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PREFACE

1. Scope

Thispublication providesjoint doctrineand
tactics, techniques, and procedures for
planning and employing air mobility support
of joint operations. Thispublicationincludes
guidancefor air mobility operationsacrossthe
full range of military operations, to include
airland delivery, airdrop, air refueling, and the
movement of airborne and air assault forces.
Thispublication a so coverstheauthority and
responsihilities of combatant commanders,
subordinate joint force commanders (JFCs),
component commanders, and all agencies
involvedintheair deployment, employment,
redeployment, and sustainment of a joint
force. Further, the publication provides
guidance on planning, coordinating, and
conducting air mobility operations.

2. Purpose

This publication has been prepared under
the direction of the Chairman of the Joint
Chiefs of Staff. It sets forth doctrine and
selected joint tactics, techniques, and
procedures (JTTP) to govern the joint
activities and performance of the Armed
Forcesof the United Statesinjoint operations
and provides the doctrinal basis for US
military involvement in multinational and
interagency operations. It provides military
guidance for the exercise of authority by
combatant commanders and other JFCsand
prescribes doctrine and selected tactics,
techniques, and procedures for joint
operations and training. It provides military
guidance for use by the Armed Forces in

preparing their appropriateplans. Itisnotthe
intent of this publication to restrict the
authority of the JFC from organizing theforce
and executing the missoninamanner the JFC
deems most appropriate to ensure unity of
effort in the accomplishment of the overal
mission.

3. Application

a. Doctrine and selected tactics,
techniques, and procedures and guidance
established in this publication apply to the
commanders of combatant commands,
subunified commands, joint task forces, and
subordinate components of these commands.
These principlesand guidance also may apply
when significant forces of one Service are
attached to forces of another Serviceor when
significant forces of one Service support
forces of another Service.

b. The guidance in this publication is
authoritative; assuch, thisdoctrine (or JTTP)
will befollowed except when, inthejudgment
of thecommander, exceptional circumstances
dictate otherwise. If conflicts arise between
the contents of this publication and the
contents of Service publications, this
publication will take precedence for the
activities of joint forces unlessthe Chairman
of the Joint Chiefs of Staff, normally in
coordination with the other members of the
Joint Chiefs of Staff, has provided more
current and specific guidance. Commanders
of forces operating as part of a multinational
(alliance or coalition) military command
should follow multinational doctrine and
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procedures retified by the United States. For
doctrine and procedures not ratified by the
United States, commanders should evaluate
and follow the multinational command’s

doctrine and procedures, where applicable
and conggtent with US law, regulations, and
doctrine.

For the Chairman of the Joint Chiefs of Staff:

o[,
<

JOHN P. ABIZAID
Lieutenant General, USA
Director, Joint Staff

JP 3-17
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EXECUTIVE SUMMARY
COMMANDER’S OVERVIEW

* Discusses the National Air Mobility System

* Discusses the Assignment, Apportionment, Allocation, and
Tasking of Air Mobility Forces

e Addresses Command and Control Considerations for Joint
Air Mobility Operations

e Explains Airlift Operations, Including Airland and Airdrop
Methods of Delivery

* Discusses Air Mobility Refueling Operations

e Discusses Air Mobility Support Operations

*  Outlines Some Overarching Air Mobility Planning
Considerations

Air Mobility and the National Air Mobility System

Air mobility forces are a
national resource and air
mobility operations
represent a rapid means to
project and sustain power
across the globe in support
of vital, important, and
humanitarian US national
interests.

To deter threats against or assist in the defense or pursuit of
US interests, the United States maintains forces, organizations,
and processes necessary to conduct and sustain air mobility
operations globally, rapidly, and on a scale not matched by
any other nation. Rapid global mobility is the timely
movement, positioning, and sustainment of military forces and
capabilities across the range of military operations. The
leverage provided by rapid global mobility has been and
continues to be of great value to the United States at all levels
and types of combat and noncombat operations. The National
Air Mobility System (NAMS) is a broad and comprehensive
system that provides the President and Secretary of Defense
and combatant commanders with rapid global mobility. The
NAMS clements are organized as intertheater (strategic),
intratheater (theater), and organic air mobility forces. The
NAMS functions, accomplished by the US Air Force
Mobility Air Forces (MAF), are airlift, air refueling and
air mobility support. The NAMS consists of forces from
United States Transportation Command, the geographic
combatant commanders, and Commander, North American
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Executive Summary

Aerospace Defense Command. In addition, each of the
Services possesses some organic air mobility capability.

Assignment, Apportionment, Allocation, and Tasking

Any organization in ajoint
force may request air
mobility support.

of Air Mobility Forces

Airlift movements include the air transportation of any
digtinct increment of passengers or materiel between the
CONUS and one or more theaters by intertheater airlift
forces, or withintheater boundariesby intratheater airlift
forces or by forces augmenting them. The combatant
commander or subordinant joint force commander may elect
to apportion the total expected air mohility effort that should
be devoted to the various users for agiven period of time. A
request for airlift support should be fulfilled based on: (1)
operational necessity; (2) availability and suitability of dternate
surface transportation modes; (3) the Chairman of the Joint
Chiefs of Staff priority system; and (4) the combatant
commander’s apportionment. Therearethree categories of
requests: planned, immediate, and emergency. Validation
is the assessment of the feasibility and value of an airlift
requirement. Army, Marine Corps, Air Force, Navy, and
special oper ationsfor ces(SOF) componentsareresponsble
for contrallingtheir airlift movements. Theseactionsinclude
performing and arranging to: (1) bring units and materid to
departure terminals; (2) prepare those resources for air
movement; (3) provide support services to transient and
arriving units; (4) receive and transport unitsand materiel from
arrival terminals; and (5) prepare all manifests, movement
documents, and reports related to the movement. Thegod is
to move component resour ces expeditioudly, with effective
useof limited air mobility resour cesand minimum exposure
to hogtile actions.

Command and Control of Air Mobility Operations

Command and control of
air mobility forcesby
combatant commanders
(typically United States
Transportation Command
and the geographic
combatant commanders) is
based on the principle of
centralized control and
decentralized execution.

Through centralized control, commanders provide guidance
and organization to the air mobility effort. Decentralized
execution provides flexibility and versatility for subordinate
commandersto useinitiativein accomplishing their missions.
To be fully effective, this method of control and execution
requires flexible, responsive, secure, interoperable, and
survivable command and control systems. A primary air
mobility role of the Air Force is to provide airlift and air
refueling support to al Services. Combatant commanders
should rely on their Air Force component commandersto
supply the manpower with the expertise to plan and control
airlift and air refueling operations. Withintheair operations

viii
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Executive Summary

Airlift operations require
extensive planning,
preparation, and
coordination.

center, the air mobility division plans, coordinates, and
manages the execution of theater air mobility operations. The
Theater Air Control System consists of organization,
personnel, procedures, and equipment that enable the Air Force
component commander to exercise centralized control of
assigned and attached forces while decentralizing execution
of missions. The Theater Air Control System consists of
ground based (fixed and mobile) and airborne elements. The
Service Secretaries organize, train, equip, and provide organic
air mobility forces to support their respective Service functions.
The Secretary of the Air Force organizes, trains, equips, and
provides common-user airlift forces to support all the military
Services, other Department of Defense (DOD) components,
and US Government (USG) agencies. The Secretary of
Defense directs the assignment of these common-user airlift
forces to the Commander, US Transportation Command
(USTRANSCOM) and other combatant commanders. While
the USTRANSCOM is the primary source of common-user
airlift for DOD agencies and, as authorized, for other agencies
of the USG, several geographic combatant commanders have
been assigned airlift assets to provide common-user airlift
primarily in support of operations within their geographic
area of responsibility. A characteristic of common-user airlift
is the transfer of funds from the agency receiving the airlift
through the Transportation Working Capital Fund to
reimburse the cost of the airlift. Such a transfer is not normally
done for Service-unique or other sources of specialized organic
airlift.

Airlift Operational Considerations

All commanders must plan the orderly movement to and
from unit areas and the efficient onload and offload of aircraft.
Air mobility planners use the Joint Operation Planning and
Execution System (JOPES), an integrated command and
control (C2) system, for deliberate and crisis action planning
and execution. The combatant commander requests airlift for
the deployment and redeployment phases of an operation
through the JOPES process. USTRANSCOM supports
sustainment operations through channel service, military air
express service, and special assignment airlift missions. When
intertheater airlift requirements strain or exceed capability, the
Joint Transportation Board could be convened.
USTRANSCOM is responsible for providing in-transit
visibility of forces embarked on both intertheater and
intratheater lift. The Global Transportation Network
integrates movement information provided by the combatant
commanders, Services, and agencies to allow airlift customers

X



Executive Summary

Detailed planning for the
conduct of specific
operations is performed by
the participating
component commands.

the ability to track unit movements and sustainment operations
globally. The Civil Reserve Air Fleet (CRAF) is designed to
augment airlift capability. CRAF augments airlift capability
with US civil aircraft, aircrews, and support structure during
CRAF activation. The interface between USTRANSCOM’s
and Air Mobility Command’s C2 system and the
intratheater airlift C2 system is important as it must not only
provide information for transshipping passengers and cargo,
but it also must deconflict intertheater airlift movements with
other intratheater air movements. Aeromedical evacuation is
the movement of patients under medical supervision to and
between medical treatment facilities by air transportation.
Commander, USTRANSCOM is the DOD manager for
intertheater AE and global medical regulation.

Combatant commander responsibilities include planning,
developing intelligence, assembling participating forces,
accomplishing training, and establishing security measures.
From the time an operation is announced until it ends,
participating echelons should coordinate and confer
continuously. The time available to plan and prepare an
operation is directly related to the tempo of the overall
operation. Detailed planning for the conduct of specific
operations is performed by the participating component
commands. Air movement planning is developed from the
objective area back to the existing disposition of forces
(backward planning). The sequence is as follows: overall
tactical plan, landing plan, air movement plan, and marshalling
plan. The mission, operational concepts, rules of
engagement and logistic planning are the most important
considerations that influence the entire operation. Areas such
as landing, air movement, intelligence, threat at the deployed
AOR, operations security and counterintelligence, operations
in a weapons of mass destruction environment, command,
control, communications, and computers systems, materiel
collection and classification, enemy prisoners of war, medical
support, weather, marshalling, and withdrawal or restaging all
must be considered in the planning stages.

Airland and Airdrop Operations

In most situations, airland
is the preferred method of
airlift delivery.

Airland delivery requires suitable airfields and relatively low
threat levels. When planning airland operations, consideration
should be given, but not limited, to the tactical situation;
mission requirements; air direct delivery; and command,
control, communications, computer, and intelligence interfaces
within and among the Service components. Depending on the
tactical situation, planners may consider delivery of

JP 3-17



Executive Summary

Air refuding actsasa
forceenabler, aforce
multiplier, and/or aforce
extender.

personnel and equipment by airdrop. Airdrop planners
should include consideration of the factors listed for airland
operations, as well as those unique to airdrop operations.
Operations deep into adversary battlespace require an
extensive amount of timeto plan and coordinate, aswell asa
high level of training. Planners should develop contingency
plansto counter expected thresats.

Air Refueling Operations

Air refuding, therefuding of an air craft in flight by another
aircr aft, supportsthenational military strategy acrosstherange
of military operations including the Single Integrated
Operational Plan (SIOP). Air refueling allows air assets to
rapidly reach any trouble spot around the world with less
dependence on forward staging bases. Air refuding actsasa
force enabler, permitting aircraft to operate beyond their
unrefueled ranges. It also acts as a force multiplier by
permitting larger payl oads and added endurance, significantly
increasing the combat potentia of thereceiver aircraft. Force
extension isoften used when air refueling aircraft supporting
aircraft deployments are carrying cargo as well as refueling
other aircraft (dual role). Since takeoff fud is limited by the
amount of payload carried, air refueling aircraft operatingina
dua role may require force extension.

Air Mobility Support Operations

The global air mobility
support system provides
responsive, worldwide
support to airlift and air
refueling operations.

Successful employment of themobility air forcesiscontingent
upon establishing and maintaining aglobal air mobility support
system (GAMSSS) that enables the deployment, employment,
sustainment, and redeployment of forcesthroughout therange
of military operations. The GAMSS provides responsive,
worldwide support to airlift and air refueling operations. The
GAMSS is flexible, expanding or contracting according to
therequirementsfor operationssupport. It permitscontinuous,
globd C2 over the MAF, providing commanders with real-
time information on the status of missions and assets as well
as the location and disposition of transported personnd and
materiel.. The mobile forces that make up the GAMSS must
be able to deploy and commence support operations with the
same speed and efficiency astheforcesthey support. Without
this, support will “lag” behind the operationstempo necessary
to meet the combatant commander’s requirements and result
in delays of critical forces and supplies that may be key to
prosecuting the JFC's mission.
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Executive Summary

GAMSSforcesaredrawn from activeduty, Air Force Reserve
Component (AFRC) and Air National Guard (ANG) units.
Thevast mgority of activeduty GAMSSunitsare assigned to
USTRANSCOM, and support both functiona and geographic
combatant commanders. Boththe ANG and the AFRC provide
forcesto augment active duty GAMSSunits. AFRCand ANG
personnel are experienced operators and train to the same
standard as active duty forces.

Specifically, the deployable elements of the GAMSS are:
tanker airlift control dements(TALCEs), whicharemobile
organizations responsible for providing continuous on-site
management of mobility airfield operations; mission support
teams (M STs), which are smaller TAL CE-like organizations
capable of providing similar support on a smaller scae;
mission support eements (MSEs) that provide a specific
mission support capability in direct support of airfield
operations; special tactics teams, which often deploy at the
same time as GAMSS forces and provide the dynamic link
betweenthe surfaceforcesand theair assetsthet deliver, sustain,
and recover them; and global reach communications elements
that provide robust command, control, and communications
capabilities to the deployed GAM SS mission.

The fixed en route portion of the GAMSS is composed of
CONUSand overseasen routel ocationsthat are sized, manned,
and equipped to support peacetime air mobility operations,
passengers, and patients. Air mobility operations groups
(AMOGs) and their component air mobility squadrons (AM Ss)
providethisen route support. The AMOG provideslogistics,
intelligence, and air transportation planning to meet mission
requirements. AM S organizations are situated at key overseas
en route locations to operate air termind facilities.

When conducting deployed operations under the global reach
laydown strategy, predominantly CONUS-based resourcesare
teamed together to form deployable elements or teams. A
composite of personnel and equipment, appropriately sized
and tailored, form TALCEs, MSTs, and/or M SEs specificaly
designed to satisfy a particular operational requirement.

Thethree core functions provided through the GAMSS are
command and control, mai ntenance, and aeria port. All major
en route locations will provide these services; however, other
support capabilitiesthat directly impact air mobility operationa
missions (force protection, life support, intelligence, etc.) can
be added to these basic functions to complement this system
a anenroutelocation.. Thelevel of support can betailoredto

Xii
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Executive Summary

match the workload requirements at any particular en route
location. Consequently, the mobile forces of the GAMSS can
provide a method for establishing support capabilities at
existing or formerly “bare-base” locations; tailoring the level
of support provided at al ocation; and adding additiona support
capabilities at a location to complement the three basic
functions.

Air Mobility Planning Consider ations

Planning air mobility
operationsisa complicated
processinvolving afew
basic principlesand
numerousinterdependent
considerations.

The judicious use of air mobility assets requires attention to
several planning and support issueswhich are fundamental to
efficient and effective air mobility operations. These issues
impact tanker and airlift employment all the way from the
apportionment and all ocation stagethrough final execution. It
is important to remember that air mobility assets are tasked
against missions supporting the entire spectrum of national,
strategic, and theater objectives. Air mobility support is
apportioned to Service components based on aircrew training
requirements, user training requirements, and operational
missions not associated with contingencies. During
contingencies, priorities can significantly limit the amount of
air mohility support availableat the strategic level, where other
contingenciesor conflictsal so requireair mobility forces, and
at the operational level where different airpower functions
compete for limited available air mobility support.

The entire airlift operation requires detailed planning
including, but not limited to, some basic considerations.
Successful airlift operations are often dependent on anetwork
of facilities, such as air terminals, small austere airfields
(SAAFS), LZs, and DZs as well as various facility support
forces and the number and type of aerial ports available
within the theater. Further, the theater operationa situation
may necessitatethe establishment of aninter mediatestaging
base outside of the combat zone or operationa area prior to
inserting theforces. Inaddition, arobust automated in-transit
visibility system is a critical combatant commander
management tool and iskey to efficient and effective support
of airlift operations. All echdonsmust also plan for air base
defenseto protect airlift aircraft, aircrews, support personnel,
and base facilities.  Air mobility plans must also integrate
joint airspace control measures, since congested airspace,
exposureto adversary treats, and potential fratricidearemajor
concerns. It isalso important to consider that, depending on
thethreat, airlift operationsoftenrequiresecureair corridors
or operating areas, as well as active and/or passive threat
countermeasures. Additionaly, the amount of cargo and
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distances involved in intertheater airlift operations make air
refueling an attractive option in most situations, and an
essential optionin others. Finaly, operationssecurity and
communications security are both criticd to the success of
airlift operations.

Planning air mobility operations is a complicated process
involving afew basic principlesand numerousinterdependent
considerations.  This responsibility includes performing and
arranging to bring units and materiel to departure terminals;
preparing those resourcesfor air movement; providing support
services (meals, medical, billeting, and other appropriate
services) to transient and arriving units; receiving and
transporting units and materid from arrival terminals; and
preparing al manifests, movement documents, and reports
related to the actual movement. When considering air refueling
operations and a significant number of receivers requiring
probe-and-drogue type refuding intermixed with receivers
requiring boom-typerefueling, then plannersshould consider
using tankers capable of both types of refueling on the same
mission. Planners must also consider whether planned
operations will emphasize total offload capability for only a
few receivers or a rapid refueling capability for multiple
receivers. Finally, if specia operationsactivity isplanned, air
refueling plannersmust ensurethat aircraft capable and crews
trained in those operations are available.

Themarshalling plan providesthe administrative and logistic
procedures by which units complete final preparations. The
marshalling areaiis usually located near departure camps and
airfieldsto conserve resources and reduce the opportunity for
observation. The Air Force component portion of the
marshalling operation is developed during air movement
planning and consists of instructions regulating air craft
movement and the aircraft parking plan. The JFC staff
coordinates with administrative and logistic agencies for
maximum support during marshalling. The unit logistics
officer preparesthemar shalling plan. For security reasons,
marshalling should be accomplished quickly. The deploying
unit’'s movement to aircraft loading sites, preparation of
platform loads, cross-loading, and arriva airfield operations
must al be planned and executed properly.

Xiv
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Executive Summary

The JFC initiates airborne and air assault operations with a
planning order to participating units. The order is distributed
through normal command channelsand pertinent information
is issued to subordinate units. To allow efficient planning,
the order should specify missions, outline the command
structure, and identify participating ground and air forces.
Airborne and air assault commanders begin planning
operations with a visudization of the ground tactical plan
and develop it through a reverse-planning sequence. The
reverse-planning sequence can beviewed asafour-step process
for airborne operations, while air assault operations may be
considered a five-step planning process. Regardless of the
planning steps, they both involve loading forces on aircraft,
moving them to the objective area, landing, and initiating
thegroundtactical plan. Froman air mobility aspect, planning
for either of these types of operationsis complex and requires
direct liaison and coordination between the logistic support
agenciesof the participating componentsand other supporting
forces.

CONCLUSION

This publication specifies joint doctrine and joint tactics,
techniques, and procedures for the planning and employment
of air mobility support for joint operations. It covers the
authority and responsihilities of combatant commanders,
component commanders, and al agencies involved in the
deployment and sustainment of ajoint force across the range
of military operations. It provides guidance for the request,
apportionment, and use of this support during the deliberate
or crisisaction planning and implementation processes.
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CHAPTER I
GENERAL OVERVIEW

“Nine times out of ten an army has been destroyed because its supply lines

have been severed.”

Gen. Douglas MacArthur, General of the Army
Remarks to the Joint Chiefs of Staff, 1950

1. Basic Concepts

This publication provides joint doctrine and
joint tactics, techniques, and procedures
(JTTP) for the conduct of air mobility
operations. These operations are conducted
to transport military forces and materiel (and
other authorized personnel and materiel) on
behalf of the President and Secretary of
Defense, combatant commanders, and other
authorized users. Air mobility is a network
of systems that combines airlift, air refueling,
and air mobility support assets, processes, and
procedures into an integrated whole. This
publication describes the importance of air
mobility to US national strategy. It defines
the methods for categorizing airlift and air
refueling while showing the importance of the
air mobility support forces. It describes the
overall command and control (C2)
relationships for air mobility, the methods of
employing airlift and air refueling, lists
sources of air mobility forces, and covers
planning considerations for air mobility. The
Secretary of the Air Force organizes, trains,
equips, and provides air mobility forces to
support all the Military Services, other
Department of Defense (DOD) components,
and US Government (USG) agencies. The
Secretary of Defense (SecDef) directs the
assignment of these air mobility forces to the
Commander, US Transportation Command
(USTRANSCOM) and other combatant
commanders. Air mobility forces are limited
and thus must be applied where they can make
the greatest contribution to the most critical
requirements. Air mobility forces are a national

resource and air mobility operations
represent a rapid means to project and
sustain power across the globe in support
of US national interests. Defined and
categorized in the National Security
Strategy and the National Military Strategy,
the United States’ vital, important, and
humanitarian interests reflect the Nation’s
values. The United States will act because
its values demand it. Examples include:
responding to natural and human disasters;
responding to violations of human rights;
supporting democratization and civil control
of the military; assisting humanitarian
demining operations; promoting sustainable
development; and relieving destitution. To
deter threats against or to assist in the defense
or pursuit of these interests, the United States
maintains forces, organizations, and
processes necessary to conduct air mobility
operations globally, rapidly, and on a scale
not matched by any other nation. The Air
Force provides rapid global mobility to the
Defense Transportation System (DTS). Rapid
global mobility is the timely movement,
positioning, and sustainment of military
forces and capabilities across the range of
military operations. The leverage provided
by rapid global mobility has been and
continues to be of great value to the United
States at all levels and types of combat and
noncombat operations. Air mobility
enables commanders to simultaneously
exploit mass, maneuver, and surprise and
operate at the strategic, operational, and
tactical levels of war.
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“Operation DESERT SHIELD was the
fastest build up and movement of
combat power across greater
distances in less time than at any other
time in history. It was an absolutely
gigantic accomplishment, and | can’t
give credit enough to the logisticians
and transporters who were able to pull
this off.”

General H. Norman Schwartzkopf,
USA Commander in Chief
US Central Command

a. Rapid global mobility uniquely
contributes to the entire range of operations
by expanding a commander’s options when
using military force either in a lethal or
nonlethal manner. Since air mobility forces
enhance other forces’ combat power and
flexibility, either by extending their range,
bolstering their staying power, or providing
them with greater maneuverability, the
commander’s options for using either lethal
or nonlethal force are multiplied.

b. Because air mobility forces are vital to
operational success, joint force commanders
(JFCs) count on true unity of effort and
integration of all air mobility forces to meet
validated demands or requirements.
Commanders can only integrate these forces
if each subordinate functional or Service
component commander and supporting
geographic or functional combatant
commander clearly identifies all air mobility
forces available for tasking. These identified
forces may be assigned or attached to a joint
force, be made available for tasking by other
combatant commanders or Service component
commanders, or be accessible through a
supported-supporting relationship.
Regardless of their source, proper use of these
air mobility forces is the responsibility of the
supported combatant commander, the Air Force
component commander (AFCC) or Commander,
USTRANSCOM. Both combatant and
component commanders must integrate the air

mobility flow within and between theaters to
produce synergistic results. Planners should
consider the various operational
characteristics, the missions at hand, and the
guidance of the President and Secretary of
Defense, and the Joint Chiefs of Staff (JCS).
To effectively employ air mobility assets,
American military commanders and planners
and all users of US air mobility forces must
understand the DTS and the National Air
Mobility System (NAMS).

The DTS is discussed in detail in Joint
Publication (JP) 4-01, Joint Doctrine for the
Defense Transportation System.

2. National Air Mobility System

The NAMS is a broad and comprehensive
system that provides the President and
Secretary of Defense and combatant
commanders with rapid global mobility. In
recognition of the long-term strategic
priorities of the President and Secretary of
Defense and functions assigned under the US
Code (USC), the Department of Defense has
organized NAMS elements under its control
as intertheater (strategic), intratheater
(theater), and organic forces by drawing upon
the specialized contributions of its civil and
military components. Together, these
functions, forces, and components provide the
President and Secretary of Defense and
combatant commanders with the ability to
conduct air mobility operations in support of
US national interests.

a. National Air Mobility System
Functions. Functions assigned to the
Department of Defense under USC are
accomplished by the US Air Force (USAF)
Mobility Air Forces (MAF). The MAF are
those forces assigned to combatant commands
that provide rapid global mobility and conduct
air mobility operations. The MAF must be
able to execute its missions in the face of
threatened or actual use of weapons of mass

[-2

JP 3-17



General Overview

destruction (WMD). The MAF’s three core
functions are airlift, air refueling, and air
mobility support.

* Airlift forces conduct operations through
the air to transport personnel and materiel
in support of strategic, operational, and
tactical objectives and to deliver these
personnel and materiel via airland or
airdrop methods.

* Air refueling forces conduct operations
through the air to transport and transfer
fuel to designated receivers in support of
strategic, operational, and tactical
objectives.

* Air mobility support forces comprise a
Global Air Mobility Support System
(GAMSS) that provides responsive,
worldwide support to airlift and air
refueling operations. This system
consists of permanent (but limited) en
route support locations and deployable
forces capable of augmenting the fixed

en route locations or establishing new
en route locations.

b. National Air Mobility System Forces.
The NAMS consists of forces that perform
intertheater, intratheater, and organic mobility
operations. United States Transportation
Command (USTRANSCOM), the geographic
combatant commanders, and Commander in
Chief, North American Aerospace Defense
Command possess air mobility assets that are
capable of performing both intertheater and
intratheater operations. Each of the Services
also possesses some organic air mobility
capability (see Figure I-1). While specific
assets can operate in any domain, the
“owning” commands are responsible for
developing the C2 capabilities to manage
assets operating within their geographic or
functional span of control.

» Air mobility forces under combatant
command (command authority)
(COCOM) of either USTRANSCOM or
the geographic combatant commanders

THREE DISTINCT AIR MOBILITY FORCES

m» Those forces under the combatant command
(command authority) of the Commander,
US Transportation Command.

m» Those forces under the combatant command
(command authority) of the geographic combatant
commanders, such as the Commander,

US European Command and Commander,

US Pacific Command.

= Each Service’s organic air mobility forces that
primarily provide specialized internal support.

Figure I-1. Three Distinct Air Mobility Forces




The C-17 is an example of a common-user airlift asset.

provide common-user assets to conduct
operations between or within theaters.

The bulk of intertheater air mobility
oper ations is conducted in response to
requests from the combatant commands
and Services in accordance with (IAW)
guidelines set by the President and
Secretary of Defense. Air Mobility
Command (AMC), as the Air Force
component of USTRANSCOM, is
capable of conducting and controlling
intertheater air mobility operationsacross
the globe. A unique aspect of these
operations is their reliance upon the
GAMSS and the worldwide C2
capabilities of the AMC Tanker/Airlift
Control Center (TACC).

e« The GAMSS is comprised of
permanent (but limited) en route support
locations and mobile forces that deploy
under the globd reach laydown (GRL)
strategy. Thepermanent en route support
locations are manned to handle day-to-
day peacetime operations. The
deployable GAMSS forces can be
tail ored to augment permanent locations
during large-scale contingencies or to
establish en route support at new
locations where this support does not

exist. GAMSS forces enable
USTRANSCOM to establish a global
network of support locations (terminals)
and, inturn, anair bridge. Theair bridge
is comprised of specialized air lines of
communications (ALOCs) typically
established between terminalsinside the
continental US(CONUS) and outsidethe
continental US (OCONUS). GAMSS
forces, by augmenting permanent
terminals or establishing new ones,
enable airlift aircraft to move the
common-user’s personnel, equipment,
and supplies to the desired location.
Airlift, air refueling, and GAM SSforces
arelimited assets that must be used with
sgnificant forethought if the President
and Secretary of Defensetaskingsareto
be met IAW the Chairman of the Joint
Chiefs of Staff (CJCS) prioritization
system.

s« The AMC TACC is the C2 node for
most intertheater operations. Asthesole
C2 node capable of directing and
providing oversight for MAF anywhere
aroundtheglabe, it providesthe essential
services required by these forces to
operate. Specificaly, the TACC isable
to receive validated common-user
requests from the USTRANSCOM
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Mobility Control Center (MCC), task the
appropriate unit, plan the mission, and
provide continuous communications
connectivity between intertheater forces,
the common-user, and supporting
GAMSS forces.

The intratheater air mobility forces,
under the COCOM of designated
geographic combatant commanders or
the operational control (OPCON) or
tactical control (TACON) of designated
subordinate commanders, provide
common-user resources to conduct
operations within the theater or joint
operations area (JOA). Intratheater air
mobility operations are conducted in
response to taskings from a combatant
commander or designated subordinate
commander and primarily fill theater
operational requirements. Successful
movement and delivery of personnel,
materiel, and fuel depend on very close
and timely coordination between
intertheater and intratheater forces and
in-transit visibility (ITV) of assets
moving between theaters. This crucial
interaction is fostered by specific C2
arrangements and MAF apportionment
both prior to and after a joint task force
(JTF) has been established.

s Prior to a JTF being established,
intratheater movements are usually
controlled through a theater-specific C2
node, and requirements are met by
allocating theater-assigned forces. Inthe
US European Command and the US
Pacific Command, this node is an Air
Mobility Operations Control Center
(AMOCC); its functions are similar to
those of the AMC TACC. The
AMOCC'’s theater focus provides the key
to smoothing interactions between
intertheater and intratheater forces. The
AMOCC has vast theater expertise and
familiarity and, when established, is best
able to assess theater requirements, to

allocate forces to meet those
requirements and, when needed, to
seek USTRANSCOM augmentation.
Intertheater missions are typically flown
to major airfields (terminals) often
referred to as “hubs.” From these hubs
transported personnel or cargo is then
distributed by intratheater forces to other
terminals, referred to as “spokes” within
the theater’s area of responsibility (AOR)
or the JTF’s JOA.

Chapter IV, “Airlift,” will provide more
details on hub and spoke operations.

e« When a JTF is established,
movements are usually controlled
through a JTF-specific C2 node that
interfaces with both the AMOCC and
AMC TACC. The JTF-specific C2 node
is the joint air operations center (JAOC).
The Director of Mobility Forces
(DIRMOBFOR) must ensure that the
TACC, AMOCC, and the air operations
center (AOC) and air mobility division
(AMD) are working closely together to
meet all approved requirements.
Requirements are met through employment
of the combatant commander’s theater-
assigned forces, USTRANSCOM forces,
or forces assigned, attached, and made
available to the commander, joint task
force (CJTF) for tasking.

e« When requirements exceed the
capability of assigned or attached forces,
the JTF MAF may be augmented. The
supported combatant commander may
attach additional theater-assigned forces
to the CJTF. Additional forces may be
assigned to, attached to, or made available
to the supported combatant commander.
The Secretary of Defense may attach
USTRANSCOM forces to the supported
combatant commander, or Commander,
USTRANSCOM may support the
combatant commander by making air
mobility capability available as a
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Theater airlift operations in support of military operations other than war require
planners and operators to be prepared to support a wide range of activities.

supporting combatant commander.
Regardlessof thesource, intratheater air
mobility forces assigned, attached, or
made available to a subordinate joint
force should be organized under a
Commander, Air Force Forces
(COMAFFOR) as appropriate and
directed by DIRMOBFOR through an
AOC for optimum allocation, efficiency,
and effectiveness. The COMAFFOR,
joint force air component commander
(JFACC) (if designated), and
DIRMOBFOR must ensure that
intratheater air mobility forces are
organized to properly interact with other
intratheater and interthester forces.

Organic air mobility forces primarily
provide specialized airlift and air
refueling to Service users. Normally,
theseforces exist aselementsof Service
or functional component aviation arms
and areassigned directly to their primary
user organizations. These forces, if
assigned to a combatant command,
operate under the COCOM of that
combatant commander. While these
forces are not typically under the direct
control of the Air Force component
commanders, their capabilities and

resources should be identified to the
AMC TACC commander, AMOCC
commander and, when a JTF is
established, the COMAFFOR, JFACC,
and/or DIRMOBFOR. In special
circumstancesunder thelatter case, these
forces may be utilized to augment
intratheater forces and accomplish tasks
on behalf of their Service.

c. National Air Mobility System
Components. The NAMS drawsits forces
and capabilities from both the civil and
military air mobility components. Forcesand
capabilitiesapportioned to USTRANSCOM,
geographic combatant commands, and the
Services are determined by each
organi zation'srequirementsfor the speciaized
contributions of each NAMS component.
Each component contributes unique
capabilities, such as airlifting outsized or
oversized cargo or air refueling other aircraft,
or contributes greater efficiencies, such as
passenger or small cargo expressddivery, that
collectively givetheNAMSitsoverall ahility
to meet the Nation’s needs.

e Increasingly, the President and
Secretary of Defenseand DOD rely on
theCivil National Air M obility System

JP 3-17



General Overview

Component to accomplish air mobility
operations in support of vital,
important, and humanitarian
interests. It is therefore prudent for all
combatant commanders and subordinate
commanders to maximize the
interoperability of military and civil
assets. The civil component is comprised
of civilian airlift carriers who have signed
up as members of the Civil Reserve Air
Fleet (CRAF). The CRAF is a voluntary
contractual program where civil carriers
agree to augment military airlift during a
crisis in exchange for peacetime defense
business. During peacetime, regional
contingencies, and major exercises,
CRAF carriers voluntarily contract to
fulfill personnel and cargo movement
requirements. CRAF carriers are
contracted daily to fly various categories
of airlift, to include channel airlift, special
assignment airlift missions (SAAMs),
exercise support, contingency support,
and charter airlift. This augmentation is
crucial to all common-users since it
allows USTRANSCOM to continue to
meet routine scheduled and surge
commitments simultaneously. If needed
during a large-scale contingency,
airframes pledged to the CRAF are
activated in three progressive stages with
each stage providing additional airlift
capacity. These stages include, Stage I
— Committed Expansion (Regional
Crisis or Small-Scale Contingency),
Stage II — Defense Airlift Emergency
(Major Theater War), and Stage III —
National Emergency (Multiple Theater
Wars and National Mobilization).
Commander, USTRANSCOM, with
SecDef approval, is the activation
authority for each stage of the CRAF.
The Department of Defense tasks the
minimum percentage of assets in each
stage necessary to augment military airlift
to meet crisis requirements. During
activation, USTRANSCOM, in
coordination with the civil carriers,

exercises mission control over the civil
aircraft. Planners should be aware that
CRAF will not operate in a chemical-
biological contaminated environment.

Just as the civil component provides
specialized capabilities to the President
and Secretary of Defense, so too does
the Military National Air Mobility
System Component. This component
is subdivided into “active duty” and
“reserve” or “guard” portions.
Regardless of their designation, all
military component forces provide the
same capabilities.

Active duty forces conduct routine and
contingency missions in support of all
common-user requirements. Commanders
have full access to these forces, and they
are continuously available for immediate
worldwide tasking. Most CONUS-based
active duty air mobility forces are under
the COCOM of Commander,
USTRANSCOM, and in turn, OPCON of
Commander, USTRANSCOM’s Air Force
component, AMC. A small number of air
mobility forces in the CONUS are under
the COCOM of Commander, US Joint
Forces Command (USJFCOM). Similarly,
theater-based active duty air mobility
forces are under the COCOM of their
geographic combatant commander (e.g.,
Commander, US European Command
[USEUCOM)) and, in turn, under OPCON
of their respective Air Force component
(e.g., Commander, United States Air
Forces, Europe).

The Air Force Reserve Command
(AFRC) and the Air National Guard
(ANG) provide vital airlift, air
refueling, and air mobility support
capabilities to the DTS. Their forces
possess the same capabilities as active
duty forces, and in some cases, unique
capabilities not found in the active force
(e.g.,LC-130). They complement active
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duty forces during peacetime through a
volunteer system. During contingencies
or other national emergencies, where
requirements exceed the capability
gained by volunteerism, theseforcesmay
be brought to active duty statuseither by
federalizing guard forces or activating
reserve forces. Approximately 50
percent of theair mobility capabilitiesare
resdent inthe AFRC and ANG. AFRC
and ANG personnel are experienced
operatorsand train to the same standards
astheir active duty counterparts.

Reserve component mobilization is
addressed in JP 4-05.1, Joint Tactics,
Techniques, and Procedures for
Manpower Mobilization and
Demobilization Operations: Reserve
Component (RC) Calup.

d. Air Mobility Operations. Air mobility
operations are conducted on behalf of
common and specidized users. Users can
significantly increase the success of these
operations if they clearly understand air
mobility’s unique characteristics: how air
mohility forcesare assigned, apportioned, and
how they augment oneanother; how key user
considerations are determined; how mission
categories are funded; and how MAF tasks
areperformed for the President and Secretary
of Defense, commanders, and specialized
users.

< Air mobility is a valuable force
enhancer and should be employed
with great care. Its flexibility and
vulnerability make it a responsive, but
potentially costly, asset to use. The
flexibility of the NAMS may, however,
be constrained by its logistic support
requirements and its dependence on
ground equipment for some operations
(which may not be available in desired
locations or configurations). Properly
organized, trained, and equipped air
mobility forces can usually be shifted

rapidly between missionsand terminals.
For example, planesand crewsdispersed
on sustainment missions throughout an
AOR can be concentrated for a large
formation employment mission. Modern
aircraft offer increased mission flexibility
becausethey can be quickly reconfigured
for a variety of loads (palletized and
unpalletized cargo, rolling stock,
passengers, and airdrop or extraction
loads) or different types of in-flight
refueling missions.

Operating theair mobility forceat its
optimal capacity each day should not
undermine its timely reaction to
unforeseen emer genciesor theshifting
priorities of a theater campaign.
Attemptsto bank air mobility forcesfor
later missions are usualy ill advised
because holding them in reserve entails
the certain loss of irrecoverable daily
transportation productivity.

Air mobility aircraft arevulnerableto
air and surface attacks. Similarly,
GAMSS units and command elements
are organized to provide only for their
local security. These vulnerabilities
usually mean that optimal air mobility
operations are most effective in a low-
threat environment. Ideally, friendly air
defenseforcesshould protect large-scale
or high frequency operations. Air
mobility forces can operate in higher
threat environments by using aircraft
equipped with defensive systems, by
using other assetsto protect them, or by
accepting a possible combination of
operational penalties. higher loss rates
and reduced efficiency.

The AMC Phoenix Raven (PR) program
isdesigned to ensure adequate protection
for AMC aircraft transiting airfields
where security is unknown or deemed
inadequate to counter local threats. PR
teams will deter, detect, and counter
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threatsto AMC personnd and aircraft by
performing close-in aircraft security;
advising aircrews on force protection
measures, accomplishing airfield
assessments to document existing
security measuresand vulnerabilitiesand
assist aircrew members in the
performance of their duties, when not
performing PR duties. PR teams should
beconsidered for dl typesof AMC airlift
missions, including contingencies,
exercises, or deployments.

Limited air mobility forcesmay not be
able to fill all of the demands placed
on them. The scarcity of air mobility
assetsisaconsequence of both their high
cost (particularly of aircraft) and of
limitationson thedimensionsand weight
of cargothat individud aircraft or ground
support units can handle. Effective and
well-coordinated allocation of these
assets requires careful prioritization,
especidly inthefaceof changingmission
requirements. This becomes crucial
when distances are long or in the
absence of a well-developed surface
infrastructure. When time is critical,
airlift may be the only choice to ensure
the success of high-priority missions.
The centra problem of theater planning
ismaximizing air mobility operationsfor
immediate requirements, while also
maximizing its contribution to the long-
term requirements of the overall
campaign. Plannersand operatorsshould
weigh the immediate needs of the user
against the overall requirements and
priorities of the JFC. As a general
guideline, airlift forces should not be
tasked for movementsthat can behandled
by surface transportation assets.

