Page

AIR ORERATIONS FOR ASRC MEMBERS

INTRODUCT ION

Inn recent years, the ASRC has beern involved more and more
with airceraft on ﬁea;ch and rescue missions. Law enforcement and
maedical providers are obtaining and using more aircraft and the
ASRC fregquertly works with the Civil Air Patrol so this trend carm
be expected to continue as aircraft become more available search
and rescue resources.

Aircraft are used most commonly in three roles by the ASRC.
Transportation to arnd from distant mission sites is oftern
praovided by the CAP in gerneral aviation aircraft or by military
helicopters. Medical evacuation from remote areas may be
proavided by air ambularnces operating in Virginia, all capable of
providing advarnced 1ife support within minutes of being called by
searchers, arid all working out of mager medical centers.
Firnally, airborne searching ¢r other tactical support _may be
provided by state police, U.S. Park Poalice, the military, the
Civil Air Patrol, or any orne of a rnumber of operators.

Exposure to such a variety of aircraft with increasing
freauency reguires that Conferernce members be familiar with
safety and cperational procedures. Pilots and flight crews will
rict be able (o willing) to instruct peaople in such procedures as
they are needed and & basic familiarity with them will vastly

improave the safety and efficiency of the cperation as well as thes
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searchers’ working relationghip with the flight crews.

SAFETY
Certainly the most important aspect of any opgratiﬁn is
safety. This is also one of the most reglected parts of many
search operations using aircraft. Remembering a few guidelines
and the proper use of personal safety gear may prevent ar
accident, however, or save someone’s life if one oocurs.
Helicopters are
oftern thought to be a
preat safety hazard
because of the per-—
ceived cornsequerces
oF a mechanical
failure. Contrary to
popular belief,
helicopters do ot
fall out of the shky

if their engine Figuwre 1, Autorotations
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fails.

There is a technigue, called autmrmfation, that allows the pilot
to make a @ safe "hard lamding.” Autorotation is vot possible,
haowever, if the helicopter is operating at low altitude or at a
slow  airspeed. The exact limits vary from model to model, but
typically autorotation is impossible below an altitude of fifty

feet above ground level or an airspeed of fifty knots (see fig. 1).
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If a hard landivn must be made, passernigers are safest if
they assume a crash position. When warrmed by the pilot, sit bent
forward at the waist, hands clapsed behind the nechk. If yeur
seat faces the rear of the ship, sit erect with your head braced
firmly against the headrest, arms at your sides. Dex nét leave
the ship until the rotors stop turning unless there s  fire.
Very few hard landivigs result ivn a fire, but if the ship should
burr, exit quickly and calmly, head ducked, leaving towards the
dowrhill side of the larding site.

The use of flame-resistant clothirng has beern shown many
times by the military ta significantly reduce burns suffered in

the irmitial flash of aircraft crashes. If this flash is sur—
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vived, the odds are greatly increased that the orash will be sur-
vived. (Esserntially, the clbthing bﬁy% vou time to run.d For
this reasor, mnost government agencies reauire the use of certain
protective clothing. If a Parl SBervice employee is iﬂJu;ed in a
crash, for  instarce, arnd he was not using all reguired safety
gear, he is nat eligible for workman’s compensatiorn. For reasons
of liability, and more importantly of personal  safety, it iw
therefore urwise to fly in low altitude or slow (i.e. tactically
useful) aircoraft without using this eguipment.
First, a flame-resistant garment shouwld be worn
The first choice is a locse fittimg flght suit made of Nomex

fabric, which will support flame but will rot burn Oﬁcgithe flame

is removed. A two-piece parment is also satisfactory. The suit
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should be worn as the outermost layer, and should be long  encugh
te Ffit over the tops of laced up boots (not low shoes) that are
worn with cotton or wool socks. The sleeves should not be rolled
up, and should cover the tops of gloves (Nomex or leather). The
collar should be turned up to  protect the back af.the recH.
Synthetic materials (polypropylerne, nylorn, etc. ) will support

fFlame arnd should wnot be worn, especially rnot as an outer layer.

¢
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If a Nomex garment is vot available, cotton and wool are the best
substitutes. [Cotton may be made flame resistant by scakinmg it
i a solution of boric acid and allowing it to drip drys the
treatment must be repeated after each washing.l Any clothing
should be loose fitting so that air can act as an insulator
agaivnist the intense heat.

