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Customer Service: The formal definition
as described by Wikipedia says "Customer
service is a series of activities designed to
enhance the level of customer satisfaction –
that is, the feeling that a product or service
has met the customer’s expectation." I
attended my first ARFFWG event in 2003 in

Phoenix AZ. The theme of the sectional was Leadership as it
related to Customer Service. I had been asked to attend and rep-
resent Tennessee after Daryl McCann retired. I was a veteran
with the Fire Department but had only recently been assigned to
the Airport. I assumed I knew and understood the majority of Air
Rescue issues. Besides, wasn’t fighting an aircraft fire similar to
a structure fire? Isn’t an airplane crash just a transportation type
accident? Don’t you put the wet stuff on the red stuff? I reflect
back now and realize how little I really did know. 

I remember anticipating the key note address by Alan
Brunacini from Phoenix. In the late 90’s Chief Brunacini was
known worldwide for his leadership and management style. He
believed in and practiced Fire Department Customer Service. He
told the story of a group of firefighters who had made a medical
call in the neighborhood. The husband had apparently had a
stroke and was not doing well. After months of recovery and
rehab, he was to be released back home. Unfortunately, he was
physically unable to care for himself with restricted mobility. The
wife stopped by one day to thank the firefighters and gave them
an update on his condition. She advised he could barely walk up
the front door steps to attend doctor’s appointments.  The crew
got together and formulated a game plan. They gathered donat-
ed lumber and materials, set a date, and advertised the project
in a neighborhood newsletter. They met one Saturday afternoon
and built a handicapped access ramp. I realize this is an extreme

example, but simple kindness and taking the extra step will go a
long way with your department’s perception. 

Fire Officer I emphases the importance of company officer
leadership. I remember reading that the company officer was
often the only exposure the public had to the department. The
actions of a few individuals, lasting a few minutes, influenced a
victim’s opinion of the entire department for a lifetime. The extra
few minutes on the scene to help someone to their car or assist
in crossing a street will have a positive effect not only on the pub-
lic but the employee as well. Fire officers serve as role models
not only to the employees but to the public at large. Fire officers
with a positive attitude are more likely to resolve issues with a
favorable outcome. 

Fire Department Customer Service at an airport can encom-
pass a broad range of activities. Participating in health screening,
fire extinguisher training, attending fuel service vehicles safety
programs, CPR training, and other formal classes demonstrates
the department’s willingness to be a team member.  The pres-
ence of uniformed Fire, Police, and Operations personnel in the
terminal give the public a sense of security. Unscheduled site vis-
its to other airport tenants are often welcome dialogue and
serves as airport familiarization. It is a good idea to get to know
the manager at each of the private businesses at your airport. A
little bit of face time and conversation will go a long way in gain-
ing trust. Everyone likes seeing the firefighters especially if it is
just a social visit. 

As public safety officers, firefighter should make every effort
to practice good customer service as part of their daily routine.
Airport administrators always appreciate positive feedback from
the public we serve.  It not only reflects well on the department
but will grow good will at the airport.

�
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Does your fire jurisdiction have an airport without an
Aircraft Rescue and Firefighting (ARFF) vehicle because it
is not required by the Federal Aviation Administration
(FAA)? Do you feel there is a need to provide a competent
response to an aircraft emergency yet do not have an
ARFF rig? Hopefully this article will provide you with an
option to meet your goal.

First, let’s look at the capabilities of rigs available to
agencies without access to federal dollars because the
airport lacks a requirement for an ARFF capability.

Water Tank Capacities: 500 – 1800 gals 
Foam Tank Capacities: 30 – 180 gals
Agent Application rates:   
*Top Turret 1000 gpm
*Bumper Turret 500 gpm  
* Dry agent for dual agent application may also be

available.  

Even without having a “mass application” turret on
your apparatus, capabilities exist that may provide a com-
petent response for aircraft emergencies.

So how can you pull this off? We took a reserve engine
and converted it into a “Foam Engine” (not a foam tender)
just for this purpose.  Our reserve engine possessed the
following capabilities before we moved forward with the
conversion: 

1. Water Tank Capacity- 1000 gals  
2. Foam Capacity- 30 gal built in Class B Foam Well   
3.  Bypass Foam Eductor built into the pump panel  
4. 2-1/2” Rear foam solution discharge  
5. Top Mounted deck gun for master stream applica-

tion, smooth or fog nozzle tip.
So what did we add to make the conversion?
1. Added a Task Force Tips 350 gpm Self- Inducting

Foam Master Stream Nozzle. To assist with reach we
added two stream straighteners on the deck gun. Our
stream reach is about 75 feet.

