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CHAPTER 1

INTRODUCTION

1-1. Purpose and Scope

a. This manual is a planning and operational
guide for commanders and staff officers concerned
with the operation of Army terminals and the
employment of transportation terminal units in a
theater of operations. It prescribes basic doctrine
for all types of Army terminal operations and
contains procedures and techniques to be used in
planning, executing, and controlling Army water,
motor, rail, and air terminal operations. It briefly
describes the organization, mission, capabilities,
and concept of employment of the following
units:

(1) Headquarters and headquarters com-
pany, transportation terminal brigade, TOE
55-111.

(2) Headquarters and headquarters com-
pany, transportation terminal group, TOE 55-112.

(3) Headquarters and headquarters com-
pany, transportation terminal group, TOE
55-112.

(3) Headquarters and headquarters com-

pany, transportation terminal battalion, TOE
55-116.

(4) Transportation terminal service com-
pany, TOE 55-117.

(5) Transportation terminal transfer com-
pany, TOE 55-118.

(6) Transportation terminal service teams,
TOE 55-560.

b. The contents of this manual are applicable
to—

(1) General war, to include consideration of
the employment of nuclear weapons and chemical
agents, and defensive measures to be taken when
operating in a chemical, biological, or radiological
environment.

(2) Limited war.
(3) Cold war, to include stability operations

assistance in internal defense and internal devel-
opment operations.

¢. Users of this manual are encouraged to sub-
mit recommended changes and comments to im-
prove its clarity or accuracy. Comments should be
keyed to the specific page, paragraph, and line of
the text in which the change is recommended.
Reasons will be provided for each comment to
assure understanding and complete evaluation.
Comments should be prepared using DA Form
2028 (Recommended Changes to Publications)
and forwarded direct to the Commanding Officer,
U.S. Army Combat Developments Command
Transportation Agency, Fort Eustis, Virginia
23604,

d. This manual is in consonance with the fol-
lowing international standardization agreements
(STANAG’s) which are identified by type of
agreement and number at the beginning of each
appropriate chapter in the manual:

TITLE NATO SEATO
STANAG SEASTAG
Forecast Movement Requirements—
Rail, Road and Inland Waterways 2165
Movements and Transport Documents
Used for Movement by Ship ______ 2166
Safety Emergency and Signalling
Procedures for Tactical Air Trans-
port Operations __________________ 3465 3465

1-2. Types of Terminal Operations

a. General. A terminal is any military or com-
mercial facility, regardless of size or complexity,
at which cargo or personnel are loaded, unloaded,
and handled in transit between any of the various
modes or means of transportation. Terminal oper-
ations are an integral part of the following:

(1) Port terminal operations.

(2) Logistics over-the-shore (LOTS) opera-
tions.

(3) Amphibious operations.

(4) Shore-to-shore operations.

(5) Inland waterway operations.

(6) Inland terminal operations (serving air,
rail, and motor transport).

(7) Intermediate staging area operations.

b. Port Terminals. Port terminals are developed
shoreside installations varying in size from large
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deepwater complexes containing several wharves,
anchorage areas, shore-based cranes, drydocking
facilities, cargo sheds, sorting and in-transit
storage areas, rail sidings, etc., to small, shallow-
draft, one- or two-wharf facilities with minimum
provisions for cargo handling, storage, and clear-
ance at which passengers or cargo are trans-
shipped between oceangoing ships and land trans-
port equipment.

¢. Logistics Ower-the-Shore Owperations. A
LOTS operation is the loading and unloading of
ships without the benefit of fixed port facilities in
friendly or nondefended territory and in time of
war during phases of theater development in
which there is no opposition by the enemy. These
operations may be conducted from ship to shore
or from shore to shore. LOTS operations may be
instituted to supplement or increase tonnage capa-
bilities of an existing terminal, to replace the ton-
nage capacity of a terminal made untenable by
enemy action, to relieve congested lines of commu-
nication, or to reduce the land transportation re-
quired to support combat forces.

d. Amphibious Operations. An amphibious op-
eration is an attack launched from the sea by
naval and landing forces, embarked in ships or
craft involving a landing on a hostile shore to
gain a lodgement area from which to carry out
further combat operations ashore, to obtain an
advanced air or naval base area, or to deny the
use of seized positions to the enemy.

e. Shore-to-Shore Operations. A shore-to-shore
operation is a land force operation involving a
water crossing in assault craft orin assault craft
and aircraft, for the purpose of establishing a
force on or withdrawing it from the far shore; it
is usually a uniservice operation. As indicated in ¢
above, LOTS operations may also be conducted as

part of or in support of a shore-to-shore opera-
tion.

f. Inland Waterways. An inland waterway in a
theater of operations is normally operated as a
complete system involving—singly or in combina-
tion—rivers, lakes, canals, or intracoastal water-
ways and two or more water terminals. These
waterways are normally used for civilian traffic
but they can be used for military traffic when
civilian use has been suspended or limited. Inland
waterways can be used to relieve the pressure in
other modes of transportation and are especially
useful for moving a large volume of bulk supplies
and heavy, outsize items not easily transported by
other means. Although inland waterways are an
economical means of transport, they are relatively
slow compared to other modes and are especially
vulnerable to enemy action and to climatic
changes.

g. Inland Terminals. Inland terminals provide
cargo transfer facilities at interchange points be-
tween air, rail, and truck transportation nets and
form connecting links between these modes when
terrain and operational requirements necessitate a
change in carrier.

h. Intermediate Staging Areas. An intermediate
staging area is a general locality between the
mounting area and the objective of an airborne or
air landed force through which the force or parts
thereof pass after mounting for refueling, re-
grouping of aircraft, and exercise, inspection, and
redistribution of troops and equipment prepara-
tory to an airborne or air landed assault. The
support required by the assault force in the inter-
mediate staging area is provided primarily by
Army elements and includes administrative serv-
ices, messing, billet areas, logistic support, com-
munications, preparation of loads, loading of air-
craft, and combat configuration of the force.
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CHAPTER 2

GENERAL CONCEPTS

2-1. Command Relationships

a. The command element in the communications
zone is the theater army support command
(TASCOM), which provides an integrated sup-
port system for one or more field armies. Its oper-
ational area extends from the ocean terminals of
the theater to the rear boundary of the field army
support command (FASCOM), thereby providing
the necessary link between the combat force and
its source of manpower and materiel replenish-
ment in the continental United States (CONUS).
The TASCOM is organized with five mission com-
mands and an area support command (fig 2-1).
Details of TASCOM operations are contained in
FM 54-17.

b. The transportation command (fig 2-2) is one
of the five mission commands of TASCOM. It has
the necessary movement control, motor transport,
aviation, rail, and terminal service and lighterage
units to provide an integrated transportation sys-
tem capable of supporting the TASCOM mission.
The transportation command receives personnel
replacements and supplies at shipside, air termi-
nals, or rear area depots and delivers them as far
forward as possible toward the combat zone with
minimum unloading, reprocessing, rehandling, or
transshipping at intermediate points. The opera-
tional functions of the transportation command
are detailed in FM 55-6-1 (TEST).

(1) Depending on the size and complexity of
the theater, the senior terminal headquarters
under the transportation command will be either
a transportation terminal brigade or transporta-
tion terminal group. The group provides com-
mand, planning, supervision, and coordination of
the operations of up to six terminal battalions—a
force normally sufficient to support one field
army. Normally a transportation terminal bri-
gade is employed to command three or more
transportation terminal groups. In certain deploy-
ment situations, a terminal brigade headquarters
may be required for command and control of two
terminal groups. A brigade may be assigned to
provide an intermediate level of command,
thereby becoming the terminal “mission” head-
quarters for the theater. In each case, the group
and brigade functions are essentially the same,
and their internal organization reflects this simi-
larity.

(2) The transportation terminal battalion is
the basic operating unit or headquarters in the
terminal structure and provides the command ele-
ment for each water terminal in the theater.

2-2. Water Terminal Operating Environment.

a. Water terminal operations are conducted at
established port facilities and over beaches. Be-
cause of the vulnerability of fixed port facilities,
water terminal operations in a theater are charac-

Theater army
support
command

Personnel Area Medical
support

command command
command

Supply and

. Engineer
maintenance

Transportation

command command

command

Figure 2—1. Theater army support command organization.
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Figure 2—-2. Type transportation command organization.

terized by the use of numerous small terminals
rather than a few large ones. The degree of dis-
persion depends on, among other things, the na-
ture of the enemy threat, the availability of suita-
ble facilities, and the transportation net available
to clear cargo from the terminals. Terminal activ-
ities may, in fact, be spread over hundreds of
miles of coastline. As a result, subordinate ter-
minal units down to battalion and, on occasion,
down to separate companies may have to operate
indepzndently in locations far removed from par-
ent units, sources of support, and main supply
routes. Since physical security is a continual prob-
lem, the terminal commander may appoint a
cargo security officer to prevent mishandling and
pilferage of Government cargo aboard a vessel at
a terminal from the time of arrival until it leaves,
to report damage and pilferage, to make recom-
mendations for preventing such losses, and to de-
liver special cargo entrusted to his care to the
proper receiving officer. (For details on physical
security, see FM 19-4 and FM 19-30.) Problems
of communication, command, control, and efficient
use of lighterage and land transport resources
multiply under these conditions and planning
must be directed to these factors at all levels.

b. Dispersion, however, should be kept to a
practical minimum consistent with the theater

2-2

commander’s estmate of the threat and the prob-
lems incident to defense of the dispersed termi-
nals. Normall, the direct-line distance between
ships and between ships and major shoreside
activities should be at least 1 nautical mile. In the
event that large, long-range nuclear weapons are
employed, not more than four ships should be
berthed simultaneously in a single port or harbor
area or within an area less than 5 nautical miles
square. Not more than two ships should be han-
dled simultaneously at one beach terminal, and
these should be kept at least 1 nautical mile apart.
The distance between each two-ship operation
should be at least 5§ nautical miles.

2-3. Cargo Mix

a. Approximately 95 percent of theater daily
resupply requirements will arrive by surface
transport. At least 60 percent of this tonnage will
consist of dry cargo, and the remainder will be
bulk petroleum, oils, and lubricants (POL). Half
of the dry cargo will normally be moved forward
into the theater by rail, 35 percent by motor
transport, and 15 percent by air. Upwards of 40
percent of all cargo arriving by surface means
will be delivered through beach terminals.

b. The percentage of dry cargo that will move
directly forward, by-passing TASCOM rear area
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depots, will depend on a number of factors. These
include the depth of the theater, the effectiveness
of the supply control system, and the extent to
which problems attending unitization of supplies,
repair parts, and equipment into tailored, unit
consumption loads are solved. Whatever the condi-
tions, the transportation system must be capable
of clearing all incoming cargo from the immediate
vicinity of the entry points without delay so as to
avoid target-size accumlations of supplies and
equipment on or near the shoreline.

¢. Dry cargo which is adaptable to unitization
will‘arrive in the theater on pallets and in con-
tainers of various sizes. Some 65 percent by
weight of theater dry cargo requirements will be
so unitized. Most of the remainder will consist of
vehicles and of items which can be considered uni-
tized loads in themselves as, for example, crated
or wheel-mounted compressors, generators, and
construction machinery. An estimated 5 percent
will consist of items which are by their nature not
adaptable to unitization as, for example, telephone
poles and structural components of major items of
equipment. The priority for use of berth facilities
and priority for discharge of cargo from vessels
will be determined by the particular theater re-
quirement. The use of unprotected anchorage
berths will be avoided if at all possible because of
the danger of attack from the sea and the degrad-
ing effects which wind and sea state have on pro-
ductivity. Ships will be loaded in CONUS in a man-
ner which will permit discharge with their own
cargo gear to the maximum extent practicable.

d. Ships lying at anchorage berths will be dis-
charged into lighters. When lighters can be un-
loaded at wharves, amphibians are not required,
and military flat barges and locally procured
lighters will be employed. When the delivery point
is a beach or an unimproved section of a port
area, amphibians and landing craft must be em-
ployed. Vehicles, containers, and heavy, outsize
equipment will be transported by landing craft,
mechanized, Mark VIII (LCM 8); landing craft,
utility (LLCU); beach discharge lighter (BDL) ; or
lighter, amphibious, resupply, cargo 60-ton
(LARC-60). LARC-5’s will normally be used for
general cargo up to palletized loads, and
LARC-15’s will be employed as the ship-to-shore
delivery means for CONEX-type containers and
small vehicles. Helicopters can be utilized in a
cargo lighterage role; however, safety, weather,
and cargo compatibility must be considered. TM
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55-500 contains marine equipment characteristics
and data information.

e. Bulk petroleum products arriving by large
oceangoing tankers must be discharged at berths
especially. designed for the purpose. Since fixed
tanker berths are usually collocated with tank
farms, which are extremely vulnerable to all
forms of attack and sabotage, the majority of
tankers will have to be discharged at offshore
berths equipped with submarine pipelines. If the
oceangoing tanker is too large to use available
berths, it may be necessary to lighten it by pump-
ing the product to coastal tankers and fuel barges
for subsequent transfer to dispersed and con-
cealed storage facilities and pipelines. Bulk POL
may also be transferred directly over the shore to
hastily built storage facilities by use of submarine
or floating pipelines. The responsibility of the ter-
minal battalion is limited to providing berthing
services for the tankers. The petroleum group of
the supply and maintenance command is responsi-
ble for discharging the vessel and clearing POL
from the terminal.

2-4. Night Operations

During hours of darkness, floodlighting systems
will be used on piers, at transfer points, and
aboard ships in protected harbors whenever the
enemy situation permits. When the ship berths
are directly visible from the sea, as in logistics
over-the-shore (LOTS) operations, personnel will
be equipped with light-intensification equipment,
or luminescent materials, such as paint and tape,
will be applied to cargo and equipment to enhance
visibility. The same equipment and aids to night
vision will be used in ports and harbors when
enemy action prevents the use of ordinary light-
ing equipment.

2-5. Communications

The transportation terminal group and brigade
require an efficient communications system for
both internal and external communications. This
service will include telephone, teletypewriter,
radio, and data transmission circuits connecting
command headquarters with subordinate units
and with the transportation command, the supply
and maintenance.command, and the theater move-
ment control system. The communications system
must be extremely responsive, reliable, flexible,
and secure to assure that the commander will be
able to exercise effective control over his widely
dispersed operations.

2-3
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2-6. Communications Security (COMSEC)
Considerations

a. Due to the importance of Army terminal op-
erations, it should be assumed that the enemy may
give special attention to determining the location,
nature, and extent of those operations, and to in-
terfering with them in any way. The communica-
tions structure, usage patterns, and message
traffic content associated with Army terminal op-
erations can provide enemy communications intel-
ligence (COMINT) elements with valuable in-
sights not only into the plans and activities of the
terminal units themselves, but, more importantly,
into the plans and activities of the supported ele-
ment as well. Intercept and direction-finding of
terminal communications may enable the enemy
to either bring fire to bear on them or to evaluate
the meaning of messages to aid in developing or-
der-of-battle information.

b. Enemy use of electronic countermeasures
(ECM) against friendly terminal communications
can profoundly affect the ability of transportation
terminal units to coordinate and control their op-
erations, thus jeopardizing the flow of supplies to
supported commands.

¢. For the reasons cited above, special attention
should be given at all times to security for ter-
minal communications. FM 24—1 contains general
unclassified doctrine and guidelines on COMSEC.
Additional general doctrine is contained in FM
32-5. The following guidelines are especially per-
tinent to Army terminal activities:

(1) Use wire and messenger communications
means wherever practicable.

(2) Use cryptologic devices, where available,
to encipher radio message texts, or, as a mini-
mum, those message text elements which will re-
veal specific details on impending activities.

(3) Authenticate all radio transmissions and
request a second authentication in the event of
suspected deception.

(4) Avoid patterns of radio usage and mes-
sage transmissions which can be associated with
patterns or sequences of events in terminal opera-
tions or operations of supported commands.

2-7. Water Terminal Operating
Organizations

The water terminal organization (fig 2-3) con-
sists of terminal service, harbor craft, and light-
erage companies; attached transportation light-
erage direct support maintenance units; and the

2-4

command units necessary to supervise and coordi-
nate their operations. The size and composition of
the water terminal orgarization in a theater de-
pends on a number of variables, such as the num-
ber of ports and beaches to be used, the quantity
of cargo and number of personnel to be moved
through the terminals, and the capabilities and
availability of local resources and facilities. As
the basic operating headquarters in the theater
terminal structure, the terminal battalion pro-
vides direct command, control, and operational su-
pervision over the terminal service companies and
the amphibian and boat units attached to deliver
cargo to and through the beach. The following
units provide the terminal operating elements for
the battalion:

a. The transportation terminal service company
(TOE 55-117) loads, unloads, and transships
cargo in conventional water terminals or in LOTS
operations.

b. Transportation amphibian units
55-138, 55-139, and 55-530, Team FN), along
with transportation boat companies (TOE 55-128
and 55-129), move cargo and personnel from ship
to shore (FM 55-50-1 (TEST) and FM 55-58).
They are equipped with amphibians and landing
craft of various sizes to permit the handling of all
types of cargo. Amphibians can move cargo di-
rectly to transfer points inland and thereby avoid
congestion on beaches. Harbor craft (tugs,
barges, picket boats, floating cranes) are provided
for in cellular teams contained in TOE 55-530
(FM 55-57).

¢. The transportation lighterage maintenance
company, direct support, (TOE 55-158) provides
direct support maintenance for and receives,
stores, and issues all repair parts required for
organizational and direct support maintenance of
wheeled amphibians and landing craft (FM
55-50-1 (TEST)).

d. The transportation floating craft general
support maintenance company (TOE 55-157)
provides general support maintenance on amphib-
ians, landing craft, and harbor craft and receives,
stores, and issues supplies peculiar to these craft.
This company is assigned to the supply and main-
tenance command of TASCOM, but its day-to-day
operations are controlled by the transportation
terminal group or brigade to which it is attached
(FM 55-50-1 (TEST)).

e. Transportation truck companies (TOE 55-17,

55-18, and 55-67) and transportation truck bat- °

(TOE~
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talions (TOE 55-16) are attached to provide port
clearance services to the level required to handle
the known daily workload.

2-8. Inland Terminals

Inland terminals are established at both ends of
and at interchange points along theater air, rail,
and motor transport systems to provide for the
transshipment of.cargo and personnel carried by
these modes. Army cargo handling at these inland
terminals is a primary function of -the transporta-
tion terminal transfer company (TOE 55-118). In
the field army area, these companies are assigned
to the transportation brigade and, in the commu-
nications zone, to the transportation command.
Normally, operation and control of the entire in-
land terminal facility is assigned to the mode bat-
talion or group having primary transport respon-
sibility for the system, and transportation ter-
minal transfer companies are attached to these
elements for operational control. In the case of
terminal transfer companies or elements em-
ployed at air terminals operated by the Air Force,
the terminal transfer company is normally at-
tached to the mode operating battalion having re-
sponsibility for clearing cargo from the air ter-
minal. A detailed discussion of inland terminal
operations is contained in chapter 12.

2-9. Coordination Requirements with
Intelligence Units

a. Transportation centers, be they ocean ter-
minals, inland waterway terminals, or air termi-
nals, represent sensitive and vulnerable targets to
enemy sabotage and guerrilla actions. This vul-
nerability is compounded by the fact that terminal
operations in general require extensive indigenous
labor support. For this reason, staff and opera-

tional elements of transportation terminals should
closely coordinate their plans and operations with
intelligence and counterintelligence organizations
which are capable of providing extensive assist-
ance in making such terminals secure from enemy
action, including subversive activities and acts of
sabotage.

b. The key intelligence organization which sup-
ports TASCOM is the military intelligence group,
counterintelligence, Army Service Command
(ASCOM), (TOE 30-60). Its mission is to pro-
vide intelligence support to the TASCOM area.
Subordinate to the military intelligence group are
military intelligence companies, counterintelli-
gence, with one company supporting each area
support group.

v
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CHAPTER 3

TRANSPORTATION TERMINAL BRIGADE
(STANAG's 2165, 2166)

3-1. General

The headquarters and headquarters company,
transportation terminal brigade (TOE 55-111), is
normally activated when the size and complexity
of terminal operations make it necessary to em-
ploy three or more terminal groups. This activa-
tion is also influenced by the number of other
mode group headquarters attached to the trans-
portation command. If the number of mode
groups becomes excessive, it may be desirable or
necessary to interpose a terminal brigade to sim-
plify overall command control problems for the
transportation command. The bridge is also em-
ployed when circumstarnces prevent adequate su-
pervision and coordination of theater terminal op-
erations by one or two trnasportation terminal
groups.

3-2. Mission and Assignment

The mission of headquarters and headquarters
company, transportation terminal brigade, is to
provide command and staff planning for units em-
ployed in the operation of water terminals. The
brigade is assigned to the theater army support
command (TASCOM) and is normally attached to
a transportation command.

3-3. Capabilities

a. The trangportation terminal brigade is capa-
ble of providing command, control, and adminis-
tration for up to five transportation terminal
groups.

b. The brigade depends on the servicing person-
nel activity for personnel administration; on units
of the TASCOM medical command for medical
staff advice and unit level medical service; on
finance direct support company (TOE 14-4) for
payment of troops; on teams from TOE 14-500,
finance service organization, when a comptroller
section is required, and on supporting signal units
for trunking into the theater army communica-
tions system and organizational maintenance of

signal equipment. Details for personnel, adminis-
trative, and finance services to the individual as-
signed to the transportation brigade are contained
in FM 12-2, 14-3, 29-6, and 54-6.