A flight helmet. is also desirable.> It will provide good
protection against
burns . for almost all of the
head if always worn with the
visor down (whenn the visor
is lovered, do ot tightew
the locknut), The rape
strap should be tightened
and the chin strap secured
snugly on the lowest ﬁnaps;
Mast flight helmets also
provide hearing protection Figure 2. Flight helmet

and wmay be eqguipped with electronics that can be plupged inteo &
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handheld radico or an aircraft's comounications system. If &
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flight helmet is uravailable, any other type of helmet with a
chin strap should be worn  alowng wifh eye protection and ear
pluns. . -

Survival items (essentials) should be carried at all tines
in case an emerpgency larnding must be made in a remote area o
under  adverse conditions. When flying on a search as an obser—
vaer, a searcher shouwld carry his field ﬁack if weight restric—
tions allaw ivi case the nreed arises to land and follow up an
observation on the ground.

Bercause of the altitude arnd airspeed limitations o
antorotations, take—off and landing are the least safe times irn
the flight. For this reasan, any persons working in tﬁg‘ larnding
zone  should wear the same safety gear they would if they were
flying. Non—essential persormel should be kept uutside of the
safety cirecle of the helispot and well clear of the approach and
departure paths (it is illegal for these paths to pass over
peaple, buildings, or vehicles at an altitue or separation less
than S22 feet).

It is the responsibility of the helispot manager to see that
these guidelines are followed and that all passengers thaé board
a helicopter are briefed on emergency procedures, provided with
safety gear, and properly loaded and strapped into the aircraft.
He should prepare a manifest of esach flight, containing at least
the name and emergerncy contact for each passenger. He is alsa

responsible for the safety and security of the helispot.
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GROUND ORERATIONS FOR AIRCRAFT

The ground activities accompanying air operations may be
auite simple or complex. Most pilots can operate around a  land—
img zone without any ground direction, Communicating as much
iriformation aﬁout the landirvig zome and ite hazard ta the pilot aws
is possible can ownly improve the safety of the operation,
however. N

Much of this information can be communicated by tﬁ& proper
design of the helispot.
Helicopter landing zovnes should
cornsist of a square touchdown pad
lacated in the center of a safety
circle, The sizes of the pad and
circle vary for different
helicopters. The Incident Com—
mand System has terminoclogy that
recognizes three size classes of
helicopters and describes the
landirng zones for each (fig. 3).
A clear path should exist in  the
direction of take off for ideally .

three hurndred feet and in the
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direction of landing approach fFor Figure 3. ICS Helispots
at least orne hundred feet.
The paths should externd from the center of the touchdown pad at

about  twenty degrees and should clear about twenty degrees
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verticélly. N

The landing zone should be as clear as possible of any
hazards. A special effort should be made to aveid power lines.
Difficult to see from the air, they carn tangle or destroy the
rotors of a helicopter. Alsoc hazardous is the presence of boggy
pround arourd the touchdown pad. I1f the ground is not solid and
i other helispat is available, the site may be rendered safe by
placing lopgs parallel to and against one ancther, holding them in
place with stakes driven in the ground,

If the windspeed is greater tharn tern knots, the helicopter
will need to lanmd and take off into the wind. If wirds are
steadily twenty knots oo greater, the landing zorne will |, probably
rat  be useable by most smaller aircraft. To indicate the wind
direction, a wind tee, made from orange or white signal panels

saevers by one arnd & half feet in size, should bhe placed on the

touch down pad with the top of the "T" pointing into the wind.

‘
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Small smoke bombs carn be used to identify the helispot and to
indicate wind direction and speed. éignal panels shouwld be stur-
dily secured since they will be subjected to extremely hipgh winds
as the rotor downwash hits then. If riot secured, they can be
caught irn the circular air flow set up by Lthe rotors and can foul
oy break the rotor or air intake, coreating an extremely dangerous
situation,

At nmight the helispot can be illuminated by strategically
nositiorning vehicles around the safety circle with their 1owe

beam
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headlinphts shining towards
the touchdown pad. The wind
v may be illumirnated,
but if lights (e g.
steadily burning highway
warnirng lights) are used
they should be well secured.
The aireraft may be signal-
led using metecr flares,

atrobes, or  the rotating
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beacons of emergency

vehicles, No light should

be pointed directly at the -

ship, nhowever weak; it may

temporvarily blind the pilet

(i flash pictures!). Figure 4. Night Operations
Hazards can be marked with red highway flares and should  be
described to the pilat by radio if posible.

