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INFORMATION SHEET 23-1

HELICOPTER SHIP TO SHORE MOVEMENT
I. SHIP-TO-SHORE MOVEMENT CONCEPT
A. Most Critical Part of Action Phase.  The S-T-S movement is the most critical part of the action phase for several reasons.  During this period, the LF and assault shipping are the most concentrated.  Troops being transported to the shore, whether transported by surface means or by helicopter, are particularly vulnerable to enemy fire of all types in this phase.  Movement control requirements are complex and must be coordinated precisely with the fires of supporting arms.  Additionally,  the natural hazards of weather, sea, and surf conditions must be overcome.

B. Concept of Operations Ashore
1. The S-T-S movement is designed to ensure the landing of troops, equipment, and supplies at the prescribed  times and places and in the formation required by the LF scheme of maneuver ashore.

2. With an approved concept of operations ashore, LF and naval requirements to accomplish the mission are consolidated and compared with the means available to CATF (forces, lift, logistics, etc.).  If means available to move troops, equipment and supplies ashore do not satisfy requirements, additional means are requested from higher authority or the concept of operations is adjusted accordingly.

C. Ship-To-Shore Movement Periods
D. S-T-S movement commences on the order of the CATF to "land the landing force."  Movement is concluded when  unloading of assault shipping is completed.  

E. The S-T-S movement is generally divided into two periods:

a) Assault and Initial Unloading Period.  This period is primarily tactical in nature and must be instantly responsive (selective unloading) to LF requirements ashore.

b) General Unloading Period.  This period is predominantly logistical in nature  and emphasizes speed and volume of unloading operations.

F. Amphibious Force Landing Plan
1. The Amphibious Force landing plan is prepared after final allocation of means is made.  The landing plan is composed of naval and LF documents  which show in detail the instructions to execute helicopterborne and waterborne S-T-S movement. (Note: Those documents which relate to helicopter movement are delineated in item 5.)

2. The landing plan consists of the S-T-S movement, supporting fire, and combat service support (CSS) plan.

3. Concept of Operations Ashore.  The LF concept of operations ashore  is the principal determinant in the development of the landing plan.  As the basis for the landing plan, the concept of operations ashore itself is influenced by many factors; such as, intelligence on enemy dispositions, the combat power available, and the available landing zones.  The concept of operations is the basis on which all subsequent, inverse planning for the amphibious operation as a whole is predicated.

II. SHIP-TO-SHORE MOVEMENT PLAN
A. The term "ship-to-shore movement plan"  refers to both helicopter and surface S-T-S movement.  The plan for supporting fire and requisite CSS to the LF during early stages of the assault are an integral part of the plan.  It is the integrated sum of detailed plans, tables, diagrams and schedules that are prepared by Navy and LF commanders (i.e. naval landing plan (contained in CATF's OPORD) and the LF landing plan (contained in CLF's OPORD)).  A detailed plan is a prerequisite for the successful accomplishment of an amphibious mission.  Plan development demands a synergistic effort with a systematic approach to planning and adherence to doctrine.  To understand the S-T-S movement plan, you have to understand its origins and the context in which it operates.  The plan is issued by CATF and CLF as an appendix to the amphibious operation order (OPORD) , message OPORD supplements, or an APP-4, "Allied Tactical Messages (U)," formatted message such as the operational tasking amphibious (OPTASK AMPHIB).

B. Ship-to-Shore Movement Planning Considerations.  The LF scheme of maneuver determines the major aspects of the S-T-S movement.  Specific planning considerations are:

1. Over the horizon (OTH) or near shore launch.

2. Helicopterborne, waterborne, or a combination.

3. Location of landing beaches, landing craft air cushion landing zone (CLZs) and helicopter landing zones (HLZs).

4. Assault shipping dispersal.

5. Composition and timing of assault waves.

6. Tactical integrity of the LF.

C. Selection of these considerations is affected by:

1. Hydrographic features of beach approaches.

2. Beach size and trafficability to support the landing.

3. Characteristics of CLZs and HLZs and their approaches.

III. HELICOPTER CONSIDERATIONS
A. Helicopter Employment Considerations
1. The role of the helicopter in the LF concept of operations.  Helicopters can be employed from OTH to achieve tactical surprise.

2. Quantity and types of helicopters available.

3. Number of ships which are capable of launching/recovering helicopters and those which can also hangar and/or maintain helicopters (with fuel, arms, and/or maintenance).