3—-4. Functions

a. The brigade headquarters is responsible for
command of units attached to the brigade and of
all terminal activities in the assigned areas of op-
eration. These activities include reception, debar-
kation, embarkation, and transshipment of per-
sonnel; receipt, loading, unloading, segregation,
and transshipment of cargo to initial destination;
safety policies; training of all assigned and at-
tached troops; preparation of defense plans for
asgigned areas; and liaison and coordination with
appropriate mission commands of TASCOM, the
Navy, the Air Force, the Military Sea Transpor-
tation Service, the Milifary Airlift Command, and
military and civilian agencies of allied and occu-
pied countries in accordance with prescribed poli-
cies.

b. In carrying out these activities, the brigade
headquarters is responsible for—

(1) Management of military and civilian per-
sonnel.

(2) Administering labor management poli-
cies with respect to non-United States civilians
and employees, executing policies regarding
non-United States civilian labor, and maintaining
coordination with appropriate civil affairs ele-
ments.

(3) Intelligence, including collection, process-
ing, and dissemination of information of intelli-
gence value; supérvision of intelligence training;

-conduct of security investigations; and supervi-

sion of military and civil censorship activities.

(4) Preparation of standing operating proce-
dures, directives, and plans for installation-type
security, area security, and area damage control
within assigned area and coordination of those

3-1
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plans with subordinate commanders and area sup-
port commands.

(5) Preparation of current and long-range
plans, procedures, policies, and programs pertain-
ing to terminal operations and functions.

(6) Selection and allocation of units by types
and numbers required to support the mission of
the transportation terminal brigade.

(7) Inspection of units, installations, and
activities of subordinate units.

(8) Supervision and planning for training of
subordinate units.

(9) Development of plans for moving person-
nel and cargo through subordinate terminals.

(10) Coordination with the movement control
center for terminal clearance.

(11) Development of requirements for com-
munications and automatic data processing sys-
tems service required for the support of the ter-
minal brigade and subordinate units. \

3-2

(12) Development of requirements for con-
struction, rehabilitation, maintenance, and repair
of facilities and installations and for provision of
utilities and firefighting support in the terminal
area.

(13) Local procurement of materiel and serv-
ices, particularly stevedoring contract services,
for support of the brigade and subordinate units.

(14) Provision of field services to include
food service supervision.

(15) Development of standing operating pro-
cedures, directives, current and long-range plans,
procedures, policies, and programs in the logistic
field pertaining to subordinate units and coordina-
tion with direct support elements supplying mate-
riel and equipment used in operating terminals.

(16) Maintenance management, including de-
velopment of appropriate policies, procedures, and
operational instructions relative to maintenance
and safety activities for issuance to subordinate
units.
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CHAPTER 4

TRANSPORTATION TERMINAL GROUP
(STANAG's 2165, 2166)

4-1. General

The headquarters and headquarters company,
transportation terminal group (TOE 55-112), is
normally responsible for all theater terminal oper-
ations for the theater army support command
(TASCOM). When the size and complexity of the
theater require the employment of two or more
transportation terminal groups, a theater ter-
minal brigade assumes the responsibility for all
theater terminal operations. The terminal group,
when subordinate to the brigade, is responsible
for assigned terminal operations.

4-2. Mission and Assignment

a. The mission of headquarters and headquar-
ters company, transportation terminal group, is to
provide command and staff planning of units em-
ployed in the operation of water terminals.

b. The group is assigned to TASCOM and is
normally attached to a transportation terminal
brigade or a transportation command.

4-3. Capabilities

a. The transportation terminal group is capable

of providing command, control, staff planning,
coordination, and supervision of operations, train-
ing, and administration of up to six transporta-
tion terminal battalions.

b. The group depends on a personnel service
company (TOE 12-67) for personnel administra-
tion services, on units of the TASCOM medical
command for medical staff advice and unit level
medical service, on the finance direct support com-
pany (TOE 14-17) for finance service support,
and on direct support maintenance units serving
the area for organizational maintenance of com-
munications equipment. Details for personnel, ad-
ministrative, and finance services to the transpor-
tation terminal group are contained in FM 12-2,
14-3, 29-6, and 54-6.

4—-4. Functions

Whether operating as the terminal mission head-
quarters for the theater or as a subordinate ele-
ment of a transportation terminal brigade, the
transportation terminal group performs, within
its area of responsibility, essentially the same
functions as those listed for the brigade in para-
graph 3—-4.
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CHAPTER 5

TRANSPORTATION TERMINAL BATTALION
(STANAG's 2165, 2166)

5-1. General

a. The headquarters and headquarters company,
transportation te_rm_i/na\l battalion (TOE 55-116),
provides the basic operating headquarters for
theater terminal operations and is the normal
command element for each two- to four-ship
water terminal. In addition, the terminal battal-
ion headquarters also acts as the command ele-
ment in the operation of intermediate staging
areas for airborne units (chap 13) and is the key
terminal organization in support of amphibious
operations (chap 10). It also acts as the command
element in the operation of inland waterways
(chap 11).

b. The terminal battalion, therefore, is neces-
sarily a flexible organization, its components
varying according to the particular requirements
of each of its diversified missions. Tailoring is
done by modifying the number and types of units
attached for each task. In addition to the units
listed in paragraph 5-3a, transportation truck
companies and certain nontransportation units
may be attached to the terminal battalion to meet
specialized mission requirements.

5-2. Mission and Assignment

a. The mission of headquarters and headquar-
ters company, transportation terminal battalion,
is to provide command administration of units
employed in the operation of water terminals.

b. The transportation terminal battalion is as-
signed to a theater army support command
(TASCOM) and is normally attached to a trans-
portation terminal group. It may be attached to a
transportation terminal brigade or may operate
separately under the supervision of a transporta-
tion command. When providing combat service
support'zi;l" an amphibious operation, the terminal
battalion is normally attached to an engineer am-
phibious brigade.

5-3. Capabilities

a. The transportation terminal battalion is
capable of commanding up to seven transporta-
tion terminal-type units (terminal service, ter-
minal transfer, boat, amphibian, harbor craft, or
lighterage direct support maintenance companies)
or the equivalent of a four-ship terminal in an
established port facility or a two-ship terminal in
a beach operation.

b. This unit depends on the personnel service
company (TOE 12-67) for personnel administra-
tion, on units of the TASCOM medical command
for medical staff advice and unit-level medical
service, and on the finance direct support com-
pany (TOE 14-17) for finance service. Details for
personnel, administrative, and finance services to
the individuals assigned to the transportation ter-
minal battalion are contained in FM 12-2, 14-3,
29-6, and 54-6.

5-4. Functions

a. The headquarters and headquarters company,
transportation terminal battalion, is responsible
for—

(1) Command of units conducting water ter-
minal operations.

(2) Operational control of loading, unload-
ing, and cargo transfer operations.

(3) Overall supervision of documentation
activities of the battalion and maintenance of
ships files.

(4) Determining the estimated workload and
requirements for transportation and assuring that
necessary transport equipment is available.

(5) Assisting and advising subordinate oper-
ating units concerning identification, segregation,
and documentation of cargo, either aboard ship or
on shore.

(6) Consolidating requisitions and procuring
supplies and equipment for subordinate units.
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(7) Conducting maintenance inspections of
vehicles and equipment.

(8) Exercising staff supervision over all
maintenance, supply, equipment, evacuation, real
estate, safety policies, and food service activities
of the battalion.

(9) Providing wire communications and mes-
sage center service for communication with
higher headquarters and with subordinate units
of the battalion.

(10) Command and control of intermediate
staging areas for airborne operations.

(11) Supervision of contract operations.

b. The headquarters company of the transporta-
tion terminal battalion may elect to congolidate
some of the functions of subordinate units, such
as materials handling equipment, operations, and
documentation. Consolidated operations, under
some circumstances, may provide better alloca-
tions, management, and control of scarce skills
and resources.
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CHAPTER 6

M

TRANSPORTATION TERMINAL SERVIC/IE/COMPANY

6-1. Generadl

a. The transportation terminal service company
(TOE 55-117) is the basic working unit in thea-
ter water terminal operations. It is organized to

work a_ single ship on a two-shift, around-the-.

clock basis but may be employed to handle two
ships simultaneously in a one-shift, 10-hour day
without changing its total daily capability.

b. The terminal service company may operate
separately, or its operations may be integrated
with those of one or more other terminal service
and lighterage units supervised by the same bat-
talion. When time, space, and tactical conditions
permit, it is generally more economical for a ter-
minal battalion to operate centralized equipment
pools, maintenance shops, and documentation cen-
ters. Under these circumstances, the battalion
controls the equipment, the maintenance person-
nel, and the documentation clerks of the compa-
nies. This relieves the company commander of the
responsibility for all functions except handling
cargo—discharging from ship to pier or lighter
and loading the cargo aboard clearance transport
or moving it to a temporary holding area. When
operating separately, however, the company must
analyze proposed operations against equipment
available and must notify the terminal battalion
or group of any additional support needed. It
must also perform all documentation needed to
forward the cargo to its initial destination (depot
or user).

¢. Higher headquarters provides or arranges
for such services as utilities, finance, courts and
boards, supply, medical, and maintenance support.
The terminal service company is responsible for
loading or discharging cargo, documenting it, and
placing the cargo aboard the clearance mode. De-
pendent on the operational situation within the
operating terminal, it may be necessary to place
cargo into in-transit storage areas prior to load-
ing on clearance modes. Rail and motor transport
clearance will be arranged for on a mission basis
by the headquarters supervising the operation. As
in all discharge operations, the request for clear-

"6-2. Mission and Assignment

ance conveyances is based on the cargo disposition
instructions, which also furnish the movements
information necessary to forward the cargo to its
initial destination.

@. The mission of the transportation terminal
service company is to load, unload, and transship
cargo at conventional water terminals and in
over-the-beach operations. In addition, the unit
sorts cargo by destination and prepares all re-
quired documentation to account for and record
the movement of cargo into and out of the ter-
minal.

b. The terminal service company is normally
attached to a transportation terminal brigade or
group and is further attached to a transportation
terminal battalion for operational supervision.
When committed in support of amphibious opera-
tions, the company is attached to an engineer am-
phibious brigade, group, or battalion.

6-3. Capabilities

a. At full strength, operating on one ship on a
two-shift basis, or on two ships on a one-shift
basis, at piers or over beaches, the transportation
terminal service company for long range planning
can discharge 720 short tons of cargo per day, or
can load 500 short tons of cargo per day. Dis-
charging includes sorting by destination and load-
ing cargo on land transportation at the pier or
waterline ; loading includes receiving cargo from
land transportation at the pier or waterline and
providing in-transit storage as required. Both
functions also include accounting for all cargo
handled and preparing necessary transportation
documentation, as required by MILSTAMP (Mili-
tary Standard Transportation and Movement Pro-
cedures) procedures (DOD Regulation
4500.32-R).

b. In beach operations, the effects of weather
and sea state on the supporting lighterage unit in
sustained operations may reduce productivity sig-
nificantly below that given in @ above. In planning

6-1
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for specific operations, consideration must be
given to those factors which degrade the over-all
tonnage potential of these units over extended
periods. These factors are described in FM
55-50-1 (TEST) and FM 55-58.

6—4. Organization and Functions

a. The transportation terminal service company
is composed of a company headquarters, two ship
platoons, two shore platoons, a documentation pla-
toon, and a stevedore gear and equipment mainte-
nance platoon.

(1) Company headquarters consists of a com-
mander and administrative and supply personnel.

(2) Each ship platoon is designed to work
one standard five-hatch ship and is made up of
five 15-man hatch sections. In normal 20-hour-day
employment, each platoon works one shift. In dis-
charge operations, the ship platoon is responsible
for breaking the cargo out of the hold, lifting it
over the side, and landing it on the wharf or into
lighters. During the loading, the ship platoon re-
ceives cargo at shipside, lifts it into the ship, and
stows it in the hold. Each hatch section is com-
posed of a hatch foreman, an assistance foreman,
a signalman, two winch operators, and 10 long-
shoremen.

(¢) The hatch foreman is responsible for
loading or unloading the hatch assigned to his
section. He usually stations himself on deck where
he can observe the entire operation. He selects
and obtains the proper type of cargo gear and
equipment and assigns tasks to the personnel of
his section during each operation. He supervises
the positioning and rigging of booms, save-alls,
cargo nets, etc., and observes and enforces safety
regulations.

(b) The assistant hatch foreman person-
nally directs and supervises the longshoremen
working in the hold. He directs the stowing, brac-
ing, and lashing or the breakout of cargo and
enforces safety regulations.

(¢) On most ships, the winch operators are
unable while operating the winch to see the cargo
hook after it passes into the hold or over the side
of the ship. A signal man positions himself so that
he can see the draft of cargo at all times and
makes certain that his signals can be clearly seen
by- the winch operators. Standard signals for
winch operators are illustrated in TM 55-513.

(d) Modern cargo handling methods use
winches, cranes, and side or stern loading ports,
or any combination of these methods to load or
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discharge cargo. On some ships, the winches are
located so that one man can operate both, and this
is normally speedier and more efficient. In many
cases, however, the winches are designed so that
an operator is required for each, and both winch-
men must be trained and teamed so that each is
familiar with the other’s habits and reactions.
Both must be thoroughly trained in the operation
of all the various types of winches found on mod-
ern cargo ships.

(e) Eight of the longshoremen work in the
hold in two teams of four each under the supervi-
sion of the assistant hatch foreman. The remain-
ing two work on the pier or in the discharge area.

(8) The shore platoons provide the materials
handling equipment and personnel to load and un-
load cargo on the wharf or at the beach. Each
platoon is made up of a headquarters and a cargo
handling section, and each is manned for one-shift
operation. Each cargo handling section is headed
by a cargo equipment foreman, who is overall sec-
tion chief, and a stevedore foreman, who super-
vises the longshoremen. Materials handling equip-
ment operators and truck drivers are assigned to
both sections, but the equipment of each is pooled
and operated around the clock. The unit is author-
ized rough terrain cranes and forklift trucks to
handle cargo on the wharf or at the beach. The
longshoremen move cargo to and from the ship’s
gear and into and from clearance and incoming
transportation and assist in handling cargo moved
within the terminal and temporary holding areas.

(4) The documentation platoon accounts for
all cargo handled by the company and prepares all
transportation documentation required for move-
ment of cargo within the terminal. The platoon is
composed of a headquarters, a documentation sec-
tion, and a cargo checking section, each of which
is manned for two-shift operation. All cargo docu-
mentation at shipside is done by the cargo check-
ing section, which tallies each item as it is loaded
or unloaded and ascertains that each is properly
marked and documented. Two checkers are as-
signed to check cargo into or out of each hatch—
one in the hold and one on the wharf or in the
discharge area. The 12 clerks in the documenta-
tion section are normally pooled with clerks of
other terminal service companies in a battalion-
operated documentation center. In those cases
when the terminal service company is operating
separately, the documentation section works di-
rectly with its parent unit in two shifts of six men
each.



(5) The stevedore gear and equipment main-
tenance platoon is responsible for storing,
accounting for, and performing organizational
maintenance on cargo handling equipment, gear,
materials handling equipment, and other hard-
ware authorized by tables of organizations and
equipment. Although not specifically designed for
two-shift operation (that is, duplication of skills),
the platoon is normally required to work around
the clock, and the engineer equipment repair tech-
nician in charge must assign his personnel to
shifts according to the amount and type of main-
tenance to be performed.

b. There are a number of functions which nor-

" mally are performed in ocean terminal cargo op-
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erations for which no TOE positions have been
provided. These functions include the operation of
a dunnage yard, the performance of the ware-
housing functions incidental to providing in-
transit and security storage, and light engineer-
ing effort within the capabilities of the engineer
equipment assigned. Manning for these functions
must be arranged as needed from within the TOE
personnel available.

¢. The terminal service company commander
should be cognizant of the requirement for physi-
cal security to prevent pilferage and mishandling
of Government cargo. (For details on physical se-

curity, see FM 19-4.)

6-3
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CHAPTER 7

TRANSPORTATION TERMINAL TRANSFER COMPANY
(STANAG 3465)

7-1. Mission and Assignment

a@. The mission of the transportation terminal
transfer company (TOE 55-118) is_to transship
cargo at Army air, rail, motor, and inland barge
terminals. This includes unloading, segregating,
coopering, temporary holding, documenting, and
loading cargo whenever a change in carrier
occurs. The terminal transfer company or ele-
ments thereof may also be used at Air Force air
terminals’ to operate in-transit cargo areas, to
provide a break-bulk facility for consolidated
shipments and to operate a small shipment consol-
idation point for retrograde cargo.

b. The terminal transfer company may be at-
tached to a transportation brigade in the field
army area or to a transportation command in the
communications zone.

(1) When employed in the field army area,
the company is normally attached to a motor
transport group or to an aviation group. These
attachments are on a mission basis and provide
the group with the necessary cargo transfer capa-
bility. Operational control of the entire terminal
facility is assigned to a battalion or a company of
the group having primary transport responsibil-
ity.

(2) In the communications zone, the company
may be attached to a terminal brigade or group to
operate inland terminals or transfer points di-
rectly related with the forward movement of
cargo entering the theater through air and water
terminals. The company or its elements may also
be attached to a terminal battalion to support ter-
minal service company shore platoons in relieving
in-transit area congestion at water terminals by
loading backlogged cargo onto clearance transpor-
tation.

(83) The terminal transfer company is not
normally assigned to operate at distribution
points, but the company or its elements may be
committed in support of supply units performing
these functions if cargo backlog or similar condi-

tions indicate a requirement for temporary em-
ployment of this type. The increased capacities of
the C—5A and other heavy lift aircraft will make

~more-items-eligible-for-air movement,-will-provide

greatly increased capacity for retrograde move-
ments, and will result in large payload deliveries
at a rapid pace into the oversea theater. These
large shipments may require the establishment of
in-transit cargo areas, operated by the terminal
transfer company, at or near the air terminals.
Consolidated shipments consigned to multiple con-
signees will be turned over to the terminal trans-
fer company for unstuffing and will then be expe-
ditiously delivered to consignees. Similarly, over-
sea theater units will ship less-than-release units
of retrograde cargo to the in-transit area. The
terminal transfer company will consolidate ship-
ments by materiel commodity and by the destina-
tion maintenance depot in the continental United
States (CONUS), to the greatest extent possible.
These consolidated shipments will be forwarded to
the intertheater air terminal as directed by the
appropriate Army movement control element.

(4) Inland waterway terminal assignment of
this unit is limited to the transfer of cargo be-
tween inland waterway vessels and other trans-
portation modes. Port, beach, and inland ship
canal cargo discharge operations are functions of
the transportation terminal service company.

(5) The terminal transfer company may also
be employed to assist in staging units taking part
in airborne operations or to assist in clearing
cargo backlogs in ocean or air terminals.

7-2. Capabilities

a. A full-strength terminal transfer company is
capable of transshipping an average of 900 short
tons of cargo daily. This tonnage capability is
based on a 20-hour day and takes into account all
procedures incident to the movement of cargo.

b. Each operating platoon with its normal com-
plement of personnel and equipment can transfer
300 short tons of cargo per day.

7-1
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7-3. Organization and Functions

a. The company is organized and equipped to
transfer cargo at all types of Army inland termi-
nals except large inland waterway terminals serv-
ing ocean-type shipping. It consists of a company
headquarters, an equipment platoon, and three
terminal transfer platoons, each containing a pla-
toon headquarters, a cargo equipment squad, and
four 10-man cargo transfer squads. This structure
includes personnel to process and prepare docu-
mentation for all cargo handled, and it includes
personnel and tools to perform organizational
maintenance on unit equipment.

b, The terminal transfer company is equipped
with 4,000- and 6,000-pound commercial-type
forklifts, 15,000-pound rough terrain forklifts,
20-ton rough terrain cranes, handtrucks, roller
conveyors, cargo trucks, and semitrailer-tractor

7-2

combinations and various cargo slings necessary
for performing its mission. Other equipment addi-
tions or substitutions may be provided for partic-
ular missions under special authorization. In addi-
tion, sufficient tools and repair parts are provided
for organizational maintenance of all unit equip-
ment.

¢. The company is normally employed with each
of its three transfer platoons assigned to work a
separate terminal. When elements of less than
platoon size are needed, the required number of
cargo transfer squads and the necessary equip-
ment can be detailed to other terminals or trans-
fer points for short periods. The company head-
quarters or platoon headquarters should be lo-
cated where it is evident that administrative,
maintenance, and communication problems can be
reduced or eliminated by decreasing the distance
between elements.
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CHAPTER 8

PORT TERMINAL OPERATIONS

8-1. General

a. In order to efficiently accomplish its mission
of placing men and materiel where and when
needed, the Army logistic system must be planned

~and coordinated from its originin the continental

United States (CONUS) to its final destination in
the theater. Cargo must be palletized or container-
ized to the maximum extent to faciliate handling
and conslidating for movement direct to the ulti-
mate receiving activity or the most distant break-
bulk point. Vessels must be stowed so that the
integrity of shipments is maintained and sorting
of components is not required in the theater.
Upon arrival of supplies and material in the thea-
ter, the transportation command is responsible
for continuing their uninterrupted movement as
far forward as possible and to the consumer if
feasible. Because this forward movement begins in
the theater at the ocean terminals of arrival, ter-
minal operations have a major impact on the
whole transportatioh system. Vessel discharge
and port clearance are paced by the capabilities of
the transportation system and the receiving capa-
bilities of the receivers. Terminal operators must
be alert to these capabilities and their fluctuations
in operational planning. Problem areas must be
identified and solutions reached either by direct
coordination with made operators and receivers
or through channels to the transportation com-
mand and the TASCOM (theater army support
command).

b. A free flow of information on an informal
basis is necessary to augment formal transactions
and to assure that the movements systems of
CONUS activities mesh with those of the theater.
This information should include required changes
in port designators for individual shipping ad-
dress codes as units displace or changes occur in
the transportation system. Based on information
received from terminal operators, the movement
control center advises Military Traffic Manage-
ment and Terminal Service (MTMTS) and
CONUS terminals of changed terminal capabili-
ties (ability to handle particular commodities,
such as petroleum, oils, and lubricants (POL),

ammunition, or heavy lifts, or increases or de-
creases in daily tonnage capabilities). It also ad-
vises on other factors which influence either the
CONUS or transoceanic routing of shipments or

_shipping and receiving facilities limitations listed

in AR 55-357.