The operational and logistic
characterigtics of air mobility forces
require the commanders operating
them to accomplish at least four
fundamental tasks.

s Basic priorities of the air mobility
effort should reflect nationa priorities
and the plans of the commanders they

support.

s Total air mobility capacity, usually
expressed in tons or sorties, should be
monitored on afrequent basis.

e« Air mobility forces should be
specifically tasked, properly supported,
and monitored to achieve desired
objectives.

e« All air mohility forcesshould planand
execute their specific missions and
transmit required statistical databack up
through the logistic and operational
systems.

Generally speaking, tasks one and two
areaccomplished largely withinthejoint
force staff (operations directorate [J-3]
and/or logistics directorate [ J4]), while
tasks three and four are accomplished
largely within the C2 and operating
echeonsof USTRANSCOM, geographic
combatant commands, and JTFs.

e. In-transit Visibility. ITV provides
geographic combatant commanders,
subordinate JFCs, and deploying forces with
total asset visihility, a critical element of
executing operations 1AW joint guidance
contained in “Joint Vision 2020.” ITV is
achieved through the integration of data in
the Globd Transportation Network (GTN) as
provided by theuse of C2 systems, automated
information systems (AISs), and automatic
identification technology (AIT). These
systems are used to process and track the
identity, status, and location of DOD unit and
nonunit cargo, passenger, patients, and lift
assatsat each node, from originto destination,
in peacetime, contingencies, and war. Critica
elements of planning and executing
movements that are visible in GTN include
identification of AlS that are integrated and
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feed GTN and assignment of AIS
responsibilities. The three mgjor functional
areas provided by GTN are ITV, C2
operations, and C2 planning and analysis.

f. Planning Considerations. Common
usersdirectly benefit from understanding the
air mobility infrastructure, choosing the
correct method of delivery, and correctly
determining whether their requirements can
best be served through routine or surge
operations. Each of these choicesinfluence
thetype of support received by therequesting
user, but they aso haveanimpact ontheentire
NAMS. Therefore users, when submitting
their requests, must not only make their
choicesonan objectiveanalysisof their exact
needs, but must also remain flexible as their
desires must be baanced againgt the CJCS
priority system and other common-user needs.
There are a variety of terminals that will be
used to conduct air mohility operations.

* Air Linesof Communicationsand Air
Terminals. Establishing ALOCs
between air terminasisthekey torapid
global mobility. The MAF provides
rapid global mobility to its users by
establishing ALOCs between air
terminals. ALOCs are air routings
connecting a military force with a base
of operationsthat maximizeload and fuel
efficiencies for airlift, air refueling, and
receiver aircraft while providing a
structure to the airflow. An effective
ALOC structure rests on the proper mix
of stageand air bridge operations. “Lily
pad” operations aretypified asmissions
that originate from a CONUS terminal,
delay enrouteat anintermediatelocation
for refueling, crew stage, and/or crew
rest, and terminate at an OCONUS
terminal. Air bridge operations are
defined as flights between CONUS and
OCONUS terminals where the receiver
aircraft' srangeisaugmented by in-flight
refueling on designated air refueling
(AR) tracks. Theseestablished routings,

air terminals, and AR tracks allow
commandersto effectively and efficiently
move and position aircraft, cargo, or
personnel. Terminas serving ALOCs
include ground-based locations where
personnel and materid are either loaded
or offloaded. AR tracks are a series of
specified points (usually along a
receiver’sroute of flight) whererefuding
and receiver aircraft conduct in-flight
refueling operations. This applies to
tankersrefuding cargo aircraft, refueling
bombers on a globa power mission, or
assigting in the movement of fightersas
part of an aerospace expeditionary force
deployment. Commanders must
understand the unique characteristics of
each of these components of the ALOC.

An aerial port is an air terminal
located on an airfield that has been
designated for the sustained air
movement of personnel and materidl.
An aerial port servesasan authorized
aerial port of embarkation (APOE) or
aerial port of debarkation (APOD) in
the country in which it islocated. An
airfield is an area prepared to
accommodate the landing and takeoff of
aircraft, (including any buildings,
ingtallations, and equipment). Someair
mobility aircraft are capable of operating
on unimproved surfaces, but for large
operationsitismoreeffectiveto establish
APODs and APOEs on prepared
airfields. Prepared airfields are usualy
pre-existing facilities, with hard-surface
runways, extensive ground operations
areas (for taxiing, parking, cargo
handling, and other appropriateuses), and
support infrastructure required for
sustained operations. These attributes
usually make prepared airfields the best
availablelocationsfor air mobility main
bases and the best availableterminal for
deployment, redeployment, and large-
scale employment operations. These
attributes limit the number and location
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of these types of terminas. Asaresult,
commanders should expect these
terminals to be targeted by adversary
forces.

A landing zone (LZ) isany specified
zone used for the landing of aircraft.
LZs are usually less sophisticated than
airfidds, with facilitiesmeeting only the
minimum requirements of anticipated
operationsby specificaircraft. They may
vary fromisolated dirt stripswith no off-
runway aircraft-handling areas to hard
surface airfields with limited support
infrastructure. The main advantage of
LZsisthat in many casesitispossibleto
find or construct them near the operating
areaof supported forces. A close-by, but
less sophisticated LZ may offer fewer
delays in providing airland resupply to
forward-deployed troopsor assistanceto
humanitarian operations. Due to their
isolation and possible proximity to
threats, operating at these terminals
requires significant planning.

A drop zone (DZ) is a specific area
upon which airborne troops,
equipment, or supplies are
airdropped. Although DZsarenormally
onrelatively open, flat terrain, they may
be situated on amost any site (including
water) suited in size and shape for the
intact delivery and recovery of the
airdropped personnel and materiel. The
main advantage of aDZ isthe ahility to
deliver forces or materiel whenanLZ or
airfield cannot be constructed either
because of expense, time constraints,
security risks, political sensitivities, or
terrain. SimilartoLZs, theirisolationand
possible proximity to threats makes
security moredifficult. Operationsat DZs
require significant planning because of
limited on-ground support and likely
threats to the aircraft and support
personnel.

g. Airlift Ddivery Methods. Therearetwo
basic modesof airlift; airland or airdrop. The
delivery method is based on user
requirements, availability; adequacy; security
of airfidlds, LZs, and DZs near the objective
area; and aircraft capability.

 Airland is the most frequently used
airlift delivery method. It permits
ddivery of larger loads with lessrisk of
cargo loss or damage than the airdrop
method. Airland operations encompass
all situationswhere personnel and cargo
are onloaded and offloaded while the
aircraftisontheground. Although crews
normally accomplish offloading from a
stationary aircraft, procedures exist to
“combat offload” from moving aircraft
when necessary to reduce ground time
or when sufficient materials handling
equipment (MHE) isnot available.

» Airdrop includes all methods of
delivering personnel, equipment, and
supplies from an airborne aircraft.
This enables commanders to project
combat power into areaslacking suitable
or secure airfields. Airdrop enables
commandersto capitalize on theelement
of surprise because of the speed of
ddivery andthevast number of potentia
objective areas where forces can be
employed. However, the additional
weight and space required for parachute
rigging and cushioning material reduces
the amount of cargo or personne each
aircraft can deliver. The most common
meansof rigging equipment and supplies
for airdrop are the heavy equipment
method, container delivery system
(CDS), and door bundles.

The various tactics, techniques, and
procedures (TTP) associated with each
dedlivery method is discussed in Chapter
IV, “ Airlift.”
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h. Air Refudling Delivery Methods. Air
refuding is an integral part of US airpower
across the range of military operations. It
significantly expandsthe employment options
available to a commander by increasing the
range, payload, and flexibility of air forces.
Therefore, air refueling is an essential
capability in the conduct of air operations
worldwide and is especialy important when
overseas basing is limited or not available.
Receiver requirementsdictate how much fuel
will beoffloaded, wheretherefueing will take
place, and when the rendezvous will occur.
The receiver aircraft’'s performance
characterigticswill dictateair refueling speed,
altitude, and alowable maneuvering during
therefueling.

« Air Refueling Tracks and Anchors.
Air refuding is normally conducted in
one of two types of airspace: an anchor
areaor along an AR track.

e« |nanchor aress, thetanker fliesanoval
racetrack pattern within defined airspace
while waiting for receiver aircraft to
arrive. Oncejoined withthereceiver, the
tanker thenfliesinan expanded racetrack
pattern while refueling the receiver.
Anchor air refueling isnormally used for
intratheater operationswhereairspaceis

confined or whererecelvers operatein a
central location. Anchor aress are best
suited for small, highly maneuverable
aircraft, especialy in margina weather
conditions.

es An AR track is typically a series of
navigation checkpointslocated between
a start and end AR point, with
corresponding airspace dedicated around
that route. Air refueling along an AR
track is the preferred method for
intertheater operations, and tracks will
normally be used along the receiver's
route of flight to maximize effectiveness.
The tanker rendezvous can be
accomplished in two ways. The tanker
can orhit at adesignated point along the
track awaiting the receiver’s arrival, or
thetanker and receiver can bepreplanned
to simultaneoudly arrive a a designated
rendezvous point.

Air Refueling Systems. Air refueling
is conducted using one of two systems:
boom or drogue.

e Most USAF and some US allied
aircraft use boom refueling. In boom
refueling, thetanker aircraftinsertsitsAR
boom into the receiver aircraft's AR

A KC-135 boom type aircraft refueling an F-15E.
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receptacle. Boomrefuding alowsfor the
rapidtransfer of fuel under high pressure
to the receiver. This is especially
important when passing large quantities
of fuel to either largereceiver aircraft or
multiple fighter-type aircraft. Most
USAFtanker aircraft areboom equipped.
[Theonly USAF aircraft that usedrogue
refueling are rotary-wing craft.]

s United States Special Operations
Command (USSOCOM), the United
States Navy (USN), United States
Marine Corps (USMC) forces, and most
alied aircraft use drogue refueling. In
drogue refueling, a hose and basket
systemisrededintotheair by thetanker
aircraft. Receiver aircraftthen“plug” the
basket with an external probe. Due to
hose limitations, drogue refueling is
dower than boom refuding. For most
KC-135 tanker aircraft, the drogue
assembly must be externally mounted on
theboom prior toflight. Therefore, once
airborne, most KC-135s can only
perform one type of refueling.
USSOCOM, USN, and USMC tanker
aircraft are only drogue-equipped.
Finaly, KC-10refueling aircraft aredua
boom and drogue equipped and can
refuel via both methods on the same

mission, although they cannot do this
simultaneoudly.

i. Scheduling Categories. For scheduling
purposes, air mobility missionsare conducted
oneither arecurrent or surgebasis. Recurrent
operations establish a scheduled flow of
individual aircraft to make the most of
available aircraft and GAMSS assets. Surge
operationsallow for the rapid and substantial
movement of cargo and personne because a
large number of assets are committed toward
the operation but can only be sustained for a
short period of time. Surge operations may
disrupt the efficiency of the NAMS, require
significant regenerationtime, and complicate
theinteractionsof interthester and intratheater
forces. Combatant commandersusethe Joint
Operation Planning and Execution System
(JOPES) to request airlift support for
deployment, sustainment, or redeployment.
The combatant commander requestsairlift for
the deployment and redeployment phases of
an operation through the JOPES process. The
supported commander, in coordination with
supporting commanders and Services,
establishes movement requirements and
devel ops time-phased force and deployment
data (TPFDD) in JOPES. USTRANSCOM,
in turn, extracts the movement requirements
from the TPFDD, validates the mode of

US Navy receiver aircraft using drogue air refueling procedures.
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trangportation, and forwards the tasking to
its components for movement. Intertheater
airlift sustainment involves the movement of
replacement supplies, equipment, personnel,
and units.

Detailed procedures are outlined in JP 3-35,
Joint Deployment and Redeployment
Operations.

j. Mission Funding Categories. Theuse
of air mohility aircraft isfunded either through
the Transportation Working Capital Fund
(TWCF) or operations and maintenance
(O&M) funds. The TWCF program consists
of afeepaid by the user to USTRANSCOM
or thegeographic combatant commander that
conductsthe mission. O&M funding occurs
out of the Service component budget with no
charge levied directly against the user. The
varioustypesof missionsflownby theNAMS
aredesigned and scheduled according to their
funding category.

e Channel airlift missions provide
common-user airlift service on a
scheduled basis between two or more
predesignated points. There are two
typesof channel airlift: requirementsand
frequency channels. A requirements
channel servestwo or morelocationson
a scheduled basis depending upon the
volume of traffic; afrequency channel is
time-based and serves two or more
locations at regular intervals.
Requirement channels only fly if cargo
requirements dictate while frequency
channels offer geographic combatant
commanders a regular and predictable
cargo and passenger schedule.
Requirement channd usersreimbursethe
TWCF based on weight of cargo.
Frequency channel users guarantee a
minimum utilization rate for the type of
aircraft purchased and aso reimburses
the TWCF based on theweight of cargo.

e The vast mgjority of airlift sustainment
will move on channd missions. During
a contingency, USTRANSCOM is
prepared to establish, at the request of
the supported combatant commander, an
expressservicetomove* war stopper”
items rapidly to the AOR. The
supported combatant commander will
direct what portion of CJCS-alocated
strategic lift will be used for air mobility
express (AMX) and will allocate space
on expressaircraft by pallet positionsto
each component. For AMX to be
effective, the supported combatant
commander must establish a theater
distribution system to deliver express
cargo from APODs to its final
degtination.

 Special assgnment airlift missionsare
airlift missions that require special
consideration due to the number of
passenger s involved, weight or size of
cargo, urgency of movement, sensitivity,
or other valid factors that preclude the
use of channel airlift. SAAMSs support
DOD usersaswell as other government
agenciessuch asthe United States Secret
Service, Federa Bureau of Investigation,
and Drug Enforcement Agency. Users
reimburse the TWCF a a SAAM rate
based on mission flying time, to include
positioning and depositioning legs.

e Special airlift missions (SAMs)
transport the President of the United
States, Vice President, cabinet
members, and other high-ranking
United Statesand foreign gover nment
officials on distinguished visitor (DV)
configured airlift aircraft. DV status
determines the funding sources and
payment protocols.

 Contingency missonsoperatein direct
support of an operation order
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(OPORD), disaster, or emergency.
Users reimburse the TWCF based on
mission flying time, to include
positioning and depositioning legs.
These movement requirements will be
identified in a TPFDD listing within
JOPES.

CJCS exercise missions operate in
support of CJCS-directed exercises. The
users reimburse the TWCF based on
mission flying time. These movement
requirements will also beidentifiedina
TPFDD.

Air refuding missionsprovidein-flight
refueling to users; for example,
CORONET AR missionssupport fighter
deploymentsand redeployments, foreign
military sales, aircraft transfers, and unit
moves. Refueling flying hours are paid
by O& M funds, but the serviced unit pays
for the fud transferred.

Training missions flown for currency
and proficiency are paid from Service
O&M funds.

Joint airborne/air transportability
training (JA/ATT) missionsare part of
a JCS-directed, AMC-, or theater Air
Force component command-managed
program that providesbasic airborneand
combat airlift continuation and
proficiency training conducted in support
of DOD agencies. These missions
include airdrop, air assault, aircraft load
training, air refueling, and Service school
support. JA/ATT missions are paid by
O&M funds that are specifically
alocated for joint training.

Service organic air mobility missions
flown by assets organic to a particular
Service to meet their own requirements
are paid from Service O&M funds.
Examplesof Serviceorganicair mobility
include Navy airlift aircraft conducting

resupply missions from APODs to
forward logistics sites and delivery to
ships;, Army aviation aircraft moving
troopsand suppliesonthebattlefield; and
Marine Corps tankers refueling USMC
aircraft.

k. Air Mobility Tasks. For operational
planning purposes, most airlift and air
refueling missions perform one of six basic
tasks: deployment, employment, routine
sustainment, combat sustainment,
redeployment, or force extraction. Each of
these tasks is different and has specific
applicationsto distinct phases of acampaign
or operation. This categorization is useful
because it relates directly to the problem of
maximizing air mobility support toimmediate
requirements as well as maximizing air
mobility’s contribution to the long-term
requirements of the JFC's campaign.

» Deployment operations involve the
movement of personnel, units, and
materiel into, between, or withinan AOR
or JOA. Idedlly, deployment operations
should occur in a low-threat
environment. If these operations must
occur in a higher threat environment,
tactics, escort requirements, and objective
area support requirements could reduce
thethroughput of theoverall air mobility
system and limit airlift capacity or air
refueling offload amounts. Commanders
should also consider the backhaul
capacity of theair mobility forces. Using
this capacity for rearward movement of
personnel, patients, materiel, and
reparable items or the repositioning or
redeployment of unitscan save additiona
missions from being scheduled or
diverted.

Deployment and redeployment are
covered in detail in JP 3-35, Joint
Deployment and Redeployment
Operations.
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« Air mohility for cesconduct employment
missionswhen they airlift units, cargo,
or personnel or refue aircraft during
combat operations. Airlift forces can
move combat-loaded units to maximize
their readiness for immediate combat
operations. Given the assumption of
immediate combat, user requirements
should dictate scheduling and load
planning. However, the threat or
peculiarities of large-scale operations
may dictate adjustments to the user’s
plans or operations to accommodate the
allowable cabin load (ACL) limitations,
tactical procedures, and defensive
support requirements of the airlift force.
Air refueling missions also primarily
servecombat air assetsdirectly engaging
in combat operations. Fuel loads, flight
profiles, and orbits should be determined
by combat aircraft requirements.
However, threats may dictate
modifications to the optimum plan in
order to protect these limited resources.
All air mohility forces can support surge
employment operationsduring theinitial
stages of a conflict or when required.
Commanders should consider theimpact
that surge operations would have on
sustainment and force extraction
missions. Backhaul is difficult during
this type of mission, as the situation
typicaly limits ground and loiter times
and should be limited except for the
rearward movement of essential
personnel, wounded personnel, or other
friendly evacuees.

« Routine sustainment air mobility
missions involve the administrative
movement of materiel and personnel
toreinforceor resupply forcesalready
deployed or employed in operations.
Routine sustainment missions also
include missions flown in support of
military and nonmilitary organizations
involved in humanitarian relief
operations. These operations normally

ddliver the user’s requirements with the
minimum expenditure of air mobility
resources. Routine sustainment planning
usually assumes that user requirements
and the generd air and ground security
situation allow some flexibility in the
actual ddivery times of specific loads.
Flight schedulesand load plansare made
to maximize throughput from available
ACLs and support resources. When
practical, routine sustainment should be
planned to utilize backhaul capacity.
Depending ontheater and user priorities,
typical backhaul loads might include
wounded personnel, other friendly
evacuees, enemy prisoners of war
(EPWSs), and excess or repairable
wegponsand materiel of moderatetohigh
value.

Combat sustainment air mobility
oper ations involve the movement of
supplies, materidl, and personnel to
reinforce or resupply units already
engaged in combat. Combat
sustainment planning usualy assumes
that requirements and threat situations
limit flexibility of delivery times,
locations, and configurations of specific
loads. Flight schedules and load plans
usually are driven by combat
requirementsrather thanto maximizethe
utilization of ACLs. Given the
exceptional risksinvolved for scarceand
perhapsirreplaceableair mobility assets,
combat sustainment requests normally
should be restricted to absolutely
essential requirements. Only essential
backhaul requirements justify the
increased risks to air mobility assets
involved in these operations.

Redeployment air mobility operations
involve the combat or administrative
air movement of personnd, units, and
materiel from deployed positions
within or between an AOR and JOA.
Redeployment operations are conducted
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to move the maximum force in the
minimum time or with the fewest
resources possible. They normally
require a low-threat situation. If
circumstances permit, backhaul should
be accomplished withwhatever capacity
is not used by the primary movement.

Forceextraction operationsinvolvethe
combat air movement of personne,
units, and materiel from positionsin
the immediate vicinity of adversary
for ces. Thepurpose of thesemovements
may range from withdrawal operations
tothelateral movement of forcesto new
operating locations. These operations
generally are planned to accomplish a
movement with the minimum
expenditure of air mobility resources.

However, in higher threat situations it
also may be necessary to preserve the
combat capabilitiesof departing unitsfor
as long as possible at the departure
terminal, while building them up as
rapidly aspossibleat thearrival terminal.
In such cases, operationa requirements
may be moreimportant than the efficient
use of ACLs. In the latter stages of a
complete extraction of friendly forces
from a combat area, planners should
provide suitable operational assets to
protect both the forces being extracted
and the air mobility forces engaged in
their movement. Extractionsarelogistic
backhaul operations. Commandersmust
evaluate the risk of extracting materiel
as compared to the impact of
abandonment and replacement.
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CHAPTER 11
ASSIGNMENT, APPORTIONMENT, ALLOCATION, AND
ATTACHMENT OF AIR MOBILITY FORCES

“Victory is the beautiful, bright-colored flower. Transportation is the stem
without which it could never have blossomed.”

The Department of Defense, with
cooperation from the civil sector, exerts
oversight authority over the NAMS. Given
MAF asset limitations and the insatiable
demands for rapid global mobility, the
Secretary of Defense assigns assets to
combatant commands and Servicesbased on
national priorities. These assets are then
apportioned and made available to both
common and speciaized users| AW command
prioritiesand requirements. If availableMAF
assets are insufficient for meeting user
requirements, individual commanders may
request augmentation of their assetsfrom other
SOUrces.

1. Command Relationships and
Air Mobility Asset
Prioritization

It is critical that air mobility planners
and operators understand the command
relationships and control authorities
associated with the employment of US
forces. By using standar dized ter minology
and structures whenever possible,
commanders facilitate rapid transition
from peace to contingency and wartime
operations.

Definitions for command relationships are
locatedintheglossary andin JP 0-2, Unified
Action Armed Forces (UNAAF).

Unity of command is a fundamental
principle of war. Unity of command leads
to unity of effort, and since every objective
remains under one responsible commander,

Winston Churchill

all forces cooperate and coordinate toward a
commonly recognized objective. It is vital
that unity of command within the theatersbe
maintained while preserving the Nation's
capability for dominant maneuver through
rapid globa mobility. Equally important,
commanders must apply the limited amount
of air mobility to meet the competing demands
of the theaters, understanding that more than
one theater is placing demands on the air
mobility system at any one time. They do
thisthrough established processesand distinct
mechanisms. These mechanisms are force
assignment, force apportionment, force
alocation, and force attachment. Forcesmay
be made avail able for specific movementsor
limited time periods, and direct support
complemented by aDOD-wideairlift priority
system. Forces, not command relationships,
are transferred between commands. When
forces are transferred, the command
relationship over those forces must be
specified (i.e., what the gaining commander
will exerciseand what thelosing commander
will relinquish).

2. Assignment

The Secretary of Defense assigns assets
from esch NAMS component to combatant
commanders, both functiona and geographic,
to achieve the highest possible levels of
efficiency and responsivenessin mesting user
requirements. The Service Secretaries
organize, train, equip, and provideair mobility
forces to support their respective Service
functions. The Secretary of Defensedirects
the assignment of common-user airlift forces
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to Commander, USTRANSCOM and other
combatant commanders.

a. Assigned forces are units or personnel
placed in an organization where such
placement is per manent or for an unknown
period of time, or when the broadest level of
command and control isrequired or desired.

b. Commander, USTRANSCOM has
COCOM (limited to training and readiness
oversight prior to activation or federalization
for Air Reserve Component forces) over
assigned air mohility forces.

¢. Geographic combatant commanders
have COCOM over assigned air mobility
forces, both common-user and Service
organic. They normally delegate OPCON of
theater-assigned and attached common-user
air mobility assets to the AFCC. They may
also delegate OPCON to other subordinate
commanders as specified in JP 0-2, Unified
Action Armed Forces (UNAAF).

d. Peacetime common-user airlift force
assignment is reflected in SecDef
Memorandum Forcesfor Unified Commands.

3. Apportionment

Air mobility is a limited national
resource. MAF forces are apportioned to
performintertheater, intratheater, and Service
missions based upon President and Secretary
of Defense priorities. Intertheater and
intratheater assets are apportioned for
deliberate planning in the Joint Strategic
Capabilities Plan and then tasked to perform
missions |AW the DOD Transportation
Movement Priority System. Service assets
are apportioned and tasked |IAW Service-
specific priority systems.

4. Allocation

a. Allocation and the Joint Movement
Center (JMC). During execution, alocation

isthe trandation of the JCS's apportionment
into the total daily air mobility capacity or
sorties available for each user or operation.
Because unanticipated and high priority
requirements demand continua adjustments
of theair mobility effort, JFCsusually assign
daily allocation responsibilitiesto their J4s.
They, inturn, typically passthetaskingtotheir
JMCs. In keeping with their general
responsibilitiesasoutlinedin JP4-01.3, Joint
Tactics, Techniques, and Procedures for
Movement Control, IMCs usualy:

* Interface with JOPES to monitor and
effect changes to the deployment of
forces, equipment, and supplies.

 Analyzeuser capabilitiesto ship, receive,
handle cargo and passengers, and
recommend solutionsto shortfalls.

 Advisethe J4 on transportation matters
that would adversely affect combat
contingency operations.

» Serve as the liaison with the host
nation(s) (HNs) and codlition partnersfor
transportation issues.

« Disseminateinformation concerning HN
transportation systems, facilities,
equipment, and personnel.

* Coordinate noncombatant evacuation
operation (NEO) movement support.

Failureto abide by the established DOD or
theater priority system can cause aninflation
of subordinate requests and loss of control
over theair mobility system.

b. Joint Transportation Board. When
intertheater air mobility requirements strain
or exceed capability, the Joint Transportation
Board (JTB) may beconvened. TheJTB may
be convened by the Chairman of the Joint
Chiefs of Staff during wartime and
contingencies to ensure that President and
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Secretary of Defense requirements for
common-user transportation resources
assigned or available to the Department of
Defense are alocated to optimize mission
accomplishment of DOD objectives.
Combatant commanders should establish a
theater JTB to resolve Similar issues.

For further information see JP 3-35, Joint
Deployment and Redeployment Operations;
JP 4-01, Joint Doctrine for the Defense
Transportation System; and JP 4-01.4, Joint
Tactics, Techniques, and Proceduresfor Joint
Theater Digtribution.

5. Attachment and Support
a Attachment

» At times, a combatant commander’s
requirements may exceed the capabilities
of theassignedforces. Insuch situations,
the Secretary of Defense may elect to
transfer forces from a supporting
combatant commander through
attachment to a supported combatant
commander. Attachment isatemporary
transfer of forces between combatant
commanders. Whenever forces are
attached, the Secretary of Defense will
specify the degree of command authority
thegaining commander will exerciseand
the losing commander will relinquish.
Commanders can only integrate those
forcesif each subordinate functiona or
Service component commander and
supporting geographic or functional
combatant commander clearly identifies
all air mobility forces available for
tasking. Typically, supported combatant
commanders who gain forces through
attachment will exercise OPCON over
those forces, and normally delegate this
authority totheir subordinate commanders

asnecessay.

« TACON may be delegated to and
exercised by commandersat any echelon
at or below the level of combatant
command (JP0-2, Unified Action Armed
Forces (UNAAF)). Where appropriate,
the JFC and COMAFFOR should be
given TACON over the assets that are
attached or madeavailablefor tasking to
integrate the additional capabilities
providedtothejoint force. Commanders
may delegate TACON within a joint
command. However, consistent withtitle
10, USC, the Unified Command Plan,
and JP0-2, Unified Action Armed Forces
(UNAAF), TACON transfers between
combatant commands must be approved
by the Secretary of Defense.

b. Support

» Whereneither assgnment nor attachment
is appropriate, forces may function in
support of the supported combatant
commander. Inthiscase, asupported and
supporting relationship is established
between the supported combatant
commander and the supporting
combatant commander. Inall cases, the
Secretary of Defense will define
applicable command relationships.

» Thevery natureof aCONUS-based force
strategy dictates that commanders
establish a mechanism for continuing
support of the theater-assigned or
subordinate command-attached forces.
Support is normally employed under
those circumstances where one
commander hasbeen givenamissonand
requires support from another
commander but does not require C2
authority over the supporting forces.
This is normally the situation when
Commeander, USTRANSCOM isproviding
direct support for ageographic combatant
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commander or subordinate JFC. A commanders when one organization
superior commander may establish a should aid, protect, complement, or
support relationshi p between subordinate sustain another force.
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CHAPTER I
COMMAND AND CONTROL OF AIR MOBILITY OPERATIONS

“It is no great matter to change tactical plans in a hurry and to send troops
off in new directions. But adjusting supply plans to the altered tactical scheme

is far more difficult.”

1. General

The value of air mobility forces liesin
their ability to exploit and enhance the
speed, range, flexibility, and versatility
inherent in air power. Centralized control
and decentralized execution of air mobility
missionsarethekeysto effectiveand efficient
air mobility operations. Centralized control
allows commanders to focus on those
priorities that lead to victory, while
decentralized execution fosters initiative,
situational responsiveness, and tactical
flexibility. Althoughit isnot necessary for a
singlegloba organization to centrally control
all air mohility forces, all commandersshould
envision air mobility as a global system
capable of simultaneously performing
intertheater and intratheater missions.
Separate but integrated command structures
exercise centralized control over
USTRANSCOM-assigned and theater-
assigned and attached air mobility forces. This
arrangement ensures a smooth interaction of
the intertheater and intratheater forces. The
MAF operateasanintegrated system of assets,
and satisfy the supported combatant
commander’smobility requirementsthrough
common proceduresthat bridgethe command
structures of theater and CONUS-based
forces.

a. Effective support of the supported
combatant commander’s mobility
requirements demands that theater and
CONUS-based forces form a global
partnership. This partnership must operate
asanintegrated forcewith common planning,
tasking, scheduling, and C2 systems. A

General Walter Bedell Smith

critical element of this partnership islinking
centralized control agencies such as the
CONUS-based forces USTRANSCOM
MCCand AMC TACCtothetheaters MCCs
and AMOCCs and, when either a joint or
multinationa task forceis stood up, the IMC
and AOC. These MAF partners exercise
centralized control to ensure that the JFC is
supported with responsive, capable, and
seamless air mobility. A high degree of
tasking and execution control is centralized
above the wing level with an appropriately
experienced air mobility commander to direct
forcesand respond asasystem to JFC mobility
requirements. Air mobility commanders
practice decentralized execution by delegating
execution authority to subordinate
commanders. Commanders at the wing,
group, squadron, mission, and aircraft levels
are vested with the appropriate authority
necessary for an effective span of control
while fostering initiative, situational
responsiveness, and tactical flexibility.

b. Arrangementsfor the C2 of air mobility
forces have varied substantialy over time.
Organizationally, some have emphasized
unity of command at thethegater air forceleve,
while others stressed the operational and
logistic linkages between intertheater and
intratheater systems. Other considerations
have included the scope and duration of
operations, overarching theater organization,
geography, and communications capabilities.
Most of these arrangements successfully
provided support within a given operational
context. Theultimategoal of air mohility C2
is to present a seamless system to
commanders, customers, and air mobility
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operatorsin both peaceand war. Thischapter
provides the doctrinal foundation for
command, control, and integration of air
mobility forces.

2. Broad Guidédlines for
Command Relations

The definition of command and control
is“the exercise of authority and direction
by aproperly designated commander over
assigned and attached forces in the
accomplishment of themission. Command
and control functions are performed
through an arrangement of personnel,
equipment, communications, facilities, and
procedures employed by a commander in
planning, directing, coordinating, and
controlling forces and operations in the
accomplishment of themission.” (JP1-02,
Department of Defense Dictionary of Military
and Associated Terms). When employing air
mobility forces, it is essentia that thereisa
clear understanding of the associated
command relationshipsand control processes
affecting the effective application of these
forces. C2 of air mobility forces is a
particularly complex task. Thisisbecauseair
mobility operates in three very distinct
operationa environments; between theaters
(intertheater), within atheater (intratheater),
and intratheater strictly within a JTF's JOA.
These environments do not exist
independently of each other, and the fact that
they must be integrated further complicates
the C2 task.

3. Command and Control

There are three independent C2
structuresthat, when integrated, congtitute
the global air mobility C2 system. They
aretheintertheater, intratheater, and JTF
systems.

a Intertheater Air Mobility Operations.
Intertheater air mobility operations are
generaly global in nature and service the

CONUSto-theater air mobility needs of the
supported commander. Commander,
USTRANSCOM -assigned air mobility assts
executethevast majority of intertheater airlift
missons. C2 of these air mobility asstsis
normally exercisad throughn AMC'STACC. The
TACC plans, coordinates, schedules, tasks, and
executesair mobility missonsworldwide. The
TACCisthesingletaskingand execution agency
for dl activitiesinvolving AM C-assigned forces
operatingtofulfill Commander, USTRANSCOM-
directed requirements. Exceptionstothisarethe
C2of CONUSoperationd support airlift (OSA)
misson, whicharedirected by USTRANSCOM
Joint Operationd Support Airlift Center and
Specia DV missionsflown and controlled by
the89th Airlift Wing. Intertheater operations
may also include movements between
CONUSand oneor morethesters, or between
two geographic combatant commanders’
theaters(e.g., amovement from Ramstein AB,
Germany [USEUCOM ] to Tirana, Albania[ JTF
NOBLE ANVIL]). In most cases, assets
assigned or attached to Commander,
USTRANSCOM will perform these
movements. However, in the case of the
movement between two theaters, where
theater-assigned air mobility assets are
employed, the geographic combatant
commander who owns the forces retains
COCOM. Specificcommand relationshipsfor
air mobility forces should be established ina
manner that best supports the joint tasking
and the circumstances of the operation.

e The Deployment Order. The
deployment order signed by the Secretary
of Defenseisthe primary instrument for
transferring forces and specifying
command relationships between
combatant commanders. (Other orders
created during the planning process, such
as warning, dert, planning, execution,
and fragmentary orders, may al so specify
or shape command rel ationships, but they
do not transfer forces.) The combatant
commander establishes command
relationships within a combatant
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Airlift can be diverted from strategic operations to support a theater airlift
effort on a sortie-by-sortie basis without basing large transports in the theater.

command. Service and component
commanders help tailor command
relationships by working through their
chains of command to shape the details
of ordersbeing drafted by the Joint Staff.

Functional Combatant Commands.
Functional combatant commands (such
as USTRANSCOM and US Space
Command) satisfy mission requirements
across multiple AORs and are thus best
centraly contralled. For suchforces, the
functional combatant commander will
normally retain OPCON of assigned
forces and, with SecDef approval,
provide either TACON or enter into a
support relationship with the supported
combatant commander. In some cases
these forces with SecDef approval may
be attached to the supported combatant
commander if that combatant commander
will fully employ them. Asanexample,
tankers are deployed forward in support
of aregional operation. If thetankersare
totally committed to that operation and
are unavailable to perform any other
mission, the supported combatant
commander should have OPCON over
these tankers. If, on the other hand, the
tankersareonly partidly employedinthat

operation, andthusareavailablefor other
missions, Commander, USTRANSCOM
should retain OPCON to optimize overal
tanker utilization.

When the supporting commander cannot
fulfill the needs of the supported
commander, JP0-2, Unified Action of the
Armed Forces, states that the
establishing authority will benotified by
either the supported or the supporting
commander. The establishing authority
isresponsiblefor determing a solution.

Transient Forces. Transentforces,i.e,
forcesmerely transiting an AOR, arenot
normally transferred to the geographic
combatant commanders. However, they
are subject to local force protection and
administrative reporting requirements.
Combatant commanderswith geographic
respongbilitiesshal exercise TACON (for
forceprotection) over all DOD personnel
(including their dependents), except for
those for whom the Chief of Mission
retains security responsibility.
Combatant commanders’ exercise of
TACON (for force protection) appliesto
all DOD personnel assigned to,
temporarily assigned to, transiting

-3



Chapter 111

through, or training in the combatant
commander’s AOR. TACON (for force
protection) enables combatant
commanders to change, modify,
prescribe, and enforce force protection
mesasuresfor covered forces. Per JP0-2,
Unified Action Armed Forces (UNAAF),
“Transient forces within the assigned
AOR of a combatant commander are
subject totheareacommander’sorders
in someinstances, e.g., for coordination
for emergency defense, dlocation of local
facilities, or force protection. However,
transient forcesarenot part of thearea
commander’s command, and the area
commander isnot intheir normal chain
of command.”

b. Intratheater Air Mobility Operations.
Intrathester air mobility operationsaredefined
by geographic boundaries and serve asingle
supported commander’s requirements.  Air
mobility forcesassigned or attached tothat
commander normally conduct these
operations. When intratheater air mobility
requirements exceed the capability of
assigned or attached forces, the supported
commander may request augmentation from

 Intratheater air mobility operations
may be controlled by one of two C2
concepts. In atheater with a durable
air mobility mission and permanently
assigned air mobility forces, the
combatant commander may establish
an AMOCC through which OPCON
and TACON of theater-assigned or
attached forces is exercised. During
normal operations the AMOCC is the
theater AFCC's single C2 layer for
planning, coordinating, tasking, and
executing day-to-day theater air mobility
operations. During a contingency or
crisis additional C2 nodes may be
established. The AMOCC should
coordinate with these C2 nodes.

* Inatheaterinwhichan AMOCC hasnot
been established, the theater AFCC will
normally establish an air mobility control
organization (typicdly, an AOC) within
the theater C2 structure to plan,
coordinate, task, and execute theater-
assigned air mobility assets.

¢. JTF Air Mobility Operations. During

Commander, USTRANSCOM or ageographic  joint operations, it may be necessary to

combatant commander.

establish a JTF within a combatant

Ll

Intratheater airlift capability provides joint commanders with quick, responsive

transportation — a factor that may determine the success or failure of an operation

or campaign.
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commander’s AOR. This allows the
combatant commander to maintain atheater-
wide focus and at the sametimerespond to a
regiond requirement withinthetheater. When
this occurs, a CJTF will be designated and
forces assigned, attached, or made available
for this operation. Under this construct,
COCOM of mohility forcesremainswith either
Commeander, USTRANSCOM or theapplicable
geographic combatant commander asdefined
in SecDef Memorandum Forces for Unified
Commands. However, the COMAFFOR and/
or JFACCwill normally bedelegated OPCON
of forces assigned or attached to the JTF. If
the CJTF requiresadditiona air mobility forces
beyond thosethat have already been assigned,
attached, or made available for tasking,
additional augmentation may be requested.

» The CJTF or the COMAFFOR and/or
JFACC should appoint aDIRMOBFOR
to function as coordinating authority for
air mobility with all commands and
agencies, bothinternal and external tothe
JTF. The DIRMOBFOR isnormally
a senior officer who is familiar with
the AOR or JOA and possesses an
extensive background in air mobility
operations. When established, the
DIRMOBFOR serves as the designated
agent for dl air mobility issues in the
AOR or JOA, and for other duties as
directed. The DIRMOBFOR exercises
coordinating authority betweenthe AOC
(or appropriate theater C2 node), the
TACC, the AMOCC (when established
and when supporting subordinate
command objectives), and the IMC, in
order to expedite the resolution of air
mobility issues. At the discretion of the
CJTF or the COMAFFOR and/or
JFACC, the DIRMOBFOR may be
sourced from thetheater’s organi zations
or USTRANSCOM. Additionaly, the
DIRMOBFOR, when designated, will
ensure the effective integration of
intertheater and intratheater air mobility
operations, and facilitate the conduct of

intratheater air mobility operations on
behalf of the COMAFFOR and/or
JFACC. Operationdly, theDIRMOBFOR
normally works directly for the
COMAFFOR and/or JFACC while
remaining under the administrative
control of COMAFFOR or the thester
AFCC. The DIRMOBFOR provides
direction to the AMD, but must be
responsive to the AOC director.

The DIRMOBFOR also has distinct
responsibilities in relation to JFC
staffs. Air mobility requirementsdo not
originateinthe AOC. They originate at
thecomponent level and arevalidated by
either the IMC (when established) or by
the combatant commander’s J-3 in
coordination with J4. This may vary
dightly in different theaters. In United
States Centra Command, for example,
theintratheater lift requirementsoriginate
inJ-4, whiletheintertheater requirements
originate in J-3. Consequently, an
essential rolefor theDIRMOBFORis
to serve as the principal interface
between the AOC and thetheater'sJ-4
and the JMC to ensure appropriate
prioritization of air mobility taskswhile
balancing requirements and air mobility
capability. Specific duties of the
DIRMOBFOR include the following.

e« Direct the integration of intertheater
air mobility support provided by
USTRANSCOM-assigned mobility
forces.

s Direct the tasking of air mobility
forces attached or assigned to the JFC.

e Coordinate the tasking of
USTRANSCOM air mobility forces
operating in support of the JFC.

e« Coordinate with the AOC director to
ensure that all air mobility operations
supporting the JFC are fully integrated

-5



Chapter 111

into the air assessment, planning, and
execution process, and deconflicted with
all other air operations.

ee Coordinate with AMC TACC,
throughtheair mobility element (AME),
all intertheater air mobility missions to
ensure the most effective use of these
resources in accomplishing the JFC,
theater, and USTRANSCOM missions.

ee Assist in the integration and
coordination of the multinational air
mobility plan. This assistance could
come in the form of deconfliction of
airfield maximum (aircraft) on the
ground (MOG) restrictions and
coordination with the AMC TACC on
US intertheater airflow with
multinational air movement.

