. Timing. Precise timing allows maximum
support of all attacking elements and reduces the effect
of enemy countermeasures.

29-3. Established Rules for Armed Helicopter
Employment. Factors affecting the employment
of armed helicopters are METT (Mission, Enemy,
Terrain and Wenther, and Troops and Equipment) and
the established (cardinal) rules, These established rules
are combat proven guides which enhance mission
success and inecrense survivability in the combat
environment,

a.  Avoid Target Overflight. Armed helicopters do
not have the speed to survive in the vicinity of hostile

anti-aircraft fire. Two steps in aveiding target
overflight are:

(1} Engage target at maximum effective
range.

(2} Disengage target before reaching enemy’s
effective range,

b, Avoid Flight in the ZAP Zone:

{1} The ZAP zone is the airspace where most
aireraft hits occur. The limits of the zone are governed
by the enemy ground-to-air firepower capability.

{2} The ZAP zone is also that airspace which
provides the best air-to-ground observation. For this
reason, it is not always possible {o meet the
requirements for reconnaissance and remain cut of the
zone,

¢. Avoid Flying the Trail Position:

{1y When both the gunship lead and the
wingman fly the same ground track, the fellowing
unacceptable conditions result:

(a) Observation as a team is reduced.

{b) Enemy gunners can placeenfilade fire
on the entire team.

{¢) The hostile force is alerted by the first
helicopter, and will either take cover or place fire on the
second.

(2} To properly employ fire power the lead
aireraft should establish the axis of advance over the
most favorable terrain for the entire element.

d. Make a High Reconnaissance First.
Circumstances that can prevent a high recennaissance
inclede weather, the tactical situation, or situations
when mission security would be jeopardized.

e. Always Assume the Area is Hostile. The
assumption that an nrea is safe just because no hostile
fire has been received, especialiy in guerrilla conflicts,
can be fatal. A reconnaissance by fire with negative
results is not a guarantee that the area is safe.

f. Locate the Friendly Forces. Armed helicopter
crews should not return hostile fire until the friendly

- positions are known. Constant visual and radio contact

should be maintained with friendly forces.

g. Avoid Fiying Parallel to Terrain Features,
Continually f{lying parallel to terrain features
establishes a pattern. Flight over linear terrain fentures
should be conducted at maximum speed and at varying
angles more nearly perpendicular.

h. Conserve Ammunition. Ammunition should be
conserved for contingencies such as rescuing downed
crew membhbers. One method of conserving ammunition
is to regularly reserve a certain percentage of the
ammunition load for contingencies.

i. Know the Situntion. It is imperative that armed
helicopter crews know the ground tactical situation if
they are to provide the accurate, timely fire support
required,

j. Team Briefing. Each member of the team must
know the situation, the mission, and the plan of
execution. Debrief the team on completion of the
mission. Debriefing will often bring out valuable
intelligence information.

k. Take your time. A common mistake, especially
with inexperienced crews, is the tendency to rush, The
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crew should concentrate on sound tactics and accurate
fire delivery,

29-4, Target Acquisition (Airborne):

a. Reconnaissance. Targets may rvesuit from
aerial reconnaissance performed by the armed
helicopter or by a FAC:

(1) Known Target. The known tarpet is
located by aerial or ground surveillance, The armed
helicopter pinpoints the target specifically before
attacking it.

(2) Target of Opportunity. “Pop-up” or
surprise targets located by the armed helicopter element
reconnaissance are targets of opportunity.

b. Night Acquisition. At night or during periods of
fow visibility, target acquisition becomes more difficult
and crew responsibilities take on added importance.
Proper crew training and knowledge of techniques
available can be an advantage for the armed helicopter
element. Aids to night target acquisition include:

(1) Artificial illumination. Night target
illuminaticn may be accomplished by aircraft flares,
artillery illuminating rounds, and ground or aircraft
mounted searchlights,

{a) Armed helicopters can drop flares for
illumination, The flares constitute an inflight hazard
because of their possible ignition by hostile fire.