8-2. Planning

a. General. Although passive defense demands
dispersion of ships and shoreside transfer activi-
ties, it is not intended that existing developed
ports in a theater will be ignored. The physical
layout of most harbors and ports is such that a
limited degree of dispersion can be achieved
within the boundaries of the port itself. Disper-
sion within an established terminal does not per-
mit maximum use, but it does allow the com-
mander to take partial advantage of the many
facilities of the port without unduly endangering
the accomplishment of his mission. The extent to
which the commander uses the established ter-
minal represents a calculated risk taken after a
careful evaluation of the likelihood of an attack
resulting in destruction of the port and the proba-
ble effect on the theater logistical plan.

(1) Planning must be based on numerous fac-
tors, including the following: physical character-
istics and layout of the port and/or beaches, logis-
tic support requirements as determined by the
overall scheme of operations, and personnel and
equipment which the terminal units must have to
meet the target tonnage requirements. In both the
planning and operations phases, these factors
greatly affect each other. The target tonnage
factor is the basic factor, for it is in effect the
mission of the terminal units. To accomplish this
mission, personnel and physical facilities must be
balanced. This will involve the employment of
beaches, rehabilitation of destroyed or damaged
piers, construction of new piers, use of indigenous
or contract labor and equipment, or a combination
of these.

(2) The ship and the terminal service com-
pany are the basic units to be considered in plan-
ning all discharge operations. The terminal serv-

8-1
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ice company is capable of discharging one five-
hatch ship around the clock at a rate of 720 short
tons per 20-hour operating day. This tonnage
should be used for long-range planning purposes.

(3) Using the ship and the terminal service
company as basic factors, the personnel and
equipment factors may be determined. Upon de-
termining these factors, planners can estimate re-
quirements quickly and accurately for either pier
operations or beach operations or a combination
of both.

b. Operational Planning. The plans, operations,
and security section of the terminal battalion be-
gins its planning immediately upon assignment of
the mission. This mission assignment to discharge
a specific ship will be accompanied by the ship’s
papers (cargo stowagz plan, hatch lists, and ocean
manifest) and the cargo disposition instructions.
Planning is based on these papers and the person-
nel and equipment available. It includes a deter-
mination of—

(1) Point of discharge (wharf or anchor-
age).
(2) Types of terminal units required.

(3) Special equipment required for special or
heavy lifts. ’

(4) Priorities of discharge if any.

(5) Arrangements for terminal clearnance,
including transportation required and necessity
for temporary holding or further segregation.

(6) Security and safety requirements.

¢. Handling of ammunition and Hazardous and
Classified Cargo. Planning must also take into
consideration the special requirements for han-
dling ammunition, explosives, and other hazard-
ous cargo. Provisions must be made for classified
storage facilities and properly cleared personnel
for handling classified cargo (AR 700-65). Con-
stant coordination between terminal operators
and ammunition units on the inspection, unload-
ing, clearance, courier service, safety, and special
security requirements for conventional and spe-
cial ammunition entering terminals is an absolute
necessity. Special requirements governing trans-
portation and handling of military explosives and
other hazardous cargo on board vessels and in
ports are provided in Title 46, Code of Federal
Regulations (Coast Guard Publication 108). Spe-
cial shipping instructions for military biological
research material and hazardous-type cargo by
various modes are contained in AR 55-8, AR
55-16, and AR 55-228. (See AR 700-65 for nu-
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clear weapons and nuclear weapons materiel ,
For a hazardous-type chemical shipment, FM
101-40 sets forth a requirement for a munitions
safety control (technical escort) unit to guard
shipments, protect personnel handling the ship-
ments, dispose of damaged munitions, and decon-
taminated objects and areas accidentally contami-
nated during shipment. Details about handling
chemicals and ammunition are given in TM 3-250
and TM 9-1300-206. Information on decontami-
nation is given in TM 3-220, and instructions for
first aid for individuals exposed to chemical
agents are given in FM 12-41 and TM 8-285.

8-3. Estimating Throughput Capacity

A terminal battalion’s mission will include an as-
signed tonnage based on the throughput capacity
of the terminal. Terminal throughput capacity is
the estimated daily tonnage that can be brought
into, discharged, and cleared from the terminal.
Terminal throughput capacity is determined by
thres major factors: terminal reception capacity,
terminal discharge capacity, and terminal clear-
ance capacity. The smallest of these three figures
(expressed in short tons) is the limiting factor
and is therefore the terminal throughput capacity.
For general planning purposes, each of these
three capacities are estimated and expressed in
short tons handled per 20-hour working day. The
three factors are defined as follows:

a. Terminal reception capacity is the physical
capability to receive ships into a harbor or coastal
area and to accommodate them for discharge.
This capacity can be expressed in an estimated
tonnage that could be discharged from the accom-
modated ships daily and is based primarily on an
evaluation of the physical facilities of the termi-
nals (wharf spaces, anchorages, etc.).

b. Terminal discharge capacity is the number of
tons that can actually be discharged from the
accommodated ships daily. This capacity is based
primarily on an evaluation of the available cargo
handling equipment and personnel.

c. Terminal clearance capacity is the number of
short tons that can be moved through and out of
the terminal daily on inland conveyances. This
capacity is based on available clearance transpor-
tation and cargo handling equipment and person-
nel over and above that engaged in direct ship
discharge.

8-4. Ship Destination Meeting

a. Surface shipping destined for a major over-



sea theater is normally moved in Navy-controlled
convoys or under Navy supervision. This proce-
dure results in wide fluctuations in terminal
workloads, as ships arrive in groups rather than
singly. To determine where each ship in a convoy
should be discharged and to what destinations its
passengers and cargo should be shipped requires
careful advance planning and constant coordina-
tion. The overall destination of shipping is deter-
mined at theater army support command
(TASCOM) staff level.

b. The assistant chief of staff (ACofS), move-
ments, TASCOM, conducts periodic meetings at
which detailed " ship destination decisions are
made. These meetings should be held as early
as feasible in order that planning at operat-
ing echelons may be completed prior to the
arrival of the vessel. Normally present at
these meetings will be representatives of the
TASCOM staff, the movement control center,
the inventory control center, the principal mission
commands (personnel, supply and maintenance,
transportation), the U.S. Navy, and the Military
Sea Transportation Service (MSTS), as well as
the host nation and allied forces which may be
concerned. The transportation command com-
mander will normally have his terminal com-
mander (brigade or group) accompany him to these
meetings to provide information on current and
projected water terminal capabilities. Based on
workloads of the theater terminals, relative loca-
tion of depots for inbound cargo, throughput
cargo, and capabilities of the segments of the
transportation system, incoming ships are di-
rected to specified terminals for discharge. Upon
determining the terminal of discharge and based
on cargo destination information furnished by the
inventory control center, the movement control
center issues cargo disposition instructions and
determines the mode of transport to be used for
moving cargo from the terminal of discharge to
its designated depot. This information, along with
vessel manifest information, is relayed to the ter-
minal battalion responsible for the terminal at
which the vessel is to be discharged. This plan is
included in the TASCOM movements program,
and extracts are furnished to the consignee and to
interested transportation movements offices so
that they.can plan for receiving the cargo. Based
on cargo disposition instructions, the terminal
battalions make plans and give specific assign-
ments to terminal units for discharge of vessels
and for terminal clearance.
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c. After the major decision as to disposition of
the incoming shipping is made, there are a num-
ber of actions which the terminal brigade or
group must coordinate with other agencies before
ship discharge and port clearance operations can
commence. Principal among these are—

(1) Detailed cargo disposition instructions
for military and civilian aid cargo, to include di-
versions, and detailed routing instructions.

(2) Arrangements for clearance of personnel
and cargoes which are to be moved directly for-
ward, bypassing TASCOM rear area facilities.

--- (3) Individual ship-berth assignments.

d. Ship berth assignments require coordination
with local MSTS representatives and may also in-
volve local host nation authorities and will usually
be made at the terminal battalion level. Detailed
disposition and routing instructions for personnel
and U.S. allied military cargo, and military aid
cargo require coordination with the supply and
maintenance command, the personnel command,
and the recipient nation or allied command—the
latter through the liaison officers attached to the
terminal group. Disposition of civilian aid cargoes
will require liaison with representatives of the
government of the recipient nation; assistance in
this matter may be given by foreign liaison
officers and U.S. civil affairs personnel. The move-
ment control center will provide detailed routing
instructions for U.S. military cargo and will have
personnel at each discharge site to assist terminal
personnel. Movement control teams will also ar-
range for local and line haul transport equipment
to be available to the terminal operators and will
coordinate with transportation mode operators to
that end.

8-5. Vessel Unloading

a. Based on the vessel manifest and cargo dis-
position instructions received, the terminal battal-
ion plans the discharge of individual ships in ad-
vance of their arrival. This planning includes the
gpecific location within the terminal to be used,
the method of discharge (floating or shoreside
cranes, alongside or offshore discharge, and order
of hatches and cargo within the hatches to be
worked), and the designation of specific units to
work each vessel.

b. The operating terminal battalions work
closely with the local transportation movements
office to assure that variations from the vessel
discharge plan are coordinated with clearance
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~mode operators to prevent unnecessary delays to
cargo, personnel, or clearance transport equip-
ment.

¢. When a terminal service company has been
assigned the mission of unloading cargo from a
vessel and it has been determined that all papers
(manifest, stowage plan, hatch lists, and cargo
disposition instructions) are in order and that all
cargo handling equipment necessary for the job is
on hand, unloading operations can begin. Detailed
procedures and techniques for unloading cargo
vessels are contained in TM 55-513.

d. Before movement or unloading of the first
draft of cargo, a boarding party goes aboard the
vessel to coordinate with the vessel master and
inspect the cargo to be discharged and its manner
of stowage. The boarding party may consist of all
or a number of the following personnel with in-
terests as indicated :

(1) The terminal operations officer, who de-
termines and reports the general condition of
ship’s equipment and facilities, delivers pertinent
terminal regulations and orders of the terminal
commander to the master of the vessel and to the
military troop commander, obtains copies of
ship’s papers when advance copies have not been
received, determines major damage to or pilfer-
age of cargo, and obtains other information perti-
nent to the unloading of the vessel’s cargo.

(2) A customs representative, who checks for
clearances, narcotics, and weapons, and performs
other necessary customs activities in accordance
with theater directives and laws of the host na-
tion.

(3) An MSTS representative, who deter-
mines from the ship’s officers the requirements
for repair, fuel, stores, etc., and delivers MSTS
instructions to the vessel master.

(4) The surgeon and/or veterinarian, who
clieck for communicable diseases, sanitary condi-
tions of troop spaces and facilities, and condition
of perishable cargo.

(5) The harbormaster, who coordinates mat-
ters pertaining to berthing, tug assistance, and
employment of floating eranes and other harbor
craft under his control.

(6) The ship platoon leader, who coordinates
the detailed plans for cargo unloading.

(7) Lighterage wunit representatives, who
coordinate plans for employing lighters for un-
loading vessels at anchorage berths.
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(8) The troop movement officer, who coordi-
nates plans for the movement of troop units or
casuals through the terminal.

(9) A military police representative, who de-
termines needs and makes plans for provision of
military police support required during unloading
and debarkation operations. (See FM 19-30 and
FM 19-4.)

8-6. Cargo Clearance

a. Based on the locations and the requirements
for transport, the transportation movements offi-
cer coordinates with the terminal and modé op-
erators for placement of appropriate transport
at the locations and times necessary to clear
cargo from the terminal. Cargo clearance is
the act of moving cargo from shipside and trans-
porting it to its first destination outside the ter-
minal operating area. This first destination may
be the final destination or it may be a rear area
depot, and will be identified in the cargo disposi-
tion instructions.

b. The importance of prompt clearance of cargo
is emphasized. It is essential to the efficiency and
success of the total theater logistic system, and it
is necessary in order to avoid congestion in the
terminal area. A continuing cargo backlog feeds
upon itself and slows down operations to a point
that it can bring on a collapse of the entire ter-
minal effort.

¢. The most efficient method of clearance is to
discharge cargo directly from the ship to clear-
ance transport; however, operating conditions do
not always permit this. Conditions which may
prevent direct clearance from shipside are: cargo
mixed to such an extent that it cannot be segre-
gated without delaying operations; special situa-
tions which require segregation by time, lot, or
weight; lack of proper trangport; inability of re-
ceiving installations to accept cargo; and delays
in receiving cargo disposition instructions. When
such conditions exist, cargo should be moved to
temporary in-transit storage areas.

d. Temporary in-transit storage areas are
usually located adjacent to or very near the pier
discharge area. Cargo should never be placed in
temporary in-transit storage areas until every ef-
fort has been made to clear it from the terminal.
If temporary holding is necessary, the cargo held
should not exceed 1 day’s discharge and should be
cleared from the terminal at the earliest possible
time. If the amount of cargo in the temporary in-
transit storage area becomes excessive, a terminal



transfer element (platoon or company) should be
attached to load clearance transport equipment as
it becomes available to relieve the terminal service
units discharging the ships from this additional
and capability-reducing burden.

e. The number and location of temporary in-
transit storage areas within the terminal depend
on the availability of suitable sites, type and
quantity of cargo to be discharged, equipment and
personnel available, and location and modes of
transportation employed in the terminal clearance
operation. The areas should have a hard surface
and should be located between the discharge
points and the inland transportation net to permit
efficient use of materials handling equipment in
moving cargo from shipside to the area, within
the area, and from the area to the transportation
net.

8-7. Vessel Loading

a. Although the primary function of a terminal
organization in a theater is the reception, debar-
kation, and transshipment of troops and materiel,
there are occasions when it is necessary to load
troops and supplies aboard vessels. These out-
bound movements may vary from small {o large-
scale shipments of cargo and personnel. The ter-
minal commander’s responsibility for outbound
cargo is approximately the same as for inbound
cargo. The primary difference is that the opera-
tion is performed in reverse order. It includes
initiating port releases; booking, receiving, and
stowing cargo; and preparing the necessary docu-
mentation. The terminal group commander as-
signs the loading mission to a terminal battalion
and coordinates as necessary with MSTS.

b. The ACofS, movements, TASCOM, estab-
lishes procedures for movement of freight from
points within the theater to the terminal for fur-
ther movement to CONUS or other destination
outside the theater. These procedures generally
provide for the shipping agency to submit a
request to the movement control center, which
coordinates the necessary shipment actions at the
periodic ship destination meetings. Then, based on
overall workload, ship and delivery transport
availability, and cargo location, a loading terminal
is selected, the mode of transportation is deter-
mined, and bulk shipping space is allocated.

¢. The terminal group issues cargo booking in-
formation to the terminal battalion operating the
selected terminal, and this information is used to
preplan vessel stowage, storage requirements, and
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operational workload. When the berthing time of
the vessel has been definitely established, the bat-
talion assigns the loading mission and dissemi-
nates the following information to its subordinate -
units :

(1) Location of loading berth. .
(2) Time that loading is scheduled to begin.
(3) Time that cargo is to be received.

(4) Estimated departure date of the vessel.

(5) Special cargo to be loaded and materials
handling equipment required.

d. Plans are made for the receipt, temporary
holding, and movemient of cargo to the loading
area, and port releases are forwarded to the ship-
ping agency by the terminal battalion. Port re-
leases are carefully scheduled to prevent interfer-
ence with the terminal clearance program and to
avoid delays in loading.

¢. When the nature of the cargo has been deter-
mined, the battalion prepares a prestowage plan
(TM 55-513) for loading the particular vessel
with the cargo indicated. The prestowage plan is
presented to the appropriate vessel authority for
approval and, upon arrival of the vessel, it is pre-
sented to the ship’s master or his representative
for final approval. When the vessel is berthed, it is
also necessary to conduct a thorough inspection of
holds, hatches, and ship’s gear to check for any
difficulty that might arise during loading opera-
tions.

. The prestowage plan prepared by the battal-
ion and approved by the appropriate ship’s repre-
sentative becomes the basis on which to call cargo
forward to the terminal area. In calling the cargo
forward, the battalion commander must consider
planned loading time aboard ship and the area
available for temporary holding in the event that
the cargo arrival time and loading time do not
coincide. It is desirable to have sufficient cargo on
hand to sustain 1 day’s loading operation prior to
the initiation of loading operations. This will as-
sure continuous loading in case some shippers
cannot meet the planned port call date. Cargo re-
ceived before the loading time must be moved into
a temporary in-transit storage area so as not to
interfere with any clearance operation.

g. Retrograde cargo (containers, trucks, tanks,
aircraft, SEAVANS, MILVANS, etc.) being re-
turned to CONUS will be prepared and processed
for CONUS Department of Agriculture quaran-
tine inspection prior to being loaded aboard air-
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craft or vessels in accordance with TM 750-series
ard Joint Regulation AR 40-12. Plans should be
made IIr -advance toensure that adequate cleaning
equipment amd appropriate insecticide chemicals
and rodent poison bait blocks are on hand so that
retrograde cargo can be properly processed ex-
peditiously.

a. Generalk. Cargo moving through Army ter-
minals is diocumented in accordance with DOD
Regulation 4500.32-R. The basic document for all
cargo movements under these procedures is DD
Form 1884, Transportation Control and Move-
ment Document (TCMD), a multipurpose form
which can be prepared manually or mechanically
as a punchcard. The manual version of the form is
a seven-part document, which is originated by the
shipper for each transportation unit and which
accompanies the cargo to the ultimate consignee.
Detailed procedures for preparing and processing
the TCMD and allied documents are contained in
DOD Regulation 4500.32-R, but a general outline
of the internal documentation procedures at Army
terminals is provided in this paragraph. The
TCMD is used—

(1) To provide advance notice of shipment to
consignees.

Documentation

(2) As an airbill, a highway waybill, a dock
receipt, and a cargo delivery report.

(3) For movement control of shipments
worldwide within the Department of Defense
transportation system, including in-transit re-
porting and tracing actions.

(4) As a source document for mechanically
prepared air and ocean manifests.

(5) As a source of logistic management data.

b. Inbound Movements.

(1) For ships loaded in CONUS, MTMTS
transmits manifest information to the transporta-
tion command’s movement control center. A copy
of the manifest is provided the inventory control
center so it may make any necessary changes in
consignee or destination of the cargo. The move-
ment control center incorporates any necessary
changes and transmits manifest information to
the terminal command element responsible for
discharge of the ship. Depending on the degree of
sophistication of the computer and program used
by the movement control center, hatch tallies and
partial TCMD’s may also be provided to the
terminal element.
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(2) The terminal battalion reproduces the in-
coming data in a format and in the number of
copies necessary for the actual discharge of the
ship. Detailed cargo disposition instructions are
provided by the movement control center.

(3) Upon arrival of the ship, the reproduced
manifest is used as a basis for checking the cargo
off the ship. The data as to quantity, identity, and
condition of incoming cargo developed by the un-
loading terminal service unit are used to prepare
the cargo outturn message and to reconcile the
manifest. Upon reconciliation of the ship dis-
charge data with the manifest, the terminal bat-
talion prepares a cargo outturn report and for-
wards it to group headquarters for transmission
to MTMTS and to other interested agencies as
listed in MILSTAMP (Military Standard Trans-
portation and Movement Procedures) (DOD Reg-
ulation 4500.32-R). (See AR 55-38 for reporting
of transportation discrepancies in shipments.)

(4) The above general procedures may have
to be modified somewhat when ships arrive from
theaters other than CONUS, especially if no data
processing equipment is available at the loading
port. In this case, the manifest will be forwarded
by airmail or courier to the terminal group, which
retransmits it to the designated discharge port. If
the sea distance is short, the manifest may not
arrive before the ship, and the terminal battalion
responsible for discharging the ship may have to
obtain a copy of the manifest from the ship’s mas-
ter.

(5) The TCMD will normally be used as the
basic document for checking and documention in-
coming cargo, although other forms, made up lo-
cally if necessary, may serve the purpose. The
hatch checker originates a partial TCMD (in six
copies) for each lighter or truck load. When
drafts of cargo are moved away from the ship’s
hook separately, a separate partial TCMD is made
out for each draft. To avoid delays, information
which the hatch checker transcribes on the TCMD
should be confined to data essential for identifica-
tion and onward routing of the cargo, including—

(¢) Transportation control number
(TCN).

(b) Destination (as per markings).

(¢) Number and types of pieces (boxes,
pallets, and serial numbered containers, giving
the serial numbers of the latter).

(d) Commodity.

(e) Lighter, truck, or container number.




(f) Signs of loss, pilferage, or damage to
cargo.

(9) Vessel name, voyage number, stowage .

location.
(h) Checker’s name and date.

(6) The hatch checker retains one copy of
the TCMD and turns the remaining five copies
over to the lighter, vehicle, or forklift truck oper-
ator, or to another checker at dockside. The opera-
tor turns over four copies to the next custodian of
the cargo, retaining one copy as a receipt and as
proof of delivery.

(7) Except when cargo is moved directly
from shipside to a local consignee, it must be re-
constituted into transportation units, such as rail-
car loads or line haul truckloads, before clearing
the terminal area. These units may differ from
those in which the cargo left shipside and may
require new sets of TCMD’s. A copy of these new,
and more complete, TCMD’s accompanies the
cargo to destination. The TCMD forms the basis
for preparing bills of lading, freight warrants,
and train manifests as required. Both the hatch
checker’s partial TCMD’s and the TCMD’s pre-
pared to cover onward movement are used by the
documentation section of the terminal battalion to
reconcile the ship’s manifest and to prepare cargo
outturn messages and outturn reports. They are
used further by movement control personnel to
notify in advance congsignees (report of shipment)
that shipments are on the way and to follow the
shipment’s progress to destination.

¢. Outbound Movements.