4. Location, nature, number, and size of helicopter landing zones (HLZs) and their approach and retirement lanes.

5. Enemy capabilities and dispositions (especially location, type, and density of antiaircraft weapons).   A necessary ingredient for a successful helicopterborne operation is control of the airspace in which you operate (air superiority).  Transport helicopters, especially in large formations, are particularly vulnerable to surprise air attack by air-to-air missiles and anti-aircraft/defense artillery (AAA)/(ADA).

6. Oceanagraphic/weather influences:

a) Suitability of sea state for launch and recovery of helicopters.

b) Weather conditions to be encountered at launch/recovery, en route, and  at the HLZ.  This includes ceiling, visibility, icing, and turbulence.

7. Requirements for supporting arms, linkup, and CSS.

8. Availability of alternate plans for landing serials scheduled for helicopterborne waves aborted during the landing.

B. Helicopter Support Requirements
1. All ships having helicopter refueling and rearming capabilities should be considered when establishing refueling/rearming cycles. 

2. When practicable, decks should be no smaller than two spots to maintain section integrity.

3. As the assault progresses, helicopter forward arming and refueling points (FARPs) are established ashore by the LF.

4. Provisions for downed aircraft should be included in CLF's OPORD.

5. A Helicopter Support Team (HST) is established at a HLZ to facilitate the landing and movement of  troops, equipment, and supplies as well as the evacuation of casualties and POWs.

C. Helicopter Capabilities and Limitations.  The capabilities and limitations of all helicopters must be examined when considering employment of helicopters as a means of transporting the LF in the S-T-S movement phase and /or using helicopters for assault support. 

1. Helicopter Capabilities.  Helicopters can:

a) Ascend and descend vertically into small unprepared areas for the loading and unloading of troops and/or supplies.  Hover and load or discharge troops and cargo without landing.  Transport personnel and cargo to areas inaccessible by other means.

b) Deliver fresh troops in organized units to the objective.

c) Fly safely at low altitudes and operate under conditions of low ceilings and reduced visibility, and during periods when surf conditions prohibit the use of landing craft and amphibian vehicles.  

d) Use obstacles (such as ground forms and vegetation) for cover and concealment and bypass ground obstacles for rapid shuttle movement.

e) Provide speed and flexibility significantly greater than ground transportation in movement about the battle area.   Provide for increase in the depth of the battlefield without intermediate handling.

f) Operate from all types of aircraft carriers, amphibious ships, and from confined and unimproved areas ashore.

g) Provide Close Air Support Rotor-Wing (CAS(R/W)) and emergency support within the battle area, including resupply, reinforcement, and withdrawal.  

h) Provide airborne platforms which can perform numerous missions within the amphibious operations area, such as,  command and control, observation, liaison shuttling, reconnaissance, search and rescue (SAR), medical evacuation (MEDEVAC), tactical recovery of aircraft and personnel (TRAP), illumination roles in support of the assault, heavy lift, transport of artillery and light armored vehicles, armed escort,  and anti-armor CAS.

2. Helicopter Limitations

a) Helicopters require greater quantities of fuel than surface vehicles performing similar tasks.  Additionally,  greater maintenance effort is required for helicopters than for other types of transportation.

b) In certain operations, secrecy may be  compromised by helicopter engine and rotor noise and/or dust in the landing zone.

c) Weather can greatly affect helicopter employment. Helicopter operations are severely limited when icing conditions prevail.  Helicopter lift capability is affected by changes in atmospheric conditions, such as,  altitude, wind, humidity, and temperature. Additionally, although helicopters may be able to fly under cloud decks, low ceilings may reduce the effectiveness of, or preclude the use of, fixed-wing aircraft which may be counted upon to provide escort, landing zone (LZ) preparation, and/or  close air support of the helicopterborne force.

d) Weight and balance of internal loads must be carefully computed to insure safe and efficient flight.

e) Helicopters are vulnerable to nuclear blast effects, antiaircraft fire, small arms fire, and enemy aircraft.

f) Large scale employment of helicopters is dependent upon good visibility, adequate landing areas, and robust protective measures.

g) All helicopter operations require precise coordination for deconfliction with other air operations and supporting arms.