(b} Due to the danger of fiying into the
flare, nttack helicopters normally operate outside or
abovethelighted areas. The use of flares must be closely
coordinated with the ground commander to prevent
interference with the ground tactical plan.

(2) The use of night vision goggles (NVGs) by
qualified aircrews may increase the ability to identify
targets at greater ranges, however, accurate range
estimation is difficult. All detection ranges arelargely a
function of theexisting light conditions. Moving targets
with centrasting backgrounds or targets with a
reflected or generated light source can be identified at
greater ranges. Target acquisition capabilities are:

(a) Under low to medium ambient light
conditions {quarter moon), personnel can be detected at
ranges up to 400 metera (1,310 feet). Vehicular targets
and other large stationary objects may be acquired at
ranges up to 2,000 meters (6,560 feet). Acquisition in
excess of 3,000 meters {3,840 feet) is possible when
vehicles are moving, Recognition of prominent terrain
f.eat)ures is poasible at ranges up to 3,600 meters (9,840

ect).

{b) In medivm to high ambient light
{quarter moon to full moon), all detection ranges are
significantly increased. Major terrain features have
been identified at distances exceeding 16 kilometers (9.9
miles) and buildings at ranges exceeding 3,000 meters
{9,840 feet). Aircrews may fire numerous rockets or
tracers withou! Josing the ability to see with gogples.
The NVGs amplify and regulate ambient light at a
constant level, A sudden illumination or sudden
increasein light, such as when firing rockets, witl cause
the goggles to darken momentarily unttl the wearer
turns away from the light or the source is extinguished.
The darkening effect resuits from the goggles adjusting
to the bright light sotree. Areas surrounding the bright
light or flash will appear to darken. The effect dependa
on the duration and intensity of the light. Recovery
from the darkening effect is almost instantaneous.

29-5. Target Acquisition (Ground). Ground
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elements acguire most targets for armed helicopters. .
Transmiting target information from the ground to the

armed helicopter element causes special problems. A

simplified fire request system must be used by the

ground observer to minimize the difficulties of calling

for armed helicopter support:

a. Tarpet Location. Friendly Elements Position.
Fhe pground observer and the armed helicopter
commander must be sure that the armed helicopter
element knows the location of the friendly elements.
Several methods may be used to insure that no mistake
is made:

(1) Use colored smoke or colored panels which
can be seen from the air to mark the friendly positions.

{2} Use normally encoded coordinates,
reference points, and point of origin giving friendly
positions.

b, Target Identiflication. The ground observer can
use colored smoke, or any other signal which can be
identified from the air, to reference the target. If it is
impossible te mark the target, the ground observer may
elect to use smoke or panels to mark a position. The
ground observer will estimate the direction and
distance toc the target.

¢. Target location and description should be as
concise as possible but not so concise as to preclude
absolute understanding of the target and its location by
all members of the team.

d. Attack Fermation. To position each shipinthe
team at the proper location during the attack, the
pattern to be used in the attack will be given by the
gunship lead.

e. Attack Procedures. When the gunship lead
specifies the attack direction, the wingman is allowed
time to move into position to provide protective fire,
When determining the attack heading, gunship lead
will take into account those principles of target attack
previously discussed.

f. Direction of Break. Lead calls the direction of
break so that the wingman can position to take -
advantage of the break.

g. Acknowledgement. All elements of the armed
helicopter force must understand the situation
completely prior to attack. All commands must be
acknowledged by each element.

h. Actions of Gunship Elements. When under
direction of the pround observer, the gunship element
must insure that:

(1) Friendly positions are identified.

(2) If a mark is used, the direction from the
mark to the target is clearly identified and understood
by both the ground observer and the armed helicopter
team.

{3) The type fire that the ground observer
wants on the target is known,

(4) The armed helicopter element is cleared to
fire before attacking.