4. Command and Control
Structures

The command relationships and C2
structure described here apply during both
routineair mobility operationsand periods of
crisis and wartime operations. The air
mobility C2 system relies on consistent
processes and the ability to rapidly expand to
meet theunique needsof thetask at hand. This
facilitatestherapid transition from peacetime
to contingency or wartime operations.

a. Routine Operations. C2 over al US
military forcesflowsfromthe President. The
combatant commanders exercise COCOM
over their assigned air mobility forces. To
assist in the employment of mohility forces,
each of the geographic combatant
commanders has a USTRANSCOM
transportation liaison officer. Air mobility C2
isacomplex processthat must bring together
the elements of interthester, intrathester, and
existing JTF operations. Close coordination
between each element isessentia throughout
all stages of an operation — planning,
coordination, tasking, and execution.

Geographic combatant commanders with
assigned air mohility forces have COCOM
over those forces and exercise OPCON over
thoseforcesthrough thetheater AFCCs. The
AFCC will normally delegate OPCON or
TACON to the theater AMOCC commander,
if an AMOCC is egtablished. For theaters
without an AMOCC, a C2 structure should
be established to exercise proper C2 of air
mobility forces. Figurelll-1illustratesthese
routine, day-to-day command rel ationshipsfor
controlling air mobility forces.

b. Egtablishment of a Joint Task Force.
When a contingency arises that requires the
establishment of a JTF, the supported
combatant commander may elect to establish
one and appoint the CJTF. The CJTF is
authorized to exercise command authority
over ajoint force to accomplish an assigned
mission and will determine appropriate
military objectives and set priorities for the
entire joint force. Although the CJTF has
great latitude in determining command
relationships, the COMAFFOR provides
unity of command and normally exercises
OPCON over dl assigned and attached USAF
forces. When the USAF provides the
preponderanceof air forcesand the capability
to plan task and control joint air operations,
the CJTF will typically designate the
COMAFFOR asthe JFACC. If ageographic
combatant commander requiresOPCON and/
or TACON of augmentation forces, the
request must be processed through the Joint
Staff for SecDef gpproval. Figurelll-2 depicts
theserelationships.

c. Establishment of a JAOC and
Associated Air Mobility Command
Reationships. The JFACC requires a C2
organi zation appropriately sized and tailored
to support JTF or subordinate command-
related air operations. The JAOC is the air
planning and execution focal point for the JTF
(or other subordinate command) and iswhere
centralized planning, direction, control, and
coordination of air operationsoccur for which
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ROUTINE COMMAND, CONTROL, AND

COORDINATION OF AIR MOBILITY OPERATIONS

=== SECRETARY OF DEFENSE _I
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AFCC

AMOCC
Commander

AMOCC

AE
Cell

Theater Assigned
and Attached

Commander,
USTRANSCOM

AMC
Commander
TACC
Commander

USTRANSCOM
Assigned
Air Mobility Forces

AE COORD

AFCC OPCON
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Figure llI-1. Routine Command, Control, and Coordination of Air Mobility Operations

the JFACC hasOPCON and/or TACON. Due
to thetime and mission specific nature of this
tasking, it may beinappropriate to attempt to
use one of the previously identified air
mobility C2 structures. Consequently, the
JFC'sCOMAFFOR should establishan AMD
withinthe JAOC.

» The JAOC is responsible for
coordinating and integrating JTF air
mobility oper ationswith other aspects
of JTF air operations. Within the
JAOC, the AMD plans, coordinates,

tasks, and executes air mobility
operations supporting the JFC’'s
campaign plan.

When a JTF is formed, the geographic
combatant commander assigns air
mobility forces to the CJTF, who
normally exercisssOPCON or TACON of
these forces through the COMAFFOR
who exercisesthisauthority through the
DIRMOBFOR. TheJFACCreliesonthe
JAOC director and DIRMOBFOR to
manage and direct the activities of the
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COMMAND RELATIONSHIPS FOR AIR MOBILITY

FORCES ATTACHED TO A JOINT TASK FORCE

SECRETARY OF DEFENSE b‘
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cocom TACC
USTRANSCOM
COMAFFOR
COORD

Figure IlI-2. Command Relationships for Air Mobility Forces Attached to a Joint Task Force

JAOC. The JAOC director is charged
with the effectiveness of joint air
operations and focuses on planning,
coordinating, allocating, tasking,
executing, and assessing air operations
in the AOR or JOA based on
COMAFFOR and/or JFACC guidance
and DIRMOBFOR coordination. While
the AOC director provides direction
principally tothe AOC'sstrategy, combat
plans, and combat operations divisions,
the DIRMOBFOR's focus is on the

AMD and itsprimary components. The
AMD is made up of an air mobility
control team, airlift control team, air
refueling control team, aeromedical
evacuation control team (AECT), and
AME. For the specific functions of the
AMD teams, refer to the glossary for
specific team functions. The AMD, as
directed by the DIRMOBFOR, will
integrate and direct the execution of
intratheater and USTRANSCOM-
assigned air mohility forcesoperatingin
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the AOR or JOA in support of JFC
objectives. OPCON of USTRANSCOM-
assigned air mohility forces supporting,
but not attached to, the JTF or
subordinate command will remain with
the AMC TACC commander and be
exercised throughthe AME. A primary
role of the Air Force is to provide air
mobility support to all Services. JFCs
should rely on their AFCCs to supply
the preponderance of manpower withthe
expertiseto planand control intratheater
air mobility operations. Thisexpansion
of C2 systems requires the AMOCC to
interface with both the AMD within
the JAOC, the DIRMOBFOR and, as
necessary, the combat operations and
combat plansdivisonswithinthe JAOCto
ensureseamlessmobility operations. Figure
I11-3illugratesthearrangement of the JAOC
and associated commiand relationshipswith
respect to air mobility operations.

e The AME deploys to the theater as an
extensonof theAMCTACC. TheAME
is requested when a DIRMOBFOR is
established and USTRANSCOM -
assignedair mohility aircraft areemployed
in support of acontingency. It becomes
an element of the AMD. The
DIRMOBFOR is responsible for
integrating the expertise of thetheater air
mobility planners with the expertise of
the AME to fulfill JFACC guidance and
to meet JFC objectives.

d. Additional C2 Structures. These

consit of fixed and mobileunitsand facilities

that provide the AOC with the information
and communications required to monitor the
ongoing air operation and that control Air
Force aircraft in theater air operations. The
broad organization and functions of these

units and facilities are discussed herein their

relationship tointratheater air mobility.

 Control and Reporting Center (CRC).
The CRC isdirectly subordinate to the

AOC and is charged with broad air
defense, surveillance, and control
functions. TheCRC providesthemeans
toflight-follow, direct, and coor dinatethe
support and defense of theater air
mobility aircraft operating in the
operational area.

Tactical Air Control Party (TACP).
TACPs consist of personnel equipped
and trained to assist US ground
commander sto plan and request tactica
air support, including intratheater airlift.

Wing OperationsCenter (WOC). As
the C2 facility of Air Force wings,
WOCs provide control and
communicationsfacilitiestolink wing
commanders to the AOC and enable
themto command their forces. Tofadilitate
joint operations, Army ground liaison
officers or other component represantatives
may be assgned to aWOC.

Tanker Airlift Control Element
(TALCE). TALCEsaremobileC2units
deployed to support intertheater and
intratheater air mobility operations.
Core TALCE capahilities include: C2,
aerial port passenger and cargo
processing, aircraft servicing, and aircraft
maintenance. TACC decisions to
position TALCE assets will be based
upon intertheater and intratheater
mobility support requirements. It isa
theater responsibility to identify
requirementsfor such support. A mission
support element (MSE) is a team of
specidists tasked to support operations
a deployed locations. MSES normaly
consist of one specific capahility, such
asmaintenance or cargo processing. An
M SE may besent fromgarrison, or it may
be a portion of a deployed TALCE sent
out to a remote location to recover a
broken aircraft or handle a specific type
of cargo load.
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THE JOINT AIR OPERATIONS CENTER
AND COMMAND RELATIONSHIPS

FOR AIR MOBILITY FORCES
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Figure 1lI-3. The Joint Air Operations Center and Command Relationships
for Air Mobility Forces

Mission Support Team (MST). Smaller Operations Command (USSOCOM)
than TALCEs, MSTs perform similar exercisessCOCOM over dl CONUS-based

functions at locationswhere air mobility STTS assets. STTs are smdll, rapidly
C2 otherwisewould not exist. deployable, task-organized combat
control teams (CCTs), pararescuejumper

e Special Tactics Team (STT). (PJ), and combat weather (special
Commander, United States Special operations weather team) personnel.
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They are organized, trained, and
equipped toquickly establish and control
theair-ground interfaceat an airhead
through the application of specialized
skills in both austere and hostile
environments. Theseteamscanprepare
the battlespace for air mobility
operations by conducting survey
assessments, wegther observations, and
reconnaissance and surveillance of
objective airfields and assault zones.
STTsestablish terminal area air space
control (attack, C2, and air traffic
services) at remote assault (e.g., drop or
landing) zones and austere or
expeditionary airfields. They sustain
these operations until relieved by other
elementsof thetheater air control system
(TACS) (e.g., TACPs, TALCEs and
general-purpose air traffic services
forces). STTs are a part of the theater
specid operations forces (SOF) and are
normally under OPCON of thejoint force
special operations component
commander (JFSOCC) or thejoint specid
operationstask force. When supporting
theater mobility operations, TACON of
these teams should be transferred to the
COMAFFOR and/or JFACC for specified
missionsor timeduration, asanextenson
of the TACS. However, becausethe STTs
can be employed by both SOF and
theater air sructures, itisimperativethat
apportionment, allocation, command
relationships, and control authority be
clearly stated and understood by specia
operations and air component
commanders. STTs are requested from
the JFSOCCfor tasking.

Theater Airlift Liaison Officers
(TALOs). TALOsarerated air mobility
officers aligned under TACPs
supportingthe Army at corps, division,
and separate brigade or regiment levels.
TAL Osadviseground commander son
the capabilitiesand limitations of airlift,

and assist in planning, requesting, and
using airlift resources.

AMC liaison officers (LNOs) are
normally assigned to a Marine
expeditionary force command
element. The AMC LNOs perform
similar functions asthe TALOs, but are
not designated as TALOs.

Airborne Elements. As airborne C2
nodes, the EC-130 airborne battlefield
command and control center (ABCCC),
E-2CHAWKEY E, andthe E-3A Airborne
Warning and Control System (AWACS)
may perform AOC functionsin support
of theater air mobility operations. This
may occur either early in a campaign
(beforethe regular AOC is established) or
during operationsconducted inthepresence
of adversary ar and ground threats.

The medical GRL provides the
personnel and equipment required to
administer medical carefor injuriesand
illness, and to administer preventative
medical care reducing the risk of a
catastrophic or detrimental event that
could impact on mission effectiveness.
Theteam a so recommends strategiesto
TALCE and MST commanders for
countermeasures against environmental
and physiological stressors, in order to
enhance mission effectiveness. While
they support the deployed TALCE and
MST operations, themedica GRL will be
under the same command relationship as
theTALCE or MST (i.e, iftheTALCEIis
OPCON to the JTF, the medical GRL
should be aso).

Battlefield Coor dination Detachment
(BCD). BCDs will be located within
the JAOC (orinthe AOCif aJFACCis
not designated) and will consist of
intelligence and oper ations per sonnel
organized into airlift, air defense, fire

-11



Chapter 111

support, and airspace control
elements. Overall, the BCD monitors
and interprets the land battle situation
and provides the necessary interface
for the exchange of current intelligence
and operational data. Theairlift section
is collocated with the AMD and is
responsiblefor monitoring movements
on joint airlift operations supporting
the Army Forces (ARFOR) and
providing feedback to the ARFOR
operations and logistics staff officers.
Theairlift section isthe single point of
contact within the JAOC for
coordinating and monitoring Army
airlift requests, changes, and
cancellations. The other sections
coordinate fire and close air support
for intratheater airlift missions, as

appropriate.

Tactical OperationsCenters (TOCs).
TOCs, which are found in Army units
down to maneuver battdlions, include
TALOs and other individuals with
intratheater airlift responsibilities.
Operationsstaff officersshould interface
with Air Force TACPs to plan and
coordinateair support. They dsovdidate
and prioritizeintratheater airlift requests
for their unit commanders.

Ground Liaison Officers (GLOs).
Unitsmay assign GL Ostothe JAOC and
theater airlift WOCs. In those positions,
they monitor and report on thecurrent
airlift situation to their parent units.
They dso advise the Air Force mission
commanders and staffs on Army
component air movement requirements,
priorities, and other mattersaffecting the
airlift situation. GL Osassigned to the
JAOC report through theBCD. They
are also the principa points of contact
betweentheAir Force TALCEsand Army
arriva/departure airfield control groups
(A/DACGs) for controlling Army theater
arlift movements.

 Arrival/Departure Airfield Control
Groups. A/DACGs coordinate and
control the movement of component
personnel and materie through airlift
terminals. Comprised mainly of
personnel and resourcesfromthemoving
units, they are provisiona units, task-
organized to reflect thetype of moveand
degreeof support availablea thetermind.
TheA/DACG isthemoving unit’spoint
of contact with local Air Forcebaseand
TALCE commanders and personnel.
When units from more than one
component will transit a terminal
simultaneoudly, the JFC should direct one
component to providethe A/DACG. This
will normally bethe component withthe
largest movement requirement, and
augmented, as necessary, by the other
components. As the theater matures or
when airlift mission requirements
increase, aport movement control team
(PMCT) should be phased in
complementing the A/DACG to execute
port clearance missions. Normally, this
transition occurs when the airfield is
designated an APOD for the theater.

* Port Movement Control Teams.
PMCTs assist the theater army
movement control agency (TAMCA)
and M CC in moving Army component
personnd and materiel through large
air terminals. They are not organic to
TAMCA or the MCC. PMCTs have
organic supply, replacement, processing,
medical, and transportation personnel.
Their responsibilities supplement
those of A/IDACGsand, depending upon
workload, the presence of aPMCT may
reduce or eliminate the need for an A/
DACGatagiventerminal.

< Army L ong-RangeSurveillance Teams
(LRSTs). LRSTscan support airlift by
conducting reconnaissance and
surveillanceoper ationsof named ar eas
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of interest around terminal areas.
LRSTs, which are organized from long-
range surveillance detachments and
companies, are organic to each Army
division. Typicaly, one to six LRSTs
support an airborne or air assault
operation. If required, LRSTs can dso
mark DZsand LZsand direct firesupport
for airlift operations.

» Drop Zone Support Teams (DZSTs).
Inthe absenceof, or in conjunctionwith,
anAir ForceSTT, DZSTsprovideArmy
unitswith limited or ganic capabilities
tosupport airdrop operations. DZSTs
direct airdrop operations on DZs and
consist of at least two personnel,
including an airborne jumpmaster- or
pathfinder-qualified leader. They can
support airdrops (up to three aircraft) of
personnel, equipment, and CDSbundles.
Their responsibilitiesinclude:

s evduating DZs;
e« evduating ground hazards; and

es ensuring the suitability and
recoverability of airdropped personnel
and materiel. Intheabsenceof an STT
or DZST, TALOs may be quaified to
direct airdrop operations.

» Tactical Aviation Control Teams
(TACTS). Composed of air traffic control

or pathfinder-quaified personnel, TACTs
locate, identify, and establish DZsand
LZs. They install and operate
navigational aids and communications
around theterminal, control air trafficin
that vicinity and, to a limited degree,
gather and transmit weather information.

5. Command and Control of
Airfields During Contingency
Operations

During contingency operations, the most
efficient and effective use of limited airfield
capacity and resources is often critical to a
successful military response. The task is
complicated when foreign airfields are host
toavariety of alied military, nongovernmental
organizations (NGOs), and commercia air
activities. In this scenario, an AMC-
commanded aeria port may potentialy be
competing for ramp space and facilitieswith
many other players, including other US
military units (e.g., Army aviation assets or
Air Force strike aircraft). To achieve aunity
of effort of al US military forces operating
on an airfield, the geographic combatant
commander must decide on thepriority of US
military operationsand/or appoint asingleon-
scene commander to determine priorities
among competing USdemands. Additiondly,
USmilitary forcesshould normally designate
asingle primary point of contact to negotiate
airfield usageissueswith allied forcesand the
HN airfield manager.
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CHAPTER IV
AIRLIFT

“Air power must be more than force because the problems of the world must
increasingly be addressed by the military with more than force. Many of the
crises and conflicts in our shrinking world are no longer highly susceptible to
resolution through the projection of force, but — as in protection of the Kurds
in the wake of Operation DESERT STORM — will require the projection of
infrastructures such as security, medical care, communications and

transportation.”

1. General

a. Airlift operations transport and
deliver forcesand materie through theair
in support of strategic, operational, and/
or tactical objectives. Asadirectinstrument
to effect national policy and an essential
warfighting tool, airlift offersits customersa
high degree of speed, range, and flexibility.
Airpower is a maneuver force, and air
mobility is an integral part of that
maneuver force. Airlift enablescommanders
to respond and operate in a wide variety of
circumstances and time framesthat would be
impractical through other modes of
transportation.

b. Airlift supportsUSnational strategy
by rapidly transporting personnel and materiel
to and from or within atheater. Airlift isa
cor ner stone of global force projection. It
provides the means to rapidly deploy and
redeploy forces, on short notice, to any
location worldwide. Within athester, airlift
employment missionscan beused to transport
forces directly into combat. To maintain a
force’s level of effectiveness, airlift
sustainment missions provide resupply of
high-priority equipment, personnel, and
supplies. Finally, airlift supports the
movement of patients to treatment facilities
and noncombatants to safe havens. Airlift's
characteristics — speed, flexibility, range,
and responsiveness— complement other US
mobility assets.

Carl Builder, The Icarus Syndrome

2. Airlift Operations

As discussed in Chapter |, “General
Overview,” airlift operationsaretypically
classified as either intertheater or
intratheater airlift. These operations are
defined by thenatureof themission rather
than the airframe used. Most aircreft are
not exclusively assigned to one operationa
classification. Infact, thevast mgjority of the
air mohility forceiscapable of accomplishing
any classification of airlift. Intertheater and
intratheater capabilities are available to al
users of Air Force airlift including sister
Services, DOD agencies, military forces of
alied nations, and USG aswell asNGOs.

a. Intertheater Airlift. Intertheater
airlift provides the air bridge linking a
theater to other theaters and theaters to
CONUS.

“I have traveled around the world and
talked to people in different countries.
I can tell you that when that big “T” tail
aircraft lands, with the American flag
on the tail, they not only represent
America — they are America.”

General Ronald R. Fogleman
Former Chief of Staff, USAF

* During the deployment phase of a
contingency, intertheater airlift
requirements, while significant, areto a
large degree predictable. Such
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Chapter 1V

STOP THE DYING!

This quickly became a primary US objective in the summer of 1994 when
hundreds of thousands of Rwandan refugees fled to neighboring African
countries to avoid becoming victims of a violent intertribal war. With over
100,000 dead and nearly a half-million displaced, President Clinton stated,
“The flow of refugees across Rwanda’s borders has now created what could
be the world’s worst humanitarian crisis in a generation. A disaster born of
brutal violence, it is now claiming one life every minute.” In response, the
United States launched Operation SUPPORT HOPE, a massive humanitarian
relief mission to help normalize a situation in sub-Sahara Africa that was
anything but normal.

Refugee camps in Goma and Bukavu swelled overnight and, while supplies of
food and medicine were critically short, the lack of clean drinking water was
the biggest problem. Hundreds were dying every day from cholera and
dysentery, which had spread to epidemic levels from consumption of
contaminated water. A C-5 loaded with a reverse osmosis water purification
unit (ROWPU) would help provide the solution. Flying 22 hours non-stop from
Travis Air Force Base to Rwanda and conducting 3 air refuelings en route, this
mission quickly provided an initial source of potable water. In a short time,
more ROWPUs, water pumping equipment, and mobile fabric tanks were
delivered and mortality rates decreased dramatically. By the time relief efforts
ended, over 400 KC-10 and KC-135 missions were flown to refuel C-5 and C-
141 aircraft that ferried 23,000 tons of equipment and supplies to the
beleaguered masses.

Operation SUPPORT HOPE is a great example of air mobility being applied in
anonlethal manner. While it would be difficult to determine the actual number
of lives saved, it is evident that air mobility directly achieved a major US
objective.

VARIOUS SOURCES

requirements normally are identified in
the TPFDD associated with a particular
operation plan (OPLAN) or OPORD. A
TPFDD can betailored to meet specific
requirements when the mission is not
aligned with an OPLAN or modified to
meet the requirements associated with a
particular courseof action (COA). Time-
definiteresupply viaairlift from CONUS
to the theaters is critical in maintaining
theflow of materiel necessary to sustain
operations. This concept uses both
military and commercial aircraft to
support the sustainment flow that must
begin as soon as deployment operations

begin.

» Akey gtrength of airlift isitsability to
swing forces from one theater to
another. Airlift enablescommandersto
rapidly reposition forces between
theaters, thereby deterring potential
aggressors from acting when US forces
are engaged elsewhere.

b. Intratheater Airlift. Intratheater
airlift providesairlift for theair movement
of personnel and materiel within a
geogr aphic combatant commander’SAOR.
Typicaly, aircraft capable of accomplishing
awiderangeof tactical level missionsconduct
these operations. Intratheater operations
provide time-responsive airlift to the
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commander, which may be critically needed
to fulfill theater objectives. Intratheater
requirements, likeintertheater ones, normally
are identified in the TPFDD associated with
aparticular OPLAN or OPORD.

 Unit movements within the theater are
in response to the JFC's campaign plan.
Once combat units are deployed to a
theater, the JFC may use intratheater
airlift to maneuver forces to exploit
weaknesses in the adversary’s position.
In this capacity, airlift allowsthe JFC to
reposition forces expeditioudly, achieve
surprise, and control the timing and
tempo of operations.

» Movementswithin atheater also permit
thecontinuing resupply of forward units.
These requirements normally are
predictable, regular, and quantifiable
when the forces are not engaged in
combat operations. During pre- or post-
hodtilities, theserequirementscan usualy
be fulfilled through a fixed resupply
schedule. However, once forces are
engaged, resupply requirementsincrease
dramatically and become more
unpredictable and variable. The ability
of airlift to rapidly and flexibly
accommodate the critical resupply
requirements of units engaged and
operating in such adynamic environment
provides commanders with an essentia
warfighting capability.

3. Airlift Missions

The five basic missions of airlift are
passenger and cargo movement, combat
employment and sustainment, aeromedical
evacuation (AE), special operations
support, and OSA (see Figure 1V-1). Air
Forceairlift forces perform these missionsto
achieve strategic-, operational -, and tactical-
level objectives across the range of military
operations.

FIVE BASIC
AIRLIFT MISSIONS

Passenger and Cargo
Movement

Combat Employment and
Sustainment

Aeromedical Evacuation

Special Operations
Support

Operational Support
Airlift

Figure IV-1. Five Basic Airlift Missions

a. Passenger and Cargo Movement.
Normally, movement requirements are
fulfilled through regularly scheduled
channel missions over fixed route
structures with personnel and cargo
capacity availableto all customers. These
regularly scheduled requirements are
validated through the appropriate Service
organization to USTRANSCOM or
geographic combatant commander, and then
tasked by the AMC TACC, an AMOCC, or
another appropriate C2 node. Depending on
user requirements, requests not supportable
through the channel structure can befulfilled
through the use of other mission categories
such as SAAM, exercise, and contingency
missions. Requests that cannot be satisfied
by any of theabove missionsmay bereferred
to other transportation modesof theDTS. The
airlift sysem hastheflexibility tosurgeand
meet requirements that exceed routine,
peacetime demands for passenger and
cargo movement. For example, during
Operation DESERT SHIELD, new channel
routes and structures were established to
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support the significantly increased airlift
demands.

b. Combat Employment and Sustainment.
Combat employment missions allow a
commander to insert surface forces directly
and quickly into battle and to sustain combat
operations. For example, combat missions
may involveairdropping paratroopersbehind
adversary lines. Combat sustainment missions
may consist of reinforcement of front-line
forces engaged with the adversary. Airlift
affords commandersahigh degree of combat
maneuverability permitting adversary troop
strongholdsto bebypassed. Thisprovidesto
friendly forces a potent offensive advantage,
complicating the adversary’s defensive
preparations. Thecombat employment and
sustainment mission usually accounts for
a small percentage of total airlift sorties;
nevertheless, itsimportanceisfar greater
than thenumber of sortiesindicates. This
isacapability which, in most circumstances,
cannot be accomplished by other means.

« Whilethismission providessignificant
capabilities, it also carries substantial
risk. Success in combat and combat
support hinges on air superiority and
threat avoidance. Thisrequiresaccurate
andtimely intelligenceregarding threats
along the ingress and egress routes and
over the target area. Once delivered to
thetarget area, theinserted force may be
totally dependent upon subsequent airlift
operations for sustainment, movement,
withdrawal, or redeployment.

< Another important aspect of combat
employment and sustainment is the
concept of forcibleentry. Inperforming
this mission, airlift forces are usually
matched with airborne, air assault, light
infantry, or ranger forces specifically
designedfor delivery by air. Thismission
normally involves the insertion of
airborne forces via airdrop; however,
carefully planned airland assault

operations can be equally effective. An
example of intertheater forcible entry
operationsisthestrategic brigadeairdrop
capability that the Air Forceprovidesfor
the Army. Thisgivesthe President and
Secretary of Defense a unique military
force projection capability.

c. Aeromedical Evacuation. AE isthe
movement of patients under medical
supervisionto and between medical treatment
facilities by air transportation. Air Force
specific AE isthe movement of patientsunder
the supervision of aeromedical evacuation
crewmembers by fixed-wing aircraft.
Movement of patients requires special air
traffic control considerationsto comply with
patient-driven atitude and pressurization
restrictionsaswell asmedical equipment that
is approved for use with aircraft systems.
There are processes that occur once patient
movement requirements (PMRS) have been
identified.

« Patient movement requirements centers
(PMRCs) are the responsible agents for
collaboration of arecommended lift-bed
plan, PMR definition and management,
and patient ITV. These PMRCsmanage
patient movement and provide
connectivity to offer a global view.
PMRCs are responsible for medical
regulating, validation, and coordination,
as well as related activities supporting
PMR identification and data collection.
Patient regulating includesaccounting for
bed availability and patient ITV. PMRCs
assume the responsibilities formerly
performed by Armed Services (or joint)
medical regulating officesand USAF AE
control centers.

* An AE cell within the Air Force
component’s C2 node is the source of
AE operational expertise within the
TACC/AMOCC. TheAE cdl performs
AE operational mission planning,
tasking, and scheduling of airlift and AE
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Aeromedical evacuation forces provide patient movement not only between
international locations and CONUS, but also to and from locations within CONUS.

assets to support patient movement in
coordination with the PMRC.

For contingency or wartime operations,
the AECT provides AE C2 for thejoint
force. The AECT is the source of AE
operational expertise within the AMD.
The AECT will coordinate AE
operational mission planning, tasking,
and scheduling of airlift and AE assets
to support patient movement in
coordination with thejoint PMRC. The
AECT members will work closely with
theplansdivision and other AMD teams
to ensure AE assets are completely
integrated into the air tasking order
(ATO). The AECT also assists the
DIRMOBFOR for the distribution and
employment of theater AE ground unit
type codes (UTCs).

Intertheater AE is normally
accomplished using designated or
retrograde organic AE aircraft until such
timethat dedicated CRAF AE assetsare
activated for patient movement. When
CRAF AE capability is exceeded or on
an urgent or priority bass, retrograde or
dedicated AE aircraft may be used.

aircraft may be pursued when competing
airlift or evacuee requirements reduce
airframeavailability. Theseaternatives
could include use of other organic
military airlift, CRAF passenger aircraft,
or authorization for commercid travel for
ambulatory patients who do not require
in-flight supportive medical care.

» Theuseof CRAF aircraft for aeromedica
evacuation will be dependent on the
threat in the region. Planners should be
aware of the challenges presented to AE
by the full spectrum of threats, from
conventional to nuclear, biological, and
chemical.

* Intratheater AE involves movement of
patients within the theater from mobile
aeromedical staging facilities located
near the front lines to the aeromedical
staging facilities in the rear area. The
movement of casudtiesout of the combat
zone during contingency operations is
generally accomplished using dedicated,
designated, opportune, or scheduled
retrograde aeromedicd aircraft.

d. Special OperationsSupport. Specified

Alternatives to CRAF AE or military airlift forces provide unique airland and
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USTRANSCOM schedules and tasks CONUS-based OSA assets.

airdrop support to specia operationsfor joint
or multinational training, contingencies,
operationsother than war, and other missions
asdirected by the President and Secretary of
Defense. Sincetherearealimited number of
airlift assets dedicated to this mission, the
principle of economy of forceis particularly
applicable. When performing special
operations missions, highly trained airlift
crews normally act as an integral member of
alarger joint package. Because these airlift
missions routinely operate under adverse
conditionsinahostile environment, extensive
planning, coordination, and training are
required to minimize risk. Airlift used in a
specid operationsrole providescommanders
the capability to achieve specific campaign
objectives, which may not be attainable
through more conventional airlift practices.

e. Operational Support Airlift. OSA is
aspecid classfication of operationsto provide
for the timely movement of limited numbers
of priority personnel and cargo during
wartime, as well as peacetime training for
pilots and priority airlift for key decision
makers. OSA operationstend to be conducted
by smaller-sized business type airframes.
OSA operations are normally conducted in
support of theassigned organization’sorganic
requirements and provide the in-theater

Service component commander with
flexibility in meeting time sensitivemovement
of passengersand cargo. Sortiesin excessof
direct support requirementswill be provided
to the J=C for tasking through the JFACC.
USTRANSCOM is responsible for the
scheduling and tasking of OSA operations
regarding CONUS-based assets while the
Services validate OSA requests. Theaters
withtheir own OSA flegtsareresponsiblefor
scheduling and execution tasking of OSA
operations within their AORs.

4. Service Organic Operations

a. In theory, ailmost any aircraft could
contribute to the intratheater effort. In
practice, however, the bulk of intratheater
missions are normally done by fixed-wing
aircraft provided by the Air Force component,
while some limited or speciaized missions
may be accomplished by fixed- and rotary-
wing aircraft provided by other Services. Itis
important to consider that aircraft performance
characterigticswill bedirectly affected by such
factors as gross weight, atmospheric
conditions, runway length and condition, and
flight obstacles as outlined in Service
publications. Accordingly, only their general
applicability toair mohility tasksisdescribed
here. Thebulk of the Air Force'sair mobility
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Limited or specialized missions may be accomplished by fixed- and rotary-

wing aircraft provided by Services other than the Air Force.

fleet consistsof aircraft designed or modified
to serve a broad range of military airlift
operating requirements. Additionaly, the
Servicesoperate morespecialized fixed-wing
transports which, though not originally
acquired to meet a broad range of essentia
intratheater airlift missions, are capable of
performing parts of it quite effectively.

b. Itis often difficult to view the relative
contributions of the components of the joint
force in isolation. Each is critical to the
success of a joint force operation and each
has unique capabilities that cannot be
duplicated. Common-user airlift achievesan
economy of force. Rather than each Service
and non-DOD agency providing its own
airlift, airlift is consolidated and tasked to
support all organizations. While different
types of operations will have varying
requirements, the following highlights some
of the airlift requirements of the various
organizations that use common-user airlift.

* GAMSS forces normally deploy early
in an operation to establish enrouteand
destination support. Thismay consume
alargeportion of thefirgt airlift missions.

* TheArmy. Eventhough theArmy has
dgnificant or ganicairlift assets, it often
has the largest requirement for
common-user airlift. In particular,
Army light infantry, airborne, and air
assault forces rely heavily on airlift for
deployment, sustainment, employment,
and redeployment. Once in the thester,
light infantry and airborne forces
continue to rely heavily on airlift. Air
assault forces, on the other hand, dueto
their organic airlift capability, only
require common-user airlift when
engaged in heavy combat or employed
outside their normal area of operation.
Requirements for Army airdrops of
forcesrangein sizefrom asmall teamto
abrigade. The Army’s heavy force pre-
positioned afloat brigades and pre-
positioned land brigades’ equipment and
supplies are married up with forces that
require airlift to an APOD and begin
reception, staging, onward movement,
andintegration functionstoincrementally
build combat power.

* The Navy. Sustainment and combat
readiness of deployed naval forces
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depends on flexible and highly
responsive intertheater airlift support.
Afloat naval forces normally serve asa
force enabler and consequently require
the least amount of common-user airlift
support. However, the Navy dependson
common-user airlift to sustain forward-
deployed operations with personnel,
materiel, and mail from CONUS to
overseas bases. The Navy depends on
organic, land-based, fleet-essential airlift
assets to transport passengers and cargo
intratheater from the APOD to forward
logigticssitesfor further transfer to fleet
units. Naval organic airlift, known as
Navy-unique fleet essential airlift
(NUFEA), then transports passengers,
mail, and critical materiel from forward
sitesto underway forces. Although naval
organic airlift satisfies most intratheater
requirements, the Navy requires some
common-user airlift to augment this
capability.

The Marine Corps. Marine Corps
forcesrequirecommon-user airlift when
deploying into atheater as part of either
amaritime pre-positioning forceMarine
air-ground task force(MAGTF) or asan
air contingency MAGTF. During
maritime pre-positioning force
operations, Marineforcesareairliftedto
join maritime pre-positioned equipment
and supplies at the arrival and assembly
area. Additional fly-in echelons of
personnel, equipment, and supplies are
airlifted into the theater to complete and
sustain the force. The air contingency
MAGTF requires intertheater airlift of
both personnel and equipment.
Depending on the mission, amphibious
MAGTF operations ashore may require
intertheater and intratheater common-
user airlift support to sustain and/or
support theforce.

TheAir Force. Depending onthenature
and phase of the operation, the Air Force

may receiveamost al or amost none of
common-user airlift, though it tends to
be the second largest customer of
common-user airlift. For deployments,
Air Force unit aircraft self-deploy;
however, unit support personnel and
equipment require airlift to the
destination with or before the deploying
unit aircraft. Dedication of significant
airlift assets to Air Force units may be
required early in deployment operations.
Air Forceunitsnormally deploy by UTC
and begin air operations shortly after
arriva. Airlift must be able to rapidly
deploy full sguadron support
packages, to include combat support
elements, their equipment, and both
initial and sustainment supplies.

Special OperationsForces. SOF have
specially configured air cr aft dedicated
tospecial operationsair mobility tasks
of employment, sustainment, and force
extraction of SOF. These aircraft are
not part of the common-user system and
have limited capability to performlarge-
scale deployment, sustainment, and
redeployment operations. However,
these aircraft may also be tasked to
support other specific specialized air
mobility missions due to their unique
capabilities. SOF are augmented by
common-user airlift support.
Additionally, selected conventiond airlift
forceswith specidly trained aircrewsand
modified aircraft may augment SOF

airlift capability.

e« Commander, USSOCOM abtains
airlift and providesan STT to support
airlift operations by following the
procedures in this publication and in
JP 3-05, Doctrine for Joint Special
Operations. Intratheater airlift forces
providevaluablesupport for theSOF in
the joint force. For routine logistic
requirements, SOF request intratheater
airlift support through their respective
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supporting Service component. When
SOF units require airlift to perform
special operations-specific missionsthat
require specialy trained and equipped
airlift forces, they transmit their request
through their SOF command channels.
Airlift personnel (particularly aircrews)
expected to provide employment airlift
support to SOF should be fully
incor porated into the SOF operation
planning process and, if necessary,
entered into isolation for tactical
rehearsals.

e« On the other hand, airlift aircraft and
crewsshould not betaken out of theairlift
system any longer than necessary to
prepare them for the anticipated
operation. Standing down aircraft for
longer periods could waste valuable lift
capacity and increasethesignature of the
SOF spreparation phase. Althoughitis
possible for SOF to provide some
common-user airlift to the theater if
directed by the JFC, thiswould only be
donein exceptional cases.

The Coast Guard. Asabranch of the
Armed Forces and a non-DOD agency,
theCoast Guard operatesamixed fleet
of fixed- and rotary-wing aircraft for
organic airlift. It is able to provide
flexible and responsive common-user
airlift but islimited by statutory priorities
and alack of strategic support facilities.
Itsorganicairliftisnormally sufficient
to satisfy Coast Guard airlift
requirements. Coast Guard common-
user airliftisavailableto nava forcesfor
wartime tasking. Non-wartime airlift
may be requested from the Commander,
Atlantic Areaor the Commander, Pacific
Area, under 31 USC 1535 and 31 USC
1536.

Other Non-DOD Agencies. USG
agencies, such as the Department of

State and the Drug Enforcement
Administration, use DOD airlift for
activities such as NEO, counterdrug
operations, foreign humanitarian
assistance, and domestic support
operations. Non-DOD agencies may
usecommon-user airlift, providingthe
DOD mission is not impaired. The
movement must be of an emergency,
lifesaving nature, specifically authorized
by statute, in direct support of the DOD
mission, or requested by the head of an
agency of thegovernment under 3L USC
1535 and 31 USC 1536. To obtain
common-user airlift, non-DOD agencies
submit requests IAW DOD Directive
4500.9, Transportation and Traffic
Management.

5. Airland Delivery Methods

a. As discussed in Chapter 1, “Genera
Overview,” airland isthepreferred method
of délivery. Inthe airland ddlivery method,
airlifted personnel and materiel are
disembarked, unloaded, or undung from an
aircraft after it has landed or, in the case of
vertical takeoff and landing aircraft, after it
has entered a hover.

b. Airland delivery is usually the most
efficient delivery method for moving
equipment, personnel, and supplies for the
following reasons.

« Italowsagreater degreeof unit integrity
and the capability to rapidly employ units
after landing.

* It carries the least risk of injuring
personnel and damaging loads.

* It requires minimal specialized training
and equipment for transported personnel.

* It seldom requires special rigging of
materiel.
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* It permits the maximum utilization of
ACL by eliminating the volume and
weight penalties of preparing loads for
airdrop deliveries.

« It maximizesthe opportunity to backhaul
or evacuate cargo, patients, and
personndl.

¢. The principa disadvantages of airland
operationsare;

« It requires airfields or LZs that are
moderately level or unobstructed and
adequate for the anticipated operation.

e It may increase mission intervals
depending on airfield size, offload
equipment availability, and airfield
support capahility.

« It requires more time for delivery of a
given sizeforcethan parachute delivery.

It normally requires airlift mission
support such as ground-handling and
transportation assets.

« Itmay prolong andintensify theexposure
of theaircraft operating at forward fields
to ground or air attacks.

However, because the operationa tactics
and rapid offloading techniques of various
airlift aircraft can minimize these
disadvantages, planners should view airland
ddivery asthe option of first choice for most
alr movements.

d. When planning airland operations,
consideration should begiven, but not limited,
to the following.

» TheTactical Situation
e The location of countries granting

overflight rights and any conditions
placed upon them.

e¢ The duration and location of the
operation.

s The location, landing clearances to,
and capabilities of suitable airfields,
supply bases, APODs, and forward
operating bases (FOBS).

s The ability to control airspacein the
absence of air traffic control (ATC)
facilities.

For further information on TTP for
terminal airfield ATC, see Air Land Sea
Application (ALSA) Center'spublication,
Multiservice Procedures for Joint Air
Traffic Control (alsoreferenced asField
Manual [FM] 100-104, Marine Corps
Reference Publication [MCRP] 3-25A,
Naval Warfare Publication [ NWP]
3-56.3, and Air Force Technical Training
Publication [AFTTP] (1) 3-2.23).

e The type and amount of cargo or
personnel for delivery.

s Thedesired phasing of forcesintothe
operation.

e The expected conventional and
nonconventiona threat throughout the
mission.

s« Theweather conditions.

e The night operation requirements.
(Covert APOD will require aircrew and
ground personnel trained to use night
vision devices.)