2. Emptied out one hose bed and placed (2) 40 gal
poly tanks [end to end configuration] to hold 3% AR-AFFF
Foam [airport is not indexed- use AR foam for hazmat
response]. Behind the two bigger tanks we loaded (8) 5
gal foam buckets with 3% AR-AFFF Foam. These buckets
can be used in one of 3 manners:   A. poured into an open
poly tank while the larger poly tanks are being used. B.
have pick up tube plunged into each bucket one at time.
C. Dump foam into the water tank to batch mix which cer-
tainly has limitations but when the nasty hits the fan you
got to do what you got to do! [Batch mixing foam will be
discussed in a future article]

3. Kept 400’ of 5” storz LDH short folded into the
hose bed for additional room. Here we place (4) 5 gal
buckets of Class A foam and a 25 gal open poly tank for
foam to be dumped into to sustain master stream applica-
tion.

4. Added 400’ of 2-1/2” hose to the rear hose bed
attached to the rear foam discharge and put a monitor
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ground nozzle on it for quick deployment and a 250 gpm
application.

5. Bought a TFT 125 gpm 1-1/2” In Line Foam
Eductor to be mounted to a side discharge for hand line
applications.  

6. (2) 95 gpm In Line Foam Eductors were placed
on the engine and each was married to one of two foam
application devices that (are little on the old side but) do
a great job in creating low end or high end Medium
Expansion foam respectfully.

7.   Placed (6) 5 gal buckets of 3% AR- AFFF foam in
the rear engineer side cabinet for foam  concentrate sup-
ply for the hand line application. Cabinet also contains (2)
5 gal buckets of Class A foam. 

8.   We also purchased (6) 20# Stored Pressure PKP
Fire Extinguishers to provide fire suppression    capabili-
ties for Three Dimensional, Pressure fed, running fuel
fires either in single agent or dual agent application.
These were mounted in the Officers side rear cabinet
where we already stored other extinguishers. We do not
carry water cans, ABC or CO2 extinguishers any longer.

9.  For clarification, Class A foam can be used to
extinguish Class B fires. Class A foam is a surfactant just
like Class B foam. More on Class A and B foam in a future
article.   

Remember this engine is not a structural engine and
is put together to do one job and that is to deploy foam
solution, and as much as we can. We use CAFS/ Class A
Foam on all of our structural operations through our front

line engine. For rural defensive fires the CAFS engine and
our foam engine respond for quick application of agent.
We use the same thought process with our two engines for
aircraft responses.   Deployment of our structural appara-
tus on aircraft emergencies will be discussed in a future
article. 

As in any new operational consideration, training
should be implemented for the crews to gain comfort in
the process. See what you have laying around the old
engine, in storage, etc. that can generate foam and put
that to work. If training foam is too expensive, then use
dish soap and water in 5 gallon buckets, or contact your
local sprinkler system company to see if they may be able
to provide old foam from fire suppression systems, due to
age.   Then train on the various aspects you want to
accomplish on your aircraft response. 

Notice the foam expansion from the TFT nozzle versus
the foam coming from the top mounted nozzle on an ARFF
rig. 

About the Author:  Gary Baum is an Assistant
Chief with the Sugar Grove, Illinois, Fire
Department.  He has been a member of the
department since 2003.  Amongst other certifica-
tions, Gary holds an Aircraft Rescue and
Firefighting certification through the Illinois
State Fire Marshal’s office.

�
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A non-aviator listening to this transmission over a
radio would have no idea this might be an indication of a
problem with an aircraft preparing to land.  The language
used in aviation is not only unique to aviation, but there
are multiple versions of the language as we step outside
of the cockpit. 

Aviation and the industries supporting it, although all
related and dependent on one another, live in totally dif-
ferent regulatory worlds and, in some cases, have little or
no connectivity.  This disconnect is due, in part, because
it has simply “always been the case”.  However, it has con-
tinued to evolve, along with the airline industry, since
1978 when the Airline Deregulation Act was signed into
law by President Jimmy Carter.  In order to remain compet-
itive or often as part of a survival tactic, airlines were
forced to change their model in order to reduce costs.
Prior to deregulation and in the transitional years, most
airlines depended upon career airline employees to han-
dle the majority of ramp services, customer service, oper-
ate the air freight facilities, aircraft cleaning and some-
times even flight catering.  This meant all of the activity
under the aircraft was being performed by co-workers.
Each worked by the same set of rules, relationships were
developed, and the delivery of services was harmonized.
These career employees had a sense of pride in their air-
line and became “aviation savvy” from the exposure to
other trades and specialties with which they worked day in
and day out.  Each time a fueler or ramp agent walked
under an airplane, they were looking  “her“ over for leaks,
damage or anomalies their trained eye told them were red
flags.  As each of these services were contracted out to
reduce costs and permanent airline positions were elimi-
nated, much of the ownership was lost.  