(1) Procedures for offering cargo for ship-
ment, handling movement releases, and document-
ing outbound cargo are subject to theater regula-
tions. Theater regulations will be designed, how-
ever, for compatibility with Department of De-
fense procedures as laid down in AR 725-50 and
DOD Regulation 4500.32-R.

(2) The TCMD is used to cover outbound
movements in either manual or punchcard form.
Freight warrants and/or bills of lading will cover
the cargo if shipped to the loading port by com-
mercial means, and the TCMD will serve as
backup for these documents.

(3) In planning for handling outbound cargo,
the terminal commander must consider the size of
the shipment and the type of cargo because these
affect the choice of loading berth as well as of
equipment and personnel. Also of importance are
the volume and schedule of inbound traffic and the
clearance requirements created thereby.

(4) The terminal service unit actually
charged with loading the cargo prepares pre-
stowage plans, which are subject to approval by
MSTS, and the necessary ocean shipping docu-
ments (manifest, stowage plan, and, if required,
hatch lists.) Upon receipt of ship loading data
from the terminal concerned, the terminal group
transmits the cargo traffic message to the dis-
charge port and arranges for forwarding the
ship’s manifest data to destination by electronic
means or by airmail or courier as appropriate. If
more than one loading terminal is involved, each
is responsible for notifying the next terminal of
the ship’s departure and for manifesting the
cargo loaded. The final loading terminal consoli-
dates the manifest and transmits it to the ter-
minal group for further transmission to the desti-
nation terminal. The last loading terminal also
prepares the ship’s departure message. Any spe-
cial discharge requirements will be included in the
ship’s departure message, cargo traffic message,
and ship’s manifest.

d. Daily Operations Report. In addition to the
documentation required by existing regulations,-
the terminal group will normally require that a
daily operations report be prepared by each termi-
nal battalion operating a port or beach terminal.
This report will normally include the following in-
formation: '

(1) Number of passengers embarked, de-
barked, and awaiting embarkation and debarka-
tion. Also, number of passengers to be handled
during the next 24 hours.

(2) Number of short tons (weight and meas-
urement tons) of cargo by major category (gen-
eral, vehicles, POL) discharged, loaded, cleared
(by mode), and awaiting discharge, loading, and
clearance. Also, the number of tons booked and
expected in the next 24 hours.

(3) Number of ships which have arrived,
have departed, remain in port, and are expected
to arrive and depart during the next 24 hours.
Also, the status of ships in port, such as discharg-
ing, loading, awaiting orders, under repair, etc.

(4) Workload for the month so far, and an-
ticipated for next month.

(5) Summaries of available ship berths, num-
ber and capacity of lighters and trucks, number of
gangs for ship and pier work, covered and open
storage space, number of railroad cars which can
be accommodated and cleared, materials handling
equipment availability, etc.
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8-9. Floating Craft Maintenance

a. Maintenance and repair of floating craft used
in water terminal operations poses problems and
requires arrangements which are somewhat dif-
ferent than for other types of equipment. Except
for amphibians, which ean move inland for main-
tenance work, maintenance and repair facilities
for landing craft and other floating equipment
must be located afloat or near the water’s edge.
This fact may also influence the location of
units and facilities for maintenance and repair of
other equipment used in terminal areas.

b. The larger floating equipment items such as
tugs, Y-tankers (fuel tankers), floating cranes,
and beach discharge lighters carry allowances of
repair parts and are self-sufficient to a certain
extent with respect to direct support and some
aspects of general support maintenance. Smaller
craft which carry few if any spare parts are more
directly dependent on direct and general support
units for their maintenance support. Floating re-
pair shops of the floating craft general support
maintenance companies provide the bulk of
backup maintenance for floating equipment op-
erating in port terminals. TM 55-500 contains
marine equipment characteristics and data in-
formation.

¢. Because of the wide dispersion of water ter-
minal operations, much direct and general sup-
port maintenance, especially for amphibians and
landing craft employed in logistics over-the-shore
operations, will be provided by contact (mobile
repair) units. This will also hold true for emer-
gency repair and salvage operations. An explana-
tion of the floating craft maintenance system and
the operation of support units is contained in FM
55-50-1 (TEST).

d. A marine engineer technician on the terminal
battalion staff is responsible for staff supervision
of organizational and direct support maintenance
for all marine equipment in the attached compa-
nies. He is additionally responsible for staff su-
pervision of general support maintenance if this
function is assigned at battalion level. This officer
supervises correct recording of maintenance
activities within the battalion in accordance with
existing directives and conducts periodic inspec-
tions as necessary. He prepares reports of inspec-
tions, disseminates technical information, and
provides technical maintenance assistance when
required.

e. A marine maintenance officer is provided on
the staff of the terminal group and terminal bri-

gade to exercise staff supervision over general
support maintenance functions for the command.
The commanders of the assigned general support
units also act as special advisers on floating craft
maintenance to the marine maintenance officer
and to the terminal group or brigade commander.

8-10. Personnel Moves

Personnel moves may consist of casuals or units
being deployed or redeployed or may occur as a
part of a tactical operation. The following subpar-
agraphs discuss the transportation terminal units’
responsibility for personnel moves under the two
general headings of inbound and outbound.

a. Inbound Personnel Moves (Debarkation).

(1) To plan properly for debarkation and
disposition of personnel, the troop movement
officer of the terminal group headquarters and the
commanders of the terminal operating units (bat-
talions and terminal service companies) require
certain advance information. This advance infor-
mation isobtained from approved movement pro-
grams; directives of higher headquarters; pro-
jected information, such as preembarkation radio
messages and lists of personnel in embarkation
tzrminal staging areas awaiting transportation to
the oversea theater; passenger lists; and prear-
rival information. The movement programs and
projected information enable the troop movement
officer and the air, rail, and motor transportation
planning officers to make advance plans.

(2) Receipt of the passenger list enables the
troop movement officer and others concerned to
make specific and detailed plans for receiving in-
coming personnel. The passenger list provides the
name, rank, serial number, shipment number, and
organization of all personnel aboard a vessel, bro-
ken down by units, casuals, officers, warrant
officers, enlisted personnel and civilians. This in-
formation is necessary for the staging areas to
make preparations for billeting and messing. The
staging area commanders notify the troop move-
ment officer and the terminal operating unit com-
manders of the location of each unit’s billet. The
air, motor, and rail transportation planning offi-
cers are also given this information. Based on this
information and the tentative date of the vessel’s
arrival, aireraft, trucks, buses, and/or rail equip-
meant can be ordered through the movement con-
trol center. The information contained in the pas-
senger list is distributed to all other interested
agencies.

(8) Usually the last item of advance informa-
tion necessary to permit final planning is an accu-



rate forecast of the estimated time of arrival of a
vessel, which an oversea terminal ordinarily re-
ceives in the radio message sent by the ship’s mas-
ter 24 to 48 hours before the ship’s arrival.

(4) Detailed coordination is necessary at the
terminal command level before actual debarkation
to provide the terminal battalion commander with
the information and support required for an or-
derly and efficient debarkation. Agencies and per-
sonnel concerned with predebarkation planning
and coordination include the following :

(a) Troop movement officer.

(b) Movements officer.

(¢) Rail transportation planning officer.

(d) Air transportation planning officer.

(e) Highway transportation planning offi-
cer.

(f) Provost marshal.

(g) Post surgeon.

(k) Staging area commander.

(7) Replacement regulating detachment (if
casuals are involved).

(7) Commanders of the terminal operating
units assigned this mission.

(k) Military Sea Transportation Service
representative.

(5) Items requiring coordination include the
following :

(a) Estimated time of arrival of vessel.

(b) Exact mission assignment, including
pier or anchorage and lighterage assignment for
the vessel.

(¢) Time debarkation operations are to
begin and estimated time hold baggage and other
impedimenta will be available.

(d) Final arrangements for: assignment
of boarding parties, provision of adequate facili-
ties for the use of debarking troops, order of de-
barkation, security measures, traffic control plan,
provision of adequate transportation to clear the
terminal, designation of routes to the staging
area, and provisions of escorts if trucks or buses
are used.

(e) Special information, if any, which may
affect debarkation plans, such as the length of
time a vessel can remain at the terminal.

(6) After effecting the necessary coordina-
tion, the troop movement officer publishes a de-
barkation order incorporating all final plans. If
the estimated time of arrival is changed after the
debarkation order has been published, the troop
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movement officer is responsible for obtaining and
furnishing a new estimated time of arrival to all
interested personnel as soon as possible. The
actual debarkation is accomplished by the respon-
sible terminal battalion and one or more of its
terminal service companies.

b. Outbound Personnel Moves (Embarkation).

(1) Careful coordination is required to as-
sure an orderly and efficient embarkation. In addi-
tion to the personnel listed for debarkation in
@ (4) above, embarkation coordination also in-
volves representatives from the embarking units
and the military departments aboard the the ves-
sel(s). Personnel being returned to CONUS must
be processed in advance in accordance with Joint
Regulation AR 40-12 to meet the requirement of
the CONUS quarantine inspection and also must
be processed for CONUS customs inspection (AR
55-73).

(2) The problems which must be resolved to
provide the operating unit commander and others
with required information and support are simi-
lar to those incurred in inbound movements (a
above). Detailed plans and final arrangements
must be completed for the following:

(a) Composition and designation of the ad-
vance party and the time it will embark. These
advance details should include cooks; bakers;
butchers, if necessary; kitchen police; guards;
and guides.

(b) Baggage details, arrangements for
loading of equipment to accompany troops, and
any additional equipment that appears on the or-
ganizational equipment list. (An officer from each
unit or movement order of casuals should be ap-
pointed unit-transport baggage officer.)

(¢) Method of transporting troops from
staging area to shipside. Schedules, showing time
of departure of each unit from the staging area
and arrival and embarkation times at the pier.

(d) Detailed traffic control arrangements,
including military police to escort truck and bus
convoys if necessary.

(e) Pier traffic plan.

(f) Number of gangplanks to be used in
the embarkation of each ship.

8-11.

Efficient exercise of command and prompt trans-
mission of information and instructions require
the establishment of a reliable signal communica-
tions system. When operations are being con-

Communications
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ducted under dispersed conditions, the problem
becomes more complex because of increased dis-
tances between the headquarters and its subordi-
nate elements. A good communications system
within and between ports, depots, beach sites, and
control points and other transportation activities
is essential. A wire communications system is pref-
erable for this purpose, particularly in a static
situation; however, radio or motorized messenger
service may be used. Coordination of the complex
operations incident to the proper functioning of a
terminal group requires early establishment and
continued operation of an efficient integrated sig-
nal communications network. Communications re-
quirements are developed on a project basis and
vary according to size and composition of the ter-
minal organization and the number of sites oper-
ated. In addition to the communications traffic
necessary for operating and administering a ter-
minal group and its subordinate units, a require-
ment may exist for direct visual and radio com-
munication with incoming or outgoing military-
operated or military-controlled vessels for infor-
mation concerning berthing, anchoring, move-
ment, and status or for other operating instruc-
tions or information. When such a requirement
exists, it will be developed on a project basis.
Coordination of details involving planning, techni-
cal matters, supply, and personnel, including secu-
rity, training, and operational procedures involv-
ing signal equipment and communications sys-
tems, is effected by the signal officer in accordance
with policy established by the commander. The es-
tablishment of radio and telephone circuits to and
between the terminal group and subordinate bat-
talions is a command function for which the com-
munications officer has planning and coordinat-
ing responsibility. Owing to the large volume of
traffic generated by subordinate terminal units
and the urgency for prompt transmission, total
reliance on signal long lines is infeasible.

Area Defense and Rear Area
Protection (RAP) Operations

8-12.

a. General. The terminal headquarters and its
subordinate units are required to defend their ad-
ministrative and operating areas against enemy
attack. Inasmuch as terminal units operate only in
areas which are friendly from the outset or have
been militarily secured, the principal types of
ground attack to which they are subject will nor-
mally involve irregular forces and saboteurs.
When wide dispersion is practiced because of the
threat of mass destruction weapons and/or the
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nature of combat operations and geography of the
theater, the terminal operating units become espe-
cially vulnerable to guerrilla attack. Terminal
units orerating in developed port areas, on the
other hand, are more vulnerable to sabotage and
underwater demolition than to surface attack.
The seriousness of these threats depends to a large
extent on the attitude of the local population and
on the effectiveness of local administrative, police,
and security organizations. For a complete dis-
cussion of RAP operations, see FM 19-45-1
(TEST).

b. Planning for Defense.

(1) The director of plans, operations, and se-
curity is responsible to the terminal brigade or
group commander for planning the defense of op-
erational areas of units under his jurisdiction.
The defense will be planned in coordination with
the area support commander. Other agencies with
which prior coordination is required are the U.S.
Navy and host nation civil and defense forces, if
any. Cooperation with local host nation agencies
and establishment of communications with them
are essential in defense against guerillas and
control of sabotage efforts.

(2) Included in the planning function are—

(a) Thorough analysis of actual and poten-
tial enemy threats.

(b) Analysis of physical features of the
operational areas to determine the best method
for organizing their defense with available re-
sources.

(¢) Analysis of local communications facil-
ities to determine how they can augment or be
included in the military communications system to
advance defensive capabilities.

(d) Coordination of plans with those of the
area support command.

(3) On the part of the terminal brigade and
its subordinate units, defense against air attack is
passive; active defense will be provided by air
defense units. Harbor defense and defense against
submarine attack are naval responsibilities, which
may be assigned to either U.S. or allied naval
forces. (See app B for procedures and techniques
for employing unit non-air defense weapons
against low-altitude enemy aircraft.)

¢. Nonmilitary Considerations.

(1) The defense of water terminal areas di-
rectly or indirectly involves the local population.
If the local population and authorities are
friendly, defense will be facilitated or may even




be confined largely to internal security measures.
If all, or a sizable part, of the local population is
unfriendly, area defense is vastly complicated, re-
gardless of the official attitude of the authorities.

(2) A perimeter defense usually will cause
some residential areas to be enclosed. This causes
serious security problems and imposes hardships
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on the local population. If the local population is
considered unfriendly or unreliable, a choice will
have to be made between clearing the area of all
civilians or imposing strict controls to include
pass systems, curfews, and screening. Assistance
from civil affairs units and rear area operations
centers will have to be sought in these matters.

8-1
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CHAPTER 9

LOGISTICS OVER-THE-SHORE OPERATIONS

9-1. General

a. The probability that existing port capacities
in many areas will be insufficient to support thea-
ter tonnage requirements and the possibility of
enemy/insurgent activities requires that emphasis
in planning be shifted from large port complexes
to widely scattered beach operations. For general
planning purposes, it is estimated that upwards of
40 percent of all cargo entering a theater by sur-
face means will be delivered through dispersed
beach terminals. Accordingly, the senior terminal
commander in the theater must continually plan
and provide for the opening of new beaches to
accommodate increased tonnages to replace the
tonnage capacity of a port or beach that has been
made untenable by enemy action, to relieve con-
gested routes of communications, and to reduce
the land transportation required to support the
combat elements. Plans should include the pro-
posed location and layout of the area, the type of
lighterage to be used, the task organization neces-
sary to attain the desired tonnage capacity, the
route and methods of movement to the area, con-
struction effort required, communication require-
ments, and logistical support procedures.

b. In planning for the opening of new logistics
over-the-shore (LOTS) sites, the first step is to
determine the beach areas available. The degree
of dispersion that can be attained is directly re-
lated to the daily tonnage requirement and the
size and nature of the assigned area. As soon as
practicable after the limiting points of the area
have been designated, reconnaissance should be
made to determine the sites most suitable for op-
erations. The selection of these sites should be
based primarily on the existing capability to
accommodate the desired tonnage. Major factors
considered in selecting beach discharge sites in-
clude tide, surf, beach gradients, bars, character-
istics of the bottom and beach surface, anchorage
areas, weather, and topographic features (FM
55-50-1 (TEST) and FM 55-58).

¢. The commander should not lose sight of the
fact that LOTS operations are almost wholly de-

pendent on favorable weather and that lighterage
operations alongside a vessel are particularly haz-
ardous if more than a moderate sea is running.
Heavy surf reduces the amount of cargo brought
in by lighters and can cause suspension of the
entire operation (FM 55-50-1 (TEST)).

d. After the initial reconnaissance has been
completed and the terminal battalions have been
assigned to dispersed sites along the coastline, the
terminal group commander must assure that each
battalion has the units, equipment, and other sup-
port necessary for the assigned mission. Beaches
ideally suited for LOTS operations without prior
preparation or alteration are seldom found, and
some degrez of engineering support is usually re-
quired to enable landing craft to beach and to
provide exits from the beach to discharge areas
and the clearance transportation net.

e. At each LOTS discharge point, the beach area
operations require the closest attention and the
greatest supervision. The success of each beach
operation depends to a great extent on the
efficiency of cargo operations on the beach itself.
Supplies and equipment being brought to the
beach must be kept moving across it toward in-
land destinations as rapidly as possible. A clut-
tered beach offers a lucrative target to the enemy
and hinders movement of cargo. Employing am-
phibians (FM 55-50-1 (TEST)) to the maximum
extent feasible for lightering general cargo aids
significantly in reducing beach congestion.

f. The employment of terminal units over
widely separated distances along a coastline re-
quires careful evaluation of the maintenance sys-
tem supporting a complex of scattered opera-
tions. When operations are conducted in a dis-
persed situation, increased emphasis must be
placed on organizational maintenance. Unit main-
tenance personnel should be well trained, and
every effort must be made to remedy minor trou-
bles to prevent costly breakdown of equipment.
The terminal group stahding operating procedure
should establish the procedure for providing
maintenance support. Floating craft maintenance
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units operating in support of terminal operations
over an extended length of coastline require mo-
bile marine repair facilities and on-site repair
service.

g. In dispersed beach terminal operations, all
terminal units, operating equipment, cargo, and
facilities are separated as widely as operational
efficiency permits. Troops, materials, establish-
ments, and activities are spread over a wide area
to avoid offering the enemy a concentrated target.
Discharge operations are scheduled so as to offer
the enemy a remunerative target as seldom as
possible and for as short a time as possible.

h. Dispersion of terminal units greatly in-
creases the reliance on radio communications for
effective command, control, and coordination.
Therefore, communications security (COMSEC)
and electronic counter-countermeasures (ECCM)
are all the more critical to maintenance of reliable
communications.

i. Each of these two-ship terminals will be
under the direct operational supervision of a ter-
minal battalion and, as a minimum, will be manned
by two terminal service companies, two light or
medium amphibian companies, one medium boat
company, and a lighterage direct support mainte-
nance element. In addition, one or more truck
companies may be attached for intraterminal
transportation and clearance assistance, and ter-
minal transfer elements may be required to aid in
clearing cargo backlogs in discharge areas. Har-
bor craft teams may also be attached as required.
The functions of a number of these terminals,
dispersad along a maximum of 150 miles of shore-
line, will be coordirated by a terminal group or
brigade. General support maintenance for the
lighterage employed is provided at group level by
the transportation floating craft general support
maintenance company (TOE 55-157) as described
in FM 55-50-1 (TEST).

7. The minimum troop assignments given above
are based on the average planning factor that 25
percent of all cargo entering a theater will be
vehicles and other heavy lifts and that the re-
mainder will be general cargo. Of the 1,440 short
tons of mixed general cargo which two terminal
service companies are capable of discharging per
day (720 each), 75 percent, or 1,080 short tons,
will be lightered by the amphibian units. The re-
maining 25 percent will be delivered ashore by the
medium boat company.

k. In addition to the environmental factors de-

o
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lineated in this chapter, the same planning consid-
erations and the same operational functions and
procedures described in chapter 8 must be pro-
vided for and carried out by the terminal organi-
zations assigned to conduct LOTS operations.

9-2. Reconnaissance and Site Selection

a. Normally, the initial selection of possible
beach sites for LOTS operations is made by the
terminal group or brigade commander in consult-
ation with naval authorities from an extensive
study of maps and hydrographic charts and from
an analysis of aerial reconnaissance reports. Final
determination as to the feasibility of operations at
these sites is made by a detailed ground and water
reconnaissance of the selected area, as thorough
as time and the situation permit. Aerial recon-
naissance is useful in verifying information 6b-
tained from the map reconnaissance. Road nets
shown on the map may have been destroyed or
made impassable, new roads may have been built,
bridges may have been destroyed, or structures
may have been built on the beach. It is imperative
that naval authorities be consulted early in the
study so that advice about possible anchorage
areas as well as about difficulties and hazards to
navigation will be available as nearly as possible.

b. The party to conduct the ground and water
reconnaissance must include personnel capable of
advising the terminal group commander on such
matters as the—

(1) Engineering effort required to prepare
and maintain the area.

(2) Signal construction and maintenance re-
quired for necessary communication within the
beach area, as well as between the beach area and
the terminal group headquarters.

(3) Need for and location of beach dumps,
transfer points, maintenance areas, ete.

(4) Type of lighterage that could be em-
ployed most effectively.

(5) Need for and location of safe haven facil-
ities for lighterage.

(6) Location and desirability of anchorage
areas.

(7) Possibility of using spud (self-elevating,
nonpropelled) piers and other special equipment.

(8) Vulnerability to enemy attack of the ter-
minal area, its seaward approaches, and its
connections with the interior.



¢. The typical reconnaissance party should con-
sist of but should not be restricted to the follow-
ing personnel :

(1) Representatives of the terminal group
commander to coordinate or supervise the recon-
naissance team and to recommend task organiza-
tion.

(2) The terminal battalion commander and
appropriate members of his staff.

(38) An engineer officer, preferably from the
supporting engineer unit.

(4) A signal officer, preferably from the sup-
porting signal unit.

(5) Representatives of amphibian units to be
employed to locate desirable entrances to and
exits from water, transfer points, ete.

(6) Representatives of landing craft units to
be employed to szlect beach areas, anchorages,
maintenance areas, navigation aids, etc.

(7) Representatives of units with special
typz equipment to be employed.