TheMission Requirements

e« Theairlift assetsavailable, including
thenumber and typeof aircraft and crews.

s The protection of aircraft.
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e« The aircrew survival measures,
including escape and evasion points,
routes, corridors, and safe haven
locations.

s The aircraft servicing, maintenance,
and damage repair capabilities.

s The capabilities of the airfield,
particularly pavement strength and
clearancerequirements.

*» The airfield onload and offload
capabilities.
s The transportation capabilities to

distribute the cargo or personnd to their
final destination.

e« The MHE support.

s Petroleum, oils, and lubricants (POL)
storage and dispensing capability.

e. Four concepts for airland operations
include the following.

e Hub and Spoke Operations.
Intertheater airland operations normally
offload personnel and materiel at amain

operating location within the theater.
Subsequently, intratheater airlift moves
designated personnel and equipment to
forward operating locations, an
employment concept referredtoasahub
and spoke operation. Units should
consider the required MHE and
transportation assets needed to transfer
personnel, equipment, and cargo from
one aircraft to another.

Direct Ddlivery. Ancther employment
concept, direct delivery, involves
airlifting personnel and materiel from
portsof embarkation (POEs) to forward-
operating locations in the theater,
bypassing intermediary operating bases
and the transshipment of payloads
typically associated with hub and spoke
operations (see Figure 1V-2). Direct
ddivery usesairland or airdrop ddlivery
methods. For example, personnel canbe
airlifted from CONUS and delivered
directly tothetheater by airlanding them
at a forward operating location or
airdropping them as part of a strategic
brigade airdrop operation. Direct
ddivery shortensin-transit time, reduces
congestion at main operating bases, and
enhances the sustainment of forward

shorten transit time and avoid unnecessary congestion at main operating bases.
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ILLUSTRATION OF HUB AND SPOKE
AND DIRECT DELIVERY

EMPLOYMENT CONCEPTS

APOE
/ APOD/FOB

A/APODIHUB

APODIFOB

HUB AND SPOKE

‘ APOD/FOB

DIRECT DELIVERY

APOD Aerial Port of Debarkation
APOE Aerial Port of Embarkation
FOB Forward Operating Base

Figure IV-2. lllustration of Hub and Spoke and Direct Delivery

bases. One challenge for aircrews
conducting direct delivery is obtaining
up-to-dateinformation during thelengthy
flight.

aircraft’'s range is augmented by an in-
flight refueling on designated AR tracks.

f. When considering airland operations, the

use of hub and spoke operations, direct
delivery, lily pad, or air bridge (see Figure
IV-4) operations must be weighed and
scheduled judiciously.

* Lily Pad Operations. Aircraft ranges,
crew requirements, and mission
limitations may dictate the need for

intermediate stops, which is referred to
as“lily pad” operations(seeFigurelV-3).
Thefinal leginto the AOR or JOA may
terminate at the final destination or at a
theater hub. These operationsrequireen
route support locations and may place a
heavier burden on GAMSS.

Air Bridge. Air bridge operations are
defined asflights between CONUS and
OCONUS terminals where the receiver

* Direct delivery is the best method
when it has to be there overnight.
Direct delivery reduces transshipping
proceduresand shortensdelivery timefor
small loads. Direct delivery is not,
however, the best solution for large
movements or when there are multiple
FOBsthat must be serviced. Thelarger
aircraft (C-5/36 pallets, 747/45 pallets,
DC-10/27 pallets, KC-10/24 pallets)
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ILLUSTRATION OF LILY PAD OPERATIONS

Intermediate Stop

Refuel

New Crew ‘

Onload Point

Offload Point

Figure IV-3. lllustration of Lily Pad Operations

ILLUSTRATION OF AIR BRIDGE OPERATIONS

Air Refueling
Point

Intermediate Stop
Bypassed or Minimized ‘

Onload Point

Offload Point

Figure IV-4. lllustration of Air Bridge Operations

possess up to two and one-half times as
many pallet positionsas midsize aircraft
(C-17/18 pallets, C-141/13 pallets,
C-130/6 pallets, DC-8/14 pallets, L-100/
8 pallets) and must be scheduled in this
manner. Most direct delivery operations
will requireanair bridgeand air refueling
support. Whiletheseoperationsaremore
complex, they can significantly reduce
the GAMSS footprint by eliminating
transshipping operations, reducing the
number of diplomatic clearancesrequired

and, in most cases, decreasing closure
time. However, air bridge operationsdo
rely onair refueling, whichincreasesthe
number of aircraft required to accomplish
themission. Hub and spoke operations
allow planners to maximize the
capabilities of each aircraft type. Many
of the CRAF partners who fly the
contract airlift mission cannot (for
insurance purposes) or will not fly into
many of the FOBs. Hub and spoke
operations allow a safe APOD for
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loading operations. Hub and spoke
operations also alow for the flexible
dispersion (to include last minute
changes in requirements) between the
various FOBs.

« Upload and offload terminal smay not be
able to process personnel, cargo, or fuel
quickly enoughto maintainasmooth and
uninterrupted flow. Déelaysand buildup
of cargo at intermediate or theater offload
terminals may result. Air refueling and
arlift forceshavefinitemaintenanceand
regeneration cycles, which may quickly
be exceeded.

* GAMSSforceshavelimited indigenous
resources and can only operate “bare-
base” terminalsfor limited time periods.

g. For movement planning purposes, airlift
aircraftload planning considerationsareeither
administrative-loading or combat-loading.

< Administrative-loading gives primary
consideration to using airlift assets most
efficiently. Administrative-loading
maximizes the use of the volumes and
weight capacities of airlift aircraft and
their ACL without regard to ground force
tactical considerations. Routine air

movement isusualy unopposed and uses
secure airfields or well established
landing zones; the majority of these
missions involve the administrative
loading of troops and equipment.

« Combat-loading arranges personnel and
materiel to arrive at their intended
degtination in an order and condition so
that they are ready for immediate use.
Combat-loading maximizes the combat
readiness of the organizations and
equipment being moved and stresses
effectiveness.  Airlift forces can move
combat-loaded units to maximize their
readiness for immediate combat
operations. Given the assumption of
immediate combat, user requirements
should dictate scheduling and load
planning.

h. Thefollowing are considerationswhen

sdlecting alanding zone.

e The component commandersand the
joint force engineer determine the
most suitable LZ locations. The
selected sites must meet Air Force
operational requirements, ground
component requirements, and
construction considerations.

A loadmaster configures this load for maximum efficiency.
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For specific guidance, refer to
Engineering Technical Letter 85-5,
C-130 and C-17, Contingency and
Training Airfield Dimensional Criteria.

e« |f an airfield isto be constructed, the
supported component engineer, the JFC-
designated representative, and the Air
Force staff engineer must agree on its
specific site. The supported component
engineer controls the selected site until
the designated airlift representative
acceptsuse of the LZ.

es Aircraft may have to use LZ
facilities before construction is
completed. In addition to emergency
landing situations, delivery of additional
construction equipment, emergency
supplies, or reinforcing units may be
necessary. The supported component
construction engineer and the designated
airlift representative shouldjointly agree
to such use.

*» When established construction
requirements have been met and the
designated airlift representative accepts
theLZ, control of theL Z passestothe
airlift mission commander. The
construction engineer assignsaminimal
force to repair and maintain the critical
landing surfaces, taxiway, and
hardstands. The composition and size
of the unit will depend on the threat
situation, type and location of the LZ,
availability of engineering forces,
expected LZ use, and wesather.

Although the senior planning
headquartersassignsthegeneral landing
area, subordinate units usually
designate specific LZs. Desirable
characteristics of LZs are ease of
identification from the air; suitable
airfield capabilities; a straight,
unobstructed, and secure approach for
aircraft; and close proximity to ground

objectives. Depending upon mission
requirements, some LZs may be
developed into more sophisticated
facilities. Figure V-5 showssomeof the
additional characteristics that might
become important. Thislist is not all-
inclusive, or al-exclusive. For alonger-
term operation, additional security, civil
engineering, public headlth, sanitation, and
other requirements might need to be
considered.

For additional information, see JP 4-04,
Joint Doctrine for Civil Engineering
Support.

LZs should be classified according to
theapplicableaircraft and airfield criteria
furnished by the construction engineer.
Essential airland facilities should be
identified beforetheoper ation begins.
Minimumfacilitiesare providedinitially
to permit early occupancy and for safe
and efficient landing operations. Plans
and orders should provide for later
improvementsto increase the efficiency
of operations and safety factors of the
facility.

LZ dimensions vary according to the
types of aircraft involved. Factors
considered include aircraft ground roll,
temperature, field elevation, and nature
and conditions of the landing surface.
Expected maximum takeoff and landing
gross weights, obstructions, and terrain
on approach and departure should aso
be considered.

Existing facilities, such as roads and
open aress, should beused toreducethe
time and effort for new construction.
Furthermore, airland facilities should
bedisper sed to avoid becoming lucrative
targets. Host-nation support (HNS)
agencies may be used to identify
emergency or contingency runways.

V-15



Chapter 1V

POTENTIAL LANDING ZONE CONSIDERATIONS

~- Area of sufficient size to accommodate the number and

type of aircraft to be landed

= Parking and dispersal area for optimal use

» A road net to handle ground vehicular traffic

= Minimum construction and maintenance needs

= Clearance and strength criteria met

= Areas and facilities for air terminal operations

~ Facilities for holding patients awaiting evacuation

» Sufficient aerial port capacity to handle incoming

personnel and supplies

= Personnel, facilities, and vehicles to support crash and

rescue mission capabilities

Figure IV-5. Potential Landing Zone Considerations

6. Airdrop Delivery

b. In relation to airland delivery, airdrop

ddivery has severa disadvantages.

In the various airdrop methods, airlifted
personnel and materiel are disembarked or
unloaded from aircraft till in flight.

a Airdropisoften militarily advantageous,
becauseit:

e permits sustainment deliveries to units
operating away from airfieldsand LZs;

« permitstheddivery of combat forcesand
materiel, concentrated and in mass, in
minimum space and time (often with the
element of surprise); and

» someairlift aircraft can accurately airdrop
personnel and materiel in conditions of
poor visibility that would otherwise
preclude airland operations (e.g., using
the adverse weather aerial delivery
system).

« It carries an increased risk of injury to
personnel or damage to cargo.

« Itrequiresspecid training for theriggers,
transported personnel, and the aircrews.

« Itcanlimit ACL utilization substantially
because of the specia rigging required
for airdropped materiel.

* |t hassurface wind limitations.

« If employed by a large formation, it
represents an operational level risk.
Detection and successful attack by the
adversary could robthetheater campaign
of two critical assets: theairlift forceand
the unit and/or materiel being carried.
Accordingly, the decision to use the
airdrop method is predicated on
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determining if a user’s requirements
justify the risk to, and expenditure of,
scarce and costly airdrop resources.

c. This section provides appropriate
guidelines and considerations that may be
useful in developing exercise and combat
airdrop operations. Thisinformation describes
the capabilities and minimum standards that
airlift and airborne forces are trained to
execute.

» Responsibilities. The airborne force
commander and airlift mission
commander should coordinatewith each
other throughout the aerial delivery
planning and mission execution on
matters such asthe following.

s Thesuitability of flight routesand DZ
size.

es DZ geographic relationship to the
initia objective.

s Terrain conditions on the DZ that
could cause an unacceptable number of
injuries, excessive equipment damage or
loss, or other deployment delays.

* RoutestotheDZ, terrain obstructions,
easeof zoneidentification, and adversary
defenses.

e Earliest possible collaboration on
intelligence matters, to include
requirements for intelligence data and
imagery products.

e« |dentification of misson-critical cargo
and a“go or no-go” decision point.

* The airlift mission commander should
also coordinate with the supported force
commander before determining the
tacticstoemploy. Many factorsinfluence
this decision, including the size of DZs,
surrounding terrain features, tactical

schemeof maneuver, enemy air defenses,
and en route and objective areaweather.

» The JFC makesthedecisionto continue,
cancel, or postpone the operation based
ontherecommendationsof the supported
commander and AFCC.

d. C2 Channels. Clear C2 channels
should be established in the theater of
operations. The airdrop system should be
designed to be responsive in supporting
requirements. Airdrop resupply is a joint
action between the Air Force component and
the component being supported. Supported
components are responsible for providing
required supplies, rigging them for airdrop,
and ddlivering them to the departure airfield.
The supported component isalso responsible
for loading the supplies onto the airdrop
aircraft under supervision of Air Force
personndl.

* Units requesting airdrop resupply have
responsibilitiesto accomplish both before
and after submission of airdrop requests.
Before submitting requests, units should
determine;

e« Suppliesand equipment needed;
s L ocation of drop zone; and
e« Timeand date airdrop isdesired.

 After airdrop requests are submitted,
units:

s Prepare and secure the drop zone;

s Control the drop zone in the absence
of aUSAF STT (DZST personnel may
operate DZsunder visua meteorologica
conditionsand instrument meteorol ogical
conditions (peacetime training based
upon equipment availability) for single-
ship aircraft and formations up to and
including three aircraft);
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s Recover airdropped supplies and
equipment; and

s Recover, retrograde, or destroy
airdrop equipment.

e. Equipment Airdrop Types. Air Force
and ground force personnel support the
loading of equipment on the aircraft. The
ground forces are responsible for providing
airdropped supplies and equipment, rigging
equipment, and ground vehicles used in
recovering the items. Army divisions,
separate brigades, regiments, MAGTFs, and
SOF possess varying capabilities to support
airdrop operations. Doctrinaly, only airborne
divisions and select SOF units have organic
airdrop support capability. All othersreceive
support from corps or theater Army area
commands. Therearethreetypesof airdrops
(seeFigure1V-6).

e Free Drop. Free drop is an airdrop
without a parachute or retarding device
in which the load descends &t a rate of
130 to 150 feet per second. Energy-
dissipating material around the load
lessens the shock when the load hitsthe
ground. Itemsthat may be free-dropped
include fortification or barrier material,
balesof clothing, and meal sready to eat.

TYPES OF EQUIPMENT
AIRDROPS

Free Drop

High-Velocity Drop

Low-Velocity Drop

Figure IV-6. Types of Equipment Airdrops

« High-Velocity Drop. Parachutes (e.g.,
ring-slot cargo, cargo extraction, and
pilot) areused to stahilizeloadsfor high-
velocity airdrop. The parachute has
enough drag to hold the load upright
during the descent at 70 to 90 feet per
second. Items to be high-velocity
airdropped are placed on energy-
dissipating material and rigged in an
airdrop container. Such items might
include subsistence, fuel products, and
ammunition.

e Low-Velocity Drop. Cargo and
modified personnel parachutes are used
for low-velocity airdrop. Itemsarerigged
on an airdrop platform or in an airdrop
container. Energy-dissipating material
placed beneath theload | essensthe shock
when the load hits the ground. Cargo
parachutesattached to theload reducethe
rate of descent to no more than 30 feet
per second. Fragile materiel, vehicles,
personnel, and artillery may be low-
velocity airdropped.

f. Drop Zone Types. There are severa

different types of DZs, tailored to specific
operations and locations.

e Tactical. During exercises and
operations, tactical DZs (DZs that have
not been formally surveyed) are
sometimes selected to support highly
mobile ground forces. These DZs are
evaluated and approved for use using
tactica survey procedures. When using
atactical DZ, the airlift unit assumes
responsibility for aircraft safety of flight
while the receiving unit assumes
respong bility for load condition. TheDZ
size should be determined by method of
delivery, load dispersal statistics,
discussion with the receiving unit, and
professond judgment. Other condderations
are recoverahility of airdrop equipment
and survivability or recoverability of the
load. For example, small trees covering
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theentire DZ might limit therecovery of
airdrop parachutes, but still allow
complete recovery of theloads. Tactical
DZs may be created within the
boundaries of an existing surveyed DZ
if needed to accomplish a particular
mission. Inthiscase, thetactica DZ need
not use the existing dimensions or axis
of approach as long as minimum DZ
requirements are till met.

Area. An area DZ, illustrated in
Figure IV-7, consists of a start point
(point A), an end point (point B), and
a prearranged flight path (line of
flight) over a seriesof acceptabledrop
siteshbetween thesepoints. Thedistance
between points A and B generally should
not exceed 15 nautical miles or 28
kilometers, and changes in ground
eevation along the line of flight should
not exceed 300 feet or 90 meters. The

distance of drop sites from the line of
flight should not exceed 1/2 nautical mile
or 1kilometer. TheSTT and/or DZST is
free to receive the drop at any location
aongthelineof flight. Thedropismade
once the prebriefed DZ visua signal or
eectronic navigation aids (NAVAIDs)
have been identified and located. DZ
signalsand NAVAIDs may be displayed
or turned on during any portion of, or for
al of, a 10-minute window. However,
they should bedisplayed or turned on not
lessthan 2 minutesprior to the scheduled
arrival time of the aircraft over the start
point of the DZ.

Circular. A circular DZ, shown in
Figure 1V-8, has multiple run-in
headings. Mission requirements and
usableterraingovernitssize. Theradius
of a circular DZ corresponds to the
minimum required distance from the

AREA DROP ZONE

POINT B

ACCEPTABLE DROP SITES

POINT A

Figure IV-7. Area Drop Zone
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CIRCULAR DROP ZONE

AIRCRAFT LINE
OF FLIGHT

TRAILING

Figure IV-8. Circular Drop Zone

point of impact (PI) to one of thetrailing
edge corners of arectangular DZ for the
same type and number of loads being
dropped. In other words, the entire DZ
box fitsinsdethecircle. Water DZsare
normally circular in shape. The Pl of a
circular DZ isnormally at the DZ center.

« Random Approach. Random
approach DZsarecircular, square, or
rectangular and large enough to permit
multiple run-in headings. Any axis of
approach may be used as long as the
resulting DZ meetsminimum criteriafor
the load being airdropped. The Pl is
normally placed at the DZ center.

g. Drop Zone Considerations. A wide
variety of factors determine the actual
airdrops.

» Drop Airspeeds. Specific airdrop
airspeeds for each type aircraft are
publishedin appropriate Servicemanuas

or technical orders. Except in
emergencies, aircraft should not deviate
from these established airspeeds.
Decelerationto prescribed drop airspeed
and attainment of level flight altitude are
required to provide a stable platform for
theactual airdrop of personnd, supplies,
or equipment.

Drop Zone Wind. DZ wind
information is critical to airdrop
accuracy and aircrews must consider
wind data from all available sources
when determining the computed air
releasepoint. Inadditiontoinflight wind
data, aircrewsarenormally provided with
DZ wind information from ground
sources (such as STTsor DZSTs) which
includes surface winds and the
computed mean effective winds.
Additionally, ground sources can relay
indications of possible wind shears or
loca phenomenathat could affect wind
direction or speed and, ultimately, impact
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upon airdrop or mission success.
Airdrop operationsmay not befeasible
during conditions of strong or gusty
surface winds. The JFC, based on
recommendations by the supported
commander and the AFCC, may accept
the high risk, cancel, or postpone the
operation because of excessive wind
velocity onthe DZ.

Drop Altitudes. The airborne force
commander and airlift mission
commander establish minimum
altitudes for airdropping personnel
and materiel. Minimum altitudes for
airdrop operations are based on the
operationa requirementsof the personnel
and cargo airdrop systems used. In a
high-risk, high-threat environment,
survivability of airlift aircraft may require
dropping parachutists and equipment at
the lowest possible dtitude. However,
if the threat situation permits, aircraft
performing normal low-altitude, low-
velocity airdrop operations should drop
above the minimum altitude to increase
load survivability. Higher altitudes
increase load time under canopy and
allow more time for stabilization of
parachute malfunctions.

» Drop Zone Size and Sdlection. The

JFC determines the general area for
the airborne operation. Factors
influencing DZ selection are:

e Physical characteritics of available
DZsand surrounding aress;

e Threat assessment;
*« Method of air delivery;

e Number of airdroploadsor personne!;
and

s Length of the desirable dispersion
pattern.

Subordinate ground commanders
determine specific grid coordinates
and grid reference being used and pass
thesetothe AFCC. During exercisesand
operations, DZ sizeand sdlection criteria
arethejoint responsibility of the AFCC
and the supported commander.
Following asurvey of theDZ,the AFCC
determinesthe probability of success
of the airdrop and provides it to the
ground commander. The supported
ground commander makes the final

Mass airdrop of forces requires large, unobstructed drop zone areas from

which the forces can effect a rapid assembly and reorganization.
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decision to accept use of the DZ. For
other than Air Force unilateral airdrops,
the ground commander may waive
normal minimum training DZ sizesona
“by exception” basis. For the most
efficient use of the DZ, separate or
multiple points of impact should be used
for equipment and personnd. If theDZ
is too small for the delivery of a full
aircraft load of parachutists, thenumber
of parachutists may be reduced,
multiple DZs may be used for one
aircraft load, or aircraft may employ
multiplerun-in procedures, commonly
referred to as “racetracks.” Use of the
latter tactic, however, increases risk of
adversary action.

Drop Zone Run-in Heading. On
circular or random run-in DZs, the
ground force commander must evaluate
the risk of run-in headings to troops on
the ground from load malfunctions. If a
run-in heading would place a
malfunctioning load in a troop
concentration, consideration must be
given to changing either the run-in
heading or the troop concentration
location.

Drop Zone Markings. DZ markings
should be consistent with the threat
situation. Clear markings facilitate
successful visual acquisition and
authentication of theDZ, increasingthe
probability of success. DZsarenormaly
marked with a raised angle marker,
marker panels, omni-directiona visible
lighting systems, or electronic NAVAIDs.
Virtually any type of overt or covert
lighting or visual marking system is
acceptable if all participating units are
briefed and concur initsuse. Other day
markings or visua acquisition devices
include, but are not limited to, colored
smoke, mirrors, or any reflective or
contrasting marker panel, such asaspace
blanket. In some cases geographical

pointsmay be used. Night markingsor
acquisition aidsmay includealight gun,
flares, fire or fire pots, railroad fuses,
flashlights, and chemical lights. STTs
or drop zonecontrollers(DZCs) may dso
use specialized clandestine infrared
lighting systems. Electronic markings
may be used for either day or night
operations. A verbd initiated release
system may be used with no markings.
In some situations, specially trained
intratheater and intertheater airlift crews
may be called upon to conduct airdrop
operations on an unmarked, blind DZ.

Marking Consider ations

e« TheDZ markingsshould beclearly
visible to the aircrew as early on the
approach as possible. If conditions
preclude placing the markings at the
designated point, the DZC may haveto
adjust the location of the intended PI.
However, the DZC should maintain
adequate DZ clearance and, if possible,
advise the aircrew of the change in P
location.

s As a security precaution, night DZ
mar kings should be visible only from
the direction of the aircraft’'s
approach. If lights are used, they may
be equipped with smplehoodsor shidds
and aimed toward the approaching
aircraft. Firesor improvised flaresshould
be screened on three sides or placed in
pits with the sides sloping toward the
direction of approach. Regardlessof the
technique used, the markings must be
clearly distinguishable from other lights
(e.g., brush fires) or markings in the
vicinity of the DZ.

e« During daylight airdrops, themar ker
pandsshould bedanted toincreasethe
aircrew’sability to seethem. If security
permits, smoke (other than red) may be
displayed at the release point or
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downwind corner of the marker panels
toassistinaircrew DZ acquisition.

» No-drop Signals. The presence of red
smoke, red flares, ared beam from a
light gun, or any other precoordinated
signa ontheDZ indicatesa“ no-drop”
condition. Communications security
permitting, these visual signas may be
confirmed by radio communicationtothe
aircraft.

» Visual Clearance. Unless radio
communications are specifically
required, any precoor dinated marking
displayed on the DZ, other than red
smoke, flares, or lights, indicates
clearancetodrop.

h. Drop Zone Surveys. Ingenerd, there
aretwo types of DZ surveys or assessments:
complete and tactical. Qualified Air Force
personnel should do safety-of-flight reviews
onall surveys. The proposed use for the DZ
normally determineswhich type of survey is
required.

e Complete Survey. The complete
survey isusually donewdl in advance
of any planned use. It provides a
thorough chart analysis of the objective
areatoincludeingressand egressroutes.
Complete survey includes inspection of
the DZ by the ground party (STT, using
unit, or other qualified personnel).

 Tactical Survey. Tactical surveysare
primarily used during exercises or
operations. Tactical surveys are
normally restricted to resupply or single-
ship airdrops. Although abbreviated,
these surveys still include an inspection
of the DZ by the STT and TALO (or
DZST if aqualified STT or TALOisnot
available). They aso include a chart
analysis of the proposed route of flight
to ensure safety-of-flight for the aircraft.

 Safety-of-Flight Review. Thesafety-of-
flight review will be performed on al
drop zonesurveys. Itisathorough chart
analysis of the objective area, toinclude
the approach and escape corridors. This
review is conducted at the lowest
appropriatelevel possible. The primary
consideration for the airlift mission
commander isaircraft safety. Requesting
units are responsible for determining if
the DZ ground conditionsaresuitablefor
their use. STTs may use any safety-of-
flight-surveyed DZ.

» Drop Zone Survey Approval. Units
should forward completed survey
packages to the appropriate wing or
specia operationsgroup tacticsfunction
for review andanalysis. Tacticsfunction
per sonnd should perform therequired
chart analysis and, when satisfied,
forward the survey as per Service and
theater directives.

i. Drop Zone Command and Control.
The Air Force DZC represents the
appropriate commander as provided in the
mission directive. The DZC observes and
evaluatesall factorsthat may adversely affect
the safety of the operation and ensures
transmission of weather information when
required. The DZC is normally a USAF
specid tactics (ST) CCT. ST controllersare
authorized to control all airdrops for any US
or alied military force. Qudified TALOsmay
perform DZC dutiesduring joint and unilateral
airdrops. Figure 1V-9 provides a matrix for
tasking STT capabilities.

j- Supported Service Drop Zone Safety
Officer (DZSO) and DZST Functions.
During training operations, the airdropped
force furnishesaDZS0O. During operations
when the STT is not present, the supported
Service providesaDZST. DZST-controlled
missions must have a qualified drop zone
support team leader (DZSTL) inchargeof DZ
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SPECIAL TACTICS TEAM USER TASK MATRIX
STT ARMY MARINE
WARTIME
CORPS
FORCE PROTECTION
Personnel P S S
Equipment P S S
SUSTAINMENT
CONTAINER DELIVERY SYSTEM
Army Brigade and above P S N/A
Army Battalion and below S P N/A
Marine Corps forces S N/A P
EQUIPMENT P S S
PEACETIME
Single-ship and formations up to and S P P
including 3 aircraft (VMC)
Single-ship and formations up to and S P P
including 3 aircraft (IMC)
Formations of 4 or more aircraft not on a P N/A N/A
military reservation
Formations of 4 or more aircraft on a P S S
military reservation
P = Primary responsibility: Obligates a designated agency to perform a specific task or mission.
The authority to perform the task or mission may be granted to agencies holding secondary
responsibilities for that task.
S = Secondary responsibility: Obligates a designated agency to develop and maintain the
capability to perform a specific task or mission. The agency may perform the task or mission
when authorized by the agency with the primary responsibility.

Figure IV-9. Special Tactics Team User Task Matrix

operations. DZSTL sarequalified and operate
IAW Memorandum of Agreement (MOA)
Airdrop OperationsWthout Air Force Soecial
Operations Command Special Tactics Team
Personnel and unit standard operating
proceduresimplementing thisMOA.

k. Drop Zone Sequencing and
Separation of Personnd and Equipment.
Separation times between personnel and
equipment and the sequence of the drop are
important considerations in an airdrop
mission. Terrain and threet assessment dictate
whether the personnel or equipment are
airdropped first. Combination drops occur
when parachutists exit from the cargo ramp
immediately after the release of equipment.

Equipment and personnd can also be dropped
from separate aircraft on the same DZ
simultaneously if equipment loads are
sufficiently separated to provide adequate
clearance for personnel. However, such a
COA requires the concurrence of the
supported force and airlift mission
commanders.

7. Airlift Response Times

a. Airlift response time is the total time
required to fulfill a tasked transportation
requirement and is dependent on numerous
interrelated factors.

* Mission priority.
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* Availability of cargo for loading.

* Availability and suitability of airfields,
LZs, or DZs.

* Availability and suitability of personnel
to operate theairfields, LZs, or DZs.

» The nature of the expected threat
throughout the mission.

* Airspacelimitations.

» Mission planning and force packaging
(such as suppression of enemy air
defenses [SEAD], fighter escort)
requirements based on the threst.

* Availability of aircraft, aircrews, loading
crews, and MHE.

* Weather conditions.
* Availability of mission support teams.

* Timeto coordinatediplomatic clearances
and radio frequency authorizations.

» Accessto timely, accurate, and relevant
information to coordinate airlift
operations.

» Accurate review and validation of the
TPFDD.

b. Actionsthat may decreaseresponsetime
include the following.

» Conducting advanced mission planning.
» Resarvingairspace.

» Preparing and coordinating force
packages.

» Surveying airfields, LZs, or DZs for
possible use.

Briefing aircrews on mission detailsand
pertinent intelligence information.

Coordinating and receiving space-based
information.

Augmenting the supported commander’s
battle staff with USTRANSCOM and
USSOCOM liaisonsto expediteplanning
and coordination.

Coordinating the mission with the
appropriate ground support elements.

Placing crews, aircraft, and other
elementson adert satus.

Rigging loads and positioning them at
anonload site.

Dedicating airlift resources to support a
specific operation.

Air refueling.

Command, Control,
Communications, Computer,
and Intelligence I nterfaces
Within and Among the
Service Components

a. Timely exchangeof informationwithin,
between, and among the Service components
iscritical toairlift operations. Thisincludes
the following.

Geospatial information (formerly
mapping, charting, and geodesy) and
imagery requirements.

Airspace coordination and management
requirements.

Restrictionsimposed at airfield.

TALCE, STT, TALO, and ground force
assaullt team requirements.
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« Uniquerequirementssuch as security and
command, control, and communications
for nuclear weapons.

« Communications assets.

 Cargo, hazardous materials, passengers,
and patient requirements.

b. The ground force commander
establishes priority and sequence of
airlifting personnel, equipment, and supplies
based on the planned tactical employment of
these forces. The airlift mission commander
sdlectsthe air tactics and designs the flow of
air movement to comply with the ddivery
requirement.

c. The airlift mission commander
establishes control through the STT of al
air traffic movement (traffic pattern, landing,
taxi, parking, and takeoff) at Air Force
operated LZs, and also is responsible for
movement control of ground vehiclesat these
locations and space alocation for operations
and living aress.

d. Theairlift mission and airland force
commanders prepare plans to deal with
disabled aircraft on the LZ. The ground
commander provides assistance in moving
disabled aircraft that interfere with landing
operations.

For morespecific detail onairdrop procedures
refer to Air Forcelnstruction 13-217, Assault
Zone Procedures.
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VIETNAM: AIRLIFT'S COMING OF AGE

Moving entire units across global distances, thereby impacting strategic force
projection capability, is afundamental concept of strategic airlift. It was during
the Vietnam conflict that such concepts were proven feasible and operational.
Following are three examples of major airlift operations during 1965-1968 that
were key events in the history of the nation’s airlift forces.

BLUE LIGHT

Operation BLUE LIGHT carried 2,952 troops and 4,749 tons of equipment of
the 3rd Infantry Brigade, 25th Infantry Division, from Hickam Air Force Base,
Hawaii, directly to Pleiku Air Base (AB), Vietnam, between 23 December 1965
and 23 January 1966. A mix of 88 C-141s, 126 C-133s, and 11 C-124s flew 231
missions and finished the deployment 8 days early. It was the most massive
airlift of US troops and equipment to date into a combat zone.

EAGLE THRUST

By November of 1967 the strategic airlift system had matured sufficiently for a
movement twice the size of BLUE LIGHT to succeed. In EAGLE THRUST,
airlifters moved 10,024 troops and 5,357 tons of equipment of the 101st Airborne
Division direct from Fort Campbell, Kentucky, to Bien Hoa AB, Vietnam. The
391 airlift missions, moving in eight increments between 17 November until 18
December 1967, completed the move 53 hours ahead of schedule.

COMBAT FOX

Although in the midst of great expansion in support of US operations in
Southeast Asiain general, and the Tet offensive in particular, airlifters engaged
in yet another “largest single strategic airlift in history” in 1968. Following the
seizure of the USS Pueblo by the North Koreans, C-124s, C-130s, C-133s, and
C-141s flew more than 800 missions to Korea from the United States, Southeast
Asia, and Japan in support of tactical air forces. Five Air Force Reserve airlift
units were called to active duty primarily to backfill regular channel airlift
requirements. Between 29 January and 17 February 1,036 airlift missions
moved 13,683 tons of cargo and 7,996 troops in support of this operation. The
COMBAT FOX airlift more than doubled EAGLE THRUST, while maintaining
the logistic airlift into Southeast Asia.

SOURCE: Charles E. Miller, Airlift Doctrine
Air University Press, 1988
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Intentionally Blank
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CHAPTER YV
AIR REFUELING

“I had to fly nine sorties on the day the St Mihiel offensive started . . . We all
wished we could refuel somehow without having to return to our bases just

when the action got interesting.”

Lt John Richter, US Army Air Service Pilot in WWI

1. General

Air refuding, therefueling of an aircr aft
in flight by another aircraft, supports the
national military strategy across the range of
military operations including the Single
Integrated Operational Plan (SIOP). Air
refueling alowsair assetsto rapidly reach any
trouble spot around the world with less
dependence on forward staging bases.
Furthermore, air refueling significantly
expands the force options available to a
commander by increasing the range, payload,
loiter time, and flexibility of other aircraft.
Changesin emphasisfrom the SIOP mission
to conventional employment and global
mobility are examples of thisevolution.

Becauseair refudingincreasestherange
of other aircraft, many types of aircraft
may be based at locationswell outsidethe
rangeof an adversary threat. Airrefueling
allows some aircraft to participate in
contingency operations without having to

forward-deploy. CONUS-based operations
reduce the theater logistics requirements,
thereby simplifying sustainment efforts.
Positioning forces outside the adversary’s
reach permits a greater portion of combat
assetsto concentrate on offensive rather than
defensive action. Asaresult of the reduced
need to forward-deploy forces, air refueling
reducesforce protection requirementsaswell.

Although other Services and nations
maintain some organic air refueling
capability, the Air Force possesses the
overwhelming preponder anceof common-
user air refudling assets. With boom and
drogue capability, these assets are capable of
refueling most Air Force, Navy, and Marine
Corps aircraft, and can accommodate most
foreign aircraft.

Additionally, all USAF tanker aircraft
are capable of performing an airlift role
and areused toaugment coreairlift assets.
Under the dua role concept, air refueling

Tanker aircraft operating under the dual role concept can transport
passengers and cargo while performing air refueling.
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aircraft can transport a combination of
passengers and cargo while performing air
refuding. In some circumstances, it may be
moreefficient to employ air refueling aircraft
strictly in an airlift role. Deploying air
refueling units may be tasked to use their
organic capacity to transport unit personnel
and support equipment or passengers and
cargo from other units. Air refueling aircraft
may &l so beused to support USTRANSCOM
airlift requirements such as routine channel
operations or SAAMs.

a. Force Enabler — Force Multiplier.
Airrefuding actsasaforce enabler, permitting
aircraft to operate beyond their unrefueled
ranges. It also acts as a force multiplier by
permitting larger payloads and added
endurance, significantly increasing the
combat potential of thereceiver aircraft.

b. ForceExtenson. Forceextensonisthe
air refueling of one tanker by ancther. The
most efficient means to provide deployment
support, given a limited number of tanker
arcraft, is force extension. Force extension
enhances the ability of tankers performing
dual rolemissionsand reducesthe number of
tankers necessary for deployment support.
Whenever possible, force extension missions
should be planned along air bridge routes to

usetankerssupporting air bridge movements.
Thiscapability can beused whenever thefuel
requirements of the escorting tanker and its
receivers exceed the tanker’s takeoff fuel
capacity. Force extensionisoften used when
air refueling aircraft supporting aircraft
deployments are carrying cargo as well as
refueling other aircraft (dual role). Since
takeoff fuel is limited by the amount of
payload carried, air refuding aircraft operating
in adual role may require force extension.
All KC-10aircraft and asmall number of KC-
135 aircraft are configured to receive air
refuding.

¢. Components of the Air Refueling
Force. Themajority of theAir Force sair
refueling assets are assigned to Air Force
Reserveand Air National Guard units.

« Active Duty Forces. Similar to airlift
forces, Commander, USTRANSCOM has
COCOM of most CONUS-based active
duty air refueling forces and delegates
OPCON to AMC (except asmd | number
of KC-135s assigned to USIFCOM and
under the OPCON of Air Combat
Command). Similarly, theater-assigned
air refuding forcescome under COCOM
of their geographic combatant
commander (e.g., Commander,

Force extension is often used for transoceanic fighter movements.
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USEUCOM or Commander, US Pecific
Command) and under OPCON of the
theater AFCC (e.g., United States Air
Forces, Europe (USAFE) or Pacific Air
Forces(PACAF)). Theseforcesperform
coreand specidized air refuding missons
and arereadily availablefor tasking and
deployment. Inadditiontothe Air Force,
the Navy and Marine Corps possess
some organic air refueling resources,
which may also augment joint air
refueling operations.

Air Force Reserve and Air National
Guard Forces. During crises, volunteers
or activated AFRC and/or ANG units
augment the active duty air refueling
force, providing substantia increasesin
air refueling capacity. AFRC and ANG
personnel are experienced operatorsand
train to the same standards as the active
duty air refueling force. Peacetime
access to AFRC and ANG forces is
provided through a system of
volunteerism. Major contingencies,
however, normally require activation of
AFRC and/or ANG units.
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2. Air Refueling Operations

Air refueling’s contribution to air power is
based on the force enabling and force
multiplying effects of increased range,
payload, and endurance provided to refueled
aircraft. Air refueling forces conduct both
intertheater and intratheater air refueling
operations.

a. Intertheater Air Refueling.
Intertheater air refueling supports the long-
range movement of combat and combat
support aircraft between the CONUS and a
theater, between theaters, or between theaters
and JOAs. Intertheater air refueling
operationsal so support global attack missions
andairlift assetsinanair bridge. Air refueling
enables deploying aircraft to fly non-stop to
their destination, reducing closuretime.

b. Intratheater Air Refuding. Intrathester
air refueling supports operations within a
combatant commander’s AOR by extending
therange, payload, and endurance of combat
and combat support assets. Both theater-
assigned and Commander, USTRANSCOM-
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During DESERT STORM, 60 percent of all attack sorties required air
refueling. AR missions refueled over 1,400 aircraft per day.
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assigned air refueling aircraft can perform
these operations. When Commander,
USTRANSCOM-assigned air refuelingforces
participate in these operations, they are
typically attached to the geographic
combatant commander who exercisesOPCON
over these forces through the COMAFFOR
and/or JFACC. Althoughtheprimary purpose
istorefuel combat air forcesoperating within
the theater, consideration should be given to
the best utilization of thetanker fleet to meet
the President’s and Secretary of Defense's
objectives.

¢. Anchor Areas and Air Refueling
Tracks. Airrefudingisnormally conducted
inoneof twoways. inan anchor areaor along
an air refudling track. Whileair refueling is
normally conducted in friendly airspace,
missions may require operationsover hostile
territory and in contested airspace. Anchor
areas and tracks may place tankers in an
extremely vulnerable position and should be
limited to friendly airspace when possible.
AR missions over hostile territory should be
conducted only after careful risk
considerations and when at least regiond air
superiority isachieved.

e In anchor areas, the tanker flies a
racetrack pattern within defined airspace
while waiting for receiver aircraft to
arrive. Oncejoinedwiththereceiver, the
tanker then fliesin an expanded racetrack
pattern while refueling the receiver.
Anchor air refuelingisnormally used
for intratheater operations where
air gpaceisconfined or wherereceivers
operatein a central location. Anchor
areas are best suited for small, highly
maneuverable aircraft, especially in
marginal weather conditions.

« AnARtrack isaseriesof pointslocated
anywhere throughout the world. To
maximize effectiveness, AR tracks will
normally be placed along the receiver’s
route of flight. Air refudling dong an

AR track is the preferred method for
intertheater operations. The tanker
rendezvous can be accomplished intwo
ways.

s Point Parallel Rendezvous. The
tanker can orbit at a designated point
along the track awaiting the receiver’'s
arriva.

¢ En Route Rendezvous. The tanker
and receiver can plan to arrive
simultaneously at a designated
rendezvous point.