IV. SUPPLY AND MOVEMENT CATEGORIES
A. S-T-S movements of LF troops, equipment, and supplies are broadly classified by type as waterborne movement and helicopterborne movement.  For convenient reference in planning the S-T-S movement and to promote flexibility during its execution, two categories of supplies and five categories of movement are employed:

1. Supply Categories
a) Landing Force Supplies.  LF supplies are all those supplies and equipment that accompany the LF in assault echelon (AE) and assault follow-on echelon (AFOE) shipping and comprise the projected initial supply support to sustain the LF until arrival of resupply in the Amphibious Objective Area (AOA).  The  LF Supplies category is further broken down into basic loads, pre-positioned emergency supplies, and remaining supplies.

(1) Basic loads.  Types and quantities of supplies which the commander directs his unit to carry for a specific operation.

(2) Pre-positioned emergency supplies.  Used for replenishment early in the S-T-S movement.  May be further broken down into floating dumps and  helicopter-lifted supplies, which are similar.  







(3) Remaining supplies.  Constitute the major portion of supplies from the AE and AFOE .  They are mostly unloaded during general unloading and may be used to build dumps ashore.

b) Resupply.   Resupply consists of the supply support transported into the AOA by the follow-up shipping subsequent to the landing of the AE and AFOE shipping.  Resupply also includes host-nation and inter-service support in on-call status from aircraft or ships.

2. Movement Categories (Troops and Equipment) 
a) Scheduled waves

b) On-call waves

c) Nonscheduled units

d) Pre-positioned emergency supplies

e) Remaining LF supplies

3. Landing serials.  Discussion of the movement categories listed above requires an understanding of landing serials and serial numbers.

a) Serials.  A serial is an element or group of elements within a series which is given a numerical or alphabetical designation for convenience in planning, scheduling, and control.  For embarkation purposes, a serial is a troop unit or grouping of supplies and equipment that are to be:

(1) Embarked entirely in one ship.

(2) Landed as a unit on a specified beach, CLZ  or HLZ.

(3) Landed at the same time.

b) Serial Numbers.  A serial number is an arbitrary number assigned to each serial to identify each element of the LF, in either the AE or the AFOE, to be landed before general unloading.  It includes those Navy elements landed with the LF before general unloading.  Serial numbers are a means of identification, not a statement of priority, and are published in the Serial Assignment Table (SAT), which is included in the landing plan.  The planned order for landing serials is published in the Landing Sequence Table of the landing plan.

c) Purpose of Serial Numbers.  Serial numbers are primarily reference numbers and in no way indicate a priority or sequence of landing.  The purposes of serial numbers are to:

(1) Act as a code to identify the grouping of units or equipment.

(2) Provide speed, brevity, and security in communication.

(3) Provide a means of preparing status reports and verifying that all elements ordered to land are landed.

B. Scheduled Waves.  Scheduled waves transport the initial assault elements of the LF (i.e., Battalion Landing Team (BLT)) with their basic loads of equipment and supplies by helicopterborne means.  The time, place, and formation for landing are predetermined jointly by the CATF and CLF.  For helicopterborne movement, scheduled waves may require multiple lifts to completely land the helicopterborne assault elements.

1. Commencement.  Scheduled waves usually  begin landing at H-hour (or at a time known to all).  They are landed at the direction of the CATF and in accordance with a precise time schedule.

2. Priority.  After helicopterborne waves leave the departure point (DP), the landing of scheduled waves proceeds without change except in extreme emergency in order to maintain the necessary momentum of the assault and to ensure the required rapid buildup of combat power ashore for maximum shock effect on the enemy.

3. Composition.  Scheduled waves are composed predominantly of elements of the initial assault BLT's and their prescribed loads.  Designated elements of the Landing Force Support Party (LFSP) necessary to establish initial control and coordination of unloading operations will also be included in scheduled waves.

4. Serialization.  Scheduled waves are serialized.

5. Listing of Scheduled Waves.  Helicopterborne landings proceed in accordance with the Helicopter Employment and Assault Landing Table (HEALT).

C. On-call Waves.  On-call waves consist of the elements of the LF and their initial combat supplies whose need ashore at an early hour is expected, but whose time and place of landing cannot be accurately predetermined.  They are elements subject to immediate or emergency call and are positioned so as to be available for landing shortly after H-hour.

1. Commencement.  Helicopterborne on-call waves are retained in a standby status aboard ship until called ashore.  They are landed upon the request of the appropriate troop unit commander.