(8) Naval representatives to advise on an-
chorage areas and naval support required.

(9) A military police representative to deter-
mine needs and make plans for the provisions of
military police support required for traffic control
operations (para 9-6) and beach management
(para 9-7).

d. In addition to gaging beach area characteris-
tics in accordance with the criteria described in
FM 55-50-1 (TEST) and FM 55-58, the recon-
naissance party must determine whether the beach
area selected has sufficient anchorage to accommo-
date the number and typss of ships required to
support the beach operations being planned. If the
naval representative has indicated the anchorage
areas that are acceptable to the Navy, they must
be examined to determine whether the lighterage
to be used can traverse the area between the an-
chorage areas and the beach. For example, sand-
bars or reefs just offshore may preclude the use of
LCM’s (landing craft, mechanized), LCU’s (land-
ing craft, utility), or barges in certain areas and
necessitate the use of amphibians until a channel
can be cleared. Among the salient features to be
considered are—

(1) Depth. For large cargo ships, a minimum
depth of 30 feet and a maximum of 210 feet is
required. The minimum depth is dictated by the
maximum draft of ships to be discharged and the
ground swell conditions; the maximum depth is
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imposed by the length and weight of anchor
chain.

(2) Stize. For planning purposes, the anchor-
age area should be a circle with an 800-foot rad-
ius to provide a safe free-swinging area, which is
required for the standard five-hatch vessel. If
larger vessels are anticipated in the operation the
following formula should be used :

7D + 2L = R
where

D = dejth of water in feet
L — length of vessel in feet
R = radius of free-swinging area in feet

Dispersion requirements, however, may necessi-
tate a much larger radius if operations are being
conductzd under threat of nuclear warfare. Bow
and stern mooring is not considered desirable in
tidal areas because athwartship currents cause ex-
cessive strain on mooring gear and appreciable
changes in depth necessitate continuous watching
of the anchored vessels. The type of offshore bot-
tom also has a significant bearing on how close
ships can be anchored to each other because a ship
will drag anchor if the bottom is too rocky or
slushy.

(3) Landmarks. Landmarks (especially those
assisting navigation and location of beaches),
such as preminent hills, are helpful.

(4) Underwater obstacles. Underwater obsta-
cles, such as bars, shoals, reefs, rocks, wrecks, and
enemy installations which might interfere with
the passage of vessels to and from the area should
be noted. An estimate should be made of the
degree of interference offered and the amount of
work involved in clearing channels.

e. During the reconnaissance, the terminal bat-
talion commander also selects and assigns com-
pany areas and frontages, indicates areas of de-
fense responsibilities, and tentatively organizes
the area of operations. Upon completion of the
reconnaissance, the findings are analyzed and the
most desirable beach areas are selected. Alternate
beaches are chosen and listed in order of suitabil-
ity. The sites selected are submitted by the battal-
ion commander to the terminal group commander
along with a written plan for implementing oper-
ations at the selected beach.

9-3. Beach Capacity

a. General. For general planning, beach capac-
ity may be determined by applying the data con-
tained in FM 101-10-1. However, these data are
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based on average conditions and must be adapted
to a specific beach operation. To determine the
capacity of a particular discharge site, several
factors must be considered. These factors can be
divided into two groups—those which limit the
cargo handling capacity of the beach and those
which restrict the flow through the area because
of the nature of the beach and the hinterland. The
group of factors which most limit the quantity of
supplies that can be handled determines the
capacity of the beach.

b. Factors Affecting Handling Capacity. Cargo
handling capacity is affected by the following fac-
tors:

(1) Personnel available for discharging ships
and handling cargo on the beach and in the dis-
charge areas.

(2) Type and availability of mechanical aids
and transportation equipment for beach clear-
ance.

(3) Types and amount of lighterage available
for operation.

(4) Enemy’s ability to interrupt operations.

¢. Limitations Imposed by Terrain. Most of
these factors are self-explanatory but, since beach
exits and the nature of the hinterland play such
important roles in beach capacity, they are dis-
cusszd in detail. Possible limitations are—

(1) Length and width of the beach.

(2) Underwater obstacles.

(3) Tidal range.

(4) Strength and direction of tidal stream
(rip currents and littoral currents).

(5) Surf.

(6) Gradient of beach as it affects the land-
ing of lighterage and movement of supplies across
the beach proper.

(7) Bearing surface of the beach.

(8) Availability and nature of beach exits.

(9) Nature of the hinterland.

(10) Weather.

d. Beach Exits.

(1) The capacity of a beach to discharge and
clear supplies and personnel to inland destinations
is often limited by the capacity of the road net
from the waterline to dumps, to principal inland
areas, and to the interior communications net.
The useful capacity of the beach can never exceed
the capacity of this road net. Therefore, an early
and detailed analysis must be made to determine

9-4

the capacity of the existing road net. If the capac-
ity is inadequate, new roads must be built. This
requires additional engineer support for both con-
struction and maintenance.

(2) The number of exits required varies
according to the physical characteristics of the
roads, the type and amount of cargo to be han-
dled, and the type of conveyance to be used in
beach clearance. Different types of equipment
should have separate routes.

(3) The nature of the area adjacent to the
beach is a factor which may limit the number of
possible exits from the beach. An otherwise ideal
beach may be backed by sand dunes, seawalls,
swamps, or other obstacles which hamper beach
clearance operations.

¢. Hinterland. In selecting a beach for unload-
ing cargo, the reconnoitering officer must consider
more than the beach and its exits. Thought must
be given to the availability of a road or rail net or
the possibility of building one to tie the beach
exits and/or beach dumps tothe main transporta-
tion net. Consideration must also be given to the
existence of or need for telephone and telegraph
lines, radio stations, and power lines. If suitable
roads exist, thorough reconnaissance should be
made to determine their exact physical character-
istics. The strength and width of any bridges in a
road net are of prime importance in evaluating
capabilities or limitations. Since helicopters may
te used for clearance operations the reconnoiter-
ing officer should consider a suitable area for es-
tablishing a heliport.

9-4. Beach Transfer Points

a. The requirement for beach transfer points
must be considered during the reconnaissance and
their locations should be designated.

b. Beach transfer points are those locations
where cargo is transferred from amphibians to a
clearance mode of transportation for delivery to
destination. A desirable beach transfer point will
have the following characteristics:

(1) It should be located to the rear of the
b=ach so as not to interfere with operations at the
shoreline (FM 55-50—-1 (TEST)).

(2) It should be on the route the amphibians
travel in moving from and to the water.

(3) It should be near the clearance route
from the beach where cargo trucks moving in the
traffic pattern can receive their load without in-



terference with other traffic and still have access
to and exit from the transfer point.

(4) It should be so selected that the amphibi-
ans will cross the beach and make it unnecessary
to prepare a beach roadway for the cargo trucks.

(5) There should be room for a roadway on
either side of the materials handling equipment
operating at the transfer point so that there is no
interference between the amphibian and the cargo
truck.

(6) Cranes should be located on firm, level
ground with their longer axis parallel to the
direction of movement of the vehicles so that
loads can be transferred with the least amount of
movement of the boom.

9-5. Temporary Holding Areas

a. In general, the problems of cargo clearance
in beach operations are the same as for conven-
tional port terminals. However, differences in the
physical characteristics of the operating areas
may require modification of procedures and use of
different types of equipment. In an ideal situation,
clearance transportation capacity is balanced with
the discharge capability and cargo is moved
through and out of the terminal area as fast as it
is unloaded from the ships. This balance seldom
occurs, however, and some degree of cargo back-
log must be anticipated and provided for by the
establishment of temporary in-transit storage
areas. These areas should be located near the
transfer points used by amphibians to accommo-
date cargo that cannot be immediately transferred
to clearance conveyances. Cargo unloaded from
landing craft that cannot be immediately cleared
should also be brought to these same in-transit
storage areas to avoid congestion and cargo pile-
up on the beach.

b. When clearance transportation later becomes
available to move this cargo from the in-transit
storage areas, an additional burden is imposed on
the terminal service companies engaged in their
primary task of unloading lighters delivering
cargo from the ship. Any effort diverted by these
units toward handling cargo in the in-transit stor-
age areas only serves to impair capability to keep
the lighters moving, and if this practice is contin-
ued, the entire operation will eventually collapse.
This problem is solved by assigning terminal
transfer elements (squads, platoons, or compa-
nies) to load backlogged cargo in the in-transit
storage area onto clearance transportation,
thereby maintaining the flow of cargo out of the
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terminal without disrupting the discharge opera-
tion at the ship by slowing lighter turnaround.

¢. Temporary in-transit storage areas should be
located away from main clearance roads in order
to minimize road congestion and to present less lu-
crative targets. Roads leading from the main
clearance roads to the in-transit storage area must
be kept in good condition, and each area should
have a separate entrance and exit. If tracked vehi-
cles are to be used as well as trucks and amphibi-
ans, separate traffic nets may be necessary. The
ground should be level, firm, and dry, and the
surrounding area should be large enough so that
in-transit storage facilities can be expanded to
meet anticipated maximum requirements.

9-6. Traffic Control

Adequate traffic control (FM 19-95) is a vital
factor in preventing congestion in the terminal
area and promptly clearing cargo to its initial
destination. Careful consideration should be given
to the following factors in controlling vehicular
traffic in the beach area:

a. There should be a sufficient number of driv-
ers, materials handling equipment, and supervi-
sors for around-the-clock operations.

b. The employment of motor transport equip-
ment should be carefully planned for maximum
use (FM 55-30).

c. Motor transport units should be attached at
group level to the operating terminal battalions
according to requirement fluctuations and the de-
gree of dispersion between beach sites.

d. Vehicles should be loaded to capacity when-
ever this practice is consistent with cargo segre-
gation requirements.

e. Where practical, vehicles should be loaded in
such a way that they can be unloaded completely
at one discharge point to expedite turnaround
time of the vehicle.

f. Control procedures should be set up to pro-
vide readily available information on the location
and current employment of all motor transport
facilities so that equipment or units can be expe-
ditiously diverted with a minimum of disruption
of the overall operation.

9-7. Beach Management

The requirements for clearing personnel, supplies,
and equipment from beaches usually exceed avail-
able capacity. Careful planning and close supervi-
sion are necessary to achieve maximum use of
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available equipment, personnel, and facilities.
Some measures which assist in clearing supplies
and equipment from the beach area are—

a. Making maximum use of amphibians.

b. Continuous improvement of the beach in gen-
eral to increase overall operational capacity and
efficiency.

¢. Advance planning to enable the handling of
peak workloads without disrupting operations.

d. Maintaining close liaison and coordination
with cargo transfer points and temporary holding
areas so as not to exceed their receiving capacities
and yet maintain a near-capacity flow of cargo to
them.

e. Separation of landing points for amphibians
and landing craft to prevent clearance conflict.

f. Holding documentation, records, and reports
to a minimum.

g. Locating beach parking areas for materials
handling equipment and clearance vehicles in
areas readily accessible to discharge points.

h. Adopting an enforced traﬂfic circulation plan
to avoid conflict in the flow of traffic.

1. Locating bivouac areas and messing areas so
as to prevent unnecessary loss of time in moving
personnel to and from working points.

j. Adoption of alert systems and defense plans,
to prevent a surprise enemy attack and to enable
the terminal to maintain an adequate defense.

9-8.

When unloading operations are being conducted,
terminal service company personnel should be
constantly alert for new ways to expedite the
movement of cargo. Some practical expedients
are:

Expediting Unloading Operations

a. Where operating conditions are favorable such
as moderate surf, firm beach, etc., empty semi-
trailers may be placed in landing craft and cargo
may be loaded into the semitrailers at shipside.
When the landing craft is beached, the semitrailer
may be towed directly from the landing craft to
the depot or to the temporary area, thus eliminat-
ing a shoreline transfer operation.

b. When barges are used in the discharge opera-
tion, stowage of cargo aboard and movement of
the cargo to the hook of fixed or mobile shore-
based cranes may present a problem. The use of
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forklift trucks aboard a barge and a crawler
crane alongside on a separate barge has been
found practicable to facilitate operations.

¢. Normally, rough terrain cranes are necessary
at the shoreline when cargo must be lifted from
landing craft and placed in highway transport
equipment.

d. Pontoon causeways or beached barges, if
available, or causeways made of sandbags or
other solid material, reaching from the shoreline
to the beaching area of large landing craft on
shallow beaches, will facilitate the unloading of
motor vehicles. These causeways will eliminate
the possibility of drowning out, because vehicles
can roll ashore without ,passing through the
water.

e. Each terminal service company operation site
should have at least one truck dispatcher when
clearance is being accomplished by truck. The dis-
patcher uses DD Form 1384, Transportation Con-
trol and Movement Document, to back up his dis-
patch slip which shows destination of load. He can
thus dispatch loaded trucks immediately, saving
time and avoiding the congestion which might re-
sult if there were only one dispatch point in the
battalion area. If movement by convoy is dictated,
the formation of convoy serials is expedited be-
cause of the faster rate of dispatch of single vehi-
cles to make up these serials (FM 55-30).

9-9.

Shore-to-shore operations—both tactical and lo-
gistical—may be conducted across or along rivers,
between islands, along a coastline, or between a
continental land mass and an offshore island.
Except for the fact that ocean shipping is not
involved, terminal unit functions in these opera-
tions are the same as described herein for LOTS
and amphibious operations. In a shore-to-shore
assault, terminal organizations are attached to the
combat unit conducting the operation and provide
the same support as described in chapter 10. Com-
mand elements and relationships in logistical
| shore-to-shore operations are the same as in con-
i ventional water terminals and in ship-to-shore
LOTS operations. The terminal service company
ship platoons work in the loading area on the near
shore, and the shore platoons operate discharge
points in the objective area. Amphibian and land-
ing craft units provide the lighterage service, and
terminal transfer elements may be assigned to
clear cargo backlogs.

Shore-to-Shore Operations
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CHAPTER 10

AMPHIBIOUS OPERATIONS

10-1. General

a. The Army component of an amphibious task
force is a task organization formed of Army units
assigned for the specific purpose of participating
in an amphibious operation. This component is
referred to as the Army landing force. The com-
position and size of the Army landing force vary
with the type and size of the amphibious opera-
tion, the landing force mission, and the opera-
tional environment.

b. The Army landing force and each of its sub-
ordinate echelons must be balanced forces capable
of independent operations for execution of the
amphibious attack. An amphibious operation by
its very nature requires reinforcement of the
basic tactical element at each echelon of the land-
ing force to provide combat support and interim
combat service support capability pending estab-
lishment of normal support systems in the objec-
tive area. The Army meets the requirements of
the amphibious operation through temporary in-
ternal reorganization of assault units and group-
ing of units as task organizations, including cer-
tain units which by design provide specialized
support needed in the assault on a hostile shore.

10-2.

Engineer amphibious units are among the Army
units designed to provide specially qualified per-
sonnel and units for performing combat support
and interim combat service support functions as
part of the Army force executing landings. Engi-
neer amphibious units provide only certain spe-
cialized elements required for formation of shore
parties to support various size landing forces as
follows (further details are contained in FM
5-144):

Engineer Amphibious Units

a. Engineer amphibious brigade: shore party
headquarters for a corps landing force.

b. Engineer amphibious group: shore party
headquarters for a division landing force.

¢. Engineer amphibious battalion: shore party
headquarters for a brigade landing team.

d. Engineer amphibious company: shore party
headquarters for two battalion landing teams
landing abreast.

10-3.

a. The shore party is organized to accomplish
combat engineer type tasks which facilitate land-
ing and passage of the beach obstacle and to af-
ford an interim logistic support capability
through development and operation of a beach
support area. The conduct of shore party opera-
tions is a command function of the landing force.
The Army landing force commander exercises his
shore party command function through the appro-
priate engineer amphibious commander.

Shore Party

b. Since engineer amphibious units provide only
the basic components of shore parties, the shore
party task organization at each echelon must in-
clude other combat and combat service support
units as required. Among these are selected staff
elements of terminal groups and terminal battal-
ions, as well as terminal service companies, boat
companies, and amphibian companies.

10-4.

a. As soon as the amphibious assault phase of
the operation is completed and the landing force
is firmly established on the beach, the shore party
is dissolved and the engineer amphibious units are
relieved to support combat operations inland or to
start planning the next amphibious assaults. Upon
termination of the assault phase, control of the
beach support area is passed to a corps support
command (COSCOM) or a field army support
command (FASCOM), depnding on the size of the
operation and anticipated theater development.
Selected staff elements of these commands, as well
as of the supporting transportation brigade, are
initially attached to the landing force to facilitate
a smooth transition of command when the engi-
neer amphibious units are relieved. A terminal
group or terminal battalion, operating under the
transportation brigade of either a FASCOM or
COSCOM, immediately assumes responsibility for

Relief of the Shore Party
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water terminal operations in the objective area.
The terminal service companies and lighterage
units employed then revert to terminal battalion
control and continue logistical beach operations in
support of the landed force.

b. Other units attached to the engineer amphib-
ious brigade for combat service support should be
those which are scheduled to become elements of
the FASCOM or COSCOM that is to assume base
or theater development responsibility. This proce-
dure assures continuity of logistic effort and re-
duces the shipping space required to transport lo-
gistic units to the objective area.

10-5.

a. Terminal group staff plans are based on per-
sonnel and cargo (tonnages and characteristics)
to be landed on each assault beach of the amphibi-
ous operation and the subsequent logistics over-
the-shore operations to be conducted in support of
the landed force. These factors determine the
transportation units and equipment that are re-
quired for conducting the anticipated terminal op-
erations. Transportation terminal, amphibian,
boat, and truck units are among the principal ele-
ments that are attached to the engineer amphibi-
ous brigade. Plans for employment of Army light-
erage must take into consideration both the re-
quirements for supporting or augmenting Navy
lighterage during the amphibious operation
proper and the assumption of the logistic lighter-
age role when the engineer amphibious brigade is
phased out.

Terminal Group Staff Planning

b. As terminal operations in the early stages of
an amphibious operation are actually an interim
function performed as a part of the shore party
mission of the engineer amphibious brigade, a
transportation troop list must be submitted to the
engineer amphibious brigade headquarters for ap-
proval. When the troop list is approved, the plan is
then developed for embarkation, movement, and
debarkation of the units required for the terminal
operation and coordinated with the engineer am-
phibious brigade headquarters. Subsequently, an-
other troop list, which includes other combat serv-
ice support units normally assigned to the ter-
minal group, is prepared for the logistic support
of the objective area and submitted to FASCOM
(or COSCOM) through the transportation bri-
gade for approval and coordination. Upon ap-
proval, a plan is developed for the embarkation,
movement, and debarkation of these units. The
terminal group staff coordinates with the trans-
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portation brigade staff in selecting suitable sites
(which may or may not be the assault beaches)
for terminal operations to assure that the develop-
ment of these sites and facilities is included in the
base development plan.

10—-6. Terminal Unit Functions

a. Selected elements of the terminal group or
terminal battalion are attached to the engineer
amphibious brigade at the beginning of the plan-
ning phase of the operation, with additional ele-
ments to be phased in later as the situation devel-
ops. Terminal service companies and lighterage
units are attached as working elements of the
shore party and actively participate in embarking
and debarking the landing force and its equip-
ment. This procedure assures continuity of water
terminal operations when control of the logistic
support effort passes from the engineer amphibi-
ous brigade to the relieving command (FASCOM
or COSCOM).

b. Terminal group and battalion personnel per-
form liaison duties between the two commands
and are actively employed in planning for the
operation. In performing their liaison duties, they
send operational information, intelligence pertain-
ing to beach operations, special supply require-
ments, and other appropriate planning data to the
participating headquarters. The specific number
and category of personnel required are governed
by the size and complexity of the particular am-
phibious operation.

¢. The attached terminal units train with the
shore party and support the assault elements by
performing combat service support functions
within their capabilities and as required by the
engineer amphibious brigade. These functions in-
clude embarking the landing force; unloading
ships and aircraft in the objective area; initial
receipt, unloading, movement inland, temporary
holding, and segregation of cargo; and assisting
troop units to land and move across the beaches.
As the combat situation permits, the engineer am-
phibious brigade headquarters, with attached ter-
minal group personnel, becomes operational
ashore. Terminal group personnel supervise oper-
ations of the terminal battalions as other trans-
portation units are phased ashore and become op-
erational under terminal battalion control.

d. When operating together, the FASCOM (or
COSCOM) elements, including the transportation
brigade and the terminal group, and the engineer
amphibious brigade complement each other.



Under normal circumstances, the engineer am-
phibious brigade supervises the initial operation
of the entire logistic support effort, with certain
elements of the terminal group attached. As the
area is stabilized and space ashore permits, ele-
ments of the FASCOM and the transportation
brigade and remaining elements of the terminal
group are phased ashore and the engineer am-
phibious brigade is phased out.

e. The landing force commander’s decision to
relieve the engineer amphibious brigade depends
on the tactical situation, the development of facili-
ties, and the establishment of adequate logistic

FM 55-60

units and staffs in their operating areas. When
the decision to relieve the engineer amphibious
brigade has been made, the shore parties are dis-
solved and the attached service units are trans-
ferred from the engineer amphibious brigade to
the relieving FASCOM (or COSCOM). Since the
transportation units have been operating under
the terminal group from the outset, the flow of
supplies and vessel discharge operations are not
interrupted by this transfer of control. Elements
of the engineer amphibious brigade, if more ap-
propriate units are not available, may be attached
to the terminal group or FASCOM (or COSCOM)
to perform normal engineer functions.
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CHAPTER 11

INLAND WATERWAY OPERATIONS

11-1. Generadl

a. The use of inland waterways for military
purposes can complement the existing transporta-
tion system. Inland waterways are principally
used for the civilian economy. Military use is de-
pendent on the degree of waterway development
and necessary rehabilitation, the tactical situa-
tion, and the impact military utilization will have
on the civilian economy.

b. Two advantages of using inland waterways
as a transportation mode are the ability to move
large quantities of volume cargo and the relative
ease of movement of large, heavy, or outsize loads.
Disadvantages include seasonal interruptions such
as those in underdeveloped areas that have no
dams or flood/drought controls. Also, in the
northern hemisphere the freezing of the water,
even with the use of ice breakers, could restrict or
suspend operations during extreme conditions.
Vulnerability to sabotage and enemy actions is
equal to other modes in respect to stationary
bridges, banks, ete. With these facts in mind the
planner should. weigh carefully all the pros and
cons of the specific waterway in question prior to
the decision on whether to ue it and to what ex-
tent.