 In certain circumstances, it may be
advantageousto combinethe anchor and
track methodson asinglemission. This
can be especialy useful when multiple
strike packages refuel with multiple
tanker formations.

d. Tanker Formation Refueling. Many
missions require tankers to refuel their
receivers whilein amultiple-ship formation.
Mission requirements may dictate several
different typesof tankers(boom and/or drogue
equipped) and multiple receiver types (from
avariety of nations) in the same formation.
Formation refueling is one of the most
demanding operations due to the number of
aircraft in a confined block of airspace and
because receiver aircraft may be constantly
joining and leaving the formation.

e. Joint and Multinational Operations.
Joint and multinational operations require
teamwork, unity of effort, and principlesthat
are fundamental to air refueling. When
working with other Servicesand nations, there
is a potentia for differences in capabilities,
procedures, and terminology, which may
cause misunderstandingsand confusion. Such
operationstherefore require astandard set of
tactics, terminology, and procedures.

* Forexample, Allied Tactical Publication
56 (A), Air to Air Refueling, was
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published to standardize operating
procedures and enhanceinteroperability
among North Atlantic Treaty Organization
member nations possessing air refueling
assts. Whilethedetailed procedureswill
depend on aircraft type, mode of
employment, and national requirements,
many allies should be able to achieve
sufficient commonality so that a
combined set of procedures can be
developed. Commandersof amultinational
force should agree as soon as possible
onacommon set of doctrine, tactics, and
procedures for particular operations.

* In addition, airspace may be a primary
limitation to air refueling operations.
Standardizing multinational cell
formation proceduresallowsavariety of
air refueling assets to operate in
compressed airspace. Thisisparticularly
important when large numbersof tankers
may be refueling multiple receivers or
formationsof receivers. To generatethe
maximum combat airpower in
multinational operations, al military
capabilities must be integrated to the
fullest extent. Multinational exercisesare
a key component to common doctrine
and interoperability. These exercises
should be used as often as feasible to
foster a common understanding. The
doctrine and procedures established by
the multinational commander will
provide additional flexibility,
deployability, and sustainability in
multinational air operations.

3. Air Refueling Missions

There are six basic missions of air
refueling. These missions (see Figure V-1)
represent the broad, fundamental, and
continuing activities of the air refueling
system. Air refueling forces perform these
missionsin support of strategic, operational,
and tactical level objectives across the range
of military operations.

SIX BASIC AIR
REFUELING MISSIONS

Single Integrated
Operational Plan Support

Global Attack Support
Air Bridge Support
Deployment Support

Theater Support to
Combat Air Forces

Special Operations
Support

Figure V-1. Six Basic Air
Refueling Missions

a. Single Integrated Operational Plan
Support. Support of the SIOPwasthedriving
force in the Air Force's initial procurement
of air refueling aircraft and remained the
primary mission of the Air Force tanker fleet
throughout the Cold War. SIOP isacritica
operational requirement, and air refueling
assets are incorporated into the SIOP to
support the bomber leg of the nuclear triad.
Air refueling provides the nuclear-equipped
bomber force with the ability to deliver its
payload to any location in the world and
recover to a suitable reconstitution base.
Through air refueling, the range and
enduranceof bomber aircraft aresignificantly
increased, further enhancing their flexibility
to strike at distant targets. Bombers may be
launched during periods of increased tension
and proceed to orhit areas well beyond the
range of adversary missilesor attack aircraft.
The bombers can maintain this orbital status
until they are directed to fulfill their mission
or are recalled. In the same manner, the
nearly unlimited flight enduranceprovided
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Air refueling missions represent the broad, fundamental, and continuing
activities of the air refueling system.

by tanker assets is an indispensable
component of the US strategic airborne
command post concept. It provides the
President and Secretary of Defensetheability
to continue to direct military action from an
airborne platform — regardless of the
Situation.

b. Global Attack Support. Air refueling
assets can be employed to give strike
platforms the ability to reach any target
globally without relying on intermediate
basing locations. This providesthe ability to
rapidly strike targetsin distant locations and
recover to safe areas. The ability to perform
long-range strike missions from CONUS is
particularly crucial.

c. Air Bridge Support. An air bridge
creates an ALOC linking CONUS and a
theater, or any twotheaters. Air refueling
makes possible accelerated air bridge
oper ationssinceen routerefuding stopsare
reduced or eliminated. It reduces reliance
onforward staging bases, minimizespotential
en route maintenance delays, and enables
airlift assetsto maximizetheir payloads. This
sgnificantly increasestheefficiency of airlift
operations by making possible the direct
delivery of personnel and materiel.

Commander smust follow the economy of
forceprinciplewhen planningair refuding
support for air bridge operations. Air
refueling missions should be designed to
maximize the efficiency of tanker aircraft
supporting the air bridge. Failure to do so
will result in fewer air refueling assets being
available to support other missions.

d. Deployment Support. Air refuding
assets can extend the range of deploying
combat and combat support aircraft,
allowing them to fly non-stop to an AOR
or JOA. This capability increases the
deterrent effect of CONUS-based forces
and allows a rapid response to regional
crises. The capability of air assets to fly
nonstop to a theater may eliminate the need
to obtain landing or overflight rights from
foreign countries that may want to remain
neutral in a given conflict. Successful
execution of the Air Force's aerospace
expeditionary force concept, for example, is
heavily dependent on the capabilitiesrendered
through deployment support. Peacetime
deploymentsof forcesin support of rotations,
exercises, or aircraft movements for
logistic purposes are called CORONETS.
CORONETS normally have long lead times
for planning, tasking, and execution. Planners
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OPERATION DESERT STRIKE

During August 1996, Iraqi forces violated United Nations resolutions by entering
northern Iraqg to intervene in a civil war among Kurdish factions. The United
States retaliated with an attack on Iraqi air defenses. Operating in conjunction
with the US Navy, the Air Force portion of the strike was conducted by two B-
52s which flew a 15-hour, non-stop pre-positioning leg to Andersen Air Base
(AB), Guam. In addition, a C-5 aircraft airlifted 100 maintenance and mission
support personnel from CONUS to Andersen AB. From Guam, the bombers
flew to the Persian Gulf region, released 13 conventional air-launched cruise
missiles (CALCM) and returned to Guam on a grueling 34-hour, 14,000-mile
mission. Both legs of the bomber mission were dependent on air refueling
provided by active duty, Air National Guard, and Air Force Reserve KC-10s
and KC-135s. Overall, 14 tankers supplied close to a million pounds of fuel for
the pre-positioning leg to Andersen AB, while 17 tankers deployed to Guam
offloaded nearly 1.5 million pounds of fuel for the air strike.

Operation DESERT STRIKE demonstrated the synergy that results when global
attack assets are properly coupled with air refueling forces. Striking at targets
situated halfway around the world, air refueling allowed the B-52s to
accomplish this operation with maximum flexibility in minimum time. Without
overflight clearances, mission planners had to rely on the flexibility offered by
air refueling to accommodate for the increased flight distances to CALCM
release points in Southwest Asia. In addition, time requirements were greatly
compressed. The deployment order arrived on 31 August, at which point
tankers began moving into position. The attack was launched on 2 September
and was completed by the next day. Air refueling is atremendous force enabler
and clearly played a significant role in the success of Operation DESERT
STRIKE.

VARIOUS SOURCES

should use this opportunity to maximize the
efficiency of deployment support tankers.

e. Theater Support to Combat Air
Forces. Intratheater air refueling enables
fighter aircraft to increase their range,
endurance, and flexibility. During a combat
operation, thehighest priority for intratheater
air refueling forces is normally supporting
combat and combat support aircraft executing
air operations. Thisisespecially trueduring
theinitial phasesof aconflict. Theater-based
air refueling assets bolster the security of
combat and combat support air assets by
alowing them to be based beyond the range
of adversary threats. Air refueling increases
the endurance of air combat support assets.
E-3B (AWACS), E-8C (joint surveillance,

target attack radar system); and C-130
(ABCCC) are among the many crucial
airborne platforms used to help manage,
direct, and conduct combat operations.
Without in-flight refueling, they havelimited
endurance and require extensive regeneration
periodsbetween sorties. Extending endurance
reduces the number of sorties required,
decreases ground support regquirements at
forward locations, and may reducethe number
of aircraft deployed to an AOR.

» Air refuding allows combat aircraft
to carry a larger payload on initial
takeoff by decreasing theamount of fuel
carried in its tanks. Fuel necessary for
mission range requirementsis onloaded
after takeoff on either pre-strike or post-
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Air refueling assets can extend the range of deploying combat and combat
support aircraft, allowing them to fly non-stop to an AOR or JOA.

strikerefuelings. Theability toincrease
anaircraft’ sweaponsload multipliesthe
combat force and combat efficiency of
that aircraft.

Operation DESERT STORM and recent
operationsincluding Operation ALLIED
FORCE havehighlighted theimportance
of airspace required for air refueling,
especially during combat support
missions. A lack of AR airspacecan limit
the amount of combat and combat

support sorties the JFACC is able to
schedule and execute.

Tankersallocated for theater support may
be called upon to provide air refueling
support to air bridge operations. The
DIRMOBFOR must judge the
capabilities of, and requirements for,
tankersassigned or attached to the theater
to determine their ability to provide air
bridge support. When air bridge support
operationswill adversely impact theater

The limited range of fighter aircraft demands air refueling support
for non-stop deployments.
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support operations, the JFACC must
consider the JFC's overall campaign
objectives (such as defeating an
adversary force or compelling an
adversary to surrender), not just
operational objectives (such as air
superiority or shutting down the
adversary’s C2 system) when deciding
how to allocate tanker missions.

f. Special Operations Support. Air
refueling enables SOF to maintain a long-
range operating capability. The Air Force
maintainsair refueling crewswho aretrained
to air refud fixed- and rotary-wing specia
operations aircraft. Successful mission
completion requires special equipment,
specialized crew training, and modified
operational procedures.

4. Other Associated Air
Refueling Missions

Additiond taskingsfor air refueling aircraft
include: emergency air refueling; airlift; AE;
and combat search and rescue (CSAR).

a. Emergency Air Refueling. Some air
refueling aircraft may be kept on ground or
airborne adert to provide short-notice support

for airborne fuel emergencies. Fuel
emergencies can result from missed
refuelings, en route winds greater than
planned, battle damage, or excessive time
engaged with adversary aircraft or targets.
Whilededicated ground dert aircraft normally
meet emergency air refueling requirements,
excess fuel capacity of airborne tankers can
provide at least a partial emergency air
refueling capability. Putting more fuel in a
tanker than is required to complete the
mission, known as*“tankeringfuel,” givesthat
aircraft an automatic, though limited,
emergency refueling capability.

* Intertheater Operations. Whenever
possible, intertheater missionsshould be
planned either over, or in close proximity
to, exigting air bridgeroutes. Thisalows
tankers positioned for air bridge support
to also provide emergency air refueling
support. When intertheater missions
cannot be planned along air bridgeroutes
and the mission is deemed important
enough to provide emergency air
refueling support, planners should use a
combination of ground and airborne
spareaircraft. Ground spare aircraft are
maintained in various stages of readiness
depending on mission requirements.

L T
The dynamic environment and quick tempo of intratheater operations require
a greater need for emergency air refueling support.
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Special operations aircraft often need support from air refueling assets to
satisfy their requirements.

Airborne spare aircraft consist of one or
more tankers that accompany the air
refueling formation, but do not
participate in any air refuelings unless
required to do so. No matter which
option is used, the concepts must be
adequately delineated in mission
directives so that tankers, recelvers, and
participating C2 el ementsare thoroughly
familiar with the procedures to be used
inafuel emergency.

Intratheater Operations. Thedynamic
environment and quick tempo of
intratheater operations provide agreater
need for emergency air refueling support.
The shorter distances involved and the
larger number of available assets makes
providing emergency air refueling
support much easier to accomplish. The
preferred method of providing
emergency support is through a
combination of ground and airborne
arcreft.

es Ground alert aircraft and crews
primarily provide units with the
capability to meet mission requirements
whenfud emergenciesoccur dueto battle

damage or excessive time engaged with
adversary aircraft or targets. The best
tanker aircraft for ground alert dutiesare
those capable of quick response times,
high cruise speeds, and atakeoff fuel 1oad
large enough to accommodate all
offloads. Idedlly, ground spare aircraft
should becapabl e of refueling viaprobe-
and-drogue and boom type refueling on
thesamemisson. Otherwise, unitsmust
maintain separateaircraft onground dert,
configured for each type of refueling.
Ground alert tankers and crews can be
dedicated solely to that function.

s Because of airspace limitationsin an
AOR or JOA, the best means of
providing an emergency air refueling
capability isthrough a“ reliability orbit.”
Reliability orbitsarenormal air refueling
anchor aressthat have dedlicated atitudes
and procedures for both tankers and
receivers involved in emergency air
refueling. Depending on the size of the
operational area and the number of
aircraft involved, planners may need to
dedicate airspace for severa reliability
orbits. In addition, when tankers have
excess fue at the end of their scheduled
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mission, they can offload it to the
reliability tanker rather than jettisoning
thefudl.

b. Airlift. Refueling platforms act as
augmentation to the airlift fleet. This
capability is most important during the
deployment phase when airlift requirements
are highest and requirements for theater
support refuelings are the lowest. During
contingencies, commanders should
continually evaluate tanker allocations to
airlift missions, weighing the loss of assets
from traditiona tanker missions against the
benefits gained by alarger, augmented airlift
fleet. This evaluation must consider the
objectives of the entire joint campaign and
not just those of the Air Force component.

« Another key application of tanker aircraft
inanairlift roleoccursduring tanker unit
movements. Tanker unitsdeployingtoa
theater or enroutelocationwill typically
airlift their own support reguirements
under theintegral tanker unit deployment
concept. Thisalowstanker unitsto have
key supplies and personnel on hand as
soon as they arrive at their deployed
location, and it relieves the air
transportation system of at least aportion
of their requirements.

» Dual-RoleTanker. Tankersperformthe
dud rolefunction whenthey accomplish
airlift and air refueling on the same
mission. A dual-role mission may beas
simple as carrying opportune cargo or
passengers on a routine intertheater air
refueling mission, or it may be as
complex as afighter unit move. Dual-
role operations maximize the full
capabilities of tanker aircraft. Tankers
forward position to a deploying unit's
location to upload cargo, personnel, and
equipment needed to ensure that the

ferried unit can begin immediate
operations once &t itsdestination. Once
airborne, tankers escort deploying
fighters to their final destination,
refueling them aong the way. Upon
arrival, thetankersdownload their cargo
and passengers who may immediately
reconstitute and launch the deployed
fighters. Thisalowsarriving aircraft to
beready for follow-on missionsquickly,
simplifying required coordination for
airlift support of deployments and
reducing the number of dedicated airlift
aircraft required to support an operation.

c. Aeromedical Evacuation. Tanker
aircraft can be used for emergency AE, but
are not normally used for routine AE dueto
the special aircraft systems and/or
modifications required to accommodate
medical equipment.

d. Combat Search and Rescue. Tanker
aircraft provide alimited capability to assist
CSAR operations as a communications and
coordination link between airborne and
ground-based elements. This capability
derives from the tanker’s long endurance
characteristics and organic communications
equipment. In the case of adowned fighter,
thewingman will attempt to remain on scene
to ascertain the downed crewmen’sstatusand
provide protection until CSAR forces arrive.
During this process, the tanker will normally
remain at dtitude, relayinginformation where
communications connectivity is easiest, and
will refuel on sceneforcesasrequired. During
Operation ALLIED FORCE, KC-135swere
diverted to the scene of a downed airman.
Once on the scenetankersrefueled two A-10
aircraft that were providing close air support
for the rescue effort, AWACS aircraft
providing C2 for the operation, and CSAR
aircraft effecting the rescue.
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CHAPTER VI
AIR MOBILITY SUPPORT

“Air power is not made up of airplanes alone. Air power is a composite of
airplanes, air crews, maintenance crews, air bases, air supply, and sufficient
replacements in both planes and crews to maintain a constant fighting strength . . .”

1. General

Airlift and air refueling forces rely on a
robust global air mobility support system
when conducting air mobility operations.
Successful employment of the MAF is
contingent upon establishing and maintaining
a GAMSS that enables the deployment,
employment, sustainment, and redepl oyment
of forces throughout the range of military
operations.

a. Global Air Mobility Support System.
The GAMSS provides responsive,
worldwide support to airlift and air
refueling operations. This system consists
of an existing but limited set of permanent
CONUS and en route locations. Deployable
forces capable of augmenting the fixed en
route locations or establishing en route

General Hap Arnold

locationswherenoneexist aredso anintegra
part of thissystem. Thesedeployableforces
aregationed both in CONUSand at select
over seasbases.

» The GAMSS is flexible, expanding or
contracting according to the requirements
for operations support. It permits
continuous, globa C2 over the MAF,
providing commanders with real-time
information on the statusof missonsand
assets as well as the location and
disposition of transported personnel and
materiel. Collectively, the capabilitiesof
thefixed CONUS and enroute structure
and deployable units employing the
GRL strategy allow airlift and air
refueling forces to expand operations at
existing locations and/or establish
operations at new locations.

Deployable forces capable of augmenting the fixed en route locations or
establishing en route locations where none exist are an integral part of the GAMSS.
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e The GRL drategy calls for in-garrison
GAMSS units to rapidly deploy to any
locationintheworld to support airlift and
air refueling operations. Whileproviding
such functions as C2, aerial port
operations, and aircraft maintenance,
GAMSS units gtrive to coordinate and
synchronizeintertheater and intratheater
air mobility operationsin amanner that
appears seamless to the user. The
GAM SSfecilitatessuch operationsasair
bridge support, hub and spoke operations,
airfield surveys for pending operations,
and establishing arrangementsfor HNS.
Quick response requirements by the
President and Secretary of Defensemean
GAM SS-deployableforcesmust beable
to deploy rapidly and begin immediate
operations.

b. GAMSSand Rapid Global Mobility.
The reduction in forward-deployed forces
following the end of the Cold War hasresulted
in an increased dependence on airlift and air
refueling capabilities to project US military
presence throughout the world. These
capabilities, in turn, increasingly depend on
the GAMSS to provide rapid global
mobility. The mobile forces of the GAMSS
enable the en route system to expand or
contract as necessary, providing worldwide
coverage and lending direct support to the
rapid global mobility concept.

e The mobile forces that make up the
GAMSS must be able to deploy and
commence support operations with the
same speed and efficiency asthe forces
they support. Without this, support will
“lag” behind the operations tempo
necessary to meet the combatant
commander’srequirementsand resultin
delaysof critica forcesand suppliesthat
may be key to prosecuting the JFC's
mission. For this reason, the training
GAMSSforcesreceivemust bethorough
and their usein exercises should be both
redlistic and challenging. Commanders

of today’s military operations have less
time available to transport, position,
and prepare forces. Consequently,
USTRANSCOM forcesmay berequired
to switch from peacetime operations to
contingency operations on very short
notice. This transition during an
operation is particularly critical and,
depending on how effectively this
trangition occurs, could ultimately impact
the degree of success achieved while
working to meet the warfighting
combatant commander’s objectives.
Highly trained forces, used redistically
in exercise scenarios, will beinvaluable
assets during the transition to a
contingency.

* GAMSS forces must deploy quickly
and prior to the main flow of forces.
Therefore, force protection of these
GAMSS forces should be a priority
consideration for the JFC. This force
sequencing enables supported forces to
immediately swingtofollow-onmissions
because essential support infrastructure
for the operation isalready in place. To
work properly, GAM SSforcesmust pre-
positionthemselvesat key locationsprior
to the deployment of forces — usualy
upon receipt of the CJCS dert order.
Consequently, mission planners must
provideadequatelead timesfor GAMSS
forces to organize and take initial
preparatory measures.

¢. GAMSSComponents. GAMSSforces
aredrawn fromactiveduty, AFRC, and ANG
units.

 Active Duty Component. The vast
majority of activeduty GAM SSunits
areassigned to USTRANSCOM, and
support both functional and
geographic combatant commanders.
In addition, USAFE and PACAF have
established deployable GAM SSforcesto
support operations within their AORs.

VI-2

JP 3-17



Air Mobility Support

While active duty GAMSS forces offer
a great advantage in terms of being
availableon afull-timebasis, demand for
deployable units consistently outpaces
supply. As aresult, great reliance is
placed on ANG and AFRC assetsto meet
routine and contingency demands placed
onthe GAMSS.

» Air National Guard and Air Force
Reserve Command. Both the ANG
and the AFRC provide forces to
augment active duty GAMSS units.
AFRC and ANG personnel are
experienced operators and train to the
same standard as active duty forces.
Peacetime access to AFRC and ANG
forces is provided through a system of
volunteerism. Magjor contingenciesthat
require alarge amount of AFRC and/or
ANG support will normally require
mobilization. When mobilized, AFRC
and ANG unitsare placed on active duty
status and used in the same manner as
regular active duty units.

2. Deployable Elements of the
GAMSS

a. Tanker Airlift Control Elements. A
TALCE is a mobile organization

responsible for providing continuous on-
site management of mobility airfield
operations. It is atemporary organization
composed of various MSEs. Normally
commanded by a commissioned officer,
TALCEs deploy to provide mission support
when C2, mission reporting, or required
mission support functionsareinsufficient. In
addition to providing command, control and
communications (C3) capability, TALCEs
provide aerial port, logistics, maintenance,
security, weather, medical, intelligence, civil
engineering, finance, and contracting services,
as necessary. TALCE size is based on
projected support requirements.

b. Misson Support Teams. MSTs are
smaller TAL CE-like organi zations capabl e of
providing support similar to that of aTALCE
athough onamuch smaller scale. Normally
led by a non-commissioned officer, MSTs
provide a level of C2, aerial port, and
maintenance services capable of supportinga
working MOG of one aircraft.

c. Mission Support Elements. MSEs
provide aspecific mission support capability
in direct support of airfield operations to
include limited C2, logistics, or aeria port
services. They may bedeployed asan dement
of aTALCE or MST, or asasmall scalestand
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alone entity. MSEs deploy personnel and
equipment to support specific missions or
requirements at mobility airfields or off-line
locations.

d. Special Tactics Teams. While not a
forma element of the GAMSS, STTs often
deploy at the same time as GAMSS forces,
operate with them, and thus play an integral
part in GRL. They are the dynamic link
between the surface forces and the air assets
that deliver, sustain, and recover them. STTs
provide pre-execution intelligence
information of air objectives(airfield, LZ, and
DZ survey and/or status and weather
observation). Their combat personnd conduct
termina attack control (TAC) and ATC of
attack and airlift aircraft during pre-assault and
assault operations. They provide the “first
there” airfield operations (ATC and airfield
management) capability primarily at
expeditionary or small, austere airfields,
assault LZs, and DZs. STT PJs perform
CSAR, battlefield traumacare, and evacuation
staging during airborne or air assault
operations. STTsrapidly hand thesetasks off
for sustained operations to other elements of
the TACSor theater air-ground systemsasthe
airhead matures. For example, TACishanded
over to TACPR, aircraft C2tothe TALCE, ATC
to supported force ATC units, and casualty
careand evacuation to medical and AE units.

e. Global Reach Communications
Elements. Theseelementsproviderobust C3
capabilitiesto the deployed GAM SSmission.
USTRANSCOM'’s Air Force component
integratesthe commercid off-the-shelf theater
deployable communications suite of
equipment into sustained, deployed GRL
APQOD operations.

3. Operations

The fixed en route portion of the GAMSS
iscomposed of CONUS and overseasenroute
locations sized, manned, and equipped to
support peacetime air mobility operations.

Thedeployable portion of the GAM SSisused
to establish air mobility presence and
infrastructure where none exists or to expand
thefixed portion of the en route system. The
permanent portion of the GAMSS is
composed of major CONUS-based aerial
ports, key overseaslocations, and smaller Air
Force or Navy-sponsored commercial
contractor terminals.

a. Fixed Operations. Air mobility
operations groups (AMOGSs) and their
component air mohility squadrons (AMSs)
provide OCONUS en route support. The
AMOG formulates plans, establishes
procedures, and directs the administration of
their respective and subordinate AMS units
in support of customer aircraft, cargo,
passengers, and patients. The AMOG
provides logistics, intelligence, and air
transportation planning to meet mission
requirements. AMS organizations are
adminigtratively aligned under an AMOG.

« AMSs are Situated at key overseas en
route locations (see Figure VI-1) to
operate air termina facilitiesin support
of the DTS and numerous DOD
customers. AMS personnel generate,
launch, and recover air mobility missions
andenroutesupport aircraft. EachAMS
operates an air mobility control center,
which serves as the C2 conduit to the
TACC for air mobility missiontracking.
Inaddition, one AM Sunder eech AMOG
contains an air mobility control flight
capableof providing animmediateinitial
response TALCE or MST core C3
element.

* EachAMOG, aswell astheir subordinate
units, areadministratively aligned under
their respective numbered air force
(NAF). Therefore, Service-relatedissues
are addressed through administrative
lines that pass through each NAF
command center toitsrespective AMOG
command center. Alternatively, operationa
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GLOBAL AIR MOBILITY SUPPORT SYSTEM UNITS

ein Main
AMS/AMOG

Wstein

Global Air Mobility Support System Units
2 Air Mobility Operations Groups (AMOGs)

(CONUS Deployable)

2 Air Mobility Operations Groups (AMOGs)

(OCONUS Fixed)

12 Air Mobility Support Squadrons (AMSs)
Sized to meet day-to-day Operations Requirements

Figure VI-1. Global Air Mobility Support System Units

authority for planning, scheduling,
tasking, and executing missions passes
through the TACC command center to
the AMS command centers. Regardless
of theform of authority exercised, AMC
command center isthefinal authority
for administrative and operational
matter s regarding the GAMSS.

b. Deployed Operations. Under the GRL
strategy, predominantly CONUS-based
resources are teamed together to form
deployable elements or teams. A composite
of personnel and equipment, appropriately
sized andtailored, form TALCEs, MSTs, and/
or MSEs specifically designed to satisfy a
particular operational requirement. Whilethe
GRL dtrategy entails a globa capability to
rapidly deploy and providethe corefunctions
of air mobility support (i.e., C2, agrid port
operations, and aircraft maintenance),
GAMSSforcesare aso capable of providing
any other support capabilities necessary to
sustain air mobility operations.

 The AMC organizations designed
specifically to provide assets for the
deployable portion of the GAMSS are
the CONUS AMOGs, airlift control
squadrons (ALCSs), and AFRC and
ANG airlift contral flights (ALCFS).
ALCFsare part of the GAMSSthat are
gained, but not owned by AMC. In
addition, USAFE and PACAF both
possess deployable units designed to
function as part of the GAMSS. The
CONUSAMOGsarecomposed of three
AMSs and an air mobility operations
squadron (AMQOS). The AMOG as an
organization does not deploy; however,
it provides the resources for and
coordinates the deployment of its
subordinate AM Ssand AMOS, ensuring
that personnel, equipment, training, and
procedures are compatible with mission
requirementsbased uponthethreat. Itis
from (or through) the AMOGs that C2,
aircraft maintenance, and aerial port
personnel are provided for deployed
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operations under the GAMSS. The units
deployed from the ALCSs and the
ALCFs only provide the TALCE or MST
core C3 functions. Any additional
capability beyond these core functions
must be sourced and tasked elsewhere
(typically from the AMOGs or various
mobility wings) by AMC TACC and
deployed as purpose-specific MSTs or
MSEs.

Each AMOG and its subordinate units
are administratively aligned under their
respective NAF. Service-related issues
are addressed through administrative
lines that pass through each NAF
command center to its respective AMOG
command center. However, operational
authority for planning, scheduling,
tasking, and executing missions passes
through the TACC command center to
the air mobility control unit command
centers. AMC command center is the
final authority for administrative and
operational matters regarding AMC
GAMSS units.

The AMC TACC is the tasking
authority for all deployable AMC
GAMSS units. USAFE and PACAF
retain tasking authority for their
deployable GAMSS units. Personnel in
these units must be capable of
deploying rapidly upon notification.
USTRANSCOM-assigned GAMSS
forces remain under the OPCON of AMC
TACC command center unless otherwise
directed by the Secretary of Defense.
Centralized control through the AMC
TACC enables the AMC TACC
command center to rapidly shift these
forces in response to globally prioritized
taskings. In those situations where
GAMSS assets must transfer from one
contingency/AOR to another, the TACC
should coordinate with the losing
combatant commander/JFC so necessary
C2 and other adjustments can be

accomplished. Under appropriate
circumstances, the Secretary of Defense
may direct Commander, USTRANSCOM
to transfer forces to other combatant
commanders. In general, such a transfer
will take place when two criteria are met.
First, the gaining commander requires and
is able to exercise detailed direction and
control of movements or maneuvers
within the AOR necessary to accomplish
assigned missions or tasks. Second,
Commander, USTRANSCOM determines,
and the Secretary of Defense agrees, that
the transfer will support an appropriate
apportionment of mobility capabilities
between the global functional mission of
USTRANSCOM and the operational
mission of the gaining combatant
command. For those theaters with an
AMOCC, force transfers be fairly
common. Ifa theater doesn’t possess an
AMOCC, force transfers will normally
only occur ifa DIRMOBFOR and JAOC
with AMD are in place. In such
circumstances, Commander,
USTRANSCOM (with SecDef approval)
may transfer forces to the other
combatant commanders. The combatant
commander will normally delegate
OPCON to the COMAFFOR and/or
JFACC and execute TACON through the
DIRMOBFOR. Typically, OPCON and/
or TACON delegation will be determined
by the following circumstances.

« Ifa TALCE is supporting intertheater
operations exclusively, then
Commander, USTRANSCOM will
normally retain OPCON and/or TACON.

s If a TALCE is primarily supporting
intratheater operations (combatant, sub-
unified, JTF commands) then Commander,
USTRANSCOM, with SecDef approval,
may transfer forces to the supported
combatant commander, who then delegates
OPCON and/or TACON as necessary to
subordinate commanders.
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ee |f a TALCE will simultaneously
support bothintertheater and intratheater
operations, then command rel ationships
will be specified following coordination
between combatant commanders and
approval by the Secretary of Defense as
required.

e Geographic combatant command
assigned GAMSS units may support
other combatant commanders. The
circumstancesfor when they will support
other commands are similar to those
listed above.

« The AMOGs, as tasked by AMC
TACC, provide AMC personnel and
equipment that contribute to the
formation of an AMD, including the
AME. Thegenera purposeNAFs(8AF,
9AF, and 12AF) and theater Air Force
components will provide the theater’'s
portionof an AMD. AME personnel and
equipment interface with the AMD and
operate under the direction of the
DIRMOBFOR.

4. Functions

The three core functions provided
through the GAM SSare C2, maintenance,

and aerial port. All major enroutelocations
will provide these services; however, other
support capabilities that directly impact air
mobility operational missions (force
protection, life support, intelligence, etc) can
be added to these basic functions to
complement this system at an en route
location. Thelevel of support can betailored
to match the workload requirements a any
particular en route location. Consequently,
themobileforces of the GAM SScan provide
amethod for establishing support capabilities
a existing or formerly “bare-base” locations;
tailoring the level of support provided at a
location; and adding additional support
capabilities at a location to complement the
three basic functions.

a. Command and Control. One of the
most important features of the GAMSSisits
use of various C2 systems to support ITV.
Commandersdepend on accurate, timely ITV
of air mobility assets to more efficiently
manage those assetsand associated supporting
airfield operations. Consequently, the
effectiveness of the GAMSS relies
significantly on theintegration of C2 datainto
acomprehensive ITV picture. Without such
integration, theability to achieverapid globa
mobility is compromised. This Global
Decision Support System (GDSS) is the

Seamless operations depend on a robust C2 capability.
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primary C2 system for GAMSS. GDSS
provides aircraft schedules, arrival and
departure information, and aircraft status to
the GTN to provide ITV of aircraft and
aircrews to customers worldwide. GTN is also
the C2 system for USTRANSCOM.

b. Aircraft Maintenance. Deployable
GAMSS forces are often the first USAF
personnel to arrive at a given operating
location and they are limited in what they can
bring, to include aircraft maintenance
capability. GAMSS maintenance capability
is contained in two deployable organizations,
the TALCE and the maintenance recovery
team (MRT). Designed primarily to support
aircraft conducting air mobility operations,
GAMSS maintenance units are not intended
to provide sustained maintenance. The
GAMSS maintenance capability contained in
the TALCE is more robust than that found in
an MRT and consists mostly of cross-
functional maintenance specialties designed
to provide aircraft marshalling, parking,
refueling, and limited aircraft troubleshooting
and repair capability. If specific aircraft repair
capability is required at a forward location,
an MRT will be deployed with appropriate
specialists, equipment, and parts to
accomplish the repair.

Aerial port operations are sized based on forecast workload requirements.

c. Aerial Port. Anaerial port is an airfield
that has been designated for the sustained air
movement of personnel and materiel, and to
serve as an authorized APOD into or APOE
from the country in which it is located.
GAMSS units possess a robust aerial port
capability. TALCEs and other GAMSS units
are designed to establish and operate air
mobility terminals and have the ability to
onload and offload a set number of aircraft
based on forecast workload requirements. In
addition, GAMSS aerial port specialists
provide expertise to establish marshalling
yards and traffic routing for cargo, aircraft
servicing, passenger manifesting, and air
terminal operations center services. GAMSS
aerial port personnel are also responsible for
the transmission of departure and arrival
information to GTN to include the movement
manifests and ITV data provided
electronically by the moving unit. The
GAMSS aerial port services provided by
TALCE units are not designed for long-
term, sustained aerial port operations.
Sustainment of aerial port services at a stand-
alone USAF component operation will be
supported by either the Commander,
USTRANSCOM Air Force component or other
designated, capable USAF component (e.g.,
PACAF, USAFE).

r 3
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d. Single Port Manager. AMC operates
air terminals at CONUS aerial ports and
operates or arranges for the operation of
common-user air terminalsin theatersfor all
DOD components. Intheater, the AFCC and
AMC normally provideterminal facilities, or
support terminal soperated by other Services,
a dl points served by common-user airlift
aircraft. These termind operations include
supervising movement operations,
contracting, cargo documentation, and
security operations, and providing respective
Serviceclearance, MHE, and theoverall flow
of information, to include ITV data flowing

tothe GTN. AsUSTRANSCOM'saerid port
single port manager, AMCisdsoresponsible
for providing strategic deployment status
information to the supported combatant
commander and establishing the workload at
the APOD based on the combatant
commander’s priorities and guidance. The
Service component commands may also
provide personnel and equipment to
participate in loading, unloading, and
transshipping component personnel and
materiel at Air Force- or USTRANSCOM-
operated air terminals.
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CHAPTER VII
PLANNING AIR MOBILITY OPERATIONS

“Move upon the enemy in one mass on one line so that when brought to

battle you shall outnumber him.”

1. Planning Air Mobility
Operations

a. Primacy of the Objectives. The
judicious use of tanker and airlift assets
reguires attention to several planning and
support issues, which are fundamental to
efficient and effectiveair mobility operations.
Thoroughly addressing theseissueswill alow
maximum use of air mobility assetsto support
as many user requests as possible. These
issues impact tanker and airlift employment
al the way from the apportionment and
allocation stagethrough final execution. 1tis
important to remember that air mobility
assets are tasked against missions
supportingtheentirespectrum of national,
strategic, and theater objectives.

Air mobility assetsattachedtoaJTF and
flyingintratheater missonswill primarily
support JFC objectives. Tankers, however,
must be made available to support all
objectives based on the highest priority.
Providing assetsto support thedifferent levels
of objectives, rategic, operationd, or tacticdl,
is accomplished through apportionment and
dlocation. Asthe air mobility expert in the
theater, and the “designated coordinating
authority for air mobility with al agencies,
both internal and external, to the JTF’, the
DIRMOBFOR should be the JFACC's
primary advisor for al apportionment and
alocation decisions affecting air refueling.

b. Apportioned Forces. Force
apportionment refers to the distribution of
resources for planning purposes. Air
apportionment refer stothedetermination
and assignment of thetotal expected effort

Napoleon

by percentage and/or by priority that
should be devoted to the various air
operations for a given period of time.
During contingencies, the wide ranges of
air mobility missions require different
apportionment considerations at strategic and
operational planning levels.

» Peacetime Apportionment. During
peacetime, air mobility support is
gpportioned to Service componentsbased
on aircrew training requirements, user
training requirements, and operational
missions not associated with
contingencies. Fiscal limitations force
Service component and unit plannersto
closely monitor aircraft availability and
aircrew training status to ensure that
training requirements are met. It also
forces Service component and unit
schedulers to make maximum use of &l
air mobility support provided during
peacetime.

» Contingency Apportionment.
Competing priorities can significantly
limit the amount of air mobility support
available. Thiscompetition occursat the
strategiclevel where other contingencies
or conflicts also require air mobility
forcesand at the operational level where
different airpower functionscompetefor
limited available air mobility support.

c. At the strategic level, the Secretary of
Defensegpportionsforcesbased onthe advice
of the JCS and the combatant commandey.
Included in this apportionment are the
number of assets provided to the
combatant commander for intratheater air
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mobility operations, aswell asthepercent differ between peacetime and contingency
of effort, or overall sorties, thesupporting operations, and at thestrategic and operational
combatant commander will providetothe levels.

supported combatant commander for
intertheater operations. Apportionment
decisonsaremogt difficult when two or more
contingenciescompetefor limited air mobility
assets. The Secretary of Defense must
consider overall end-state objectives, status
of each conflict, and the ability to swing air
mobility assets from one conflict to another,
which includes air mobility assets to support
the withdrawal of strategic forcesto support
SIOP. While total air mobility capability is
based on force apportionments that meet the
reguirements of two nearly simultaneous
major theater wars, air mobility capability for
lesser conflicts may be less when ANG and
AFRC forces are not mobilized.

d. Attheoperational level,commanders
must apportion the air mobility effort
among the different functionsinvolved in
a campaign. Apportionment provides
general guidance to planners in the form of
number or percentage of sorties that should
be dedicated to specific functions.
Apportionment of air refueling sortiesshould
roughly follow the apportionment of combat
and combat support sorties. Apportionment
of airlift effort isdependent upontheemphasis
and stageof conflict. Asacampaignisfought,
the JFACC will continually adjust sortie
allocation based on progress made toward the
objectives. The JFACC commonly relieson
the advice of the AOC director and the
DIRMOBFOR for thebest use of air mobility
assets and to adjust aircraft allocation as

necessary.

e. Allocated Forces. Force dlocation is
the distribution of limited resources among
competing requirements. At theoperational
levd, it consistsof trandatingthe JFC’sair
apportionment decision intototal numbers
of sorties, by aircraft type, available for
each operation or task. Just asin force
apportionment, force allocation procedures

 Peacetime Allocation. The peacetime
allocation of air mobility assetsis based
on force apportionment for training but
isregulated by the CICSPriority System.
Air mobility forces must be equally
responsive to al Service requirements.
The CICS Priority System isameans of
rank ordering all user requests for
mobility based on mission priority.
Combatant commands assign priority
codes to all air refueling and airlift
requests emanating from their assigned
or atached forces and forward them to
USTRANSCOM for validation.
Validated requests are then passed to the
AMCTACC for tasking. AMC will task
its assigned or gained units to fill
validated requestsin the order specified
by the CJICS Priority System. AMC may
ask theater Service or functional
components with assigned or attached
aircraft to provide air refueling and/or
airlift support to missions within the
component’s theater. Geographic
combatant commands delegate mission
validation responsibility to the theater
AMOCGC, if established. Vdidated air
refueling missions are then tasked to
theater assigned or attached air mobility
assets.

For more information on the CJCS
Priority System, see JP 4-01, Joint
Doctrinefor the Defense Transportation
System.