2. Priority.  Because the units in on-call waves have a high priority for landing, their number should be kept to a minimum consistent with transportation asset availability and expected requirements ashore.  The landing of any other elements may be preempted to permit the landing of on-call waves.

3. Composition.  Such units as the assault unit reserves, direct support artillery, combat engineers, light armored vehicles and landing support elements not contained in scheduled waves are usually contained in this category.

4. Serialization.  On-call units are serialized.

5. Listing of On-Call Waves.  All are listed in the HEALT.

D. Nonscheduled Units.  Nonscheduled units are the remaining units of the LF, in either the AE or AFOE, with their initial combat supplies, whose landing is expected before the commencement of general unloading.

1. Commencement.  Nonscheduled units are not landed until requested and normally are not boated until requested. The need for such elements ashore is usually not of an emergency nature.  Nonscheduled units are normally moved ashore after completion of scheduled landings by surface means, not helicopter. 

2. Priority.  Once started, landing of nonscheduled units may be interrupted to permit landing of on-call waves, pre-positioned emergency supplies, or other selected supplies or equipment for which there is a greater requirement ashore.

3. Composition.  This category includes the combat, combat support, and Combat Service Support Elements of the LF not included in the scheduled or on-call waves.  Examples are LF reserve, general support artillery, LFSP elements, antiaircraft units, aviation ground support units, and headquarters elements of LF's, division, aviation, and CSS elements.

4. Serialization.  Nonscheduled units are serialized.

5. Listing of Nonscheduled Units.  Nonscheduled units are usually landed in accordance with the Landing Sequence Table and will be listed in the HEALT.

E. Pre-positioned Emergency Supplies.  Pre-positioned emergency supplies are designated by the CLF to meet expected critical needs for supply replenishment early in the S-T-S movement.  These supplies are available for immediate delivery to units ashore.  This category is further divided into floating dumps (surface S-T-S) and pre-staged helicopter-lifted supplies.  Pre-staged helicopter-lifted supplies are prepackaged units of selected supplies that are positioned aboard helicopter transports and other suitably configured ships for rapid air delivery to units ashore.  They may be employed in support of both helicopterborne and surface assault units.

1. Dispatch.  Supplies are dispatched to the landing zones or beach when requested by the troop commander ashore.

2. Reconstituted.  Once a unit of pre-staged helicopter-lifted supplies has been committed, it should be immediately reconstituted unless supply levels ashore are sufficient to obviate the further requirement for such assets.

3. Dissolved.  Uncommitted pre-staged helicopter-lifted supplies are landed as transportation (surface or air) becomes available and stored in designated CSS areas ashore.  Movement of these supplies ashore should be coordinated closely with the LFSP to minimize handling and maximize aircraft and landing craft utilization.

4. Serial Numbers.  Pre-staged helicopter-lifted supplies may be assigned serial numbers in order to facilitate the identification and delivery of specific supplies.

5. Listing of Pre-staged Helicopter-Lifted Supplies.  These supply packages are included in the Heliteam Wave and Serial Assignment Table.

F. Remaining LF Supplies.  Remaining LF supplies consist of replenishment supplies and equipment not included in the unit commander's basic loads, floating dumps, or pre-staged helicopter-lifted supplies.  These supplies constitute the major portion of supplies transported into the AOA in AE and AFOE shipping.  Certain supplies in this category may be selectively unloaded to ensure prescribed dump levels are maintained ashore.  However, the bulk of remaining supplies are landed during general unloading.  This category of supplies is generally moved ashore via surface means, not by helicopter.
V. HELICOPTER LANDING FORCE DOCUMENTS
A. Helicopter Availability Table 

1. Prepared early in the planning phase to provide LF and helicopterborne unit commanding officers with basic information with which to determine the employment of available helicopters.

2. The Helicopter Availability Table lists:

a) Helicopter units
b) Number of helicopters available for first and subsequent lifts

c) Tentative load capacity
d) Ships on which the helicopters are to be transported

3. Available figures pertain only to D-Day operations and are an estimate of expected losses to helicopter availability by maintenance factors and/or attrition.

4. Originally prepared by the senior helicopter unit commander and submitted to CLF for inclusion in the landing plan.

B. Heliteam Wave and Serial Assignment Table
1. Depicts loads for each helicopter described by:

a) Tactical units (TROOP UNIT)

b) Supplies and Equipment (the average combat load is 240 lbs for each Marine. Any particularly heavy equipment or supplies are listed separately in this column)

c) The weight column ensures that maximum helicopter payloads are not exceeded by troop units.