11-2.

a. An inland waterway terminal normally in-
cludes facilities for mooring, cargo loading and
unloading, dispatch and control, and repair and
service of all craft capable of navigating the water-
way. Terminals either exist or are established at
the origin and terminus of the inland water route,
and intermediate terminals are located along the
way wherever a change in transportation mode is
required.

inland Waterway Terminals

b. Terminals on an inland waterway system can
be classified as general cargo, liquid, or dry bulk
commodity shipping points. Terminals of the two
latter types usually include special loading and
discharge equipment that permits rapid handling
of great volumes of cargo.

11-3. Organization for Inland Waterway

Operations

a. When required, an inland waterway service
may be formed to control and operate a waterway
system, to formulate and coordinate plans for using
inland waterway transport resources, and to pro-
vide for integrating and supervising local civilian
facilities used in support of military operations.
This operational organization may vary in size
from a single barge crew to a complete inland
waterway service, depending on the requirements.
It may be composed entirely of military personnel
or may be manned by local civilians supervised by
military units of the appropriate transportation
staff section.

b. Inland waterway units are normally a part of
the theater army support command transporta-
tion intersectional service, but they may be as-
signed to the field army support command if the
inland waterway operation takes place wholly
within its area of responsibility.

¢. Although an inland waterway service may be
operated by a terminal group, a terminal battalion
composed of appropriate terminal service, ter-
minal transfer, harbor craft, boat, and/or am-
phibian units will most often be employed in this
capacity. A typical inland waterway organization
is shown in figure 11-1.

11-4. Estimating Inland Waterway
Capabilities
When determining the capability of an inland wa-
terway, the following must be considered :
a. Restricting widths and depths of channel.
b. Vertical and horizontal clearance of bridges.
¢. Location of dams or other bars to navigation.

d. Location of locks; dimensions, timing,
method of operation, and other limiting factors.

e. Frequency, duration, and effect of seasonal
floods and droughts.

f. Normal freezeup and opening dates.
g. Navigation hazards—rapids, falls, etc.

h. Speed and fluctuation of current.

11-1
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Figure 11-1.

7. Waterway maintenance requirements.
7. Changes of channel.
k. Availability of civilian and/or military craft.

l. Availability of skilled bargemen, pilots, and
tugboat operators from civilian and/or military
sources. :

m. Number of terminals.

n. Terminal facilities, including wharves,
cranes, materials handling equipment, marine
maintenance shops, and port cleanance.

0. Ability of the waterway to displace its capac-
ity daily for a considerable time.

11-5. Determination of Inland Waterway
Movement Capability

a. General. The capacity of a waterway, the
availability of craft, and the adequacy of terminal
facilities are factors that must be considered
when estimating inland waterway movement
capability. Any of these factors may limit an in-
1and waterway operation; each one must be exam-

11-2

Sample organization for inland waterways service.

ined to determine its impact on the waterway
movement capability.

b. Assumptions. It is necessary, in the absence
of definite information, to make certain assump-
tions when estimating inland waterway movement
capability. It is assumed that—

(1) Waterway is usable.

(2) Weather is favorable.

(3) Civilian use of the waterway is controlled
to allow joint use or, if required, suspended.

(4) Manpower and fuel are available and ad-

equate.
' (5) Vessels are weight-loaded to 60 percent of

capacity.
(6) Average deadline rate is 20 percent.

(7) Waterway operations are 24 hours per
day.

(8) Average speed is 4 miles per hour (6.4
kilometers per hour).

(9) Port operations are 20 hours per day.

(10) Cargo handling averages 30 tons per
hour per barge.



(11) Average locking cycle is 45 minutes.

(12) Empties pass through the locks on the
return trip.

(13) Effect of current is ignored.

c. Waterway Movement Capability. There are
two types of waterways—open and restricted. In
this discussion, lakes, rivers, channels, canals, and
other navigable inland bodies of water without
locks or other restrictive features are open water-
ways, and waterways with locks or other restric-
tive features are restricted waterways. The actual

"movement capability of a waterway depends on
the length of time that the daily capacity can be
maintained.

d. Capacity Formulas.

(1) General. The formulas given below may
be used to determine movement capability over
waterways. In these formulas and in the formulas
for determining barge and tug requirements dis-
cussed in e below, the letters used have the follow-
ing meanings:

A — number of barges
— short tons per barge
— percentage of usable barges
— one-way distance in miles or kilometers
= navigating hours per day

= average speed in miles or kilometers
ur (mph or kmph)
= actual load of one barge in short tons

H = ocean terminal handling rate in short
tons per hour

I — inland terminal handling rate in short
tons per hour

J = length of terminal working day in
hours

K — number of locks

L = length of average locking cycle in min-
utes

= lock operating hours per day
= tows per mile
=— number of passages per day
— daily tonnage requirements
— turnaround time in days for barges
— number of barges per short ton
— turnaround time in days for tugs

T — short tons per tow

U = barges per tow

(2) Twrnaround time. The turnaround time
in days for barges and tugs used in the formulas
is the sum of navigating time, terminal time, and
lock time. Methods of determining these times
are—

wwowozg
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Navigating time (days) = EDXLZ

T = a2
erminal time (days) JE+D
Lock time (minutes) = _21\%

(3) Capacity formula for open waterway. A
simple formula applicable only to waterways is—

Capacity in short tons

=NXFXEXT

(4) Capacity formula for restricted water-,
way. When the waterway is restricted but the
number of possible passages per day is known, a
simple formula is—

Capacity in short tons perday = T X 10

(5) Capacity formula for both open and re-
stricted waterways. If the number of possible pas-
sages per day is not known, but basic information
is available, the following formula may be used
for an open or restricted waterway:

Capacity in short AXBXxC
DX24+Gx2+2K XL
ExXF JJH4+I) Mx60
Ezample: How many short tons of military stores
per day can be moved on a 300-mile (483-kilome-
ter) waterway that has 10 locks if—

One hundred 1,000-ton-capacity self-pro-
pelled barges are available.

The percent of usable barges is 80.

Navigating hours per day are 24.

Average speed is 4 mph (6.4 kmph).

Load of each barge is 600 short tons.

Ocean terminal handling rate per hour is 7.2
short tons.

Length of terminal working day is 20 hours.

Inland terminal handling rate per hour is 25
short tons.

Average locking time is 45 minutes.

Locking operating hours per day are 24.

100 X 1,000 x .80

tons =

Capacity = 556~ 3 1 600 x 2
244  20(7.2 + 25)
+ 2(10) X 45
24 5 60
80,000

— 600 + 1,200 + 900
96 644 1,440

80,000
= 62+19+ 6

80,000
87

= 9,195 short tons per day

11-3
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e. Availability of Craft.

(1) Barges. Barge requirements can be deter-
mined after the route capability is computed or
after the daily tonnage requirements are estab-
lished. The formulas given below may be used to
determine the number of barges required for open
and restricted waterways.

(a) Open waterway.

PXQ
B

Barges required =

(b) Restricted waterway.
Barges required =0 X Q

(2) Tugs. When tugs are used, the arrange-
ment of the tows must be considered. It is some-
times possible to operate with fewer tugs than
tows because the tugs do not have to wait in port
while the cargo is being transferred. Moreover,
one tug can often tow more than one barge. In
planning a towing operation, the fit of the tow in
the locks must be considered. The following for-
mula can be used to determine the number of tugs

11-4

or towboats required to move the available
barges:

Number of tugs or towboats required
_AXS
~ RXQ

f. Adequacy of Terminal Facilities. Generally,
lack of terminal facilities does not restrict inland
waterway movement since temporary berthing fa-
cilities can usually be constructed. Without me-
chanical handling facilities, general cargo can be
handled at the rate of 10 short tons per hour per
barge. With forklifts, at least 30 short tons per
hour per barge can be handled. Nevertheless,
when existing port facilities are inadequate and
additional facilities cannot be improvised, the ex-
isting port facilities may be the most restrictive
factor in the entire movement. In such a case, the
capacity of port facilities determines the inland
waterway movement capability. This problem
cannot be solved by using formulas; its solution
requires careful analysis and sound judgment.
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CHAPTER 12

INLAND TERMINAL OPERATIONS
(STANAG 3465)

12-1. Operational Environment

a. In most situations, field army transport serv-
ices are provided principally by motor and air
transport. Therefore, inland transfer operations
are conducted chiefly at terminals and transfer
points serving those modes. These terminals are
established throughout corps, division support
area, and army rear areas as required to provide
an adequate transportation service. If usable
terminal facilities exist, they are incorporated
into the transportation network. However,
since transportation must be responsive to
combat service support needs, cargo transfer
activities normally occur under austere circum-
stances. Terminal serving rail and inland water-
ways are established as required along existing
routes whenever sufficient lift capability cannot be
provided by motor and air.

b. Cargo transfer operations at inland termi-
nals are conducted by the terminal transfer com-
pany in the field army area under the supervision
of the transportation brigade in the field army
support command (FASCOM) and in the commu-
nications zone under the transportation command
of the theater army support command
(TASCOM). Assignment and attachment, com-
mand relationships, unit functions, and opera-
tional techniques will vary according to the needs
of the respective terminals. The operational varia-
tions imposed by different modes of transport are
discussed individually in this chapter.

¢. FASCOM is established as a major subordi-
nate unit of the field army to command and con-
trol field army combat service support units and
operations. The FASCOM headquarters operates
generally on the basis of assigning missions to
subordinate units for execution—a system of cen-
tralized control and decentralized operations. De-
tailed functions and responsibilities of the sup-
port command are contained in FM 54-3.

d. The transportation brigade provides trans-
portation support on an armywide basis, deploy-

ing its units throughout the field army area to
provide both local haul and line haul transporta-
tion support, transportation movements manage-
ment (FM 55-10), and terminal facilities. The
structure of the transportation brigade is tailored
to match the particular support requirements, and
the number of subordinate units, including ter-
minal transfer companies, will vary according to
the situation. Figure 12-1 shows a type transpor-
tation brigade. Essentially, the brigade transport
units provide the connecting link between the
transportation intersectional services and direct
support, general support, and/or using units in
the field army area. In addition, the brigade pro-
vides forward-moving transportation for cargo
delivered by Air Force aircraft into the field army
service area. Detailed operational responsibilities
of the brigade and its organizational elements are
discussed in FM 55-9.

12-2. Staff and Unit Planning

a. A determination as to numbers, types, and
locations of terminals within the theater results
from staff planning at FASCOM or TASCOM and
transgportation brigade or command level. Ter-
minal planning at this level normally includes the
following five-step process:

(1) Computation of the terminal workload
required to support the operation, expressed as
cargo tonnage per day.

(2) Estimation of terminal capacity, which is
the total tonnage that can be received, processed,
and cleared through the terminal in one day.

(3) Estimation of construction requirements,
which are the requirements for repair and reha-
bilitation of facilities and construction of new fa-
cilities necessary to increase the terminal capacity
to equal the required terminal workload.

(4) Estimation of equipment requirements,
which is the amount of equipment needed to proc-
ess the required workload through the terminal
with maximum efficiency.

12-1
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Figure 12-1. Type transportation brigade organization,
field army support command.

(5) Estimation of personnel requirements,
which are the units and individuals needed for
administration and operation in processing the re-
quired workload through the terminal.

b. FM 101-10-1 contains a detailed checklist
for estimating inland terminal capacity and treats
terminal planning at staff level in detail.

¢. Unit level planning begins when a company is
assigned the mission to perform terminal transfer
functions at a specific site. If the terminal facility

12-2

exists before the assignment of a terminal trans-
fer company or its elements, initial procedures
will include a meeting between the transfer unit
commander and the transport mode commander
to define and determine mutual support require-
ments. The meeting should be followed by a joint
inspection of the terminal area to acquaint the
transfer unit commander with the layout. Tenta-
tive real estate allocations for all units to operate
at or from the proposed terminal are normally
made during this area reconnaissance.




12-3.

Once the area and general mission are assigned,
the following factors provide the basis for opera-
tional planning by the unit commander:

Operational Planning

a. Physical characteristics and layout of the ter-
minal area. '

(1) Physical restrictions on working space.

(2) Availability of hard surfaces in transfer
areas.

(3) Existing facilities for storage and main-
tenance of materials handling equipment and
other equipment.

(4) Proximity of exit routes to transfer
points.

(5) Distances between unloading and loading
points and temporary holding areas.

b. Characteristics of transportation equipment.

(1) Number of individual carriers that can
be handled simultaneously.

(2) Turnaround time of delivery transporta-
tion.

(3) Unit loading and unloading rates for
types of transportation.

(4) Effects of size and maneuverability of
carriers on location of transfer points within the
terminal.

(5) Effects on use of and requirements for
materials handling equipment.

¢. Types of cargo to be handled.

(1) Size and type of packaging.

(2) Average weights of units of cargo.

(8) Requirements for breakdown into
smaller lots or consolidation for reloading.

(4) Shelter and security protective require-
ments in in-transit storage areas.

(5) Fragility and/or perishability.

(6) Problems involved in and precautions for
handling hazardous cargo.

d. Requirements for and selection of temporary
in-transit storage areas.

(1) Estimated availability of clearance trans-
portation as compared with volume of delivery
transportation.

'(2) Shetler and security protection require-
ments.

(3) Additional documentation required.

(4) Distances from loading and unloading
points.

(5) Requirements for materials handling
equipment in holding area.
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e. Composition of work force.

(1) Number and size of teams required,
based on the above factors and the planning
guides outlined in paragraph 12-4.

(2) Allocation of materials handling equip-
ment according to types of carriers and types of
cargo.

(3) Arrangement of shifts for around-the-
clock operation.

(4) Provisions for consolidation of documen-
tation.

f. Establishment of unit procedures for docu-
mentation, communications, supply, safety, and
maintenance of equipment.

g. Provisions for area defense and damage con-
trol (based on overall terminal and area plans).

12-4. Personnel and Equipment

Requirements

a. Time studies of cargo handling operations
indicate that the following are valid averages for
long-range planning purposes:

(1) When cargo must be handled entirely by
hand, personnel requirements can be computed on
the average of 14 ton per man-hour for a 10-hour
shift. For example, the number of men rquired to
handle 120 short tons of cargo per 10-hour shift is
computed as follows:

Daily tonnage
Shift lengths in hours
X Man-hour manual

capability in tons
per given shift

120
— 10X %
_ 120
=75
= 24

Number of men =

(2) The above formula is valid only for the
normal 10-hour shift where the daily tonnage re-
quirement is expected to remain constant. It in-
cludes the working supervisors but does not pro-
vide for documentation of the cargo. Generally,
one cargo checker per shift is sufficient at each
loading or unloading site. However, it is good
practice to train terminal transfer unit cargo han-
dlers as checkers to meet additional requirements
should they occur.

(3) Normally, a maximum of five men can be
effectively employed to load or unload an Army
aircraft or truck by hand. This crew consists of a

12-3
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working foreman and four cargo handlers, or
a half-squad. Two of the men work in the cargo
compartment of the carrier and the other two on
the ground, loading platform, or other carrier in-
volved in the cargo transfer. The foreman divides
his time between the two groups and assists as
needed. One squad can load or unload two trucks
or two aircraft by hand when the carriers are
located close enough together to permit the squad
leader and the single cargo checker to properly
perform their duties at each location.

(4) An entire cargo transfer squad is re-
quired to load or unload a railear by hand or
augmented by materials handling equipment—
four working in the car and four on the outside.
The supervisor and checker assist as required.

(5) Because inland waterway craft do not
normally carry cargo that can be entirely man-
handled, full employment of the equipment pla-
toon and the cargo equipment squads is required
in this type of operation.

b. Cargo should be transferred mechanically
when supplies are unitized and materials handling
equipment is compatible with the carriers. For
planning purposes, personnel requirements for
mechanical handling of cargo by such equipment
as rough terrain forklifts, cranes, and/or tractor-
trailer trains is usually limited to an operator for
each piece of materials handling equipment, a
checker, and appropriate supervisory personnel.

12-5.

a. Air cargo transfer operations within the
theater take place at both Air Force and Army air
terminals. The Air Force commander is responsi-
ble for providing terminal facilities at all points
served by the Military Airlift Command or tacti-
cal airlift aireraft, including loading and unload-
ing both the aircraft and Army clearance and de-
livery transport equipment. However, the Army
commander may, by local agreement (AR
59-106), provide personnel to participate in load-
ing and unloading Army transportation at these
facilities, and accept responsibility for loading
and unloading Air Force aircraft at forward land-
ing fields or airstrips that are not a regularly
scheduled stop for tactical airlift aireraft. In each
of these situations, the terminal transfer company
or its elements would be employed. In addition,
the transfer company or its elements may furnish
personnel to load and unload Air Force tactical
airlift aireraft conducting Army unit moves. The
terminal transfer company is required to accept
cargo from the Air Force pending cargo disposi-

Air Terminals

12-4

tion instructions. It may provide break-bulk facil-
ities for consolidated shipments and cargo await-
ing Army transport means. The transfer company
may also operate a consolidating point for retro-
grade air shipments. Retrograde cargo being re-
turned to CONUS will be processed for CONUS
quarantine inspection prior to being loaded aboard
aircraft in accordance with joint regulation AR
40-12,

b. FASCOM establishes and operates Army air
terminals in corps and field army rear areas to
support Army air lines of communication. Neces-
sary facilities and services are provided at these
terminals to obtain timely and effective air
movement of troops and supplies and to facilitate
efficient use of available aircraft. The senior
Army officer of the transport units operating at
these points normally acts as terminal com-
mander. Terminal trasnfer units load and unload
airceraft, document cargo moving through the ter-
minal, and operate cargo segregation and tempo-
rary holding facilities. The transportation move-
ments officer located at or near the terminal coor-
dinates the flow of cargo and passengers into and
out of the airlift system.

¢. When Army aircraft are employed in a local
distribution operation, shipping and receiving
agencies, rather than the terminal transfer com-
pany, are responsible for loading and unloading
aircraft.

d. At division level, the division support com-
mand is responsible for air terminal operations,
establishing one or more air terminals according
to the volume of cargo received or distributed by
air. Normally, division air terminals are operated
by the supply and transport battalion, but ele-
ments of the terminal transfer company may be
transported by air to forward airstrips to unload
cargo for limited time periods.

e. Terminal transfer companies or their ele-
ments are assigned to air terminals on the basis
of the daily tonnage to be moved through a ter-
minal. To obtain a smooth flow of cargo through
these terminals, capacities of clearance and deliv-
ery transport equipment must be balanced with
the transfer capability. The ideal situation is a
perfect match in which cargo moves through and
out of the terminal at the same rate that it comes
in. This seldom occurs, however, because the
movement of priority cargo must override the
first-in first-out concept. If the backlog becomes
too great, throughput capacity of the terminal is
reduced by the resulting increase in cargo han-
dling within the holding areas. In all situations,




every effort must be made to assure that cargo
availability and clearance transportation are
equal to the tonnage requirements of the ultimate
user.

f. Most of the cargo delivered by air will be
unitized on 40- by 48-inch pallets. The transfer
unit’s forklifts will be used to unload and move
cargo from the aircraft unloading point to clear-
ance transportation or temporary holding areas.
Forklifts and cranes will be employed when load-
ing or unloading surface transportation, and
cargo discharged from aircraft will frequently be
consolidated to make the most efficient use of the
heavier cargo handling equipment. Conversely,
cargo unloaded from surface carriers may have to
be segregated and prepared into units compatible
with aircraft space and weight capacities.

g. The terminal transfer company is also pro-
vided with a variety of slings for rigging external
loads for helicopter delivery, and arrangements
must be made for periodic return of these items
by the airecraft units so that a sufficient supply
will always be available in the terminal.

h. Safety precautions to be observed during air-
craft loading and unloading are outlined in appen-
dix E (STANAG 3465).

12-6. Motor Transport Terminals

a. Motor transport terminals in the field army
area are normally located at both ends of a line
haul operation where they form the connecting
link between local hauls and the line haul service.
They may also be located at intermediate points
along the line haul route where terrain necessi-
tates a change in type of carrier. Terminal trans-
fer elements provide cargo handling service at
motor transport terminals and function under the
operational control of the senior motor transport
commander. Cargo transfer at forward terminals
is a responsibility of division support command
personnel.

b. Motor transport unit capabilities extend
from 720 to 2,160 short tons per company per day
for local hauls and from 360 to 1,080 short tons
per day for line haul operations. (Detailed infor-
mation on motor transport operations is contained
in FM 55-30.) Therefore, terminal transfer re-
quirements at motor transport terminals will
range from an augmented platoon (additional
squads) to two augmented companies (additional
platoon), depending on the number of truck units
operating through the terminal.

¢. Based on the planning factors noted in para-
graph 12-4, a full-strength terminal transfer com-
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pany is capable of discharging 12 trucks at a time
when employed on a 10-hour-per-day basis. Both
light and medium truck companies operate with
an average availability of 45 vehicles, each mak-
ing four trips per day in local haul operations and
two trips per day in line hauls. To permit the
truck units to maintain this turnaround schedule,
each transfer squad must load or unload an aver-
age of one truck per hour. At normal manual han-
dling rates, this average can be maintained with
relative ease—particularly when 214-ton trucks
are being used. However, when heavier vehicles
are employed, the unit commander must assure
that handling rates keep pace with the truck turn-
around schedules by carefully allocating the
unit’s heavier cargo handling equipment among
the squads so that delays at each transfer point
are held to a minimum.