« Contingency Allocation. Air mobility

assatsare devoted to acontingency based
on communicationsalready madefor air
refueling support elsewhere. Inthecase
of two mgjor theater wars, the decision
is extremely difficult because there will
not be enough air mobility assetsin the
DOD inventory to support a total air
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effort in both theatersfor theentirelength
of a conflict. Typically, air mobility
requirements peak during the transition
from the deployment and buildup stage
to the sustainment and employment
stage. As the first supported conflict
transitions into the sustainment and
employment stage, excess air mobility
alocations can transition to the other
theater. While this concept is premised
on two mgjor theater wars, it is just as
applicable whenever air refuding assets
are limited, such as military operations
other than war (MOOTW) in which
ANG and AFRC assets are not
mobilized.

f. While the Secretary of Defense must
alocate forces to separate contingencies, he
must aso alocateforceswithin acontingency.
Of the total air mobility capability allocated
to a given contingency, a portion of that
capability must bealocated to the deployment
effort and another portion must be allocated
to the employment effort. The portion
allocated to the deployment effort will
normally remain under the OPCON of AMC
command center to provide air bridge and
deployment support. Portionsof air mobility
forces allocated to the employment and
sustainment effort may be transferred to the
combatant command for employment by the
theater COMAFFOR and/or JFACC.

g. The final consideration in making
alocation decisions is the number and type
of assets to be used. This entails matching
the right capabilities against accurately
forecasted air refueling requirements. Once
requirements are known, planners can match
assets against those requirements. Themost
important consideration isto ensure that
allocations are based on capabilities and
not sheer numbers. Different weapons
systems possessdifferent capabilities. Within
a weapons system, modifications that may
only beingtalled on afew aircraft may dictate

a particular force mix, which includes that
model airframe.

h. Considerations for Airlift Planning.
The time and events between the start of a
crissandinitiation of amilitary responsevary
greatly; many activities will probably be
compressed, and many processes may run
concurrently. However, thedetailed attention
given during the planning phaseisthe primary
factor that determines success. The entire
airlift operation requires detailed planning
including, but not limited to, the basic
considerations listed in Figure VII-1 and
described bel ow.

» Airlift Facilities. Successful airlift
operations are often dependent on a
network of facilities, such as air
terminals, small austere airfields
(SAAFS), LZs, and DZs.

s Air Terminals. Airtermindsprovide
an airlift force's needs; however, their
greatest disadvantage is that they are
often in limited supply, particularly in
lesser-developed regions of the world.
Theater air planners must evaluate the
overall requirements and allocate
sufficient air terminal ramp space, fue,
communications infrastructure, and
ground support for airlift operations,
particularly for intertheater airlift
missions.

e« Small Austere Airfields. SAAFs
haverestricted capability with limitations
inoneor acombination of thefollowing:
taxiway systems, ramp space,
marshalling yard capacity, security,
MHE, aircraft servicing, maintenance,
NAVAIDs, weather observing sensors,
and communications.

ee | Zs and DZs. When there is no
suitable airfield available for an
operation, an LZ can be constructed for
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CONSIDERATIONS FOR AIRLIFT PLANNING

v Airlift Facilities

v’ Facility Support Forces

v/ Operation of Aerial Ports
v’ Intermediate Staging Base
v In-transit Visibility

v’ Air Base Defense

v’ Joint Airspace Control
v Air Corridors or Operating Areas
v/ Weather

v/ Threats

v Threat Countermeasures
v" Air Refueling

v/ Communications for Deploying Ground Forces

Figure VII-1. Considerations for Airlift Planning

airland operations, or a DZ can be
selected for airdrop operations. The
supported force selectsand preparesLZs
or DZs.

e Forward Airlift Facilities. Planners
must know the capabilities of each airlift
facility in the theater. They should
identify the need to devel op, rehabilitate,
and maintainfacilitiesto maximizeairlift
support tojoint operations. Thisincludes
construction of base support systemsthat
can improve airlift mission capabilities
and protect theaircraft fromthreats. The
type and sophistication of a facility
depends on its location, climate, and
engineer support. Thesupported Service
componentisresponsiblefor maintaining
forward airlift facilities.

e AR Tracks and Anchors. These
should be considered air terminals with

the same considerationsgiven assurface
terminals.

Facility Support Forces. Successful
airlift operations depend on various
support forces. The supported Service
component is responsible for the
movement of personnel and cargoto the
onload site and forward to the final
destination after offloading. When
Service component support is
unavailable or inadequate for common-
user airlift operations, commanders
may request augmentation by Air
Force mission support forces. When
an operation involves multiple
components, the geographic combatant
commander should appoint a single
component to coordinate with the host
facility, decide resource allocation, and
prioritize onload and offload operations.
The ground force package may be
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The supported Service component is responsible for the movement of
personnel and cargo to the onload site and forward to the final destination.

designed for delivery from the CONUS
directly to forward aress. Light forces
have limited organic transportation
capability. Increased direct delivery
capabilitiesand requirementsrequirethat
all Services reevaluate their ability to
accept these deliveriesin forward aress.
APODsmay besplitinto several smaller
forward operating bases. Supported
commandersmay berequired to do some
of the terminal airhead operations
normally performed by Air Force
personndl.

Operation of Aerial Ports. The
effectivenessof airliftisdependent onthe
number and type of aerial ports
available within the theater (see Figure
VI11-2). The geographic combatant
commander designates wartime and
contingency aerial portsin coordination
with Commander, USTRANSCOM and
appropriateHN authorities. Aerial port
oper ationsassur ethetimey and effective
movement of personnel and materie
into and acrossthe theater. A lack of
aeria portsand ground support personnel
can serioudy congtrain cargo throughput
operations. GAMSS forces (sourced
from either the supporting or supported

commanders) may berequiredto operate
or augment aerial ports during the
deployment and redepl oyment phases of
theoperation. The sustainment phase of
operations is normally handled by base
operating support forces sourced from
either the supported, supporting
commanders, or from both.

s Supporting Combatant Commander
Responsibilities. Certainsituationsmay
require that a geographic combatant
commander support another combatant
commander. This support may range
from the deployment of forces and en
route basing activities to the provision
of sustainment. Regardless of the
mission, the supporting combatant
commander should establish a
movement control system capable of
interfacing with USTRANSCOM'’s and
the supported combatant commander’s
movement control systems. A IMC, with
supporting component movement cells,
can be used to manage al moves and
assures compliance with the supported
combatant commander’s priorities. For
deployments to another theater, the
supporting combatant commander
should establish APOD and APOE
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REQUIREMENTS FOR EFFECTIVE
AERIAL PORT OPERATIONS

® Materials handling equipment compatible with the aircraft and with

surface transport vehicles

® Surface and/or air transport for forward movement of cargo and

passengers

® Airfield ramp space to process transiting aircraft

® Warehouse and repacking facilities to handle arriving and departing cargo

® A receiving yard to store cargo temporarily

©® Remote hazardous and/or explosive cargo handling storage, and aircraft

parking areas

® Communication infrastructure and appropriate automated information
systems and automatic identification technologies to facilitate port
processes and in-transit visibility data capture

® Petroleum, oils, and lubricants facilities available

Figure VII-2. Requirements for Effective Aerial Port Operations

activitiesasnecessary, whichwill interface
withthemovement control system. When
two or more Services deploy
simultaneously, the supporting
commander designates which Service
component will operate the supporting
movement control system.

e Supported Combatant Commander
Responsibilities. The supported
commander assuresthat the theater’s
intertheater air mobility requirements
areclearly delineated and presented to
theCommander, USTRANSCOM. To
facilitate this process, the theater IMC
should haveacommunicationlink withthe
strategic movement system. JOPES
provides that connectivity. The supported
commander establishes APOD support
activities, ensuring that adequate ramp
pace, fud, communicationsinfragtructure,
and support is dlocated for air mobility
operations. APOD support activitieswill

includeamovement control system. The
supported commander isresponsiblefor
planning and executing joint reception,
staging, onward movement and
integration (JRSOI) for all forces
deploying in the JOA. JRSOI duties
include, but are not limited to: cargo
preparation, documentation, uploading or
offloading for onward or retrograde
movement (when aerid port functionsare
unavailable), electronic manifest
reporting for I TV, and clearing cargo and
personnel from the APOD. During
MOOTW, thesupported commander will
designatewhich Service component will
assumetheseresponsibilities. Whentwo
or more Servicesdeploy smultaneoudly,
the supported commander designates
which Service component will operate
each element of the movement control
system. Geographic combatant
commanders are responsible for theater
ITV planning and ensuring that theater
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GAMSS forces may be required to operate or augment aerial ports during the
deployment or redeployment phases of the operation.

movement data capture processes and
communications infrastructure supports
thetimely transmission of ITV datafrom
theater field activitiesto GTN.

Intermediate Staging Base (1SB). The
theater operational situation may
necessitate the establishment of an ISB
outside of the combat zone or operationa
area prior to inserting the forces. |f
established, thel SB isan initial theater
staging facility. Deploying forces
debark from gtrategiclift, reessemble, and
prepareto accomplish assgned missions.
The 1SB may serve either asa principal
staging basefor entry operationsin order
to secure alodgment to project theforce
into thetheater, or asasecurefacility for
split-based operations. In other cases, the
theater may not have the physical
infrastructure to support JRSOI and will
require the use of superior air and sea
bases outside the region.

In-transit Visibility. A robust
automated ITV system is a critical
combatant commander management tool
and is key to efficient and effective
support of airlift operations. The key
elements for providing ITV to

commanders at al echelons are clearly
assigned responsibilities for the timely,
complete, and accurate provision of
information to GTN through the use of
designated AlSor AIT at each node.

e» Data Capture and Manifesting
Responsibilities. Units and agencies
requiring airlift are responsible for
providing, as a minimum, the standard
manifest dataelementsasoutlinedinthe
DOD transportation directives and
instructions. This data must be an
electronic product collected from the
specified AlSand/or AIT and transmitted
tothe supported combatant commander’s
designated mohility force(s) (A/DACG,
TALCE, fixed agrial port, air termind,
etc) at the POE and/or port of debarkation
for submission through the appropriate
AlIStoGTN. Thisisthedataorigination
point for ITV. As the passengers and
cargo pass through each transportation
node, the transportation activity is
responsible for cargo receipt and
processing and for the electronic
transmission of departure and arrival
manifest information through the
appropriate AISto GTN. Non-DOD and
nongovernmental agencies requiring
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Efficient airlift operations are highly dependent on ground handling
equipment and personnel.

airlift should providemanifest datal AW
theapplicable USTRANSCOM MOA or
as coordinated by the supported agency,
USTRANSCOM, and the supported
combatant commander. Manifest data
elements should be provided
electronically, viaAlT devices, diskette,
other file transfer protocols, or direct
interface between the appropriate Al Ss.

e« Commercial Carriers. ITV datafor
DOD assets moving via commercial
carriers from DOD or non-DOD
controlled terminalswill befedto GTN
viathe appropriate government AlSand/
or AW the terms of a previously
established commercia electronic data
interface with GTN. The source of the
ITV feed will depend on the type of
contracted lift.

e« Automated Information Systems.
The supported combatant commander’s
theater movement plan must ensure the
availability of AlSsto support visibility
over theater movement. Supporting
combatant commandersmust ensurethat
their AISand AIT will interfacewith the
supported combatant commanders

designated AIS and AIT. Two primary
AlSsdeveloped to facilitate air terminal
processes  and/or movement
documentation are the Transportation
Coordinators-Automated | nformetion for
Movement System (TC-AIMS) Il and the
Global Air Transportation Execution
System (GATES). These systems may
be either fixed or deployable. If thereis
no established MOA between the
deploying unit and the air terminal
detailing manifesting and 1TV
requirements, GATESwill betheprimary
manifesting system of record. For those
locations not supported by GATES,
TC-AIMS Il will be the manifesting
system of record and the primary 1TV
feed to GTN.

e« Automaticldentification Technology.
AIT is a critical ITV enabler
encompassing a variety of data storage
media that carry asset identification
information. The information is
transferred electronically to and from
certain AlSs that support visibility and
logisticoperations. AlT reducestheneed
for manua datainput, facilitating timely,
accuratedatacapture. Other AIT devices
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may be employed at the option of the
moving force or the supported combatant
commander.

Additional AIT information may befound
in the DOD Implementation Plan for
Logistics Automatic Identification
Technology.

e« Timeliness. Theterminal or mobility
forces business processes must support
the timely submission of ITV data to
GTN. Timeliness for these events is
measured from the event occurrenceuntil
it isvisblein GTN. The performance
standards by which timely ITV for
airlifted assetsismeasured are: 1) 1 hour
for unit strategic movements (personnel
and equipment) at al nodes from origin
to degtination; 2) 1 hour for the arrival
and departure of sustainment air cargo
and nonunit move passengers, at all
nodes, from origin to destination; and 3)
2 hours for the arrival and departure, at
all nodes, of nonunit cargo and
passengers originating and terminating
in the theater or CONUS.

Air Base Defense. All echelons must
planfor air basedefenseto protect airlift
aircraft, aircrews, support personnel,
and base facilities. This may include
protection against conventional air-to-
surface munitions, surface-to-surface
weapons, nuclear, chemical, and
biol ogica weapons, and unconventional
warfareforces.

Air basedefenseisarear area command
responsibility addressed in JP 3-10.1,
Joint Tactics, Techniques, and Procedures
for Base Defense. Operationsinnuclear,
biological, and chemical areas may be
found in JP 3-11, Joint Doctrine for
Operations in Nuclear, Biologicd, and
Chemicd Environments.

 Joint Airspace Control. Airlift plans

must integrate international, HN, and
military airspace control proceduresand
regulations. Congested airspace,
exposure to adversary threats, and
potential fratricide are major concerns.
Deep operations may involve large
numbersof aircraft, airgpace congestion,
significant potential for exposure to
adversary threats, and potential for
friendly fire. Therefore, inclusion of
STTsto provide battlespace preparation
and terminal control of air operationsis
recommended.

For further information on airspace
control at the operational level of war,
see JP 3-52, Doctrinefor Joint Airspace
Control inthe Combat Zone, which lists
organizational structures and
responsibilitieswithin a theater.

For further information on JTTP for
terminal airfield ATC, see ALSA Center
publication Multiservice Proceduresfor
Joint Air Traffic Control, also referenced
as FM 100-104, MCRP 3-25A, NWP
3-56.3, and AFTTP () 3-2.23.

Air Corridors or Operating Areas.
Airlift operationsoften require secureair
corridorsor operating areas(e.g., ingress
and egressrunsfor assault zonesand AR
tracks and anchor areas). These may be
shared with other air missions.
Regardless, the use of a corridor
requiresclosecoor dination betweenthe
joint forceairgpace control authority, area
air defense commander, JAOC, BCD,
AMC TACC, AMD, and all other
involved joint force component ground
and aviation elements. Frequent
changing of corridors may be necessary,
depending on the threat.

VI11-9



Chapter V11

* Weather. Accurate current and
forecast weather information allows
planners to make effective and
efficient use of limited air mobility
resources. This requires robust data
collection in the area of operations,
weather analysis and forecasting skill,
and product tailoring and dissemination
capabilities. Weather planning for airlift
operationsshouldincludeforecastsfrom
departurethrough recovery, with special
attention given to departure, route, AR
tracks and objective area (LZ or DZ)
cloud bases, percent of moon
illumination, visibility, precipitation, and
winds. The success of any major airlift
operationislargely dependent on having
acceptable weather at the APOD(s).
Selection of an APOD must include
consideration of the climate. Regiona
and local climatology studies covering
potential APODs and all seasons
projected for the operation must be
conducted and results presented to
decison makerstoalow for aninformed
decison. Weather must be considered
at the strategic level of APOD sdlection
to maximize its value as a planning tool
and aforce multiplier.

e Threats. Airlift aircraft are very
vulnerable to hogtile actions. Large
fixed-wing airlift aircraft have significant
radar signatures, lack maneuverability,
and many have limited or no onboard
defensive systems. Planners must
identify weaknessesintheadversary’sair
defense and implement threat avoidance
measureswhere practical. Additionaly,
airlift aircraft fly at relatively slow
airspeeds, prolonging their exposure to
attack. Their sizepreventsshelteringand
makes effective ground concea ment and
deception difficult. Small fixed-wing
airlift aircraft and helicopters have
smaller radar signaturesand areeasier to
conceal on the ground, but they are till
very vulnerable to adversary action.

Finaly, hostile use of nonconventional
weapons, including WMD, against
airfields couldimpact ground operations
and possibly requiredispersal of al airlift
aircraft and redistribution of cargo to
dternate arfields, LZs, or DZs.

» Threat Countermeasures. Activeand
passive countermeasures to threats
againg airlift aircraft and airfields may
be required.

s Active protective measures range
from force protection packagesto aircraft
sdlf-defense systems.  Force protection
packages include such things as fighter
escort, ground support to clear acorridor
of threats, and SEAD. Self-defense
systemsinclude the use of devices such
as onboard warning receivers, flare
dispensers, chaff dispensers, and
chemical and biological detection
devices.

e« Passivemeasuresincludesuchthings
as air base defense, route and altitude
selection, reduced ground times,
dispersed aircraft basing,
counterintelligence force projection
operations, operating at night or in
adverseweather, protective coveringsfor
equipment, and decontamination
provisions for MHE, ground personnel,
and aircraft, to include transload
operationsfor military and CRAF airlift
resources.

« Air Refuding. Theamount of cargoand
distances involved in intertheater airlift
operations make air refueling an
attractive option in most situations,
and an essential option in others. Air
refueling reducestheaircraft’sinitial fuel
requirement, allows for heavier loads,
increases aircraft range, and reducesthe
requirement for refueling at FOBSs,
thereby reducing ground times at those
locations. Air refueling is also useful
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when FOBs have no (or limited) ground
refueling capability and post-offload
recovery basesintheregion havelimited
refueling capability. Air refueling will
allow aircraft to overfly the limited
capability bases and recover at more
suitable airfields that possess sufficient

refueling capability.

e« Communications for Deploying
Ground Forces. Operations security
(OPSEC) and communications security
are both critical to the success of airlift
operations. The use of secure
communications and offline encryption
of voice transmissions is essential.
Secureen route communi cation packages
(SECOMPS) provideground commanders,
embarked on airlift aircraft, secure
communications while en route to an
objective area. These can be installed
onaircraftin additionto existing onboard
aircraft radios. SECOMP provides the
embarked ground force commander with
the ability to talk with ground force
subordinate commanders flying in
different aircraft, the objective area, the
departure airfield, intermediate staging
bases, airborne command posts, and
higher headquarters. The Joint
Communications Support Element
(JCSE) provides this capability via
Chairman of the Joint Chiefs of Staff
Instruction (CJCSI) 6110.01, CICS
Controlled Tactical Communications
Assets. The use of SECOMP should be
coordinated with the command-
providing airlift. Inthe event that JCSE
equipment isnot available, the deploying
commander may use SECOMP and
hatch-mounted antennas from hisor her
OWN resources.

2. Planning Airlift Operations

a. Planning air mobility operationsisa
complicated processinvolving a few basic

principles and numerous interdependent
considerations. Service components must
facilitate their airlift movement process.
This responsibility includes performing and
arranging to:

* bring units and materiel to departure
terminals;

e prepare those resources for air
movement;

* providesupport services(meals, medical,
billeting, and other appropriate services)
to transient and arriving units;

* receive and transport units and materiel
from arrival terminals; and

e prepare all manifests, movement
documents, and reports related to the
actual movement.

b. The purpose of these actions is to
move component resour ces expeditioudy,
with minimum expenditureof airlift resources
and minimum exposure to hostile actions.
Responsibility for controlling movements
doesnot equatetocommand author ity over
airlift forces. Studies, concepts, and
OPLANSs for the employment of forces are
prepared to cover possible missions and
locations. Detailed planning for the conduct
of specific operations is performed by the
participating component commands and
subordinate commands; to enhanceefficiency,
al participants should make maximum use
of exigting plans.

c. Principles for Airlift Planning.
Consider these principles when planning
for airlift movements:

» Minimize movement congestion and
vulnerability by reducing the time units
and materiel spend en masse a forward
terminals.
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e« Maximize the productivity and
survivability of the airlift fleet by
minimizing aircraft ground times at
forward locations.

e Minimize sortie requirements by
repackaging al materiel for air shipment;
ensuring that combat personnel travel
with their maximum authorized
individual loads of rations, ammunition,
or other personal protective equipment;
and splitting units into air-essential and
surface movement echelons (whenever
possible).

 Ensurethat personne areadequately fed,
rested, and protected at en route stops.

« Deploy thepersonne and communications
equipment necessary to track and report
ondl air movements.

d. Different missions will require the use

These disadvantages are particularly
pronounced for the larger transports.
Under most circumstances smaller
transports, such asthe C-130, areusualy
suited to a sustained intratheater airlift
role, and the larger transports are best
suited for theintertheater airliftrole. Air
refuding aircraft (which vary from the
USMC KC-130 to the USAF KC-10)
have similar advantages and
disadvantages.

Services also operate rotary-wing
arcraft, such asthe H-1, H-3, H-60, and
CH-46, CH-47, and CH-53, which
possess intrinsic intratheater airlift
capabilities. Rotary-wing aircraft canbe
useful for intratheater purposes for the
following reasons:

es their ability to operate at smaller
undeveloped LZs increases their
flexibility and often reduces ground-

of different airlift assets. The Servicespossess transit timesfor their loads;
avariety of fixed- and rotary-wing platforms

capable of performing the airlift role. e« their ability totransport personnel and

e The main advantage of fixed-wing
aircraft over surfacetransportation modes
is that they combine speed (250 to 500
knots, depending on aircraft type) and the
ability to carry substantial to very large
cargo capacities (7 toover 100tons, also
depending on aircraft type). This
provides the capability to quickly move
large amounts of personnel and materiel
over greater distances. Thecombination
of their speed and tactics also enhances
their survivability, while their range
generaly allows them to be based in
relatively secure and logistically easier-
to-support rear areas. The main
disadvantages are their terminal
requirements, which can limit their
flexibility, and their size and limited
maneuverability, which increases their
vulnerability to ground and air attack.

materiel to and from forward-deployed
shipsincreasesexpeditionary flexibility;

s their terrain-hugging flight
capabilitiesenhancetheir survivability in
threat situations; and

e« their ability to sing-load some types
of materiel alows them to pick up and
deliver loads with minimal ground-
handling delays.

However, in relation to fixed-wing
aircraft, the inherent aerodynamic
inefficiencies of rotary-wing aircraft
sharply restrict payload and range
capabilities. Inaddition, their mechanical
characterigtics give them ahigh ratio of
support-man-hours to flight-hours.
Consequently, rotary-winged assets:
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s usualy are not suited to sustained
airlift operations beyond about 50-100
nautical milesfrom arefuding point;

s usually require more maintenance
hours per hour of flight time; and

s are usually based at LZs not well
suited to large-scale, sustained airlift
operations.

For these reasons, airlift-capable rotary-
wing assets are normally assigned as
organic combat and combat support
elements to surface combat
organizations. Thus, in deciding to use
the capabilities of any organic rotary-
wing assets to support the intratheater
arlift effort, the JFC shoul d consider their
vital importance to their assigned
organizations, as well as their utility to
specific airlift missions. Intratheater
airlift requirements that might best be
filled by rotary-wing aircraft could
includelarge requirement, short-distance
operations, such as resupplying ships at
seaand unloading ships a undevel oped
water terminals, or routine small-payload
operations to sites not collocated with
LZs, such as daily courier flights to
deployed air defense units.

3. Planning Air Refueling
Operations

a. While many considerations for air
mobility forcesarethe samefor airliftand air
refueling assets, there are some specific
considerations unique to tanker operations.
Theseinclude the following.

e Boom Versus Drogue. If planned
operations will include a significant
number of receiversrequiring probe-and-
drogue type refueling intermixed with
receiversrequiring boom-typerefueling,
planners should consider using tankers
capable of both types of refueling onthe
samemission.

* Total Offload Ver susBoomsin theAir.
Plannersmust consider whether planned
operations will emphasize total offload
capability for only a few receivers or a
rapid refueling capability for multiple
receivers. If total offload capability is
more important (such as for large
aircraft), fewer numbers of tankerswith
larger fud loads should be planned. |f
the mission emphasisis on frequent,
rapid refuelingsto multiple receivers
(such as multiple fighter strike
packages), it ismoreeffectivetousea

A KC-10 conducts drogue refueling operations.
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larger number of tanker smaximizing
thenumber of available* boomsinthe
air.”

e Special Operations. If SOF activity is
planned, air refueling planners must
ensure that aircraft capable of SOF
operations, and crews trained in those
operations, are available.

b. Daily Allocation. At the operational
level, forceallocation consistsof trandating
theJFC’sair apportionment decisionsinto
total number of air refueling sorties, by
aircraft type, availablefor each operation
or task. Air refuding assets are matched
againgt receivers in the ATO based on the
JFC’s air apportionment guidance but
tempered by changing conditions. At this
level, the most important decisions are those
that placetanker aircraft typesagaingt receiver
requirements.

c. Air refueling capability can be
increased without increasing the number
or size of tanker aircraft by carefully
matching tanker aircraft types against
receiver mission requirements. This
involves greater use of refuelable rdiability
tankers, assigning individual tankers to
multiple receivers or receiver packages, and
ensuring that receiver air refueling requests
accurately reflect their mission requirements.
The considerations for daily allocation
decisions are much the same as for
contingency dlocations as discussed above.
When developing daily air refueling
allocations, planners must consider boom
versusdroguerequirements, emphasisontotal
offload versus booms in the air, and SOF
requirements.

d. Airspace and Air Traffic Contral.
Many countries have specific restrictions
on air refueling operations conducted
within their sovereign airspace. Planners
need to be aware of potential restrictions.

e. AltitudeReservation (ALTRV). Most
intertheater air refueling operations
requirean ALTRV toreserveair refueing
airspace. ALTRVsmust be submitted IAW
rules of the International Civil Aviation
Organization (ICAO) ininternational airspace
and with the ICAO and the HN rules when
conducted over territorid airspace. Planners
must ensurethat ALTRV approval isreceived
prior to conducting air refueling operations.
ALTRVs do not relieve aircrews of the
requirement to obtain diplomatic clearances
or tofileflight plans.

f. Air Refueling Airspace. Most
intratheater air refueling is conducted in
airspace specifically designated for air
refueling. For peacetime operations, air
refueling airspace is published in flight
information publications with boundaries,
altitudes, and communications frequencies
agreed to by the ATC authorities. During a
contingency, air refueling airspaceclosetothe
adversary will change frequently, and its
dtitudesand communicationsfrequencieswill
be classified to avoid predictability. Routing
toand fromtheair refueling airspacewill dso
changeinresponseto changesinair operations
and adversary threatsto friendly forces.

g. Communications Capabilities and
EmissionsContral. Air refueling operations
are highly dependent on both air-to-air and
air-to-ground communications. Throughout
air refueling operations, tankersmust be able
to communicatewith their receivers, AWACS
controllers, local air traffic control, and other
tankers in formation and maintain at least a
listening watch on designated high frequency
channels. Mission requirements normally
dictate that tankers maintain positive contact
on most all of these frequencies
simultaneously. Combat or politically
sensitivemissionsmay requireboth thetanker
and receiver to exercise emissions control
(EMCON) procedures. These procedures
minimize an aircraft’s transmission of
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electronic signals (communication and
navigation) in order to reduce the amount of
information other forces can gather. Use of
EMCON entails bringing two aircraft
together, in the same airspace with an
intentionally degraded communication and
navigation capability. To be successful in
refueling under EMCON conditions,
standardized procedures must be developed
between tanker and receiver(s). The
procedures must be regularly exercised by
both tanker and receiver aircrews and they
must be thoroughly briefed onthe procedures
to be used prior to each mission.

h. Conditions. Air refueling forces and
their receiversmust be capable of conducting
air refueling operations at night and under
adversewesather conditions. Depending upon
the operation, this may require precision
navigation equipment and night-vision

capability.
4. Marshalling Plan

The marshalling plan provides the
administrative and logistic procedures by
which units complete fina preparations for
move to the departure airfields, and load
aircraft.

a. General. Marshalling isthe process
by which units participating in an
amphibious or airborne operation group
together or assemblewhen feasibleor move
to temporary camps in the vicinity of
embar kation points, completepreparations
for combat, or prepare for loading. It
includes the preparations required to plan,
document, and | oad equipment and personnel
aboard aircraft.

» Themarshallingareaisusually located
near departurecampsand airfieddsto
conserve resources and reduce the
opportunity for observation. When the
number of departure airfieldsis limited

or whenrequirementsdictate dispersion,
loading may be accomplished on a
phased schedule.

e TheAir Forcecomponent’sportion of
themar shalling oper ation isdevel oped
during air movement planning and
consistsof ingtructionsregulating aircraft
movement and the parking plan. These
procedures are stipulated in the air
movement annex to the OPORD.

b. Preparations

e Planning. The joint force staff
coordinates with administrative and
logistic agencies for maximum support
during marshaling. Thissupportindudes
transportation, communications, and
per sonnd support functions(campsite
construction,  operation, and
maintenance; messing; and religion,
fitness, recreation, and other morale
services) and permits the unit to
concentrate on preparation for the
movement. Support may also include
local security personnel to supplement
normal Air Forcesecurity a thedeparture
airfield.

For details on air base ground defense,
see JP 3-10.1, Joint Tactics, Techniques,
and Procedures for Base Defense.

e Logistics. The unit logistics officer
preparesthe marshalling plan. Theplan
is an appendix to the service support
annex of the OPORD or an annex to the
administrative and logistics order of the
airlifted force. It should contain
proceduresfor cover and deception. The
mar shalling plan includesprocedures
for movingunitsfrommarshalling areas
throughthedert holding and call forward
areastotheready line. Finally, itincludes
methods for loading troops and
equipment into individual aircraft.
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e Selection of Marshalling Areas and
Departure Airfieds. The selection of
marshalling areas and departure
airfiddsisbased on theair movement
plan and influenced by several common
factors. There is no order of priority
among thesefactors, but any one of them
could becomethebasisfor final selection.
To avoid concentration of forces,
multiple marshalling areas and
departureairfiddsshould besdected.
Excessive dispersion, however, makes
C2 more difficult and may diminish the
effectiveness of supporting activities.
The factors affecting selection of
marshalling areasand departure airfields
areillustrated in Figure VI1-3.

« Unit Preparation. For security reasons,
marshalling should be accomplished
quickly. To prepare for marshalling,
deployingunitsareresponsblefor the
following.

s Egtablish liaison with the departure
airfield control group (DACG).

s Obtain equipment and supplies as
early aspossible.

s |ssue prepackaged supplies and
equipment to the airborne forces to
expedite loading operations.

e« Performfinal preparation of vehicles
and equipment.

s Ensure that adequate shoring and
dunnage materials are readily available.

e« Receive parachutesand other airdrop
items and prepare airdrop loads in
coordinationwith theresponsibleairdrop
support unit.

e« Prepareand certify aircraft load plans
(appropriate Air Force officids verify
and approve load plans), personnel, and

FACTORS AFFECTING
SELECTION OF
MARSHALLING AREAS
AND DEPARTURE
AIRFIELDS

» Mission to be accomplished

» Airfields (number, location, type)
» Air support available

» Communications

» Initial location of participating
units

» Vulnerability to adversary action
» Distance to the objective area

» Logistic support required and
available

» Unit integrity
» Adequacy of air defense

» Capacity of each airfield to
handle sustained operations

» Security requirements, to include
camouflage, concealment, and
deception measures

» Health hazards and expected
weather

» Surface lines of communications

» Types of airlift aircraft used

Figure VII-3. Factors Affecting Selection of
Marshalling Areas and Departure Airfields

equipment manifests (and annotate any
hazardous materiasby class), and submit
them through the DACG (or designated
combatant commander agent if no
DACGispresent) tothesupporting airlift
elements. As a minimum, manifest
information should be submitted
electronicaly, either via disk or direct
system interface, to facilitate movement
processing and I TV reporting. En route
messing isadeploying unit respongibility.
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Proper marshalling of deploying units enables forces to be transported
with minimum confusion or delay.

s Unit commandersor team chiefsplan
and coordinate the use of available
facilitiesand areas at departure airfields
for a command post, communications
centers, briefing areas, and equipment
and supply handling points. They ensure
that unit equipment, including individual
clothing and equipment not required in
the objective area, is packed in suitable
containersand stored at the rear echelon
or installation.

» Dispersal Procedures. Dispersal
techniques should be considered
during marshalling. One technique
involves moving personnel and
equipment to departure airfields where
airlift operationsmay be staged. Another
techniqueistofly airlift aircraft to onload
baseswhere personne and equipment are
located. Personnel and equipment are
subsequently airlifted to the originating
departure airfields. Any combination
of these procedures may be used.

c. Responsibilities. Arrival and

e The Air Force units, consisting of a
TALCE, MST, or MSE, are typicaly
assigned to either composite or
provisiona organizationstailored to meet
the specific task at hand. These teams
are responsible for marshalling the
deploying unit and associated
equipment for airlift. Theorganization
employed depends on thesize of theunit
being deployed and the number of aircraft
involved.

» TheA/DACG isthedeploying Service

component’s counterpart to the
TALCE, MST, and MSE. This
organization is sized to support the unit
being deployed. Specific marshalling
responsibilities are outlined in Figure
VIl-4.

d. Execution

» The deploying unit, DACG, and

TAL CE work together to ensurethat
the unit isready for air movement as
quickly, orderly, and safely as possible.

departure airfield operations are
conducted by Air Force units and the
deploying component units.

Thedeploying unit assembles, prepares,
and documentsits cargo and personnel
for air movement. Discrepancies are
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ARRIVAL/DEPARTURE AIRFIELD CONTROL GROUP
MARSHALLING RESPONSIBILITIES

» Coordinate with the tanker airlift control element (TALCE),
mission support team, or mission support element and
deploying unit.

» Ensure that offload teams and required support teams are
available.

» Accept responsibility for each planeload at the established
release point from the TALCE.

> Release each load to the deploying unit.

» Provide fueling and minor maintenance for deploying unit
vehicles.

DEPLOYING UNIT

» Appoint a plane team or troop commander for each mission
aircraft carrying passengers.

» Coordinate with the arrival/departure airfield control group
(A/DACG)

» Complete final preparation of vehicles, equipment, pallets,
i required documentation, to include manifest

uired shoring and dunnage are on hand.

el and equipment into planeloads according
plans.

ipment to loading crewmembers.

nnel and equipment arrive at the alert holding
the established timetable.

or documentation discrepancies identified by
the A/IDACG or TALCE.

» Assist in loading and unloading aircraft as instructed by the
TALCE load team chief.

Figure VII-4. Arrival/Departure Airfield Control Group Marshalling Responsibilities

identified and corrected prior to ar a designated area and involves specific
movement. There are four separate tasks. Figure VII-5 shows the four
areas of activity in departure airfield separate areas of activity and outlinesthe
operations. Each activity takesplacein major functions of each area.
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DEPARTURE AIRFIELD OPERATIONS

MARSHALLING
AREA

Deploying unit
responsibility.
Prepare vehicles,
equipment,
cargo, and
personnel into
chalk loads for
delivery to the
DACG alert
holding area for
air movement.

ALERT HOLDING
AREA

DACG area of
responsibility. The
DACG ensures the
movement of
vehicles, equipment,
and cargo from the
alert holding area to
the call forward area
in orderly fashion.
The reception of
aircraft loads and
conducting
preinspections are
accomplished here.

ASSEMBLY
AND
INSPECTION

CALL FORWARD
AREA

Dual DACG and
TALCE area of
responsibility.
Joint inspection
and discrepancy
corrections are
conducted in this
area. Chalk loads
are moved from the
call forward area
and released into
the TALCE at the
ready line.

JOINT

INSPECTIONS

FINAL
BRIEFING

READY LINE /
LOADING RAMP
AREA

TALCE area of
responsibility.
Receives control of
chalks from the
DACG and
conducts additional
briefings and
inspections as
required.
Responsibility for
all air movement
operations.

X
vt

FINAL
MANIFEST
CORRECTIONS

FRUSTRATED
CARGO AREA

*

MAJOR
FUNCTIONS

® Prepares
personnel and
cargo manifests

@ Prepares other
documentation
agreed upon
during the joint
planning
conference

® Conducts initial
inspection of each
chalk

® Releases each
chalk to the DACG
at the alert
holding area

DACG

MAJOR
FUNCTIONS

® Accepts chalk
from deploying
unit

® Conducts
inspection

® Establishes traffic
flow pattern

o Establishes
communications
with deploying
units and other
functional areas,
provides backup
communications
with TALCE

Departure Airfield Control Group

Figure VII-5. Departure Airfield Operations

MAJOR
FUNCTIONS

® Conducts joint
inspection

® Conducts final
briefing and
performs final
manifest
corrections

® Compiles
statistical data

® Provides area for
correction of
discrepancies
identified during
the joint
inspection

MAJOR
FUNCTIONS

® Establishes
aircraft parking
plan

® Receives load at
ready line, directs
to aircraft and, in
conjunction with
aircraft load
master or load
team chief,
supervises the
supported
component while
loading and
restraining cargo
aboard aircraft

TALCE Tanker Airlift Control Element
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« Movement to Aircraft Loading Sites.
The deploying commander assigns
priorities for deploying unit cargo,
vehicles, and equipment to loading
sites based on required loading and
scheduled station times published in the
air movement plan. Thedeployingunit's
installation major command provides
transportation to move personnel and
chalk loads to aircraft. Whenever
possible, movements are made at  night
to maximize OPSEC. Personnel in
charge of aircraft chalk loads should
receive mission briefingsconcerning the
route to their respective aircraft.
Personnel and equipment should arrive
at onload airfields| AW prescribed times
published intheair movement plan. The
TALCE controlsairlift movement at the
departure airfield. Routes to and from
loading areas should be clearly marked.
Strict control of air and ground trafficis
maintained on and across runways and

strips.

e Preparation of Platform Loads. If
airdrop ispart of the operation, platform
loads are prepared during marshalling.
When planning the preparation and
marshalling of platform loads, the
following factors should be anticipated:

e« Additional lead-timemay berequired;
e« Skilled rigging supervisionisneeded;
e« MHE required; and

e« Adequate facilities, to include a
relatively clean and illuminated rigging
area, should be provided if tactically
feasible.

¢ Crossloading. Whether administrative
or combat-loaded, aircraft also may be
cross-loaded. Crossloadingdistributes
supplies and/or personnel among
aircraft toensurethat theentiresupply

of oneitem or unit is not lost by an
abort or lossof one or afew aircraft.
Cross-loading does not alter the
desirability of keeping ground force
crews in the same aircraft as their
vehicles, weapon systems, or other crew-
served equipment.

 Arrival Airfield Operations. Although
arrival operations are not part of the
marshalling process, they are important
inair movement. If not orderly, arrival
operations could adversely affect the
mission. Arriva operations take place
inthreemain areas: the offloading ramp,
holding area, and unit area. Cargo is
offloaded from aircraft and shippedtothe
specified arrival airfield control group
(AACQG) offloading ramp. The AACG
then processes and rel easesthe cargoload
to the deployed unit. Finally, the
deployed unit is responsible for moving
its cargo to the marshalling area, thus
concluding air movement operations.
This process prevents congestion on the
flight line and ensures that arrival
operations do not interfere with the
planned air flow. This process may be
modified or streamlined for combat
offload operations. Figure V11-6 shows
a typical layout of arrival airfield
operations.

5. Intelligence Planning

Intelligence is fundamenta to effective
planning, security, and deception. The
intelligence planning effort must be focused
to ensure that it is responsive to the
commander’s requirements and the
requirementsof thesubordinateunits. Inorder
to ensurethat theintel ligence effort addresses
the commander’s needs and is fully
synchronized with operations, it isimperative
that the appropriateintelligence staff e ements
be fully involved in the operations planning
process from the outset. All available
information must be analyzed regarding
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ARRIVAL AIRFIELD OPERATIONS

OFF-LOAD RAMP AREA HOLDING AREA UNIT AREA

TALCE area of AACG area of Deployed unit area of
responsibility. responsibility. responsibility. Unit
Responsible for air traffic Receives and receives planeloads
control, aircraft parking, processes planeloads from the AACG which
supervision of offloading (chalks) for release to terminates the air
operation, and releasing the deployed unit. movement.

planeload to AACG.

PROVIDE MINOR

ASSEMBLY SERVICES (GAS,

INSPECTION Ol Lulldelss
MAINTENANCE)

INTRANSIT
HOLDING AREA

MAJOR FUNCTIONS MAJOR FUNCTIONS MAJOR FUNCTIONS

® Performs base operations and @ Assembles chalk and ® Accepts aircraft loads
other related operational inspects for

functions
©® Coordinates flight clearances completene_ss q
® Maintains aircraft traffic logs ® Provides minor services
and operations records (gas, oil, minor
@ Accomplishes aircraft parking maintenance)
and provides parking plan to ® Develops statistical data
° ﬁnﬁgi?ors Nt ® Establishes radio and /
e e or land lines to the unit
® Establishes communication area, functional areas,
with the AACG and backup
® Provides MHE, MHE operators communication with
and MHE mechanics beyond unloading area (TALCE)

the capability of the user and :
SRR e e A ® Establishes temporary

MHE that is unique to storage area
Commander, USTRANSCOM

AACG Arrival Airfield Control Group TALCE Tanker Airlift Control Element
MHE Materials Handling Equipment USTRANSCOM US Transportation Command

Figure VII-6. Arrival Airfield Operations
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pertinent characteritics of the battlespaceand
adversary and potential adversary air defense
capabilities. Significant information shortfalls
must be identified as early as possible,
converted intointelligence requirements, and
submitted for collection or production as
requestsfor information. A jointintelligence
preparation of the battlespace effort should
beinitiated asearly aspossibletoidentify and
assess possible adversary COAs that could
threaten friendly air mobility operations.
Effective intelligence planning provides
commandersat al levelswiththeintelligence
they need to apply their available forces
wisdly, efficiently, and effectively.