2. Identifies:

a) Each heliteam with its assigned serial number.

b) Serial number within the flight and wave.

3. All movement/landing categories are included.

a) Scheduled waves will be organized into helicopter waves and listed in numerical sequence.

b) On-call and nonscheduled serials will be listed in the planned sequence of landing following the scheduled waves.

c) If necessary, prepackaged supplies may also be serialized and included.

4. Preparation is necessary to:

a) Determine effective utilization of helicopters.

b) Detail lift requirements.

c) Develop a planned sequence of debarkation and serialization of the units involved.

5. This table is prepared by the commander of the helicopterborne unit, assisted by the helicopter unit commander,  in coordination with the ship's commanding officer, and is submitted to the next higher echelon for approval.

C. Helicopter Landing Diagram
1. This diagram is a graphic depiction of the approach and retirement lanes from the helicopter transport area to the LZs.

2. It includes the control measures established to enhance  control of helicopter movement.

3. Details and remarks are depicted in the Helicopter Landing Diagram, such as flight altitudes, width of lanes, etc.

4. The diagram is prepared by the senior helicopter unit commander in coordination with cognizant helicopter transport group/unit commanders and are submitted through the chain of command to the CATF for approval and coordination with planned supporting fires.

D. Control Measures Included in Helicopter Landing Diagram (see figure 1)


1. Landing Zone (LZ)

a) Specified ground area for landing assault helicopters to embark or debark troops and/or cargo.

b) May contain one or more landing sites.

c) LZs are designated by a code name, traditionally a bird name.  

2. Landing Site

a) A subdivision of a LZ in which a single flight or wave of helicopters land.

b) Do not have to be geographically continuous.

c) Traditionally designated by a color.

3. Landing Point

a) Point where one helicopter may land.

b) Designated by a two-digit number within a landing site.

4. Approach and Retirement Routes

a) Consist of a track or series of tracks relative to the earth's surface over which helicopters move to and from a specified LZ in coordination with fire support plans.

b) Located so as not to interfere with the waterborne S-T-S movement.

c) Traditionally designated by the names of states.

5. Wave Rendezvous Points (WRPs)

a) Position designated for assembling loaded helicopters when conducting operations.

b) These points are located at a given altitude and position relative to the departure point.

6. Departure Point (DP).  Air control point at the seaward end of the helicopter approach route system from which helicopter waves are dispatched along the selected approach route to LZ.

7. Penetration Control Point (PCP).  Point along helicopter approach route at which helicopter waves penetrate a hostile coastline during S-T-S movement.

8. Control Point (CP):

a) Position marked by a buoy, ship or craft, electronic device, or conspicuous terrain feature.

b) Used as an aid to navigation and control of helicopters enroute to LZ.

c) Traditionally designated by the names of cities within the state used for the approach and retirement routes.

9. Initial Point (IP).  An air control point in the vicinity of a LZ from which individual flights of helicopters are directed to the prescribed landing sites.

10. Break-up Point (BP):

a) Air control point at which helicopters returning from a LZ break formation and are released to return to individual ships or dispatched for other employment.

b) May be the same point, geographically, as the Departure Point.
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Figure 1.  Helicopter Landing Diagram

E. Helicopter Employment and Assault Landing Table (HEALT)
1. The HEALT is a detailed plan for the movement of helicopterborne troops, equipment, and supplies.  It provides the landing time table for the helicopter movement and indicates the assignment of specific troop units to specific numbered flights and their HLZ/landing sites.

2. This document is the basis for the helicopter unit's flight schedules and the control of helicopter movement by the appropriate air control agency.

3. It is prepared by the commander of the helicopterborne unit and the associated  helicopter unit commander, working in close coordination.

4. Each successive echelon makes any changes that are necessary and consolidates the tables.  The final approving authority prepares and publishes the final approved consolidated tables.

5. Upon publication, lower echelons publish extracts pertaining to their units.  Close coordination between Helicopter Direction Center(s) (HDCs) and the embarked landing force elements is required to ensure execution of the desired plan.