28-G, Attack Patterns. Normally specific patterns
cannot be preplanned. The mission commander will
adjust each attack to take advantage of the terrain and
weather, exploit enemy weaknesses, and employ
combat elements to gain the maximum advantage:

a. Entry from recket passes to gunnery patterns
will be dictated by terrain, weather, and
friendly/enemy positions. Turns should always be
made away from the enemy position. If the friendly
position is difficult to distinguish, a rapid descent
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should be made directly to the friendly position using
Jinking maneuvers during the descent.

b. The Break The break is emploved to enable
attack helicopters the safest possible depariure from the
target arca. It consists of & 150 to 180 degree turn after
weapons release.

¢. Racetrack Pattern. The racetrack pattern
{(Figure 29-1) is the basic attack pattern from which the
others are derived. This pattern may be used on any
direct fire support mission or may be modified as the
situation dictates. Intepgrated weapons may be used to
suppress hostile fire long enough for the helicopter to
break contact. Direct hits are not necessarily a
requirement in suppressing hostile fire. Often the sound
of the weapons being fired is sufficient to momentarily
silence hostile fire, This is particularly true for the 2.75.
inch folding fin aircraft rocket (FFAR) which has a
significant psychological effect that is derived from the
noise of firing alone;

{1} Advantages:

(a} Any number of helicopters may be
used in the pattern.

{(b) The helicopters are mutually
supporting by fire and observation.

(¢) Continuous fire may be placed on the
targe!.

(d) Engagement range, disengagement
range, and timing are flexible.

(2) Disadvantages:

(a) Target is covered frem only one
direction at a time.

(b) Enemy is able to place enfilade fire on
the entire attack formation from one position.

(c) Direction of break is fixed.

d. Figure “8" Pattern. This pattern is effective for
both LZ seccurity and attack. The helicopters are
positioned so that each is in position to attack as the
other helicopter disengages the target. Timing is
important and care must be taken to vary the track over
the ground. Turns are away from the target area. Entry
into the Figure “8" may be from any position (Figure 29-
2)uging a combination of mixed ordnance (2.75 rockets,
40 mm gun or fixed forward fire). Offset the run in so as
not to inadvertently hit the team:

(1) Advantagea:

{a) Continuous fire on the target
preventing the e¢nemy from setting up fire in
anticipation of subsequent attacks.

(b} Provides continuous “over the head”

observation and coverage of the team.

{c) Permits delivery of large volumeoffire
in a short period of time,

{(d) Mutual coverage ismaintained during
the break.

(2} Disadvantages:
{a) Spacing and timing are critical.
{(h) Target is covered from only one
direction.
{c}) Pattern accepts only two ships,
e. Dogbone Pattern (figure 29-3). An effective

pattern designed to place protective fire between the

team on the move and a pursuing hostile force.
(1) Advantages:

(a) Attacking helicopters are mutually
supporting and control is easily maintained during the
attack.

(b) The pattern may be modified to adapt
to terrain and number of firing passes required,

29-3

(¢} Length of time for firing pass is quite
long.

(d) Maneuvering places gunships in
position to cover teams without firing intoe friendly
positions.

(2) Asinthe Figure “8" pattern, entry may be
from any position (figure 29-4) using combination of
mixed grdnance.

NOTE: The loops of the basic Doghbone should always
be made away {rom the target position.

f. Random/Modified (figure 29-5). This pattern
gives the gunships the capability of delivering rocket
fire as well as side fire, and may be entered from either
the Figure “8" or Doghone.

i. Spooky Pattern (figure 29-8). This pattern is
basically the same as a circling pattern but flown at an
altitude above therange of enemy ground fire. It can be
used effectively to provide a ring of fire around a
friendly position that may be completely surrounded.
Firing can be done on atangent to the friendly position
which will prevent ricochets or direct fire from hitting
the friendlies. This pattern is useful in providing an
escape route for a team or neutralizing a maneuvering
area for a low altitude pattern.

29.7. Gunship Escort (Figure 29-7). No matter
what circumstances are encountered during the escort
role, the duties of the armed helicopters remain the
same, Before the slick descends into the area, the
gunships should make a thorough reconnaissance of
the flight route to clear, radio instructions to the slick,
and get in position to escort the slicks into the aren:

a. During the approach portion of an escort, the
gunships must bein a position to provide fire support, as
necessary.

b. When the friendly troops are engaged in a fire
fight with the enemy, another procedure must be uged.
In this situation enemy units can often be accurately
located. Once the enemy has been located, a route
gshould be selected which offers the best protection in
termsa of concealment and avoidance of enemy ground
fire.