See JP 2-0, Doctrinefor Intelligence Support
to Joint Operations, for more information
regarding intelligence support of air mobility
operations.

6. Operations Security and
Counterintelligence Planning

All information pertainingtoimpending
operations should be classified
appropriately and controlled on a strict
need-to-know basis until the air movement
phase is completed. When feasible, ground
forcesand airlift aircraft should be assembled
at multipleairfieldsto reducetheir signature.
Forces should move to dispersal areas near
air facilities quickly and as late as possible.
Ground forces should also make al possible
preparationsfor loading before they arrive at
the loading site and sequence movement to
these sites so that personnel arrive
immediately after equipment and supplies
have been loaded on the aircraft.
Appropriate deception or misinformation
plans, developed early in the planning
stages, may help conceal or divert attention
from the aircraft and troop movements.
However, these plans should not jeopardize
alternate plans or other operationswithin the
area.

See JP 3-13, Joint Doctrine for Information
Operations, for more detail regarding
infor mation operationssupport of air mobility
operations.

7. Command, Control,
Communications, and
Computers Systems Planning

a. Communication plans should be
developed and coordinated by a joint
communications staff to integrate the
communications capabilities of joint force
components. Theseplansshouldincludeen
route communications procedures and
automated information systems to support
movement reporting, call wordsor call signs,
frequencies, communications equipment and
suppliestobedédlivered, the sequence of their
delivery, and code words for significant
events.

b. The staff can recommend which
component should have responsibility for the
following functions.

e Communications-electronics during
air movement.

« Deveopand maintainacommunications
net for early operationsinthe objective
area.

« Develop and maintain acommunications
net between thedepartureairfiedd and
LZ (or arrival airfield) for airland
operations.

« Edtablishtrangtion criteriatodetermine
whento shift from assault net operations
to normal communications nets.

 Secure rapid, reliablecommunications
from the objective area through the
command, control, communications, and
computers (C4) systems of geographic
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combatant commands and other
headquarters immediately upon the
arrival of airlift personnel;
communications from the joint force
headquarters to and between
component commands; and from
Department of State or other agenciesin
the objective area.

e Formulation, publication, and
distribution of the communications-
eectronicsoperatinginstructionsand
joint communications-electronics
operatinginstructions.

» Relay-type communications for
disseminating intelligence or mission
changes to the airborne force
commanders while they are en route to
the objective area.

» Jamming operations and coordination
to prevent interferencewith friendly C2.

Additional information concerning C4
planning can be found in JP 6-02, Joint
Doctrine for Employment of
Operational/Tacticd Command, Control,
Communications, and Computer
Systems.

8. Logistic Planning

JFC and Servicecomponent commander
responsibilities for the logistic support of
assigned and attached forcesare described in
JP4-0, Doctrinefor Logistic Support of Joint
Operations, and other 4-series joint
publications. Described here are those
considerationsrequiring emphasisinrelation
to airlift operations.

a. Therearemany considerationsthat affect
logigtic planning in air movement operations.
They include the following.

 Aircraft characterigtics, capabilities,
and allocations.

« Airfields, to include capabilities and
limitations, and airland facilities
availablein the departure and objective
aress.

» Engineer effort and equipment
requirements for new construction or
necessary improvements to existing
facilities.

» POL availability.

* Number and location of marshalling
areas and the composition of forces to
be marshalled.

« Jointinspection (JI) requirementsand
sourcing for J-qualified personnel.

 Supplies, equipment, personnel, and
materiel required in the objective area
and requirements for sustainment.

e Type and amount of prestocked, pre-
positioned, and prerigged combat
support supplies.

» Edtimatesof themedical air evacuation
workload.

» Anticipated HNS and measures to
obtain local labor, transportation, and
materiel resources.

» Returning Air Force pallets and tie-
down equipment after air delivery.

* Requirements for the marking (through
AIT) of retrograde movement of
repairable parts and equipment.

» Mail distribution operations.

b. Initial combat requirementsdictatethe
quantity and typeof suppliesand equipment
that theforcescarry. Theserequirementsare
influenced by the handling capability of the
units in the objective area, availability and
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carrying capacity of airlift aircraft, projected
date of linkup or withdrawal, anticipated
weather, and adversary capabilities.
Documentation of supplies delivered to the
airhead facilitates alocation and shifting of
priorities to support planned or unexpected
situations. Use of Service component and
joint ITV systems to provide timely and
accurate| TV.

c. Forces can be resupplied by either
airland or airdrop delivery methods.
Follow-up suppliesare prepared and ddlivered
commensurate with the threat situation and
the handling and transportation capabilities
of the ground forces. The supported
commander is responsible for recovery of
airdropped supplies and equipment and for
the return of critical airdrop rigging
equipment, specificaly parachutes, platforms,
tie-down equipment, and air pallets. The
needsof theforcein the objectiveareashould
betheprincipal consideration. Theaobjective
of delivery operations is to deliver supplies
as close as possible to the using unit.

9. Other Miscellaneous
Planning Factors

a Materid Collection and Classfication
Planning. Because much abandoned or
captured materiel or contaminated equipment
may be usable by friendly forces, ground and
air commandersshould develop plansfor their
retrograde, consistent with the urgency and
length of the primary mission.

b. Planningfor Enemy Prisonersof War.
EPW collection points should belocated near
air terminal facilitiesto aid in air evacuation,
but not so close that they are endangered by
possible adversary targeting.

c. Medical Support Planning. A
complete medical estimate is usually
conducted for each phase of an operation. The
respective Service component medical

planners should conduct detailed medical
supply planning and medical support
operations. Plans should alow for probable
losses of medical equipment and supplies
during delivery into the objective area.
Estimates should be made for replacement
items to cover losses due to battle actions,
evacuation of patients, and other causes. The
evacuating medical activity usually provides
litters, blankets, splints, and other medical
items accompanying patients during
evacuation. Planners responsible for
aeromedical evacuation must ensurethat plans
addressthe requirement to movebiologicaly
or chemically contaminated patients if
directed by the TRANSCOM or geographic
combatant commander.

Additional information regarding
aeromedical evacuation support can befound
in JP 4-02.2, Joint Tactics, Techniques, and
Procedures for Patient Movement in Joint
Operations.

d. Aeromedical Evacuation

« Responsibilities. AE is the rapid
intertheater and intratheater movement
of sick or injured personnd by fixed-
wing aircraft under medical supervision
to appropriate medical care. Movement
within and from Leved 2 is normaly a
Service component responsibility;
however, operationsthat incorporatethe
useof Level 3medical treatment facilities
may require casualty movement from
Level 2and evacuationto Leve 3 by the
joint AE common-user system.

Information on the AE mission, Service
component, and common-user systems,
organizations, and C2 procedures is
containedin JP 4-02, Doctrinefor Hedlth
Service Support in Joint Operations, and
JP 4-02.2, Joint Tactics, Techniques, and
Proceduresfor Patient Movement in Joint
Operations.
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e Common-user Sysem. USTRANSCOM
and thegeographiccombatant commanders
perform common-user AE withavailable
airlift assets. Normally, patients are
evacuated from Echelon 3 to Echelon 4
andfrom Echelon 4 back to CONUS and
other Echelon 5 medical treatment
facilities. However, in selected
circumstances, common-user airlift can
be apportioned to evacuate patientsfrom
asfar forward in atheater asthe aircraft
can operate.

e. Withdrawal or Restaging Plan. The
withdrawal or restaging of forces by air
should bedonel AW thegeneral guidelines
for redeployment and extraction airlift
operations.

* Other specific considerationsthat may be
important to the success of these
operations include the local air
superiority situation and the possible
need for friendly deception. Such

operationsshould mask thesewithdrawa
movements for as long as possible.
Clearly, the likelihood of success will
be increased by conducting these
operations early enough to allow for
comprehensive planning and
organized execution. Once the
appropriate ground force commander
orders an operation and establishes
movement priorities, load plans, and
departure points, the JFACC should
control themovement. TALCEsshould
be placed at the departure points, if
possible.

» Theground force commander should
provide trained loading teams at the
departure points to assist airfield
support unitsin loading and securing
equipment, with technical assistanceand
supervision from Air Force personnel.
Specific withdrawal and equipment
destruction procedures are contained in
appropriate Service manuals.
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CHAPTER VIII
PLANNING CONSIDERATIONS FOR AIRBORNE OR
AIR ASSAULT OPERATIONS

“Anyone who has to fight, even with the most modern weapons, against an
enemy in complete command of the air, fights like a savage against modern
European troops, under the same handicaps and with the same chances of

success.”

1. Planning Sequence

a TheJFCinitiatesairborneand air assault
operations with a planning order to
participating units. The order is distributed
through normal command channels and
pertinent information isissued to subordinate
units. To allow efficient planning, the order
should specify missions, outlinethecommand
structure, and identify participating ground
and air forces. After receipt of an order and
preparation of initial estimatesand studies, the
commanders, staffs, and representatives of
supporting forces meet in ajoint conference
to develop a concept of the operation. The
concept of the operation forms the basis for
the preparation of the commander’s planning
order (guidance) and development of
OPLANsand OPORDs. It should providea
list of forcesin support, aschedule of events,
and state the conditions under which the
operation will begin, be delayed, altered, or
terminated.

b. Airborne, air assault, and air forces use
the sequence of command and staff actions
for planning and troop leading procedures
common to other combat operations (Figure
V1l1-1). Planning steps may be compressed
or conducted concurrently; detailed written
OPLANSs and OPORDs may be supplanted
by standing operating procedure or lessons
learned in previoustraining.

c. Airborne and air assault commanders
begin planning operationswith avisualization
of the ground tactical plan and develop it

Field Marshal Erwin Rommel

through a reverse-planning sequence. The
reverse-planning sequence can be viewed as
a four-step process for airborne operations,
whileair assault operationsmay beconsidered
afive-step planning process (Figure V1I1-2).
Regardless of the planning steps, they both
involve loading forces on aircraft, moving
them to the objective area, landing, and
initiating the ground tactical plan. Forces
providing support of any type, including, but
not limited to airlift, close air support, etc.,
must be part of the process and kept abreast
of changes. Similarly air forces providing
airlift support must keep airborne and air
assaullt forces abreast of changes that will or
could possibly impact on the operation.

2. Planning for Airborneor Air
Assault Operations

From an air mobility aspect, planning for
either of thesetypes of operationsiscomplex
and requires direct liaison and coordination
between the logistic support agencies of the
participating components and other
supporting forces. Joint conferences occur
during the preliminary planning stages and
continue until al joint planning iscompleted
and subordinate force commanders have
completed their respective OPORDS.

a. The complexity of airborne and air
assaullt operations demands great attentionto
detail in the planning process (see Figure
VIlI-3and Figure VI11-4). A unit directed to
plan one or more airborne operations begins
planning immediately and continuesuntil the
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AIRBORNE AND AIR ASSAULT
PLANNING SEQUENCE

Assault Force
Initial Studies
and Estimates

Preparation and
Approval of
Joint Operation

Initial Joint

Coordination
Plans

Airlift Force
Initial Studies
and Estimates

Assault Force
Final Plans

Final Joint
Coordination
and Approval of
Plans by Joint
Force
Commander

Rehearsal

Airlift Force
Final Plans

Figure VIII-1. Airborne and Air Assault Planning Sequence

operationiseither cancelled or executed. The
unit plans its tactical operation within the
limitsof aircraft availability, logistic support,
and knowledge of the projected landing area.
Itiscritical that theair mobility forcestasked
to provide support areinvolved fromtheonset.

b. Tolessenthetimeneededto preparefor
execution of aspecific short-notice operation,
the air assault unit prepares and maintains a
compilation of total airlift capacity
requirements. Aircraft requirements tables
show theaircraft required for best, worst, and
in-between operating conditions. They serve
as a basis for the allocation of aircraft for a
particular short-notice operation.

¢. Theairbornecommander isresponsible
for developing the ground tactical plan,
landing plan, and marshalling plan; theairlift
mission commander develops the air
movement plan in support of the airborne
commander (Figure V1I1-2).

e Ground Tactical Plan. In this plan,
commanders designate missions,
objectives, locations of the airhead line,
reconnai ssance and security forces, task
organization and boundaries, and reserve
forces. Airborne commanders must be
ableto designatetargetsfor engagement
by joint fire support and interdiction to
complement their ground tactical plan.
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PLANNING SEQUENCE

Planning Directive

Airborne
Operations

v
v
v

The JFC, in coordination with the
affected component commanders, should
establishaclearly defined areawherethe
airborne force will be considered the
supported force and will determine the
timing, priority, and effects of fires and
interdiction. They give special
consideration to the assembly and
reorganization of assault forces and the
decentralized nature of initial operations
in the objective area. Parallel
developments of logistic and personnel
planning begin with ground tactical
planning and continue concurrently with
adetailed planning sequencefor landing.

Air Assault
Operations

Ground Tactical Plan
Landing Plan
Air Movement Plan

Loading Plan
Staging Plan

Figure VIII-2. Planning Sequence

v
*
v
!

e Landing Plan. Thelanding planisthe
airbornecommander’splanthat linksthe
air movement planto the ground tactical
plan. In thisplan, commanders specify
sequence, time, method of delivery
(jointly determined with the airlift
mission commander to ensure that
mohility force capabilitiesand limitations
are considered), troop destination, and
materid inthe objective areasto support
the scheme of maneuver. The goal isto
get theright unit to theright placeinthe
right order to properly executetheground
tactical plan. A techniqueto provideand
verify information of the projected
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ELEMENTS OF AIRBORNE PLANNING
(REVERSE-PLANNING SEQUENCE)

MARSHALLING PLAN

GROUND TACTICAL PLAN

Assault objectives and airhead line
Reconnaissance and security forces

Movement to the marshalling area
Passive defensive measures
Dispersal procedures
Departure airfields
Marshalling camp operations
Briefback schedule
Preparation for combat
Communications

?

AIR MOVEMENT PLAN

Departure airfields
Aircraft by serial number
Parking diagram

Air movement tables and flight routes

Unit providing aircraft

Boundaries
Task organization
Designation of reserve

Accompanying, follow up, routine supplies

v

LANDING PLAN

Drop zone and/or landing zone
locations and descriptions

Sequence of delivery
Method of delivery
Place of delivery
Time of delivery
Assembly plan
Type landing plan worksheet

<_|

Figure VIII-3. Elements of Airborne Planning (Reverse-Planning Sequence)

landing areaand to facilitate the landing
and ground tectica plans is the use of
thejoint airbor neadvance party.

Air Movement Plan. Theair movement
plan is the airlift mission commander’s
plan to deliver the airborne force to the
objectiveareal AW theairbornemission
commander’soveral plan. It should be
devel oped in close coordination with the
JFACC, the DIRMOBFOR, the AMD
within AOC, and the ground force
commander.

Marshalling Plan. This plan is
developed last in the reverse-planning
processand isbased onthe requirements
of theother plans. It providesthe needed
information and procedures for units of

theairborneforceto preparefor combat,
move to departure airfields, and load
aircraft. The marshalling plan also
provides detailed instructions for
facilities and services needed during
marshalling.

If airdrop is part of the operation,
platform loads are prepared during
marshalling. When planning the
preparation and marshalling of platform
loads, the following factors should be
anticipated:

s additional lead-time may berequired;
s skilled rigging supervisionisneeded;

s MHE may berequired; and
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AIR ASSAULT PLANNING ELEMENTS
(REVERSE-PLANNING SEQUENCE)

STAGING PLAN

Arrival times of troops, equipment,
and supplies at pickup zone

Pickup zone organization

?

LOADING PLAN

Coordinating requirements
Pickup zones
Movement to pickup zones
Airloading table
Load plan
Aircraft bump plan
Lifts, serials, and loads
Sequence of departure

AIR MOVEMENT PLAN

Flight routes and corridors
Air movement table
En route formations
Terrain flight modes
Supporting fires
Air movement timing

GROUND TACTICAL PLAN

Missions and methods of employment

Scheme of maneuver

Graphic control measures and boundaries

Task organization
Command relationships
Reserves
Fire support

v

LANDING PLAN

Landing zone locations and descriptions

Landing formations

Approach and departure routes
Fires to support the landing plan

— |

Figure VIII-4. Air Assault Planning Elements (Reverse-Planning Sequence)

s adequate facilities, to include a
relatively clean and illuminated rigging
area, should be provided if tactically
feasible.

 LoadingPlan. Theloading planisbased
ontheair movement plan. It ensuresthat
troops, equipment, and supplies are
loaded on the correct aircraft. Unit
integrity is maintained when aircraft
loads are planned. However, assault
forces and equipment should always be
cross-loaded so that sufficient C2 assets

and combat power arriveat theLZ ready
to fight should one or more aircraft fail
toreachtheLZ. Aircraft loads are also
placed in priority to establish a bump
plan, i.e, to ensure that essential troops
and equipment are loaded ahead of less
critical loadsin caseaircraft break down,
do not arrive in time, or are not
configured properly. Planning must
cover the organization and operation of
the pickup zone (PZ), including load
positions, day and night markings, and
communications. The loading plan is
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Airborne units arrive at the landing zones prepared to execute

T et

s

i T P T

ground tactical plans.

most important when mixing internal and
external loads and/or when mixing
aircraft types.

Staging Plan. Thestaging planisbased
on the loading plan and prescribes the
arrival time of ground units (troops,
equipment, and supplies) at thePZ inthe
proper order for movement. Loadsmust
be ready before aircraft arrive at the PZ;
usualy, ground units should be in PZ
postureat least 15 minutesbeforeaircraft
arrive. Thestaging plan also restatesthe
PZ organization, definesflight routesto
the PZ, and provides instructions for
linkup of dl aviation elements. Air-to-
air linkup of aviation units should be
avoided, especidly at night when night
vision goggles are being used.

d. AirgpaceControl. Airspace control is
accomplishedjointly. Itis, therefore, prudent
during airborne and/or air assault operations
to ensure adequate protection of marshalling
areas, resupply airfields, and theairhead once
established. Theairborneand air assault force
conducts operations with short-range air
defensesystems. Astheairhead isexpanded
during airborne operations, additional high-
to-medium air defenseisestablished and must

be linked to the area air defense commander
(AADC). Joint forcesprovide air defenseto
theairborne and/or air assault operation with
SEAD and defensive counterair as well as
offensive counterair missionscoordinated and
controlled by the JFACC through the JAOC.
Inajoint smultaneousoperation (amphibious,
airborne, and/or air assault) the JFACC will
normally be designated the AADC by the JFC.

JP 3-52, Doctrinefor Joint Airspace Control
in the Combat Zone, provides further
guidance on the AADC.

For further information onterminal airspace
control TTP, see ALSA Center publication,
Multiservice Proceduresfor Joint Air Traffic
Control, also referenced as FM 100-104,
MCRP 3-25A, NWP 3-56.3, and AFTTP(I)
3-2.23.

e. Logigtics. Such operations should be
performedin asroutineamanner aspossible.
Airborne and air assault operations are
primarily focused at the operational and
tactica levels of logistic support. Because
the Army classifiestheir suppliesby category,
these supplies should be identified in the
TPFDD and scheduled accordingly.
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Airborne and air assault operations are primarily focused at the operational
and tactical levels of logistic support.

» Accompanying supplies are those that
are taken into the airhead by the assault
and follow-on forces and include those

» Routine supplies are requested and
dedlivered by normal supply procedures.
The delivery begins depending on the

supplies that are airdropped with the
deploying unit.

Follow-on supplies include all classes
of supply and are air delivered after the

tactical situation and the supply statusof
theforce. Aftertheinitid assault, airland
is generally preferred over airdrop
because of its larger payload delivery
capability and increased throughput.

initial assault. They are usually
prepackaged, rigged, and stored for
immediate distribution on request.
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APPENDIX A
BRIEFING FOR AIRBORNE OPERATIONS

The following is a guide from which  ¢. Windsat drop altitude.
briefing officers may prepare outlines using
those items that apply to the particular  d. Mean effective wind over the DZ and/
operation. Thejoint force operations officer or LZ.
conducts the briefing with the assistance of
other joint and component staff officersas e, Weather along proposed routes.
indicated. Beforethebriefingbegins, briefing
officers should distribute folders containing  f. Winds along proposed routes.
forms, maps, imagery, and other reference

material required for the operation. 0. Weather at return base.
1. Commanding Officer 3. Intelligence Officer
a. Introduction of unit commanders. a Air station.
b. Concept of the operation. b. Adversary capahilities.
¢. D-day and H-hour. c. Aircraft.
d. Airlift units participating. d. SAM and anti-aircraft artillery.

e. Number of transport aircraft e Areasof expected small amsfire.
participating.
f. Security.
f. Airfieldsto be used.
0. Evasion and escape.
0. Generd location of DZsand LZs.
h. Procedures.
h. General airdrop procedures.
i. Navigationaids.
i. Alternate objective areas.
j- Routesand tactics.
j- Recall procedures.
k. Information operationswarfare.
2. Weather Officer (Air Force)
[. Survival.
a General weather trends.
m. Challenge and countersign signals.
b. Weather over DZsand LZs, with specia
emphasisonvishility, cloudbase, andsurface  n. Intelligence debriefing.
wind.
0. Intelligence reportsrequired.
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4.

Operations Officer (Air
Force)

a. Marshdling.

Departure airfidds.
Aircraft parking plan.
Aircraft chalk numbers.

Vehicleroutes to be used on airfields.

b. Aircraft loading and enplaning.

C

d

Total number of personnel and total
amount of cargo.

Specific loads designated by chalk
number.

Type of parachutes, equipment, and
weight loads for heavy drop aircraft.

. Loadingtimes.
. Collection of load manifests.
€. Sequenceof flight.

Description of serialsby number or letter.

Serial commanders and deputy
commanders.

Sequence of flightsby seridls.
Types of formations to be used.
Position of aircraft in formation.
Runwaysto be used.

Taxi routes.

Aircrew stations and time at aircraft.

Start enginestime.
Taxi time.

Abort procedures.
Takeoff time.
Time over target.

Time of return to departure airfield or
home base.

. Spareaircraft.

Parking plan for spare aircraft.
Proceduresto be used.
Takeoff and form-up procedures.

Navigation Officer (Air
Force)

a Routes.

Courses, tracks, times, and distances.
Departure point.

Force rendezvous.

Initial point.

Line of flight over DZ and/or LZ.
Return route.

Last point of interception of force

formation for aircraft having delayed
takeoffs.

b. Navigationaids.

En route.

A-2
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Briefing for Airborne Operations

OntheDZ and/or LZ (electronic and/or
visual).

¢. Altitudes, airgpeeds, and pressure setting
procedures.

Form up.
Routes.
Runin.
Drop.
Return.
Turn off DZ.

Alternate DZ or LZ information for
above steps as applicable.

Time check.

Communications and Signals
Officer

a. Cdl signand call words.

b
C
d
e

7.

. Frequencies.

. Radiosilence.

. Proceduresfor emergencies.
. Security and codes.

Operations Officer (Air
Force Special Tacticsor
Supported Unit)

a. Signalsfor dropping.

b

C

. Drop or landing procedures.

. DZsand LZs.

d. Identification features as seen from the
ar.

e. Specified areas of DZ on which each
serial isto drop.

f. Specified areafor different landings.
g. Visua aidson DZs.
h. Alternate DZ or LZ if appropriate.

8. Operations Officer (Air
Force)

a. Emergency procedures.

* Abandon aircraft.

* Crash or emergency landing.

« Ditching.

» Emergency airfidlds.

* Search and rescuefecilities.

» Savoaress.

» Escort and/or cover by fighter aircraft.
» Number and type.
 Rendezvous point with formation.
* Fighter tactics.

 Landing and parking after return from
mission.

 Formation recovery (ped-off and pattern
for landing).

* Taxi route and parking plan.
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Time for final pilot briefing prior to  « Required reports.
“station time” for last minute
information. * Questions pertaining to briefing.

Responsibility of pilots for passenger 9. Tactical Operations

briefing after enplaning. (Supported Unit)
 Signasfor drop. a. Airborne unit involved.
« Emergency procedures.  Tactica Plan.
* Flight safety rules. « Landing plan.
b. Miscellaneous. * DZsand LZs.
« Additiond briefing or critiques. * Terrainfeatures.
* Meds. » Size
« Transportation. b. Ground intelligence pertaining to DZ
and/or LZ.

Time for completion of aircraft

serviceability check or pre-flight check. ¢. Groundinformation desiredin postflight
debriefing.

Reporting mai ntenance problemsbefore

engine start, prior to taxi, and prior to  d. Disposal of returned personnel or

takeoff. equipment.
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ADMINISTRATIVE INSTRUCTIONS

1. User Comments

Usersin the field are highly encouraged to submit comments on this publication to:
Commander, United States Joint Forces Command, Joint Warfighting Center Code JW100,
116 Lake View Parkway, Suffolk, VA 23435-2697. These comments should address
content (accuracy, usefulness, consistency, and organization), writing, and appearance.
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The lead agent for this publication is the US Transportation Command. The Joint Staff
doctrine sponsor for this publication is the Director for Operations (J-3).
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Force Development (J-7), JDETD, 7000 Joint Staff Pentagon, Washington, DC
20318-7000, with info copies to the USIFCOM JWFC.

b. When a Joint Staff directorate submits a proposal to the Chairman of the Joint
Chiefs of Staff that would change source document information reflected in this
publication, that directorate will include a proposed change to this publication as an
enclosuretoitsproposal. TheMilitary Servicesand other organizations are requested
to notify the Director, J-7, Joint Staff, when changes to source documents reflected in
this publication areinitiated.

¢. Record of Changes:

CHANGE  COPY DATEOF DATE POSTED
NUMBER NUMBER CHANGE ENTERED BY REMARKS
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publication is not available from the Service.
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the combatant commands, Services, and Joint Staff. Release of any classified joint
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local embassy (Defense Attaché Office) to DIA Foreign Liaison Office, PSS, PO-FL,
Room 1A674, Pentagon, Washington, DC 20301-7400.
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1655 Woodson Road
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St. Louis, MO 63114-6181
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2800 Eastern Boulevard
Baltimore, MD 21220-2896
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700 Robbins Avenue
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Philadelphia, PA 19111-5099

Marine Corps:  Commander (Attn: Publications)
814 Radford Blvd, Suite 20321
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Suffolk, VA 23435-2697

d. Local reproduction is authorized and access to unclassified publications is
unrestricted. However, access to and reproduction authorization for classified joint
publications must be in accordance with DOD Regulation 5200.1-R, Information
Security Program.
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GLOSSARY
PART I — ABBREVIATIONS AND ACRONYMS

AACG arrival airfield control group

AADC area air defense commander

ABCCC airborne battlefield command and control center
ACL allowable cabin load

A/DACG arrival/departure airfield control group
AE aeromedical evacuation

AECT aeromedical evacuation control team
AFCC Air Force component commander
AFRC Air Force Reserve Command

AFTTP Air Force technical training publication
AIS automated information system

AIT automatic identification technology
ALCF airlift control flight

ALCS airlift control squadron

ALOC air line of communications

ALSA air land sea application

ALTRV altitude reservation

AMC Air Mobility Command

AMD air mobility division

AME air mobility element

AMOCC Air Mobility Operations Control Center
AMOG air mobility operations group

AMOS air mobility operations squadron

AMS air mobility squadron

AMX air mobility express

ANG Air National Guard

AOC air operations center

AOR area of responsibility

APOD aerial port of debarkation

APOE aerial port of embarkation

AR air refueling

ARFOR Army Forces

ATC air traffic control

ATO air tasking order

AWACS Airborne Warning and Control System
BCD battlefield coordination detachment

C2 command and control

3 command, control, and communications
4 command, control, communications, and computers
CCT combat control team

CDS container delivery system

CJCS Chairman of the Joint Chiefs of Staff
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CJCSI

CJTF

COA
COCOM
COMAFFOR
CONUS
CRAF

CRC

CSAR

DACG
DIRMOBFOR
DOD

DTS

DV

Dz

DZC

DZSO

DZST

DZSTL

EMCON
EPW

FM
FOB

GAMSS
GATES
GDSS
GLO
GRL
GTN

HNS

IAW
ICAO
ISB
Imv

J-3

J-4
JA/ATT
JAOC
JCS
JCSE

Chairman of the Joint Chiefs of Staff Instruction
commander, joint task force

course of action

combatant command (command authority)
commander, Air Force forces

continental United States

civil reserve air fleet

control and reporting center

combat search and rescue

departure airfield control group
Director of Mobility Forces
Department of Defense
Defense Transportation System
distinguished visitor

drop zone

drop zone controller

drop zone safety officer

drop zone support team

drop zone support team leader

emissions control
enemy prisoner of war

field manual
forward operating base

Global Air Mobility Support System

Global Air Transportation Execution System
Global Decision Support System

ground liaison officer

global reach laydown

Global Transportation Network

host nation
host-nation support

in accordance with

International Civil Aviation Organization
intermediate staging base

in-transit visibility

operations directorate of a joint staff
logistics directorate of a joint staff

joint airborne and air transportability training
joint air operations center

Joint Chiefs of Staff

joint communications support element
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JFACC
JFC
JFSOCC
JI
IMC
JOA
JOPES
JP
JRSOI
JTB
JTF
JTTP

LNO
LRST
LZ

MAF
MAGTF
MCC
MCRP
MHE
MOA
MOG
MOOTW
MRT
MSE
MST

NAF
NAMS
NAVAID
NEO
NGO
NWP

O0&M
OCONUS
OPCON
OPLAN
OPORD
OPSEC
OSA

PACAF
PI

PJ
PMCT

joint force air component commander

joint force commander

joint forces special operations component commander
joint inspection

joint movement center

joint operations area

Joint Operation Planning and Execution System

joint publication

joint reception, staging, onward movement, and integration
Joint Transportation Board

joint task force

joint tactics, techniques, and procedures

liaison officer
long-range surveillance team
landing zone

mobility air forces

Marine air-ground task force
mobility control center

Marine Corps reference publication
materials handling equipment
memorandum of agreement
maximum (aircraft) on the ground
military operations other than war
maintenance recovery team
mission support element

mission support team

numbered air force

National Air Mobility System
navigation aid

noncombatant evacuation operation
nongovernmental organization
Naval warfare publication

operations and maintenance

outside the continental United States
operational control

operation plan

operation order

operations security

operational support airlift

Pacific Air Forces

point of impact

pararescue jumper

port movement control team
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PMR
PMRC
POE
POL
PR

PZ

SAAF
SAAM
SAM
SEAD
SecDef
SECOMP
SIOP
SOF

ST

STT

TAC
TACC
TACON
TACP
TACS
TACT
TALCE
TALO
TAMCA
TC-AIMS

TOC
TPFDD
TTP
TWCF

USAF
USAFE
USC
USEUCOM
USG
USJFCOM
USMC
USN
USSOCOM
USTRANSCOM
UTC

patient movement requirement
patient movement requirement center
port of embarkation

petroleum, oils, and lubricants
Phoenix Raven

pickup zone

small austere airfield

special assignment airlift mission

special airlift mission

suppression of enemy air defenses
Secretary of Defense

secure en route communications package
Single Integrated Operational Plan
special operations forces

special tactics

special tactics team

terminal attack control

tanker/airlift control center (USAF)

tactical control

tactical air control party

Theater Air Control System

tactical aviation control team

tanker airlift control element

theater airlift liaison officer

theater army movement control agency

Transportation Coordinator’s Automated Information for
Movement System

tactical operations center

time-phased force and deployment data

tactics, techniques, and procedures

Transportation Working Capital Fund

United States Air Force

United States Air Forces, Europe
United States Code

United States European Command
United States Government

United States Joint Forces Command
United States Marine Corps

United States Navy

United States Special Operations Command
United States Transportation Command
unit type code
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WMD weapons of mass destruction
WOC wing operations center
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PART Il — TERMS AND DEFINITIONS

accompanying supplies. Unit suppliesthat aeromedical evacuation cell. The interface

deploy withforces. (JP1-02)

adminigtrativecontrol. Directionor exercise

of authority over subordinate or other
organizations in respect to administration
and support, including organization of
Service forces, control of resources and
equipment, personnel management, unit
logistics, individual and unit training,
readiness, mobilization, demobilization,
discipline, and other matters not included
in the operational missions of the
subordinate or other organizations. Also
caled ADCON. (JP1-02)

adver sewesather aerial ddivery sysem. The
precise ddlivery of personnel, equipment,
and supplies during adverse weather, using
a self-contained aircraft instrumentation
systemwithout artificial ground assistance,
or the use of ground navigational aids.
Also called AWADS. (JP1-02)

aerial port. An airfield that has been
designated for the sustained air movement
of personnel and materiel as well as an
authorized port for entrance into or
departure from the country where located.
Alsocaled APORT. (JP1-02)

aerial port control center. The agency
respons blefor the management and control
of all aerial port resources and for the
receipt and dissemination of al airlift
requirements received from the airlift
control team asthejoint forcecommander’s
agent. Also called APCC. (Thistermand
its definition modify the existing term and
itsdefinition and areapproved for inclusion
inthenext edition of JP1-02.)

aeromedical evacuation. The movement of

patients under medical supervision to and
between medical treatment facilitiesby air
transportation. Alsocaled AE. (JP1-02)

between validation and execution; an
aeromedical evacuation cdl is established
inthetanker airlift control center/air mobility
operationscontrol center. Theaeromedical
evacuation cell provides the critical link
between command and control, operations,
and medical direction. It performs
operationa mission planning, tasking, and
scheduling, and mission monitoring of airlift
and aeromedical evacuation assets to
support patient movement in coordination
with the patient movement reguirement
center. (Approvedforinclusioninthenext
edition of JP1-02.)

aeromedical evacuation control officer. An

officer of the air transport force or air
command contralling the flow of patients
by air. (JP1-02)

aeromedical evacuation control team. A cdll

within the air operations center and one of
the core teamsin the air mobility division.
Provides command and control for theater
aeromedical evacuation elements. It is
responsibletothedirector of mobility forces
for current aeromedical evacuation
operational planning and mission
execution. The aeromedical evacuation
control team analyzes patient movement
requirements; coordinates airlift to meet
aeromedical evacuation requirements; tasks
the appropriate aeromedical evacuation
elements including special medical
requirements, when necessary; and passes
mission information to the patient
movement requirement center. Also called
AECT. (Approvedforinclusoninthenext
edition of JP1-02.)

aeromedical evacuation system. A system

that provides: a control of patient movement
by air transport; b. specialized medical
aircrew, medical crew augmentees, and
speciaty medical attendantsand equi pment
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for inflight medical care; c. facilitiesonor
in the vicinity of air strips and air bases
for the limited medical care of intransit
patients entering, en route via, or leaving
the system; and d. communication with
originating, destination, and en route
medical facilities concerning patient
transportation. Alsocalled AES. (JP1-02)

airborne. 1. In relation to personne, troops
especially trained to effect, following
transport by air, an assault debarkation,
either by parachuting or touchdown. 2. In
relation to equipment, pieces of equipment
that have been especialy designed for use
by airbornetroopsduring or after an assault
debarkation. It also designates some
aeronautical equipment used to accomplish
a particular mission. 3. When applied to
meateriel, itemsthat form anintegral part of
theaircraft. 4. Thestateof anaircraft, from
theinstant it becomes entirely sustained by
air until it ceases to be so sustained. A
lighter-than-air aircraft isnot considered to
be airborne when it is attached to the
ground, except that moored balloons are
airborne whenever sent aloft. Also caled
ABN. (P1-02)

airborneoperation. Anoperationinvolving
the air movement into an objective area of
combat forcesand their logistic support for
execution of a tactical, operational, or
strategic mission.  The means employed
may be any combination of airborne units,
air transportable units, and types of
transport aircraft, depending onthemission
and the overall Situation. (JP 1-02)

air delivery. See airdrop; air landed; air
movement; air supply. (JP1-02)

air delivery container. A ding, bag, or roll,
usually of canvas or webbing, designed to
hold suppliesand equipment for air delivery.
(P1-02)

air delivery eguipment. Special items of
equipment (such asparachutes, air delivery
containers, platforms, tie downs, and
related items) used in air delivery of
personnel, supplies, and equipment.
(JP1-02)

air direct delivery. The intertheater air
movement of cargo or personnel from an
airlift point of embarkation to a point as
close as practicable to the user’s specified
final destination, thereby minimizing
transshipment requirements. Air direct
delivery eliminatesthetraditiona Air Force
two step intertheater and intratheater airlift
transshipment missonmix. (Thistermand
its definition modify the existing term and
itsdefinition and are approved for inclusion
inthe next edition of JP1-02.)

airdrop. The unloading of personnel or
materiel fromaircraftinflight. Seealsoair
movement; high velocity drop; low velocity
drop. (JP1-02)

air facility. An ingalation from which air
operations may be or are being conducted.
See dso facility. (JP 1-02)

airfield. An area prepared for the
accommodation (including any buildings,
ingtallations, and equipment), landing, and
takeoff of aircraft. (JP1-02)

airhead. 1. A designated areain ahostile or
threatened territory which, when seized and
held, ensuresthe continuousair landing of
troops and materiel and provides the
maneuver space necessary for projected
operations. Normally itistheareaseizedin
the assault phase of an airborne operation.
2. A designated location in an area of
operations used as a base for supply and
evacuaion by air. (JP1-02)

air landed. Moved by air and disembarked, or
unloaded, after the aircraft has landed or
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whileahdlicopter ishovering. Seedsoair
movement. (JP1-02)

air landed operation. Anoperationinvolving
movement by air with a designated
degtination for further ground deployment
of units and personnel and/or further
ground digtribution of supplies. (Thisterm
and its definition modify the existing term
and its definition and are approved for
inclusioninthenext edition of JP1-02.)

airlift capability. Thetota capacity expressed
in terms of number of passengers and/or
weight/cubic displacement of cargo that can
be carried at any one time to a given
dedtination by availableairlift. Seedsoairlift
requirement. (JP1-02)

airlift control team. A cel within the air
operations center and one of the coreteams
intheair mobility divison. Theairlift control
team brings intratheater airlift functional
expertise from the theater organizationsto
plan, coordinate, manage, and execute
intratheater airlift operationsin the area of
responsibility and joint operations area for
the joint force air component commande.
US Transportation Command and Air
Mobility Command may augment theairlift
control teamwithintrathester airlift expertise.
These two sources of airlift expertise
integrate into a single airlift control team
withintheair mobility divison. Alsocalled
ALCT. (Approvedforinclusioninthenext
edition of JP1-02.)

airlift misson commander. A commander
designated when airlift aircraft are
participating in airlift operations specified
in the implementing directive. The airlift
mission commander is usualy designated
by the commander of the deployed airlift
unit, but may be selected by the Air Force
component commander or joint force air
component commander depending on the
nature of themission. (JP1-02)

airlift requirement. The total number of
passengers and/or  weight/cubic
displacement of cargo required to becarried
by air for a specific task. See aso airlift

capability. (JP1-02)

air logistic support operation. An air
operation, excluding an airborne operation,
conducted within atheater to distributeand
recover personnel, equipment, and
supplies. (JP1-02)

air mobility. The rapid movement of
personnel, materiel and forcesto and from
or within a theater by air. This includes
bothairliftand air refueling. (Thistermand
its definition modify the existing term
"airmobility" and its definition and are
approved for inclusion in the next edition
of P1-02)

Air Mobility Command. The Air Force
component command of the US
Transportation Command. Also called
AMC. (P 1-02)

air mobility control team. A cdl withintheair
operations center and one of the coreteams
intheair mohility divison. Theair mobility
control team isthe centralized source of air
mobility command, control, and
communicationsfor thedirector of mobility
forces during mission execution. The
director of mobility forces uses the air
mobility control team to direct (or redirect
as required) air mobility forces in concert
with other air and space forces to respond
to requirement changes, higher priorities,
orimmediateexecution limitations. Theair
mobility control team deconflicts al air
mobility operationsinto, out of, and within
theareaof respongbility or joint operations
area. Theair mobility control teammaintains
execution process and communications
connectivity for tasking, coordination, and
flight withtheair operations center’scombat
operationsdivision, subordinateair mohility
units, and mission forces. Also called
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AMCT. (Approved forinclusoninthenext
edition of JP1-02.)