12—7. Rail Terminals

@. Rail terminals may include yard tracks, re-
pair and servicing facilities, accommodations for
traincrews, and railheads. They are located at
originating and terminating points of trains and
at sites which raark the limits of rail operating
divisions. A railhead is a small yard or terminal
on or at the forward end of a military railway
where troops, supplies, and equipment are trans-
ferred to other modes of transportation for fur-
ther movement forward.

b. Army and/or host nation rail units provide
an intersectional transportation service. The
Army units are assigned to the transportation
command, TASCOM, and operational control is
exercised by the transportation railway group or
,brigade. Rail capability within the field army will
be exploited whenever usable facilities exist, pro-
vided tactical considerations are favorable. Fluid-
ity of the front, ability to maintain air superior-
ity, extent of guerrilla activity, and the attitude
of the local populace are some of the factors af-
fecting the decision to employ rail units and the
extent of their employment in the combat zone.

¢. Terminal transfer units are employed at ter-
minating railheads in the field army area to trans-
fer cargo delivered from communications zone de-
pots and terminals to forward-moving FASCOM
transportation. When so employed, the transfer
unit works with the railway detachment operat-
ing the terminal but is under the operational con-
trol of the FASCOM transport organization re-
sponsible for further movement of the cargo for-
ward.

12-5
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d. The transfer unit's heavier cargo handling
equipment, particularly the 20-ton rough terrain
cranes, will be put to maximum use at rail termi-
nals. In general, the cranes will be employed to
unload vehicles and other heavy equipment from
flatcars and gondolas, and forklifts and conveyors
will be used to unload boxcars. Although heavier
cargo items are handled in large proportion at
rail terminals, the increased requirement for tem-
porary holding and cargo breakdown and repack-
aging may tend to lower average handling rates,
and this factor should be taken into consideration
when throughput and clearance capacities are
being computed.

e. One cargo transfer squad, appropriately aug-
mented with materials handling equipment, will
be employed to unload each rail car. Although the
capacities of U.S. rail cars average 50 tons each,
75 to 80 percent of the cars used in oversea thea-
ters will be local equipment, most of which is
rated in the 15- to 30-ton range. Generally, rail
cars loaded with heavy, bulky items such as am-
munition, barbed wire, cement, vehicles, packaged
weapons, and tools will be loaded to rated capac-
ity. However, when the cargo is made up of such
items as rations, clothing, and tentage, loads will
average from 50 to 75 percent of the car’s rated
capacity.

f. Detailed information on transportation rail-
way operations is contained in FM 55-20. Plan-
ning factors and other reference data are tabu-
lated in FM 55-15.

12-8. Inland Waterway Terminals

a. Terminal transfer units are employed only at
small intermediate cargo transfer points on in-
land waterway systems (chap 11). Limitations on
the unit’s employment at these points are the size
and configuration of the waterway craft and the
capabilities and capacities of the unit’s cargo han-
dling equipment. When the waterway delivery
means is composed largely of barges, landing
craft, and similar types of floating equipment, the
terminal transfer company may be employed in
the transshipping process. However, when larger,
ocean-type shipping is operated, transportation
terminal service companies (TOE 55-117) must
be assigned for loading and discharge. In the lat-
ter situations, the terminal transfer unit may be
assigned to support terminal service company
shore platoons in relieving holding area conges-
tion by loading backlogged cargo onto clearance
transportation.

12-6

b. Generally, if the waterway originates in the
field army area, the terminal transfer company
will be attached to the organization operating the
waterway. However, if the waterway system orig-
inates in the communications zone and is part of
the intersectional transportation service, the
transfer unit in the field army area will be under
the operational control of the commander provid-
ing clearance transportation.

12-9.

While the transportation terminal transfer com-
pany is designed to function primarily in cargo
transfer operations, it may on occasion be re-
quired to assist in the movement of personnel
through a terminal to which it is assigned. Situa-
tions in which it could be so employed are as fol-
lows:

Personnel Moves

a. Intraterminal Unit Moves. When requested
by the troop movement officer or the terminal
commander, transfer company personnel can as-
sist in processing a unit through the terminal by
serving as guides and by providing transport and
materials handling equipment for moving troops
and equipment from the point of debarkation to
the loading area.

b. Patient Evacuation. Terminal’ transfer per-
sonnel may assist in evacuating patients only
when requested to do so by the senior medical
representative responsible for transfer of the pa-
tients and only in the manner directed by him and
his assistants. Extreme care must be exercised
when moving the sick and injured, and personnel
untrained in this duty should not be used. How-
ever, the transfer operation can be materially
aided by using unit personnel as terminal guides
and as assistants in loading and unloading accom-
panying supplies and equipment.

c. Prisoners of War, Refugees, and Displaced
Persons. Intraterminal movements of persons in
these categories will be conducted under the con-
trol and supervision of military police and/or civil
affairs personnel. When requested, members of
the terminal transfer company may assist as
guards, guides, or interpreters and may help move
property, supplies, and equipment.

12-10.

a. The terminal transfer company uses the
transportation control and movement document
(TCMD) (para 8-8) as a dock receipt for cargo
arriving at the terminal, as a cargo delivery re-
ceipt when the cargo is cleared forward, as an

Documentation



accountable document during temporary holding,
and as a record of all shipments handled. Spaces
are provided on the form to record transshipment
and temporary holding by location, time, and type
of carrier. Normally, these are the only entries
that will be made by terminal transfer personnel.
However, when accompanying TCMD’s are me-
chanically prepared or when extra copies are not
available, record copies containing details such as
control numbers, commodity designations, weight,
pieces, cube, shipper, consignee, will be prepared
by the transfer company. In addition, a locally
prepared register or index of these record docu-
ments should be maintained by platoon or com-
pany documentation sections.

b. The receiving checker is responsible for tally-
ing the cargo actually received against the accom-
panying TCMD and for indicating discrepancies,
damages, improper packing, and improper or in-
sufficient markings on the form. When the re-
ceipted cargo is to be immediately shipped out, the
checker records transshipment and handling data
in the spaces provided on the document, prepares
record copies as required, and hands the com-
pleted TCMD to the operator of the forwarding
carrier. The record copy is signed by the carrier
and sent to the company or platoon documentation
section for registering and filing.

FM 55-60

¢. If a shipment is to be held temporarily be-
cause of lack of sufficient clearance transporta-
tion, receiving and storage data are recorded on
the accompanying document and a record copy is
prepared for filing by the documentation section,
When the cargo is ready for forwarding, the doc-
umentation section prepares any new documents
necessitated by consolidation or breakdown of
shipments and turns these over to the proper
checker, who completes the shipping information
in the spaces provided. Completed record copies
are then registered and filed by the documentation
section.

d. In large terminal complexes, the volume of
cargo handled may require more detailed ship-
ment planning by the terminal transfer company,
in which case a shipment planning worksheet may
be used. This document, which is explained in de-
tail in DOD Regulation 4500.32-R, facilitates as-
sembly of shipment units and transportation units
for both storage and transporting activities and
provides a basis for preparing the TCMD’s.

e. Additional forms and documentation proce-
dures that may be required will be explained in
appropriate theater, FASCOM, or TASCOM
directives. :

12-7
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CHAPTER 13

INTERMEDIATE STAGING AREAS

13-1. General

a. An airborne or air landed operation involves
the movement and delivery by air of combat
forces and their logistic support into an objective
area for execution of a tactical or strategic mis-
sion. An administrative movement of airborne or
air landed forces by any mode of transportation
into an area located between the origin of the
movement and the objective may precede an air-
borne or air landed operation. The stopover point
between the origin of the movement and the
objective area is identified as the intermediate
staging area. The intermediate staging area is de-
fined as a general locality between the marshaling
area and the objective of an airborne or air
landed force through which the force or parts
thereof pass after mounting for refueling, re-
grouping of aircraft, redistribution of troops and
equipment, inspection, and exercise preparatory
to an airborne or air landed assault.

b. In executing a strategic mission, the airborne
or air landed force may not proceed beyond the
intermediate staging area. Normally, the task
force will remain in the intermediate staging area
for a very short period (12-36 hours). If the situ-
ation necessitates that the task force be enlarged
or remain for an extended time, the intermediate
staging area may become an intermediate staging
base.

¢. The composition and size of support element
troop units in the intermediate staging area are
based on the requirement to stage an airborne bri-
gade, the largest combat force capable of main-
taining unit integrity in an assault configuration.
The support element troop organization in the in-
termediate staging area provides the minimum es-
sential support for assault forces and provides the
base for expansion to accommodate larger size
forces. The units making up the intermediate
staging area organization are predesignated and
must be trained for their mission. It is mandatory
that the intermediate staging area organization be
capable of rapid assembly for movement by air to
a selected staging area in advance of assault ele-
ments for which it will provide support.

d. The airborne brigade will arrive at the inter-
mediate staging area by one or a combination of
the following transportation modes:

(1) Combat loaded in assault aircraft.

(2) Administrative movement in Air Force
aircraft.

(3) Administrative movement in motor
transport.

(4) Administrative movement by a combina-
tion of rail and motor transport. '

(5) Administrative movement by water
transport.

e. The mode of arrival at the intermediate stag-
ing area airfield complex will influence the extent
of support required by the airborne or air landed
assault force while in the intermediate staging
area.

13—2. Command and Control

To control the staging of an airborne or air
landed force, regardless of the mode of arrival of
the force, the component commanders will estab-
lish a joint or coordinating force at the intermedi-
ate staging area departure airfield. The joint or
coordinating force will be composed of an Air
Force airlift control element and an intermediate
staging area command (fig 13-1). The airlift con-
trol element and the intermediate staging area are
extensions of the commander, Air Force forces,
and commander, Army forces, command and con-
trol systems, and as such will control the opera-
tions of their respective forces on the airfield and
in the intermediate staging area.

13-3. Organization of an Intermediate
Staging Area Command

A type intermediate staging area command is
shown in figure 13-2. This is an austere organiza-
tion, structured on the premise that the supported
brigade will perform as much of its own process-
ing as it is capable of. Should the task force re-
main in the intermediate staging area for any
length of time, additional support and facilities
may be phased in.

13-1
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Air Force Intermediate
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Figure 18-1. Organizational chart of Army and Air Force units required to
control an airborne operation at an intermediate staging arca.

13-4. Support Activities time to complete plans with intermediate staging

a. When practical, organic support elements of area persor.m‘e! for organizing and establishing
support activities.

the airborne or ?ir landec‘l force Precede Fhe b. Support activities for which organic elements
combat elements into the intermediate staging of the airborne or air landed force have responsi-
area. This will allow support elements additional bility are as follows:
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battalion
) One platoon, One platoon, One platoon,
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terminal transfer light truck air delivery
company
company company company
Team RB (-), Team GN, Team GG, water Team LC,
Team MA, . egs s
dis ambulance wire purification, movement
ispens .
pensary detachment construction 3,000 gph control

Figure 18-2. Type intermediate staging area command organization.

(1) Bivouacs. The force being staged will be
required to develop its own bivouac area to in-
clude provisions for latrines, trash and garbage
pits, and working facilities.

(2) Maintenance. Task for vehicles will ar-
rive in the intermediate staging area in a com-
bat-ready condition. Therefore, the intermediate
staging area command will not provide mainte-
nance support. The task force commander will
provide any maintenance required for task force
vehicles.

¢. Support activities for which the intermediate
staging area command has responsibility are as
follows:

(1) Administrative services. A headquarters
and headquarters company, transportation ter-
minal battalion (TOE 55-116), commands and op-
erates the intermediate staging area. Personnel
from the battalion headquarters provide limited
adjutant general, finance, chaplain, mail, and spe-
cial services. Should the task force remain in the
intermediate staging area over an extended pe-
riod, additional support may be phased in (for
example, bath facilities and a visitor’s bureau).

(2) Terminal transfer. Transshipping func-
tions are performed by the terminal transfer pla-
toon assigned to the intermediate staging area
command (TOE 55-118).

(3) Transportation. A minimum amount of
vehicle transport is required for the messes and
for administrative support. A light truck platoon
is provided for this purpose and for movement of
impedimenta and cargo to, from, and between air-
craft (TOE 55-17).

(4) Food service. Consolidated messes are op-
erated by the food service support company of the
intermediate staging area command (TOE
10-104).

(5) Rigging supplies. While the task force is
in the intermediate staging area, it will be re-
quired to rig supplies for airdrop and turn them
over to the Air Force along with the unrigged
accompanying supplies to be delivered by air. In-
termediate staging area riggers from the air de-
livery platoon (TOE 10-407) may assist the task
force and will ring the required automatic fol-
lowup and on-call followup supplies that may be
required. The terminal transfer platoon also as-
sists in rigging supplies.

(6) Medical.

(a) Limited medical support in the form of
dispensary service will be required for intermedi-
ate staging area personnel and the task force. The
dispensary and ambulance detachment teams of
the intermediate staging area command provide
this service (TOE 8-500).
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(b) Contingency plans will provide for
emergency aeromedical evacuation from the inter-
mediate staging area on an on-call basis.

(7) Communications.

(a) A wire circuit is required throughout
the intermediate staging area, and telephones will
be installed through battalion level. The wire con-
struction unit, team GN, of the intermediate stag-
ing area command will provide, install, and serv-
ice this communications net.

(b) The intermediate staging area com-
mand will provide a radio net during outloading
operations.

(8) Water. Appropriate water purification
teams of the TOE 5-520 series are attached to or

13-4

placed in support of the intermediate staging area
command to provide potable water.

(9) Movement Control. Two movement con-
trol teams (L.C) from the intermediate staging
area command will be used for the planning, rout-
ing, scheduling, and control of personnel and sup-
ply movements.

d. The mission of the intermediate staging area
command is completed when the task force has
departed. Personnel of the intermediate staging
area may then be considered as an element of the
forward supply base responsible for continuing
logistic support of the Army elements in the ob-
jective area(s).
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APPENDIX B

EMPLOYMENT OF NON-AIR DEFENSE WEAPONS
AGAINST HOSTILE AIRCRAFT

B-1. General

The doctrine contained in this appendix pre-
scribes the normal conditions under which non-air
defense weapons will be employed against the
low-altitude air threat. Commanders at all levels
must recognize the potential effect of the large
volume of small arms fire that can be furnished
by organic weapons against low, slow-flying hos-
tile aircraft and the fact that the low altitude air
threat faced by units in a combat theater may be
partially countered by agressive use of the large
volumes of fire which non-air defense weapons
can place against thig threat. The doctrine in this
appendix has the objectives of increasing the
effectiveness of these fires and of reducing the
incidence of indiscriminate employment of these
weapons when their use is not appropriate or is
likely to be ineffective.

B-2. Concept

a. The substantial low-altitude air threat faced
by units in a combat theater may be partially
countered by aggressive use of the large volumes
of fire which non-air defense weapons can place
against this threat.

b. Exercise of the individual and collective right
of self-defense against hostile aircraft must be
emphasized. Hostile aircraft include all attacking
aircraft and those positively identified enemy air-
craft which pose a threat to the unit. Large vol-
umes of fire from non-air defense weapons have
proven capable of destroying both high- and low-
speed aircraft or disrupting their attack. Exercise
of this right does not demand specialized use of
communications and is independent of theater air
defense rules for engagement and air defense con-
trol procedures.

¢. Indiscriminate use of non-air defense weap-
ons must be prevented because of the danger to
friendly aircraft and troops and the requirement
to place in proper perspective the techniques of
withholding fire to preclude disclosure of posi-
tions. Effective and safe employment of these
weapons necessitates Armywide training.

d.'Sitautions may arise in which the exercise of
the right of self-defense should be temporarily
suppressed or in which freer use of non-air de-
fense weapons against hostile aircraft should be
encouraged. The former case involves a local deci-
sion that prevention of position disclosure is para-
mount. Notice of such restriction is disseminated
through command channels. The latter case
should be based on a theater-level decision.

e. Use of a single rule for engagement—“En-
gage hostile aircraft”’—is based on common sense
interpretation. For example, all aircraft attacking
a unit and enemy aircraft performing operations
such as forward air control, reconnaissance, sur-
veillance, or dropping or landing troops are
clearly hostile aircraft.

B-3. Rule for Engagement

In the absence of orders to the contrary, individ-
ual weapon operators will engage attacking air-
craft. Engagement of all other hostile aircraft
will be on orders issued through the unit chain of
command and will be supervised by unit leaders.
Nothing in this rule is to be taken as requiring
actions prejudicial to accomplishment of the pri-
mary mission of the unit.

B—4. Aircraft Categories
To simplify engagement procedures, aircraft may

be considered in two categories:

a. Low, Slow-Speed Aircraft. This includes ob-
servation helicopters and liaison, reconnaissance,
and slow-flying, fixed wing propeller aircraft.

b. High-Speed Aircraft. This includes all other
propeller aircraft and all jet fixed wing aircraft.

B-5. Techniques of Fire

The following techniques should maximize the de-
structive and/or deterrent effect against hostile
aircraft.

a. Engagement of Low, Slow-Speed Aircraft. In
accordance with the rule for engagement, low,
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slow-speed enemy aircraft are engaged with
aimed fire, employing the maximum weapon rate
of fire. Aerial gunnery techniques (less lead) gen-
erally applicable to all small arms and automatic
weapons are presented in FM 23-65.

b. Engagement of High-Speed Aircraft. In
accordance with the rule for engagement, high-
speed enemy aircraft are engaged with maximum
fire aimed well in front of the aircraft and above
its flight path to force it to fly through a pattern
of fire. This technique is not unaimed barrage fire,
but requires a degree of aimed fire. It does not,
however, call for careful estimation of aircraft
speed and required lead.

c. Use of Tracer Ammunition. Automatic weap-
ons should use the highest practical proportion of
tracer ammunition to enhance the deterrent or
disruptive effect of the fire.

d. Massed Fire. Units should employ a massed
fire technique when using small arms and auto-
matic weapons in an air defense role.

B—6. Preparation of Standing Operating
Procedures (SOP)

Command supervisory headquarters will prepare
detailed SOP for identifying and engaging air-
craft to include how identification is to be accom-
plished, weapons to be employed, techniques of
fire to be used, rule for engagement, and controls
to be used. Company level SOP will include, but
not be limited to, and the following items relevant
to engagement of aircraft with non-air defense
weapons:

a. Applicability. Operators of designated weap-
ons.

b. Relation to Primary Mission. Primary mis-
sion is never prejudiced.

B-2

¢. Relation to Passive Air Defense. The neces-
sity for aggressively engaging hostile aircraft bal-
anced with the requirement to place in proper
perspective the tactic of withholding fire to pre-
clude disclosure of position.

d. Authority To Engage. Authority to engage
attacking aircraft delegated to individual weapons
operators and to engage all other hostile aircraft
ordered through unit chain of command, subject
to the rule for engagement and rules for withhold-
ing fire.

e. Rule for Engagement. Normally self-defense
only against all attacking aircraft and those posi-
tively identified enemy aircraft which pose a
threat to the unit.

f. Rules for Withholding Fire. When ordered;
when not positive that aircraft are actually at-
tacking or otherwise hostile; when friendly air-
craft or troops are endangered.

g. Position Selection. (See FM 44-1.) Applica-
ble only to weapons specifically assigned an air
defense role; for example, designated single bar-
rel, caliber-.50 machineguns.

h. Firing Techniques. Lead and superelevation;
massed fire; maximum rate of fire; maximum use
of tracer ammunition.

1. Unit Training Requirements. Motivation and
discipline; gunnery; aircraft recognition.

B-7. Training

Individual training will stress aircraft recogni-
tion, techniques of firing at aerial targets, and
response to control methods. Application of em-
ployment of non-air defense weapons against hos-
tile aircraft will be incorporated into unit train-
ing phase, field problems, maneuvers, and other
training media.
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APPENDIX C

STANAG 2165,
FORECAST MOVEMENT REQUIREMENTS—RAIL, ROAD AND INLAND WATERWAYS

NATO UNCLASSIFIED

Agreed English/French Texts STANAG 2165

DETAILS OF AGREEMENT (DofA)

FORECAST MOVEMENT REQUIREMENTS—
RAIL, ROAD AND INLAND WATERWAYS

Annexes: A(DofA). Table of Forecast Movement Requirements—
Rail, Road, and Inland Waterways.

AGREEMENT

1. The NATO Armed Forces agree to use the standard format found at
Annex A for the “Table of Forecast Movement Requirements—Rail, Road

‘ and Inland Waterways”.

STATEMENT OF DETAILS
2. Forecast movement requirements.

a. It is to the advantage of military authorities as soon as they have
knowledge of their movement (or transport) requirements for a given
period of time, to inform the military authority responsible for the organi-
zation of movements (or transport) in the originating nation (or in the
originating zone in a nation) as soon as possible.

e b. The requesting authority must use the format of the “Table of Fore-
cast Movement Requirements—Rail, Road and Inland Waterways” shown
at Annex A(DofA) when forwarding the essential information:

(1) Action : To the military authority of the originating
nation (or in the originating zone in a nation)
in charge of the organization of movements.

(2) Information : To the military authorities concerned of the
transmitting nation and nation of destination (or
the transmitting zone and zone of destination in
a nation). )

c. Stﬁdy of the “Table of Forecast Movement Requirements—Rail, Road
and Inland Waterways” will allow the military authority in charge of the

organization of movements in the originating nation (or in the originating
: . zone in a nation) :

NATO UNCLASSIFIED
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(1) To carry out a preiiminary survey on the possibilities of granting
the request;

(2) To take the first steps with the military authorities of the transit-
ting nation and nation of destination (or the transitting zone and zone of
destination in a nation) ;

(3) To select the type of transport to be used;

(4) To inform the requesting authority;
(a) Of steps taken to satisfy his requests;
(b) Of the movements for which it will be necessary for the request-
ing authority to make out a “Transport Request” in accordance with the
provisions of STANAG 2165.

d. The “Forecast Movement Requirements—Rail, Road and Inland Wa-
terways” must be forwarded, if possible, in writing in at least one of the
two official NATO languages. It can also be forwarded by signal or by
telephone by using the code identifying the different items and columns. A
specimen of the “Forecast Movement Requirements—Rail, Road and In-
land Waterways” as transmitted by signal, is enclosed at Appendix 1 to
Annex A (DofA).