¢. An attack of the enemy position will allow the
slick aircraft to make its approach with comparative
safety. The attack must be timed to place heavy
continuous fire on the enemy positions during the final
portion of the slick's approach. Fire support must also
be delivered while the slick ia on the ground, If the slick
is able to land in a well covered or concealed position, it
may be posgsible for the gunship to orbit until theslick is
ready to depart the area.

d. Departure:

{1) If the armed helicopters have made a
thorough reconnaissance of the route and landing area,
there should be little difficulty in escorting the slick
from the area. Try to avoid establishing a definite
departure pattern. Choose a departure route that offers
concealment and avoids all known enemy arca,

{2) The slick should notify the gunships of its
intentions prior to takeoff. This will allow the gunship
time to maneuver into proper position to givemaximum
protection during the departure.

29.8. Evading Enemy Fire. See Tactics Manual for
helicopter operations.
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Figure 29-1, Racetrack Pattern.
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Figure 29-3. Dogbone Pattern.

28-8, Aircrew Responsibilities. One thing that
must be emphasized is that flight integrity and air
discipline are not flexible. The most experienced, able,
and intelligence aircrews can negate much of their
effectivencss by a simple vielation of air discipline.
Supervisors must provide the training and guijdance
necessary to insure a professional well-disciplined and
effective strike force. The technigues outlined in this
regulation will provide the basic guidelines for the
combat employment of the UH-1. However, no
regulation can ever substitute for any lack of skill,
determination, or intelligence: Gunner (Flight

.Engineer/Aerial Gunner):

{1) To be effective, the gunner must be well
briefed on the mission. The gunner must know the
enermy situation, the friendly situation, the formation to
be flown and the specific mission of the helicopter. The
pilot’s briefing to the gunner should include applicable
rules of engagement and any local operating
procedures.

(2) The pilot must give the gunner an
opportunity to test fire his weapon prior io any potential

engagement, This can be accomplished over open fieids
or bodies of water, carefully avoiding inhabited areas.
When in formation, prior to test fire, the pilot will
request clearance from the flight leader. (For training
purposes, weapena will only be fired over an approved
range.)

{3} Under normal circumstances, the gunner
will not leave his assigned position within the aireraft
until cleared te do sc.

{4} The door gunners should keep the brass
policed from the cabin area. Not only does the brass
cause precaricus footing, but it can work its way
beneath the floor panels and jam the controls, On
training missions, thebrassis policed priortodeparting
the range.

(8 When engaging targets or flying cover for
slick aiferaft, the gunner should immediately notify the
pilot of gun malfunctions. He should assist the pilot in
maintaining relative position during gun patterns by
giving clear concise information pertaining to the
location of the LZ and other aircraft in the pattern.
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Chapter 30
NIGHT VISION GOGGLE (NVG) OPERATIONS

30-1. General. Certain missions may require the use
of NVGs on all or part of the mission. NVGs amplify
light from stars, ground lights, and the moon to
enhance the vision of the wearer. The following
limitations and cautions must be observed when
operating on NVGs, _

a. Depth perception is adversely affected by
NVGs (e, weather may appear much further away
than it actually is; closing on another aircraft or
descending toward the ground is not immediately
noticeable}

b. Reduced visual acuity does not allow the
aircrew member to perceive singular objects or terrain
features as rapidly.