Ary  loose objects around thé helispot should be secured.
Persons within the safety cirvcle should wear hermets with cohin
straps. Shirvt tails should be tucked in, shoe laces tied, and
hats arnd other loose items removed or secured. n

The helispot manager should appoint or serve as a signalman,
using hand sigrnals (fig. 5) to move the helicopter ta the flat-
test, most solid part of the touchdown pad well clegar of any

hazards. The signalman should position himgelf ocutside the main
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rotor diameter to the right front of the ﬁelicwpter (thelicopter
pilots sit on the right). It should be remembered that any
signals are only advisory; the pilot himself has the ultimate

decision about positioning the ship in the landing zore.
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After it has landed, the helicopter should be approached
from  the front, within view of the pilet, and orily with the
pilot’s permission. Never approach from the uphill side, where
rotors  are much closer to the ground. Persons approcaching the
helicopter should crouch sivce a suddern downdraft can bring the
ratar tips within three feet of level ground. Any long objects
(antermae, 1.V. poles, tracking sticks, ete.) should be carriec
paralel to the ground.

ASRC  pround  teams may communicate with helicopters by
several radio charmels. There are several aircoraft band radios
ivi the Conference, and 122.9 (MULTICOM) or 183.1 (SAR) MMz A.M.
are freguencies which might be used. Ir additiqﬁl-many law
enforcement and medical aircraft are equipped with 'Qulfsbewg
radios which may be used to dial up any of the RBRE’s primary
F. M, freguencies. If aorne of these should be used, the aircraft
dispatcher should be given the freqguercy wher the reguest for the
aircraft is made. Whatever frequerncy is chosen should be used
exclusively for air/ground communicatior. If more thanm orne  air—
craft is being used on  an operation, an air-to-air frequency
should also be established so that pilots might keep awaré of ome

arnncther’s positions.
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DEFLOYMENT

Aircraft have marny uses in SAR aparations, many already
alluded to above. Wher reqguesting airvborne support, overheac
team persormel should carefully consider their needs and make
their request for the safest most efficient aircraft that can d
the job (although oftern one must take what one can get). For
examéle, if all that is required is an airborne plat form for a
cammunicatins relay, an orbiting small fixed-wing aircraft sould
be far less expensive than a helicopter to wperate, and probably
more readily available. For low altitude searching, on the other
hawmd, a slow moving helicopter would be a much better.chgica.

Whern selecting searchers to act as  airborne observers on
flights, pecple with several qualifications should be sought.
Searchers that have flown before inm the type of aircraft to  be
used are ﬁreferwed since their familiarity with the airoraft will
make the flight safer and sirce they will be less distracted from
their search task by the routine parts of the flight which may be
new to them. Observers should also be familiar with the étrategy
and development of the search so that they can recognize how
heavily certain areas must or must ricot be covered and what areas
should be recornmocitered for expansion of the search effaort.
Observers should be familiar with airoraft communicat ions
procedures sinee they may be the ones responsible for communicat-
ing with the base. Familiarity with aircraft safety should also

be a selecting factor.

'
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Whner flying as an  observer, a searcher should
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topographic map where it can be quickly referernced and shoulel
keep track of where he is at any time sa that any observations
can be properly docunmented. The mbsekvew should viot stare at any
one  point while flying, but should scan the field ofmyiaw from
side to side and from near to far. Rather thanm trying to  spot
anything specific, the observer should look for armything that
moves or stands ocut from the background. If a sighting is made,
immediately locate it in referernce to some fixed landmark so that
the site can be easily located again if a turn of the airoraft
places it out of view. If it can be safely done, the obser-
vations should be flown 128 to B2 feet above ground level.

If any operation is going to involve significgnt air
traffic, restricted airspace can be requested from the Federal
Aviatiorn Administration. This request can bhe made by contacting
arn FAR regiornal office, and should be made by the responsibie
agent. If pgranted, the restriction will cover airgpacé below a
certain altitude and within a given distance of a given point.
If a restriction is aobtained, searchers should be briefed or the

situation and should report to the air operations directeor  the

'
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N-riumber  of any aireraft which viclate the airspace so that they

may be reported to the FAA.

IN SUMMARY

Air operations are becoming more common on ASRC searches.
Because aircraft draw attention to the search and specifically to

the landivng zones in. yse, and because most ASRC persormel are ricot
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familiar with airecraft operations, safety should be a major
concern of incident and helispot managers. Fraper safety gear
including flame-resistant clothing, gloves, helmets, and eye and
ear protection used with proper training can greatly increase the
survivability of a corash and can prevent safety hazards in
routine operations.

Landirng zornes should be designated arnd managed with safety
i mind. Providing for this safety is primarily the
responsibility of the helispot manager.

Aircraft can be a valuable tool inm searching, but the type
af arcraft used should be selected with safety and efficiency in
mind. Observers should be trained and experiernced, wher pos-—

sible.
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