VI. CONTROL AGENCIES.   The Tactical Air Control System is divided into two major sections with a number of subordinate agencies.  The Navy has the Tactical Air Control Center (TACC) afloat. Working closely with them the  Supporting Arms Coordination Center (SACC). Control of the helicopterborne S-T-S movement is exercised by the CATF.  Helicopter units employed in the S-T-S movement are subordinate elements of the LF.  These units execute the S-T-S movement in accordance with the CATF's plans for landing and control (which are established on the basis of LF requirements).  Plans include provisions for reversion of control of helicopter operations to the CLF when the situation ashore permits.  CATF employs the Tactical Air Control Group (TACGRU) and  the helicopter transport group/unit commander to plan and conduct helicopterborne S-T-S movement.  CLF employs the Tactical Logistics (TACLOG) group to assist Navy control officers.  Agencies concerned with the helicopterborne movement and the procedure for control are as follows:

A. Tactical Air Control Center (TACC) Afloat.  The TACC afloat is organized and equipped to exercise control and/or coordination of all aircraft, including helicopters, in the AOA.  During the helicopter S-T-S movement, the TACC exercises control over all helicopters; coordinates helicopter movements with supporting arms and other air operations; and maintains the current status of helicopter and landing platforms and the progress of the helicopterborne assault(s).

1. Tactical Air Control Group (TACGRU)/Tactical Air Control Squadron (TACRON).  The TACGRU/TACRON operates Tactical Air Control Center (TACC) afloat or Tactical Air Direction Center (TADC) to control all aircraft in the AOA and provides aircraft control and warning facilities afloat for offensive and defensive missions within the AOA.  The OIC of the TACRON detachment (det) usually stands Tactical Air Controller (TAC) billet and Tactical Air Officer (TAO) duties.

2. Tactical Air Controller (TAC) and Tactical Air Officer (TAO).  The TAC is the officer in charge of all operations in the TACC afloat. This is generally a watch position and can be delegated by the TAO to a subordinate officer.  Helicopter movements must be closely coordinated with the other users of airspace; e.g., fixed-wing aircraft and supporting fires.  The tactical air officer (TAO),  is responsible for this coordination.  The LF TACLOG provides liaison to the TAO. 

B. Tactical Air Direction Center (TADC).  The TADC is a subordinate air operations installation of the TACC afloat or ashore, from which aircraft and air warning service functions of the tactical air operations in an area of responsibility are directed.

C. The Helicopter Transport Group Commander.  This individual is responsible for matters related to flight control of helicopters.  This control is exercised through the HDC and the helicopter logistics support center (HLSC).  The helicopterborne assault force TACLOG, collocated with the HDC and HLSC, provides the necessary liaison.

D. Helicopter Coordination Section (HCS).  The HCS is one of five sections of the TACC afloat and is the specific section which coordinates all helicopter operations decentralized under the control of subordinate helicopter control agencies.  The HCS is organized into two units: A Helicopter Coordination Unit (formally helicopter control unit), concerned with the actual employment and coordination of helicopters; and a Helicopter Advisory Unit, concerned with maintaining current data on the status, availability, locations, and progress of the helicopterborne assault(s).  Additionally, the HCS is normally augmented with personnel from the aviation combat element (ACE) of the LF.    
    

E. Helicopter Direction Center (HDC).  The actual control and  direction of helicopterborne S-T-S movement is decentralized to the HDC(s), which is/are subordinate to the HCS of the TACC afloat.  The HDC is/are embarked aboard the helicopter transport capable ships - normally LHDs and/or LHAs.

1. Major functions of the HDC(s), under the overall supervision of the TACC afloat, are as follows:

a) Control the movement of all helicopters operating within its assigned control areas and in accordance with the concept of operations.

b) Control escort aircraft when directed by the HCS/TACC.

c) Maintain and report to the HCS/TACC the status and location of assigned helicopters.

d) Advise the HCS/TACC on all matters pertaining to the movement of the helicopters within its control area that may require coordination with supporting arms.

e) Coordinate all changes to the HEALT with the HLSC.

f) Control the movement of medical evacuation helicopters based on the advice of the Amphibious Force  medical regulating control center (MRCC).

2. The HDC(s) is/are collocated are closely integrated with the TACLOG, HLSC, and MRCC.  During operations, the helicopter assault force TACLOG monitors requests from assault units or their CSS elements ashore.  Requests for delivery by helicopter are forwarded through the HLSC, which coordinates the debarkation of serials in accordance with the landing plan.  The requests are then forwarded to the HDC(s) for execution.  