¢. Reduced peripheral vision degrades the ability
to perceive motion, particularly in a hover,

d. Terrain/other obstacles in the “shadow’ of
more distant/higher terrain, man made ohstacles or
clouds, may not be seen when wearing NVGs.

e. Different colored lights eannot be distinguished
(i.e.,, all lights appear to be the same color).

f. Bright lights (direct or reflections) from internal
or external sources seriously degrade the NVG wearer's
vision.

g. Haze, smoke, and low outside illumination due
to overcast conditions or lack of ground tights diminish
the effectiveness of NVGs.

h. Turning on NVGs in daylight or looking
directly at bright sources of illumination will damage
the light sensitive material in the gogpgles.

i. Wearing NVGs for an extended period can cause
extreme fatigue. Eye fatigue can be lessened by
periodically removing the NVGs to rest the eves, NVG
users must guard against mission degradation due to
proionged usage.

). With adequate available outside illumination,
NVG vision enhancement is inversely proportional to
altitude—the lower you fly the better you see. Caution,
do not fly below the minimum altitudes specified in para
30-2 below,

k. Awvoid flying toward moonrise or moonset as
vision may he severely restricted by the intensity of the
moonlight.

30-2. IHumination Requirements. Ajtitudes listed
in this section are minimums and should be adjusted
upward for Hmited available illumination and reduced
aircrew proficiency. During overcast sky conditions,
sufficient reflected light may be available, depending
on surrounding area lighting, to safely conduct NVG
operations. Operations may be conducted down to 50
feet obstacle elearance with gufficient available
tHlumination (illumination equivalent to 20% moon
disk). The decision on whether there is sufficient
available illumination to safely conduct NVG
operations down to minimum altitudes rests entirely
with the aircraft commander, instructor pilot, or flight
lead. For upgrade training, illuminatien levels should
be of medium to high intensity for the first night NVG
training flight. When available illumination will not
permit safe NVG operations at minimum altitudes, the
following restrictions apply:

a. Navigation:

(1) In nonmountainous areas minimum
altitude is 300 feet above the highest obstacle within
VINM of the flight path.

{2y Inmountainous areas minimum altitudeis
500 fect above the highest obstacie within two NM of the
flight path.

EXCEPTION: Formation fiight on the wing of an HH-
33H utilizing PAVE LOW systems s authorized.

b, Less than 20% Hlumination for Approaches:

(1) Nonmountainoeus approaches may be
accomplished uvsing additional light source once you
have established your pesition and are within
approximately two NM of the LZ. LZ lighting should he
used., Use of aircraft white lights to make the first
landing to set up LZ lighting is authorized.

{2y Mountainous approaches {i.e., LZ located
along ridge lines or valleys, etc) are not authorized,

{3) Tully operational HH-53H aireraft havenn
illumination restrictions. Other helicopters may fly on
the wing of an HH-33H utilizing PAVE LOW systemsin
zero illumination conditions.

NOTE; Mountainous areas are defined as arcas where
a D00 foot gradient occurs within ANM of the flight
path.

30-3. Weather Criteria. Sce paragraph 6-22,
30-4. Power Requirements. (Ref para 9-9i.)

30-5. Safe Escape Altitudes., Compute safe escape
altitudes for each route segment using the following
criteria;

a. VMC. The heading and altitude must provide a
minimum of 500 feet above obstacles within three NMof
the course centerline when maintaining VMC.

b. IMC. The heading and altitude must provide a
minimum of 1000 feet above afl obhstacles within five
NM of course centerline (2,000 feet clearance in
designated mountainous arcas) .when IMC s
encauntered.

30-6. Wind Information. When accurate wind
information is not available, base wind determination
on forecast winds, doppler if available, and indications
obtained during the site evaluation. If power reserve
and eseape routes arce questionable, multiple passes
should be made to determine wind effects before
committing to an approach, hover/landing,

30-7. Minimum-Light/Communications-Qut Air
Refueling:

a. Minimum-light air refueling is basically the
same as normal night air refucling. The main difference
is which lights, if any, the helicopter uses. The pilot
must make a realtime decision on light use hased on
moon illumination. If adequate tHumination exists and
if the tanker's ped and hose illumination lights are
properly positioned, then the pilot may not require the
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use of any lights to effect the reflueling phase. When
lower levels of ilumination are present, the pilot may
desire to use the following lights:

(1} H-53. The drogue or probe light can be
used. Because of the low level of light produced by the
drogue light, the pilot may have difficulty when
attempting to Jocate and properiy position the light
beam. Also, use of the drogue light increases the
potential for detection from the ground. The probe light
has proven very cffective for minimum-light conditions
and it is difficult to detectl from helow. The pilot cannot
normally discern that the light is operating until the
helicopter is approaching the precontact position and is
within approximately 20 feet of the drogue. Once the
light is effective, the intensity may be adjusted to alevel
satisfactory to the pilot.