air mobility division. Located in the air
operations center to plan, coordinate, task,
and execute the air mobility mission.
Consists of the air mobility control team,
airlift control team, aerial refueling control
team, aeromedical evacuation control team,
and the air mobility element. Coordinates
with the joint force commander’s
movement requirements and control
authority, the theater Air Mobility
Operations Contral Center, if established,
and the Air Mobility Command'’s tanker
airlift control center asrequired. Alsocaled
AMD. (Thistermand itsdefinition modify
the existing term and its definition and are
approved for inclusion in the next edition
of P1-02)

air mobility dement. Theair mobility dement
provides air mobility integration and
coordination of US Transportation
Command-assigned air mobility forces.
Theair mobility element receivesdirection
from the director of mobility forcesand is
the primary teamfor providing coordination
with thetanker/airlift control center. Direct
delivery interthester air mobility missions,
if required, will be coordinated through the
air mobility divison and tasked by the Air
Mobility Command tanker/airlift control
center. The tanker/airlift control center
commander maintains operational control
of direct delivery missionsduring execution.
The air mobility element ensures the
integration of intertheater air mobility
missions with theater air and space
operations planning. Also called AME.
(This term and its definition modify the
existing term and its definition and are
approved for inclusion in the next edition
of JP1-02)

air mobility express. Anexpressairlift system
that is activated when Department of
Defense requirements dictate. It is

comprised of express carrier aircraft and
related continental United States
infrestructure, Air Mobility Commandairlift,
and an in-thester rapid distribution system.
Alsocaled AMX. (Approvedforincluson
inthe next edition of JP1-02.)

air movement. Air transport of units,

personnel, supplies, and equipment
including airdrops and air landings. See
also airdrop. (Thisterm and its definition
modify the existing term and its definition
and are approved for inclusion in the next
edition of JP1-02.)

air operations center. The principal air

operations installation from which aircraft
and air warning functions of combat air
operations are directed, controlled, and
executed. Itisthe senior agency of the Air
Force Component Commander fromwhich
command and control of air operationsare
coordinated with other components and
Services, Also called AOC. (JP1-02)

air refuding. Thecapahility torefue aircraft

inflight, which extends presence, increases
range, and servesasaforcemultiplier. Also
caled AR. (JP 1-02)

air refueling control team. A cell withinthe

air operations center and one of the core
teamsin the air mobility division. Part of
the air operations center that coordinates
aerial refueling planning, tasking, and
scheduling to support combat air operations
or to support a strategic airbridge within
the area of responsbility or joint area of
operations. Alsocalled ARCT. (Approved
forinclusoninthenext edition of JP1-02.)

air supply. Thedelivery of cargo by airdrop

or air landing. (JP 1-02)

air terminal. A facility on an arfield that

functions as an air transportation hub and
accommodates the loading and unloading
of arlift aircraft and theintransit processing
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of traffic. Theairfield may or may not be
designated an aerid port. (JP1-02)

alertorder. 1. A crigsaction planningdirective
from the Secretary of Defense, issued by
the Chairman of the Joint Chiefs of Staff,
that provides essential guidance for
planning and directs the initiation of
execution planning for the selected course
of action authorized by the Secretary of
Defense. 2. A planning directive that
provides essential planning guidance and
directsthe initiation of execution planning
after the directing authority approves a
military course of action. An alert order
does not authorize execution of the
approved course of action. Seealso course
of action; crisisaction planning; execution
planning. (JP 1-02)

allocation (air). The trandation of the air
apportionment decision into total numbers
of sorties by aircraft typeavailablefor each
operation or task. See also allocation.
(JP1-02

allocation (transgportation). Distribution by
designated authority of available transport
capability to users. (This term and its
definition modify the existing term and its
definitionand are approved forinclusionin
thenext edition of JP1-02.)

allowablecabin load. Themaximum payload
that can be carried on an individual sortie.
Also caled ACL. (JP1-02)

allowableload. Thetotal load that an aircraft
can transport over a given distance, taking
into account weight and volume. (JP 1-02)

chalk number. The number given to a
complete load and to the transporting
carrier. (JP1-02)

changeof operational control. Thedateand
time (Coordinated Universal Time) at
which a force or unit is reassigned or

atached from one commander to another
wherethe gaining commander will exercise
operaiona control over that force or unit.
Also called CHOP. See aso operational
control. (JP 1-02)

channel airlift. Common-user airlift service
provided on aschedul ed basi s between two
points. There are two types of channel
airlift. A requirements channel servestwo
or more points on a scheduled basis
depending upon the volume of traffic; a
frequency channel is timed-based and
serves two or more points at regular
intervals. (JP1-02)

civil reserve air fleet. A program in which
the Department of Defense contractsfor the
sarvicesof specificareraft, ownedby a US
entity or citizen, during national
emergencies and defense-oriented
situations when expanded civil
augmentation of military airlift activity is
required. These aircraft are dlocated, in
accordance with Department of Defense
requirements, to segments, according to
their capabilities, such asinternational long
range and short range cargo and passenger
sections, national (domestic and Alaskan
sections) and aeromedical evacuation and
other ssgmentsas may bemutudly agreed
upon by the Department of Defense and
the Department of Transportation. Also
called CRAF. Seedsoresarve. (Thisterm
and its definition modify the existing term
and its definition and are approved for
inclusioninthenext edition of JP 1-02.)

combatant command. A unified or specified
command with abroad continuing mission
under asingle commander established and
so designated by the President, through the
Secretary of Defense and with the advice
and ass stance of the Chairman of the Joint
Chiefs of Staff. Combatant commands
typicaly have geographic or functional
responsibilities. See also specified
command; unified command. (JP1-02)
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combatant command (command authority).
Nontransferable command authority
established by title 10 (“Armed Forces’),
United States Code, section 164, exercised
only by commandersof unified or specified
combatant commands unless otherwise
directed by the President or the Secretary
of Defense. Combatant command
(command authority) cannot be delegated
and is the authority of a combatant
commander to perform those functions of
command over assigned forces involving
organizing and employing commands and
forces, assigning tasks, designating
objectives, and giving authoritative
direction over all aspects of military
operations, joint training, and logistics
necessary to accomplish the missions
assigned to the command. Combatant
command (command authority) should be
exercised through the commanders of
subordinate organizations. Normdly this
authority is exercised through subordinate
joint force commandersand Service and/or
functional component commanders.
Combatant command (command authority)
provides full authority to organize and
employ commands and forces as the
combatant commander considers
necessary to accomplish assigned
missions. Operational control isinherent
in combatant command (command
authority). Alsocalled COCOM. Seealso
combatant command; combatant
commander; operational control; tactical
control. (JP1-02)

combatant commander. A commander of one

of the unified or specified combatant
commands established by the President.
Seealso combatant command. (Thisterm
and its definition modify the existing term
and its definition and are approved for
inclusioninthenext edition of JP1-02.)

combat loading. The arrangement of
personnd and the stowage of equipment
and supplies in a manner designed to

conformtotheanticipated tactical operation
of the organization embarked. Each
individual item is stowed so that it can be
unloaded at the required time. (JP 1-02)

command and control. The exercise of
authority and direction by a properly
designated commander over assigned and
attached forces in the accomplishment of
the mission. Command and control
functions are performed through an
arrangement of personnel, equipment,
communications, facilities, and procedures
employed by a commander in planning,
directing, coordinating, and controlling
forces and operations in the
accomplishment of themission. Alsocaled
C2. (JP1-02)

command and control system. The
facilities, equipment, communications,
procedures, and personnel essential to a
commander for planning, directing, and
controlling operations of assigned forces
pursuant tothemissionsassigned. (JP1-02)

common use. Services, materid, or facilities
provided by a Department of Defense
agency or a Military Department on a
common basisfor two or more Department
of Defense agencies, elements, or other
organizationsasdirected. (JP1-02)

common-user airlift service. The airlift
service provided on acommon basisfor al
Department of Defense agencies and, as
authorized, for other agencies of the US
Government. (JP1-02)

common-user transportation. Trangportation
and transportation services provided on a
common basisfor two or more Department
of Defense (DOD) agencies and, as
authorized non-DOD agencies. Common-
user assets are under the combatant
command (command authority) of the
Commander , US Trangportation Command,
excluding Service-unique or theater-
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assigned transportation assets. See also
common use. (Thisterm and itsdefinition
modify the existing term and its definition
and are approved for inclusion in the next
edition of JP1-02.)

continental United States. United States

territory, including the adjacent territorial
waters, located within North America
between Canadaand Mexico. Also cdled
CONUS. (JP1-02)

coordinating authority. A commander or
individual assigned responsibility for
coordinating specific functionsor activities
involving forces of two or more Military
Departments, two or more joint force
components, or two or more forces of the
same Sarvice. Thecommander or individua
has the authority to require consultation
between the agencies involved, but does
not havetheauthority to compel agreement.
Intheevent that essential agreement cannot
be obtained, the matter shall be referred to
the appointing authority. Coordinating
authority isaconsultation relationship, not
an authority through which command may
beexercised. Coordinating authority ismore
applicableto planning and similar activities
thanto operations. (JP 1-02)

CORONET. A peacetime movement of air
forcesin support of rotations, exercises, or
aircraft movements for logistic purposes.
(Thisterm and its definition are applicable
only in the context of this publication and
should not bereferenced outsidethe context
of P3-17.)

courseof action. 1. Any sequenceof activities
that an individual or unit may follow. 2. A
possible plan open to an individual or
commander that would accomplish, or is
related to the accomplishment of the
mission. 3. The scheme adopted to
accomplish a job or mission. 4. A line of
conduct in an engagement. 5. A product of
the Joint Operation Planning and Execution

System concept development phase. Also
caled COA. (JP1-02)

criss. Anincident or Situation involving a

threat to the United States, its territories,
citizens, military forces, possessions, or
vital interests that develops rapidly and
creates a condition of such diplomatic,
economic, politica, or military importance
that commitment of USmilitary forcesand
resources is contemplated in order to
achieve national objectives. (JP1-02)

crisgsaction planning. 1. The Joint Operation

Planning and Execution System process
involving the time-sensitive development
of joint operation plans and orders in
responsetoan imminent crisis. Crisisaction
planning follows prescribed crisis action
proceduresto formulate and implement an
effective response within the time frame
permitted by thecrisis. 2. Thetime-sensitive
planning for the depl oyment, employment,
and sustainment of assigned and allocated
forces and resources that occurs in
response to a situation that may result in
actual military operations. Crisis action
planners base their plan on the
circumstances that exist at the time
planning occurs. Alsocalled CAP. Seedso
Joint Operation Planning and Execution
System. (JP 1-02)

debarkation. The unloading of troops,

equipment, or supplies from a ship or
arcraft. (JP1-02)

deliberateplanning. 1. The Joint Operation

Planning and Execution System process
involving the development of joint
operation plansfor contingenciesidentified
in joint strategic planning documents.
Deliberate planning is accomplished in
prescribed cycles that complement other
Department of Defense planning cyclesin
accordance with the formally established
Joint Strategic Planning System. 2. A
planning process for the deployment and
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employment of apportioned forces and
resources that occurs in response to a
hypothetical situation. Deliberate planners
rely heavily on assumptions regarding the
circumstancesthat will exist when the plan
is executed. See also Joint Operation
Planning and Execution System. (JP1-02)

departureairfidd. Anairfieddonwhichtroops
and/or materiel areenplanedfor flight. See
dsoarfidd. (JP1-02)

departure area. The general area
encompassing all base camps, bivouacs,
and departure airfield facilities. (JP 1-02)

deployment order. A planning directivefrom
the Secretary of Defense, issued by the
Chairman of the Joint Chiefs of Staff, that
authorizesand directsthetransfer of forces
between combatant commands by
reassignment or attachment. A deployment
order normally specifies the authority that
the gaining combatant commander will
exerciseover thetransferredforces. (JP1-02)

Director of M obility Forces. Normaly asenior
officer who is familiar with the area of
responsibility or joint operations area and
possesses an extensive background in air
mobility operations. When established, the
Director of Mobility Forces serves as the
designated agent for all air mobility issues
in the area of responsibility or joint
operations area, and for other duties as
directed. The Director of Mobility Forces
exercises coordinating authority between
the air operations center (or appropriate
theater command and control node), the
tanker airlift control center, theair mobility
operationscontrol center (when established
and when supporting subordinate command
objectives), and thejoint movement center,
in order to expedite the resolution of air
mohility issues. The Director of Mobility
Forces may be sourced from the theater’s
organizations or US Transportation
Command. Additionally, the Director of

embarkation.

Mobility Forces, when designated, will
ensurethe effectiveintegration of intertheater
and intrathester ar mobility operations, and
fadilitatetheconduct of intrathegter air mohility
operations. Alsocdled DIRMOBFOR. (This
termanditsdefinition modify theexidingterm
and its definition and are approved for
incdlusoninthenext editionof JP1-02.)

drop altitude. The dtitude above mean sea

level a whichairdropisexecuted. Seeadso
drop height. (JP1-02)

drop height. The vertical distance between

the drop zone and the aircraft. See aso
dropdtitude. (JP1-02)

dropmaster. 1. Anindividua qudified to

prepare, perform acceptanceingpection, load,
lash, and gect meterid for airdrop. 2. An
aircrew member who, during parachute
operations, will rlay any requiredinformation
between pil ot and jumpmagter. (JP1-02)

drop zone. A specificareauponwhicharborne

troops, equipment, or supplies are
airdropped. AlsocaledDZ. (JP1-02)

dual-role tanker. Dual-role tankers carry

support personnel, supplies, and equipment
for the deploying forcewhileescorting and/
or refueling combat aircraft to the area of
responsibility. Dual-role tankers can
minimize the totd lift requirement while
providing critical cargo and personnel at the
combat aircraft'stimeof arrival. (Approved
forinclusoninthenext edition of JP1-02.)

The process of putting
personnel and/or vehicles and their
associated stores and equipment into ships
and/or aircraft. Seeasoloading. (JP1-02)

extraction zone. A specified drop zone used

for the delivery of supplies and/or
equipment by means of an extraction
techniquefrom anaircraft flying very close
totheground. (JP1-02)
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follow-up supplies. Suppliesdelivered after  forward operatingbase. Anairfield usedto

the initial landings or ardrop to resupply
units until  routine supply procedures can
be instituted. These supplies may be
delivered either automatically or on an on-
cal basisand are prepared for ddlivery by
supporting supply units. (JP 1-02)

force enablement. Air refudling and other
actions that increase an aircraft’s range,
payload, loiter time, and flexibility, todlow
it to accomplish awider range of missions.
(Approved for inclusion in the next edition
of P1-02.)

force extension. Tankers escorting fighters
are force extended when they are refueled
by other tankers en route to their
degtination. Force extension is normally
required when tankers are acting in adual-
role capacity becausetheir cargowill likely
preclude carrying enoughfud for thetanker
and recelversto reach the fina destination.
On global attack missions, force extension
can also be used to extend the effective
range, payload, and loiter time of combat
arcraft duetotheincreased offload capacity
of the force extended tanker. (Approved
forinclusoninthenext edition of JP1-02.)

foreign humanitarian assistance. Programs
conducted to relieve or reduce the results
of natural or manmade disasters or other
endemic conditions such as human pain,
disease, hunger, or privation that might
present a serious threet to life or that can
resultingreat damageto or lossof property.
Foreign humanitarian assistance (FHA)
provided by US forcesis limited in scope
and duration. The foreign assistance
provided is designed to supplement or
complement the efforts of the host nation

support tactical operations without
egtablishing full support facilities. Thebase
may be used for an extended time period.
Support by a main operating base will be
required to provide backup support for a
forward operating base. Also called FOB.
(JP 1-02)

Global Air Trangportation Execution Sysem.

The Air Mobility Command's aerid port
operations and management information
system designed to support automated
cargo and passenger processing, the
reporting of in trandit visibility datato the
Globa Transportation Network, and billing
to Air Mobility Command’s financial
management directorate. Also called
GATES. (Approvedforinclusoninthenext
edition of JP1-02.)

Global Command and Contra Sysem. Highly

mobile, deployable command and control
system supporting forces for joint and
multinational operations across the range
of military operations, any time and
anywhere in the world with compatible,
interoperable, and integrated command,
control, communications, computers, and
intdligencesysems. Alsocdled GCCS. See
aso command and control; command and
control system. (JP1-02)

Global Decision Support Sysem. Command

and control system for Air Mobility
Command'smobility airlift and air refueling
assts. Providesaircraft schedules, arrival
and/or departure, and aircraft status datato
support in-transit visibility of aircraft and
arcrews. Also caled GDSS. (Approvedfor
inclusioninthenext edition of JP1-02.)

civil authorities or agenciesthat may have Global Transportation Network. The

the primary responsibility for providing
FHA. FHA operations are those conducted
outsidethe United States, itsterritories, and
possessions. Also caled FHA. (JP 1-02)

automated support necessary to enable US
Transportation Command and its
components to provide global
transportation management. The Global
Transportation Network provides the
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integrated transportation data and systems
necessary to accomplish global
transportation planning, command and
control, and in-transit visibility across the
range of military operations. The
desgnated Department of Defensein-trangit
visibility system provides customers with
the ability to track the identity, status, and
location of Department of Defense units
and non-unit cargo, passengers, patients,
forces, and military and commercid airlift,
sedlift, and surface assets from origin to
destination across the range of military
operations. The Global Transportation
Network collects, integrates, and distributes
transportation information to combatant
commanders, Services, and other
Department of Defense customers. Global
Transportation Network provides US
Trangportation Command with the ability
to perform command and control operations,
planning and analysis, and business
operations in tailoring customer
requirements throughout the requirements
process. Alsocaled GTN. (Thistermand
its definition modify the existing term and
itsdefinition and are approved for inclusion
inthenext edition of JP1-02.)

high-altitude low-opening parachute
technique. A method of delivering
personnel, equipment, or supplies from
airlift aircraft which must fly at atitudes
above the threat umbrella. Also called
HALO. (JP1-02)

high velocity drop. A drop procedure in
which the drop velocity is greater than 30
feet per second (low velocity drop) and
lower than free drop velocity. See aso
airdrop. (JP 1-02)

immediate airlift requests. Requests
generated that, due to their time-critical
nature, cannot be filled by a planned
misson. (JP1-02)

intertheater. Between theaters or between

the continental United States and theaters.
Seedsointertheater traffic. (JP1-02)

intertheater airlift. Thecommon-user airlift

linking theaters to the continental United
States and to other thesters as well as the
airlift within the continental United States.
Themgjority of these air mobility assetsis
assigned to the Commander , United States
Transportation Command. Because of the
intertheater ranges usually involved,
intertheater airliftisnormally conducted by
the heavy, longer range, intercontinental
airlift assets but may be augmented with
shorter range aircraft when required.
Formerly referredto asdtrategicairlift. (This
term and its definition modify the existing
term and itsdefinition and are approved for
inclusioninthenext edition of JP 1-02.)

intertheater evacuation. Evacuation of

stabilized patients between the originating
theater and points outside the theater, to
include the continental United States and
other theaters. En route careis provided
by medical attendants qualified for the
specific mode of trangportation. See dso
en route care; evacuation; intratheater
evacuation; patient. (JP1-02)

intertheater traffic. Traffic betweenthesters

exclusive of that between the continenta
United States and thesters. (JP 1-02)

in-trangt visbility. The ability to track the

identity, status, and location of Department
of Defense units, and non-unit cargo
(excluding bulk petroleum, oils, and
lubricants) and passengers; medical
patients, and personal property fromorigin
to consigneeor detination acrosstherange
of military operations. AlsocaledITV. See
also Global Transportation Network.
(JP1-02)

intratheater. Within atheater. (JP 1-02)
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intratheater airlift. Airlift conductedwithin
athester. Assets assigned to a geographic
combatant commander or attached to a
subordinatejoint force commander normaly
conduct intratheater airlift operations.
Intratheater airlift provides air movement
and delivery of personnel and equipment
directly into objective areas through air
landing, airdrop, extraction, or other delivery
techniquesaswell astheair logistic support
of all theater forces, including those
engaged in combat operations, to meet
specific theater objectives and
requirements.  During large-scale
operaions, US Transportation Command
assets may be tasked to augment
intratheater airlift operations, and may be
temporarily attached to a joint force
commander. Formerly referred to astheater
airlift. (Thistermand itsdefinition modify
the existing term and its definition and are
approved for inclusion in the next edition
of P1-02.)

intratheater evacuation. Evacuation of

stabilized patients between points within
the theater. En route care is provided by
medical attendantsqudified for the specific
mode of transportation. See also
evacuation; intertheater evacuation.
(JP1-02)

joint airborne advance party. An advance
ground party that provides terminal
guidance, air traffic control, ground control
measures, intelligence gathering, and
surfaceweather observationintheobjective
area of an airlift operation. It may consist
of US Air Force combat control team
members and a US Army long-range
surveillance team or similar forces. Also
called JAAP. (JP1-02)

joint air operationscenter. A jointly staffed
fecility established for planning, directing,
and executing joint air operationsin support
of thejoint force commander’soperation or

campaign objectives. Also called JAOC.
Seealsojoint air operations. (JP1-02)

joint forceair component commander. The

commander within a unified command,
subordinate unified command, or joint task
force responsible to the establishing
commander for making recommendations
on the proper employment of assigned,
attached, and/or made availablefor tasking
air forces; planning and coordinating air
operations; or accomplishing such
operational missions as may be assigned.
Thejoint force air component commander
is given the authority necessary to
accomplish missions and tasks assigned
by the establishing commander. Alsocalled
JFACC. See dso joint force commander.
(P1-02)

joint force commander. A general term

applied to a combatant commander,
subunified commander, or joint task force
commander authorized to exercise
combatant command (command authority)
or operational control over ajoint force.
Alsocdled JFC. (JP1-02)

Joint Mobility Control Group. The Joint

Mobility Control Group is the focal point
for coordinating and optimizing
transportation operations. This group is
comprised of seven essential elements.
Theprimary dementsare US Tranportation
Command’sMobility Control Center, Joint
Operational Support Airlift Center, Global
Patient Movement Requirements Center,
Tanker/Airlift Control Center, Military
Sealift Command's Command Center,
Military Traffic Management Command's
Command Operations, and the Joint
Intelligence Center-US Transportation
Command. Alsocaled IMCG. (Thisterm
and its definition modify the existing term
and its definition and are approved for
inclusioninthenext edition of JP 1-02.)
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Joint Operation Planning and Execution
System. A system that provides the
foundation for conventiona command and
control by national- and combatant
command-level commanders and their
staffs. It is designed to satisfy their
information needs in the conduct of joint
planning and operations. Joint Operation
Planning and Execution System (JOPES)
includes joint operation planning policies,
procedures, and reporting structures
supported by communications and
automated data processing systems. JOPES
is used to monitor, plan, and execute
mobilization, deployment, employment,
sustainment, and redeployment activities
associated with joint operations. Also called
JOPES. Seedsojoint operation planning.
(JP1-02)

joint reception, staging, onwar d movement,
and integration. A phase of joint force
projection occurringinthe operational area.
This phase comprises the essential
processes required to transition arriving
personnel, equipment and materiel into
forces capable of meeting operational
requirements. Alsocaled JRSOI. (JP1-02)

joint suppression of enemy air defenses. A
broad term that includes dl suppression of
enemy air defense activities provided by
onecomponent of thejoint forcein support
of another. Alsocdled JSEAD. (JP1-02)

jumpmaster. Theassignedairbornequalified
individual who controlsparatroopsfromthe
time they enter the aircraft until they exit.
See dlso stick commander (air transport).
(JP1-02)

jump speed. Theairspeed & which paratroops
can jump with comparative safety from an
arcreft. (JP1-02)

landing plan. 1. Inamphibiousoperations, a
collectiveterm referring to dl individualy
prepared naval and landing force

documents that, taken together, present in
detail al instructions for execution of the
ship-to-shore movement. 2. In airlift
operations, the sequence, method of
delivery, and place of arrival of troops and
meateridl. (JP 1-02)

landing zone. Any specified zone used for
the landing of aircraft. Also called LZ.
(P1-02)

lineof communications. A route, either land,
water, and/or air, that connectsan operating
military forcewith abase of operationsand
along which supplies and military forces
move. Alsocaled LOC. (JP1-02)

loadingtime. Inairlift operations, aspecified
time established jointly by the airlift and
airborne commanders concerned, when
arcraft and loads are available and loading
istobegin. (JP1-02)

loadmasgter. AnAir Forcetechnicianqualified
to plan|oads, to operate auxiliary materiads
handling equipment, and to supervise
loading and unloading of aircraft. (JP1-02)

logistics. The science of planning and
carrying out the movement and
maintenance of forces. In its most
comprehensive sense, those aspects of
military operations which deal with: a
design and development, acquisition,
storage, movement, distribution,
maintenance, evacuation, and disposition
of materiel; b. movement, evacuation, and
hospitalization of personnd; c. acquisition
or construction, maintenance, operation,
and disposition of facilities; and d.
acquisition or furnishing of services.
(JP1-02)

longton. 2,240 pounds. AlsocaledLT;L/T
or LTON. (JP1-02)

maneuver. 1. A movement to place ships,
aircraft, or land forces in a position of
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advantage over the enemy. 2. A tactical
exercisecarried out a sea, intheair, onthe
ground, or on amap in imitation of war. 3.
The operation of aship, aircraft, or vehicle,
to cause it to perform desired movements.

assets, processes, and procedures into an
integrated whole. Also called NAMS
(Approved for inclusion in the next edition
of JP1-02)

4. Employment of forcesinthebattlespace  Navy-unique fleet essential aircraft.

through movement in combination with
firesto achieve aposition of advantagein
respect to the enemy in order to accomplish
themission. (JP1-02)

marshalling. 1. The process by which units
participating in an amphibious or airborne
operation group together or assemblewhen
feasible or moveto temporary campsinthe
vicinity of embarkation points, complete
preparations for combat, or prepare for
loading. 2. The process of assembling,
holding, and organizing supplies and/or
equipment, especially vehicles of
transportation, for onward movement.
(JP1-02

mobility. A quality or capability of military
forces which permits them to move from
placeto place while retaining the ability to
fulfill their primary mission. (JP1-02)

multi-point refueling system. A limited
number of KC-135 aircraft can be equipped
with external wing-mounted pods to
conduct drogue air refueling, while still
maintaining boom air refueling capability
on the same mission. This dual refueling
capability makesK C-135swith multi-point
refueling systems ideal for use as ground
alert aircraft. Also known as MPRS.
(Approved for inclusion in the next edition
of P1-02.)

National Air Mobility System. A broad and
comprehensive system of civilian and
military capabilities and organi zations that
provides the President and Secretary of
Defense and combatant commanders with
rapid global mobility. This system
effectively integrates the management of
airlift, air refueling, and air mobility support

Combatant commander-controlled airlift
assets deemed essentid for providing air
transportation in support of naval
operations' transportation requirements.
This capability is intended to provide a
balance and supplement to other airlift
assets to ensure the Navy’s ability to
respond to emergency and wartime
requirements. Also called NUFEA.
(Approved for inclusion in the next edition
of P1-02.)

operational control. Command authority thet

may be exercised by commanders at any
echelon at or below thelevel of combatant
command. Operational control is inherent
in combatant command (command
authority) and may be del egated within the
command. When forces are transferred
between combatant commands, the
command relationship the gaining
commander will exercise (and the losing
commander will relinquish) over these
forces must be specified by the Secretary
of Defense. Operational control is the
authority to perform those functions of
command over subordinaeforcesinvolving
organizing and employing commands and
forces, assigning tasks, designating
objectives, and giving authoritative
direction necessary to accomplish the
mission. Operational control includes
authoritative direction over al aspects of
military operations and joint training
necessary to accomplish missionsassigned
tothecommand. Operationd contral should
be exercised through the commanders of
subordinate organizations. Normdly this
authority is exercised through subordinate
joint force commandersand Service and/or
functional component commanders.
Operetional control normally providesfull
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authority to organize commandsand forces
and to employ those forces as the
commander in operational control considers
necessary to accomplish assigned
missions, it doesnot, inand of itsdlf, include
authoritative direction for logistics or
mattersof adminigtration, discipline, internal
organization, or unit training. Also cdled
OPCON. See aso combatant command;
combatant command (command authority);
tactical control. (JP1-02)

operational support airlift. Operational
support airlift (OSA) missions are
movementsof high-priority passengersand
cargowithtime, place, or mission-sensitive
requirements. OSA aircraft arethosefixed-
wing aircraft acquired and/or retained
exclusively for OSA missions, as well as
any other Department of Defense-owned
or controlled aircraft, fixed- or rotary-wing,
used for OSA purposes. Also called OSA.
(JP1-02)

operation order. A directive issued by a
commander to subordinate commandersfor
the purpose of effecting the coordinated
execution of an operation. Also called
OPORD. (JP1-02)

outsized cargo. Cargo which exceeds the
dimensionsof oversized cargo and requires
the use of aC-5 or C-17 aircraft or surface
transportation. A singleitem that exceeds
1,000 inches long by 117 inches wide by
105incheshighinany onedimension. (This
term and its definition modify the existing
term and itsdefinition and are approved for
inclusioninthenext edition of JP 1-02.)

overgzed cargo. 1. Largeitems of specific
equipment such as a barge, side loadable
warping tug, causeway section, powered,
or causeway section, nonpowered.
Requires transport by sea. 2. Air cargo
exceeding the usable dimension of a463L
pallet loaded to the design height of 96
inches, but equd to or lessthan 1,000inches

inlength, 117 inchesinwidth, and 105inches
inheight. Thiscargoisair trangportableon
theC-5,C-17,C-141, C-130, KC-10and most
civilian contract cargo carriers. (Thisterm
and itsdefinition modify the existing term
and its definition and are approved for
inclusioninthenext edition of JP 1-02.)

planned airlift requests. Requestsgenerated

to meet airlift requirements, which can be
forecast or where requirements can be
anticipated and published in the air tasking
order. (JP1-02)

port of debarkation. Thegeographic point at

which cargo or personnel are discharged.
This may be a seaport or aeria port of
debarkation; for unit requirements; it may
or may not coincide with the destination.
Also called POD. See also port of
embarkation. (JP1-02)

port of embarkation. The geographic point

in arouting scheme from which cargo or
personnd depart. Thismay be aseaport or
aerial port from which personnel and
equipment flow to port of debarkation; for
unit and nonunit requirements, it may or
may not coincide with the origin. Also
called POE. See also port of debarkation.
(PL-02)

rapid global mobility. Thetimey movement,

positioning, and sustainment of military
forces and capabilities across the range of
military operations. (Approvedforincluson
inthe next edition of JP1-02.)

retrograde cargo. Cargo evacuated from a

theater. (FP1-02)

routinesupplies. Thoseitemsdelivered asa

result of normal requisitioning procedures
to replace expended supplies or to build up
reserve stocks. (JP 1-02)

serial. 1. Aneement or agroup of elements

withinaserieswhichisgivenanumericd or
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alphabetical designation for convenience
in planning, scheduling, and control. A
seria can be a group of people, vehicles,
equipment, or supplies and is used in
airborne, air assault, anphibiousoperations,
and convoys. (JP1-02)

Service-unique transportation assets.
Transportation assetsthat are; a Assigned
to a Military Department for functions of
the Secretaries of the Military Departments
st forth in Sections 3013(b), 5013(b), and
8013(b) of Title 10 of the United States
Code, including administrative functions
(such as motor pools), intelligence
functions, training functions, and
maintenance functions; b. Assignedto the
Department of the Army for the execution
of the missions of the Army Corps of
Engineers; c. Assigned to the Department
of the Navy as the special mission support
forceof missilerangeingrumentation ships,
ocean survey ships, cable ships,
oceanographic research ships, acoustic
research ships, and naval test support ships;
the naval fleet auxiliary force of fleet
ammunition ships, fleet stores ships, fleet
ocean tugs, and fleet dilers; hospital ships;
Marine Corps intermediate maintenance
activity ships, Marine Corps helicopter
support tosenior Federd officids; and, prior
to the complete discharge of cargo,
maritime prepositioning ships, d. Assigned
to the Department of the Air Force for
search and rescue, weather reconnai ssance,
audiovisual services, and aeromedical
evacuation functions, and trangportation of
senior Federa officias. (JP 1-02)

single manager for transportation. The
United States Transportation Command is
the Department of Defense single manager
for transportation, other than Service-
unique or theater-assigned transportation
assets. (JP1-02)

single port manager. Through its
transportation component commands, the

US Transportation Command is the
Department of Defense-designated single
port manager for al common-user aerid and
sea ports worldwide. The single port
manager performs those functions
necessary to support the strategic flow of
the deploying forces' equipment and
sustainment from the aerial and sea port of
embarkation and hand-off to the combatant
commander in the aeria and sea port of
debarkation (APOD and SPOD). Thesingle
port manager is responsible for providing
strategic deployment status information to
the combatant commander and to manage
workload of the APOD and SPOD operator
based on the commander’s priorities and
guidance. The single port manager is
responsiblethroughal phasesof thetheater
aerid and sea port operations continuum,
from aunimproved airfield and bare beach
deployment to a commercial contract
supported deployment. Also called SPM.
(P1-02

small austere airfield. Unsophisticated

airfield, usudly with a short runway, that
is limited in one or a combination of the
following: taxiway systems, ramp space,
security, materials handling equipment,
aircraft servicing, maintenance, navigation
aids, weather observing sensors, and
communications. Also called SAAF. See
dsoairfidd. (JP1-02)

special tactics team. US Air Force special

operationstask-organized el ement that may
include combat control, pararescue, and
combat weather personnel who are
organized, trained, and equipped to
establish and control the air-ground
interfacea anairhead inthe objectivearea.
Functions include assault zone
reconnaissance and  surveillance,
egtablishment, andtermind control; termina
attack control; combat search and rescue;
combat casualty care and evacuation
staging; and tactical weather observations
and forecadting. Also cdled STT. (This
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term and its definition modify the existing
term and itsdefinition and are approved for
inclusioninthenext edition of JP 1-02.)

staged crews. Aircrews specifically
positioned at intermediate airfields to take
over aircraft operating on air routes, thus
relieving complementary crews of flying
fatigue and speeding up theflow rate of the
aircraft concerned. (JP1-02)

station time. In air transport operations, the
time a which crews, passengers, and cargo
areto be on board and ready for theflight.
(P1-02)

stick (air transport). A number of
paratroopers who jump from one aperture
or door of an aircraft during onerun over a
drop zone. (JP1-02)

supply by air. Seeairdrop; air movement.
(JP1-02)

support. 1. Theaction of aforce that aids,
protects, complements, or sustains another
force in accordance with a directive
requiring such action. 2. A unit that helps
another unit in battle. 3. An dlement of a
command that assists, protects, or supplies
other forcesin combat. (JP1-02)

supported commander. 1. The commander
having primary responsibility for al aspects
of atask assigned by the Joint Strategic
Capabilities Plan or other joint operation
planning authority. In the context of joint
operation planning, this term refersto the
commander who prepares operation plans
or operation orders in response to
requirements of the Chairman of the Joint
Chiefsof Staff. 2. Inthecontext of asupport
command relationship, the commander who
receives assistance from another
commander’sforceor capabilities, andwho
is responsible for ensuring that the
supporting commander understands the

assistance required. See also support;
supporting commander. (JP1-02)

supportingcommander. 1. A commander who

provides augmentation forces or other
support to a supported commander or who
develops a supporting plan. Includes the
designated combatant commands and
Defense agencies as appropriate. 2. Inthe
context of asupport command relationship,
the commander who aids, protects,
complements, or sustains another
commander’sforce, andwhoisresponsible
for providing the assistance required by the
supported commander. See aso supported
commander. (JP1-02)

sustainment. The provision of personnel,

logistic, and other support required to
maintain and prol ong operations or combat
until successful accomplishment or revision
of the mission or of the national objective.
(JP 1-02)

tactical control. Command authority over

assigned or attached forces or commands,
or military capability or forcesmadeavailable
for tasking, that is limited to the detailed
direction and control of movements or
maneuvers within the operational area
necessary to accomplish missions or tasks
assigned. Tactical control is inherent in
operational control. Tactical control may be
delegated to, and exercised at any level at
or below thelevel of combatant command.
When forces are transferred between
combatant commands, the command
relationship the gaining commander will
exercise (and the losing commander will
relinquish) over these forces must be
specified by the Secretary of Defense.
Tactical control provides sufficient
authority for controlling and directing the
application of forceor tactica useof combat
support assets within the assigned mission
or task. Also called TACON. See aso
combatant command; combatant command
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(command authority); operational control.
(P1-02)

Tanker Airlift Control Center. The Air

Mobility Command direct reporting unit
responsible for tasking and controlling
operational missions for all activities
involving forces supporting US
Transportation Command’s global air
mobility mission. TheTanker Airlift Control
Center is comprised of the following
functions: current operations, command and
control, logistic operations, aerial port
operations, aeromedical evacuation, flight
planning, diplomatic clearances, and
wesather,. Also called TACC. (Thisterm
and its definition modify the existing term
and its definition and are approved for
inclusioni thenext edition of JP1-02.)

tanker airlift control element. A mobile

command and control organization
deployed to support intertheater and
intratheater air mobility operationsat fixed,
en route, and deployed locations where air
mobility operational support isnonexistent
or insufficient. The tanker airlift control
element (TALCE) provides on-site
management of air mobility airfield
operationstoinclude command and control,
communications, aerial port services,
maintenance, security, transportation,
weather, intelligence, and other support
functions, as necessary. The TALCE is
composed of mission support elements
from various units and deploys in support
of peacetime, contingency, and emergency
relief operationson both aplanned and “no
notice” basis. Also cdled TALCE. (This
term and its definition modify the existing
term anditsdefinition and are approved for
inclusioninthe next edition of JP 1-02.)

terminal control. 1. The authority to direct
the maneuver of aircraft which are
delivering ordnance, passengers, or cargo
to a specific location or target. Termina
control is a type of air control. 2. Any

electronic, mechanical, or visua control
given to aircraft to facilitate target
acquisition and resolution. (JP 1-02)

theater airlift liaison officer. An officer

specialy trained to implement the theater
air control system and to control tactical
airlift assets. Theater airlift liaison officers
arehighly quaified, ratedairlift officerswith
tactical (airdrop) airlift experience, and
assigned duties, supporting US Army
units. Alsocalled TALO. (JP1-02)

theater-assigned transportation assets.

Transportation assets that are assigned
under the combatant command (command
authority) of a geographic combatant
commander. (JP 1-02)

time-phased for ceand deployment data. The

Joint Operation Planning and Execution
System database portion of an operation
plan; it contains time-phased force data,
non-unit-related cargo and personne data,
and movement data for the operation plan,
including the following: a In-place units;
b. Units to be deployed to support the
operation planwith apriority indicating the
desired sequencefor their arrival at the port
of debarkation; c. Routing of forces to be
deployed; d. Movement data associated
with deploying forces; e. Estimates of non-
unit-related cargo and personnel
movements to be conducted concurrently
with the deployment of forces; and f.
Edtimate of transportation requirementsthat
must be fulfilled by common-user lift
resources as well as those requirements
that can befulfilled by assigned or attached
transportation resources. Also called
TPFDD. (P1-02)

transportation component command. The

three component commands of United
States Transportation Command: Air Force
Air Mobility Command; Navy Military
Sedift Command; and Army Military Treffic
Management Command. Each

GL-22

JP 3-17



Glossary

transportation component command
remains a magjor command of its parent
Serviceand continuesto organize, train, and
equip its forces as specified by law. Each
trangportation component command also
continues to perform Service-unique
missions. Alsocaled TCC. SeedsoUnited
States Transportation Command. (JP 1-02)

warningorder. 1. A preliminary notice of an
order or actionwhichistofollow. 2. A crisis
action planning directive issued by the

Chairman of the Joint Chiefsof Staff that
initiates the development and evaluation
of courses of action by a supported
commander and requests that
acommander’s estimate be submitted. 3. A
planning directive that describes the
situation, allocates forces and resources,
establishes command relationships,
provides other initia planning guidance,
and initiates subordinate unit mission
planning. (JP1-02)
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