3. When the DASC is established ashore, it assumes responsibility for HDC operations as directed by the TACC.  Within the DASC is the helicopter director, who is responsible for the coordination and control of helicopters operating under control of the DASC.  When and to the extent that air control ashore is exercised by US Air Force elements, agencies are established in accordance with US Army-US Air Force procedures for air-ground operations. Air control agencies ashore must be compatible and capable of functioning with other air control agencies of the Amphibious Force.

F. Helicopter Logistic Support Center (HLSC)

1. The HLSC is located aboard the helicopter flagship close to the HCS.  It coordinates the debarkation of air serials during large scale operations in accordance with the landing plan, under the control of the helicopter logistics coordinator (HLC), a Navy officer, comparable to the PCO of a waterborne movement.

2. The troop commander ashore or the LFSP (or HST) will request on-call, nonscheduled serials and emergency resupply based on priorities.  The HLSC processes all air requests through the HCS and, once approval is given, notifies the debarkation control officer on the applicable ship to prepare for helicopter operations and the nature of the mission.  

3. The coordination that the HLSC performs is dependent on the communications (logistics)  nets available.  The helicopter assault force TACLOG, located aboard the central control ship, monitors such requests and assists as required.  TACLOG informs the requesting ground commander or the supporting CSS element of mission approval, the type and number of aircraft, the expected time of arrival at his position, and the helicopter route if applicable.  This information is required by the ground unit's FSCC for fire support coordination.  Once helicopter control is passed ashore, the DASC will provide this information.

G. Control Ashore - Direct Air Support Center (DASC)
1. The DASC is normally the first LF air control agency established ashore.  It is designed for control and direction of Offensive Air Support (OAS) including CAS, Assault Support (AS) and other tactical direct air support operations.  Operates under the direction of the LF Aviation Combat Element commander (ACE)/Tactical Air Commander (TAC).  

2. The DASC controls and directs tactical direct air support, and controls helicopters when control has been passed ashore.

3. An MRCC is co-located with the DASC to advise on matters dealing with casualty movement.

H. Assault Support Coordinator (Airborne) (ASC(A))

1. The ASC(A) is an experienced naval aviator operating from an aircraft to direct airborne coordination and control of helicopter assaults.  The ASC(A) is responsible for the airborne control of all helicopters in his assigned area and coordinates with the Tactical Air Coordinator (Airborne) (TAC(A)) or Forward Air Controller (Airborne) (FAC(A)), as appropriate, for support of CAS aircraft, as determined by the overall Tactical Air Commander (TAC).

2. When an ASC(A) has not been designated, the helicopter transport flight leader may, within the limits of his authority, discharge the duties of the ASC(A) requisite to mission accomplishment.

3. If employed in conjunction with the TAC(A), the relationship between the two will be established by the TAC or his designated representative.

4. The ASC(A) may function as an extension of the DASC, ASC(Surface) or HDC in situations in which those agencies delegate specific authority to him for specific missions.

5. The ASC(A) and helicopterborne unit commander should normally be assigned to a single aircraft where feasible in order to facilitate timely and coordinated decisions affecting the helicopterborne assault. 

I. Tactical Air Coordinator (Airborne) (TAC(A))
1. The TAC(A) is an officer who coordinates from an aircraft the action of combat aircraft engaged in close support of ground or sea forces.  The TAC(A), as an on-site airborne extension of the DASC, TACC or TADC, is normally the senior air coordinating authority over all aircraft operating within his assigned sector or area of responsibility.

2. The specific authority exercised by a TAC(A) will be as specified or delegated by the DASC, TACC or TADC, as appropriate.

3. During helicopterborne assault operations, and other operations where an ASC(A) is employed, the relationship between the TAC(A) and the ASC(A) will be established during the planning phase by the TAC or his designated representative.

4. The TAC(A)'s principal responsibilities are to deconflict aircraft and coordinate employment of supporting aircraft with other supporting arms.  In fulfilling this responsibility, the TAC(A) coordinates as necessary with the ASC(A), ground commanders' Tactical Air Control Parties (TACPs), FSCCs, subordinate FAC(A), and the fire direction centers of artillery and naval gunfire.

5. The TAC(A) may or may not be assigned depending on mission requirements and aircraft availability.  When assigned, the TAC(A) is subordinate to the DASC, the TACC or TADC.
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