{2) H-3. The controllable spotiight, when used
at low intensity, is very effective for minimum-light
conditions and is difficult to detect from below. Adjust
the light so it shines near the tip of the probe. When the
helicopter is approaching the precontnct position, the
light will become effective and the intensity may be
adjusted to a level satisfactory to the pilot.

b. The contact, refueling, and disconnect phases
are identical to any other air refueling. Most pilots who
have accomplished minimum-light air refueling find it
much easier than the classic night AR. It is essential,
however, that the tanker maintains a steady heading
until the contact is made because spatial disorientation
may occur if heading is varied in periods of low
illumination. (NOTE: The pilot accomplishing the air-
refeeling will not use NUG's for the contact and
refueling phase.)

¢. One of the key elements to s successful
minimum-light/communications-out AR is the
briefing. During the briefing, it is cssential that the
altimeter sctting, the rendezvous and join-up altitudes,
the ARCT, and aircraft lighting be thoroughly briefed
and understood.

d. Thetanker and receiver must plan their flights
and control their timing carefully. Under no
circumstances should the tanker arrive at the ARCP
early. Likewise, the helicopter must not be late.
Absolute erew discipline must be maintained to effect
timing and, if either aircraft is off schedule, radie
gilence may have to be broken to advise all concerned
parties. In addition, the helicopter should be at the
ARIP on time, at the assigned altitude, nnd have all
checklists completed.

e. Rendezvous and join-up are essentially the

GARY K. SPENCER
Colonel, USAF
Director of Adminisiration
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same as normal night or day air refueling. The
helicapter pilot should maneuver into the observation
position slowly because of decreased depth perception.
Rendezvous and join-up may be accomplished using

either tanker low or tanker high procedures. Tanker:

high has proven the better procedure for H-53s because
the tanker can see the helicopter blade tip lights. When
the helicopter acquires the tanker, the pilot
climbs/descends 200 feet and establishes a normal
observation position. The observation position can be
tdentified by flying on a line which places the tanker
pod and hose illumination light on aline with the amber
light by the paratroop door.

f. NVGs may or may not be required for the pilots
to visually aequirethe tanker. The use of NVGs may neot
be necessary after establishing air refueling altitude at
the ARIP. However, proximity of high terrain along the
AR track should be a consideration. If tHlumination and
terrain are a consideration, it is recommended that the

~copilat be on goggles during therendezvous and join-up.

He usually removes the gogples when the helicopter is
established in the ebservation position and remains off
NVGs until disconnect. After disconnecting, the copilot
can go back on goggles to assist the pilot in determining
other aircraft positions and terrain clearance.

g. Therequirement to AR with minimum light and
in a communications-out environment is realistic. The
actual AR is no more difficult than day AR if you
thoreughly plan your mission, fly it on schedule, and
think ahead. The key is good crew ecoordination,
situation awareness, and airerew/formation discipline.

. Use the Planned Comm Qut Refueling light
signals in Chapter 31 of this regulation for light signals
between receiver and tanker.

30-8. Over Water Operations:

a. Cruise over water is permissible down to 100
feet AWL.

b. The minimum altitude for over water cruise for
aircraft without radar altimeters or for aireraft with
inoperative radar altimeters is 200 feet AWL.

30-9. Live Hoist. Live hoist is authorized during ali
NVG operations,

30-10. Minimum Equipment:

a. NVG comnpatibie cockpit lighting.

b. One external IR tanding light.

¢. Pilota must wear PVS35 NVGs with the modified
face plate or & more improved system.

THOMAS M. RYAN, JR,
General, USAF
Camrrmn_der in Chief
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