IMPLEMENTATION OF THE AGREEMENT

3. This STANAG will be considered to have been implemented when the
necessary orders/instructions bringing into use the document mentioned in
the Agreement have been issued to the forces concerned.
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APPENDIX 1 TO ANNEX A (DofA)
TO STANAG 2165

TABLE OF FORECAST MOVEMENT REQUIREMENTS

HEADINGS MEANING
1. Classification
2. Period of Forecast
3. Requesting Authority
4. Competent Authority of

the Originating Nation

COLUMN MEANING

Serials/or Line Items

Alpha Reference Number or
Nickname

Bravo Consignor

Charlie Location and Coordinates

Delta Consignee

Echo Location and Coordinates

Foxtrot Nation/National Zones
concerned

Golf Type of Transport
Preferred

Hotel/India Number and Type
Passenger

REMARKS

Enter classification of report
as determined by originating
agency

Enter period of forecast as an-
nounced by the appropriate na-
tional authority

Enter unit designation of orga-
nization responsible for submit-
ting, e.g., 97th Signal Group

Enter unit designation of orga-
nization directed to receive fore-
cast within origination nation

REMARKS

Use separate serial or line item
number for each shipment fore-
cast

Enter specific shipping agency

Enter exact location and coordi-
nates

Enter specific receiving agency

Enter exact location and coordi-
nates

Enter National Zones abbrevia-
tions as provided in STANAG
1059

Enter preferred mode: TRK,
IWW, Rail (see STANAG 2156)

Enter number of passengers and
general description.

Personnel are normally listed as
troops, patients, civilians, POWs
and such other categories as will
assist the movements personnel
in selecting the mode of trans-
portation.
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COLUMN

Juliet/
Kilo/
Lima

Mike/
November/
Oscar/Papa

Quebec

Romeo

Sierra

Tango

Uniform

NATO UNCLASSIFIED

MEANING

Class of Supply and
Tonnage

Special Loads

Rate of Dispatch

Date Movement to
Commence

Date Movement must be
Completed

Priorities

Remarks

REMARKS

Enter class of supply, estimated
tons and cube. The movement
programmers are not normally
concerned with an inventory of
specific items within a class;
however, items requiring special
handling must be specified in the
remarks column so that out-
standing characteristics can be
readily identified. For example,
heavy lifts other than vehicles
should be expressed in units, di-
mensions and tons for each lift.

Enter number of vehicles/tanks
to be moved, weight in tons for
each, military classification in
accordance with STANAGs 2153
(Rail) and 2021 (Road).

Enter tons of cargo or number
of vehicles/tanks which can be
moved daily (the capacity of the
shipping and receiving organiza-
tion determines)

Enter earliest date that move-
ment can commence

Enter date movement must be
completed

Forecasting organization enter
separate priority for each line
item/serial

Enter any information which
will assist in planning the move,
e.g., heavy lifts, dangerous mate-
rial, special handling, date on
wheeled vehicle and passenger
requirements.
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FROM
TO

SUBJECT

PRIORITY
ONE

TWO
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ALFA
BRAVO
CHARLIE
DELTA
ECHO
FOXTROT .
GOLF
HOTEL
INDIA
JULIET
KILO
LIMA
MIKE
NOVEMBER
OSCAR
PAPA
QUEBEC
ROMEO
SIERRA
TANGO
UNIFORM

ALFA
BRAVO
CHARLIE
DELTA
ECHO
FOXTROT
GOLF
HOTEL
INDIA
JULIET
KILO
LIMA

APPENDIX 2 TO ANNEX A(DofA)
OF STANAG 2165

MESSAGE (Specimen)
NATO UNCLASSIFIED

HQ/ADVANCED BASE UK
EMG/CM TPT

TABLE OF FORECAST MOVEMENT
REQUIREMENTS — (SURFACE RAIL,
ROAD AND INLAND WATERWAYS)
FOR PERIOD OF 10 JAN TO 16 JAN
1966

ROUTINE

P/15%

3 REPL BN
ZEEBRUGGE ES 1486
9 REPL CO
MUNSTER MC 0558
BE/NL/GE
RAIL

200

TROOPS
BAGGAGE
8T

400 CU FT
NIL

NIL

NIL

NIL

50 PER DAY
12 JAN

15 JAN
TWO

NIL

S/723

DEPOT 603
ZEEBRUGGE ES 1486
ASP 503

MUNSTER MC 0558
BE/NL/GE

RAIL

NIL

NIL

AMMUNITION

5000 T

1500 CU METRES

NATO UNCLASSIFIED
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MIKE NIL
NOVEMBER NIL
OSCAR NIL
PAPA NIL
QUEBEC 1000 T/PER DAY
ROMEO 12 JAN
SIERRA 16 JAN
TANGO TWO
UNIFORM NIL

THREE ALFA Q/415
BRAVO DEPOT 605
CHARLIE GEEL FS 4070
DELTA SP 505
ECHO RHEINDAHLEN LB 1570
FOXTROT BE/NL/GE
GOLF RAIL
HOTEL NIL
INDIA NIL
JULIET NIL
KILO NIL
LIMA NIL
MIKE 10
NOVEMBER 60T
OSCAR 40
PAPA 8
QUEBEC 2 PER DAY
ROMEO 12 JAN
SIERRA 17 JAN
TANGO TWO
UNIFORM HEAVY LIFT REQUIRED AT

DESTINATION
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STANAG 2166,
MOVEMENTS AND TRANSPORT DOCUMENTS USED
FOR MOVEMENTS BY SHIP
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Agreed English/French Texts STANAG 2166

DETAILS OF AGREEMENT (DofA)
MOVEMENTS AND TRANSPORT DOCUMENTS USED
FOR MOVEMENTS BY SHIP

Enclosures: See paragraph 1 below.
AGREEMENT

1. The Nato Armed Forces agree to adopt the following documents for
movements by ship between NATO Nations:

a. STRENGTH RETURN—MOVEMENTS See Annex ‘A’ (DofA).
BY SHIP

b. SAILING SIGNAL—FREIGHT (VICE) See Annex ‘B’ (DofA).

SAILING SIGNAL—TROOP TRANSPORT See Annex ‘C’ (DofA).
(VICE)

NOTE: The following Annexes are still under preparation and
will be forwarded at a later date for ratification:

d. CARGO AND STOWAGE REPORT To be issued as Annex ‘D’

(DofA).

e. STOWAGE PLAN To be issued as Annex ‘E’
(DofA).

f. SHIP’S DISCHARGE BOOK To be issued as Annex ‘F’
(DofA).

IMPLEMENTATION OF THE AGREEMENT

2. This STANAG will be considered to have been implemented when the
necessary orders/instructions, bringing into use the documents mentioned
in the Agreement, have been issued to the forces concerned.
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ANNEX ‘A’ to DETAILS OF AGREEMENT
of STANAG 2166

STRENGTH RETURN—-MOVEMENTS BY SHIP

1. The purpose of the form “Strength Return—Movements by Ship” (Ap-
pendix 1) is to provide a summary of personnel embarked to military
authorities responsible for troop transport.

2. The form may also be used for embarkation of military or military
sponsored personnel travelling on commercial ships.

3. The form is supported by a nominal roll or passenger-list, which gives
the personal particulars of all passengers embarked.

4. The form is amended as necessary during the process of embarkation by
the Embarkation Staff Officer (ESQO). When ultimately signed by him, it
becomes a certificate of personnel actually embarked on the ship.

5. The Strength Return deals with personnel only. No unit equipment
(other than personal) will be entered on the form. Only the number of
pieces of personal baggage will be entered; separate baggage receipts will
be made out.

6. Unit equipment (other than personal) will be shipped on separate cargo
documents, irrespective of whether or not the cargo is loaded on the same
ship as the unit.

7. A distinction will be made between male and female personnel, military
and civilian, travelling under military sponsorship.

8. As certain NATO countries have special arrangements concerning time
served in the tropics (between Tropic of Cancer and the Tropic of
Capricorn) the dates of crossing these tropics must be entered on the form
by the Embarkation Staff Officer (ESO) at the time of disembarkation.
The exact information will be taken from the Master’s logbook.

9. The instructions for the completion of the form and the distribution of
the copies of the Strength Return will be printed on the reverse side of the
form, as shown in Appendix 2,

10. The form will be printed in:

a. English and French, if the language of the country of origin is Eng-
lish or French;

b. The language of the country of origin and in English and French if
the language of origin is not English or French.

11. The form will be printed on the standard size paper of the country
concerned, approximately 30 x 20 cm (12 x 8 inches).
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APPENDIX 1 to ANNEX ‘A’ (DofA)

OF STANAG 2166

On embarkation and disembarkation of

moving from

Security Classification (1)

STRENGTH

RETURN

MOVEMENTS BY SHIP

To be entered by the ESO (5)

EMBARKED at

per MV/SS
DISEMBARKED AT

Crossing Tropic of Cancer 5

Capricorn

Strength
on departure
for Port
of Embark.
(b)

Casualties
en route
for Port

of Embark.

(c)

Casualties
during sea
voyage

Strength
actually
EMBARKED

Strength
actually
DISEMBARKED

(£)

MALE

Officers

W/Officers I
W/Officers II
S/Sergeants
Sergeants

Corporals and below

T OT AL

FEMALE

Officers

/Officers I
W/Officers II
S/Sergeants
Sergeants

Corporals and below

T OT AL

CIVILIAN

Male

Female

Children (under
10 years)

TOTAL

Number of pieces
of baggage in the

GRAND TOTAL

hold:

OC despatching
unit

ESO Port of
EMBARK .

OC unit/OC troops

(8)

ESO Port of

DISEMB.

Name

Rank

Security Classification (1)
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APPENDIX 2 TO ANNEX ‘A’ (DofA)
of STANAG 2166

INSTRUCTIONS FOR COMPLETION AND DISTRIBUTION
OF THE FORM

COMPLETION

(1) Issuing authority will insert the security classification given in the
administrative or other instructions for the move for which this form is
prepared.

(2) Insert title or serial number (if applicable) of unit or portion of unit
moving.

(8) Insert station and country of departure, unless otherwise instructed.

(4) Insert place and country of final destination, unless otherwise in-
structed.

(5) To be entered by the ESO:
a. Port, country and date of embarkation.
b. Name of the vessel.

c. Date of crossing the Tropic of Cancer/Capricorn (delete if not appro-
priate), to be taken from the Master’s logbook.

d. Port, country and date of disembarkation.

(6) Substitute, if necessary, rank designations of the nation and service
concerned.

(7) Insert, if appropriate, particulars of any casualties.

(8) Delete if not appropriate.

DISTRIBUTION

a. This form will be prepared in six copies by the unit or authority respon-
sible for assembling the personnel concerned and sending them to the port
of embarkation (despatching unit). All six copies of this form will be
handed to the movements staff at the port of embarkation.

b. After completion and signing (as far as possible) of the forms the
movements staff at the port of embarkation will retain two copies for its
own use and deliver or forward four copies as follows:

(1) One copy to the officer commanding the unit or to the OC Troops;
(2) One copy to the despatching unit;

(83) Two copies to the movements staff at the port of disembarkation;
these copies will be sent by different means, one of them the fastest possi-
ble.

c. On arrival at the port of disembarkation the officer commanding the unit
or the OC Troops will hand his copy (signed and amended as necessary in
the event of casualties, etc.) to the movements staff at the port of disem-
barkation.

NATO UNCLASSIFIED
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REFERENCES

a. State if necessary the specific regulations of the country of origin

b. State if necessary the specific regulations for the movements staff of
the country concerned at the port of disembarkation .

NATO UNCLASSIFIED
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ANNEX ‘B’ to DETAILS OF AGREEMENT
of STANAG 2166

SAILING SIGNAL—FREIGHT (VICE)

1. Movements staffs at port of loading will despatch a sailing signal for
each ship carrying military cargo as soon as loading has been completed.
Instructions for preparing these signals are given below.

2. Precedence. Sailing signals will be assigned a precedence in accordance
with existing NATO procedures.

3. Security Classification. The originator is to insert the appropriate secu-
rity classification.

4. Text.

a. The text of the signal will clearly begin with the word “Vice” (tradi-
tional abbreviation for “Advice’”’). When it is not clear from either the
address or the originator’s number that the signal is for Movements, the
text will begin “For Mov” (.) (Viee) (.).

b. The body of the signal will consist of the particulars given below,
preceded by the code letter shown against each:

(A) Name of ship.

(B) Port of loading and ETD (Estimated Time of Departure).

(C) Port of discharge (if known) and ETA (Estimated Time of Ar-
rival). If the port of discharge is not known the country of discharge will
be stated.

(D) Consignee.

(E) Deadweight tonnage of stores by types, excluding those details in
(F), (G) and (H) below.

(F) Appropriate description of classified equipment, ammunition and
explosives with the total deadweight tonnage and stowage.

(G) Full description of cabin freight and “lock up” stores, with dead-
weight tonnage and full details of stowage.

(H) Full description of stores stowed on deck, with deadweight ton-
nage.

(J) Numbers and types of vehicles and tanks, showing separately
those stowed on deck.

(K) Total deadweight of cargo including vehicles and tanks.

(L) Remarks including details of awkward and exceptionally heavy
lifts (e.g. mobile vehicles and lifts exceeding the capacity of ship’s der-
ricks).

¢. When copies of Movement Instructions (Freight) have been des-
patched so as to reach the action addressees before the possible arrival of a
sailing signal, an abbreviated sailing signal will be sent in the following
form:
(A)
(B) As in sub-para. b. above.
©
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(D) Does not apply.
(E) Reference to the Movement Instructions (MI) (Freight) with

details of variations, e.g.:

(i) MI (Freight) No..... Complete
(ii) MI (Freight) No..... less (Stores Identification No.),
or less - -+ “shut out”
(iii) MI (Freight) No..... plus (Stores Identification No.) with
full description of additional
cargo

(F) Does not apply.

(G) Asin sub-para. b. above.
(H) and (J). Does not apply.
(K)

(L) As in sub-para. b. above.

NOTE: When a full description is required, the following information will
be given:

Identification Number.
Number of packages.
Type of stores.
Consignee.

5. Specimen Signat'—F‘reight (Vice). A Specimen Sailing Signal—Freight
is given at Appendix 1 to Annex ‘B’ (DofA).
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APPENDIX 1 to ANNEX ‘B’ (DofA)
of STANAG 2166

SPECIMEN SAILING SIGNAL—FREIGHT (VICE)
MESSAGE FORM

PRECEDENCE — ACTION PRECEDENCE —INFO DATE-TIME-

PRIORITY DEFERRED GROUP
190700 Z
FROM: PORTMOVES LONDON SECURITY CLASSIFICATION
TO : MOV ANTWERP UNCLASSIFIED

(Classified in Wartime)
INFO : WAR OFFICE Q(M)1

HQ BAOR ORIGINATORS NUMBER
COMD NCG/INTER MOV 363
VICE

(A) SSBENARTY

(B) LONDON 19 JUN

(C) ANTWERP 20 JUN

(D) TKS AND B VEHS TO 5 BOD. SUPS TO 3 SRD. SIG EQPT AND
MED STORES TO 12 INF BN

(E) SUPS 120 TONS. POL 500 TONS. ORD 600 TONS

(F) ONE CWT SIG EQPT CATEGORY ONE STOWED NO 2 TWEEN
DECK LOCK-UP

(G) ONE CWT MED STORES C/0 CHIEF OFFICER CABIN

(H) 5 TONS ENGR BRIDGING EQPT

(J) 3 CENTURIONS NO 2 LOWER HOLD. TEN 3 TON B VEHS PORT
AND STARBOARD OF NO 1 HATCH

(K) 895 TONS 2 CWT

(L) LOCO BOILER DW 35 TONS STOWED NO 1 LOWER HOLD BE-
YOND CAPACITY OF SHIPS’ DERRICKS.
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ANNEX ‘C’ to DETAILS OF AGREEMENT
of STANAG 2166

SAILING SIGNAL—TROOP TRANSPORT (VICE)

1. Movements staffs at ports of embarkation will ensure that a signal is
despatched to all concerned, as soon as possible after the sailing of a ship
on which Forces or Forces sponsored passengers have been embarked.
Instructions for preparing these signals are given below.

2. Precedence. Sailing signals will be assigned a precedence in accordance
with existing NATO procedures.

3. Security Classification. The originator is to insert the appropriate secu-
rity classification.

4. Text.

a. The text of the signal will clearly begin with the word “Vice” (tradi-
tional abbreviation for ‘“Advice”’). When it is not clear from either the
address or the originators number that the signal is for Movements, the
text will begin “For Mov”. (Vice).

b. The body of the signal will consist of the particulars given below,

preceded by the code letter shown against each:

(A) Name of ship.

(B) Port of Embarkation and ETD (Estimated Time of Departure).

(C) Port of Disembarkation and ETA (Estimated Time of Arrival).

(D) Numbers of passengers on board by categories.

(E) Destination of passengers.

(F) Tonnage of baggage by categories and stowage. (This may be the
subject of a separate signal if desired).

(G) Remarks including medical assistance required on disembarka-
tion, prisoners ete.

5. If necessary, sailing signals may be compiled in several parts, each
relating to one port of call.

6. Specimen Sailing Signal—Troop Transport (Vice). A Specimen Sailing
Signal—Troop Transport (Vice) is given at Appendix 1 to Annex ‘C’
(DofA).
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APPENDIX 1 to ANNEX ‘C’ (DofA)
of STANAG 2166
SPECIMEN SAILING SIGNAL—TROOP TRANSPORT (VICE)
MESSAGE FORM
PRECEDENCE—ACTION PRECEDENCE—INFO DATE-TIME-

ROUTINE DEFERRED GROUP
190600 Z
FROM: EMBARKING LIVERPOOL SECURITY CLASSIFICATION
TO : MOV ANTWERP UNCLASSIFIED

(Classified in Wartime)
INFO : WAR OFFICE Q(M)2

HQ BAOR ORIGINATORS NUMBER
COMD NCG/INTER MOV 12
VICE

(A) EMPIRE WANSBECK
(B) LIVERPOOL 190545Z
(C) OSTENDE 200400Z

(D) MALES: OFFICERS 50. WO AND SGTS 100. CPL & BELOW 700.
FEMALES: OFFICERS 10. WOs AND SGTS 30. CPL & BELOW 70.
FAMILIES/DEPENDENTS: 1ST CLASS 40. 2ND CLASS 60. 3RD

CLASS 100.

(E) MALES TO TRANSIT CAMP OSTENDE. FEMALES TO HOSTEL
BRUSSELS.

(F) 50 TONS TO OSTENDE. 10 TONS TO BRUSSELS. STOWED No. 2
HOLD.

(G) AMB REQUIRED FOR 6 FEMALE CASUALTIES.
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STANAG 3465,
SAFETY EMERGENCY AND SIGNALLING PROCEDURES FOR
TACTICAL AIR TRANSPORT OPERATIONS
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Original French/English Translation STANAG 3465
(Edition No. 3)

DETAILS OF AGREEMENT (DofA)
SAFETY EMERGENCY AND SIGNALLING PROCEDURES FOR
TACTICAL AIR TRANSPORT OPERATIONS

Annexes: A (DofA)—Safety Perimeter and Vehicle Access Routes to
Transport Aircraft.

B (DofA)—Warning Signals and Signals of Execution for
Emergency Procedures. (Not included in this copy.)

AGREEMENT
a. Safety on the Ground.

For each type of aircraft, a safety perimeter must be defined and forbid-
den to all personnel not taking part in the maintenance, supplying and
loading operations.

a. Safety Perimeter. Annex A shows a typical safety perimeter.

b. Vehicle Traffic.

(1) All traffic on the airfield will be regulated according to a traflic
plan. The maximum speed of vehicles must be indicated by signposts on
congested or dangerous routes.

(2) The movement of vehicles is forbidden within the safety perimeter
except for supply, loading or unloading operations. A diagram for ap-
proach and clearing by vehicles is shown in Annex A—Safety Perimeters.

¢. Loading, Unloading and Supplying of Aircraft.

(1) In order to avoid any damage to the aircraft, the loading and
unloading operations must be carried out under the control of a competent
representative of the Air Transport Unit with experienced personnel and
appropriate equipment.

(2) Special attention must be given to the movement of vehicles within
the safety perimeter. In all cases chocks will be placed at such a distance
that the vehicle cannot damage the aircraft.

(3) The loading and unloading of heavy or bulky loads must be carried
out with special precautions.
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d. Flire Risks.

(1) It is essential that all fire risks be eliminated on the hard stand-
ings. Any flame must be prohibited within 30 metres of the safety perime-
ter. Smoking will be prohibited within the same area.

(2) Fire extinguishing equipment (extinguishers, sand) must be
placed in conspicuous positions near the hard standings.
e. Explosives, Ammunition, Dangerous Cargoes.

(1) Those must be stocked at the prescribed safety distance (where
applicable) from the hard standings.

(2) The handling of this type of cargo must be carried out with the
prescribed precautions. See STANAG 3327, Air Transportation of Danger-
ous Cargo.

(3) The air transport unit will ensure that aircraft are properly
earthed (grounded) to provide for electrical discharge.

* * * * * * *
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‘ ANNEX A TO STANAG 3465
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— > — Approche auterise - Authorized approach to the aircraft
==>==Degagement aoterise - Authorized exit path from the aircraft
—>——— Approche interdite - Forbidden approach path to the aircraft
. ———— Degagement interdite - Forbidden exit path from the aircraft
m = metres ft = feet
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