Today the fueler and the person pumping the lavato-
ries alongside each other may or may not know each
other.  Rather than harmonizing their service delivery,
they now compete with each other to get into position.
Each operates in his/her own world, rather than as part of
a specialized team.  This is not due to ignorance, lack of
social skills or bad attitude, but rather as a product of the
new model.  Each contracted employee has a full sched-
ule of aircraft to service; aircraft are located all over the
airport.  These personnel are impacted by weather and
delays, and are held responsible for any delays that can
be attributed to them.  Consequently, each operates in
his/her individual compartment, driven by assigned tasks
and schedules, and occasionally almost oblivious to the
other operations.

When an emergency occurs on an aircraft, it is critical
that each team member involved is proficient in his/her
job.  It is equally important that each team’s actions are
coordinated with the other teams.  The language and ter-
minology used, the procedures followed, and the expecta-
tions of each team involved in the management of the
emergency needs to be synchronized.

The Captain of the aircraft may never have worked
with the First Officer seated to their right, but there is an
expectation of a high level of competence and profession-
alism.   Likewise, each member of the cockpit crew has a
certain level of expectation for the cabin crew, as well as
for air traffic control.  These groups work together routine-
ly on every flight and their procedures and terminology are
standardized and universally understood.  This same
expectation exists between the cockpit crew and ARFF,
and is only tested during emergencies.  The truth of the
matter is interaction and communications between ARFF
and the cockpit are not routinely tested and are far from
harmonized.  During an emergency, each of these roles in
a Unified Command structure is critical to the emergency
management of the event, and, for the most part, it works.
This may be largely due to the fact that aviation is as safe
as it is.  

The number of serious accidents in comparison to the
number of flights flown every year is nothing short of
remarkable.  Nevertheless, fundamental questions still
remain.  Is the system the best that it can be?  In a worst
case scenario, can it be ensured all of the critical compo-
nents of this Unified Command structure will work flaw-
lessly and seamlessly to create the very best possible out-
come during the incident?  Will the highest level of surviv-
ability be maintained for the occupants of the aircraft?
Does it provide an environment enabling the safest coor-
dination and conditions for ARFF who may be operating
under the aircraft, or are needed to make entry?

An analysis of the systems by which each of these
groups is regulated suggests some significant changes in
the way regulations and advisory information is distrib-
uted and disseminated are needed.   Aviation is primarily
regulated by Title 14, “Aeronautics and Space” of the
Code of Federal Regulations.  In very general terms, Part
91 regulates the general operation and flight rules of an
aircraft within the United States.  Part 119 regulates the
Certification of Air Carriers and Commercial Operators.
Part 139 regulates the Certification of Airports in the
United States and its territories.  Part 139 also establish-
es the minimum requirements for ARFF.  Part 65 provides
regulation as it relates to Certification for Airmen other
than flight crewmembers; this includes Air Traffic Control
Tower (ATCT) Operators. 

The problem occurs when specific policies and proce-
dures are adopted in an area that relies on cooperation
from the others.  A perfect example is a Series 150
Advisory Circular issued by the FAA.  Series 150 Advisory
Circulars are issued for Airport Projects.  There is no rea-
son for a pilot or flight attendant to read a Series 150
Advisory Circular.  The very nature of an advisory circular
is that it is “advisory” rather than regulatory, hence an air
traffic controller is not obligated to abide by the contents
of the document, despite the fact it was issued by the FAA.
In many cases, advisory circulars are issued because the
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FAA deemed it important to release the information quick-
ly, and the rulemaking process is anything but quick. 

Federal Aviation Advisory Circular 150/5210-7D is
titled “Aircraft Rescue and Fire Fighting Emergency
Communications.”   The version number (D) indicates this

is the 4th revision to this document.  It is the second revi-
sion that includes guidance on the development and use
of a Discrete Emergency Frequency (DEF).  The DEF is to
be used as a communications conduit between air traffic
control, the cockpit crew of an aircraft experiencing an
emergency, and the Aircraft Rescue and Fire Fighting
Commander at the airport at which the aircraft plans to
land. 

This AC includes terminology to be used to reduce
confusion during emergency communications. It includes
hand signals developed to provide visual communications
between ARFF and the cockpit and cabin crew.  It provides
sample agreements to be executed between ATCT and air-
port ARFF departments. The problem is because of a lack
of transfer of this information between these compart-
ments of aviation, most of these procedures, signals or
terms are not known by flight crews.  Many control towers
have not entered into agreements with their ARFF depart-
ments because it did not come down through their own
chain of command and was not negotiated with the
Unions. 

Samples of Hand Signals from FAA AC 150/5210-10D
are provided on the following page.

RECOMMEND EVACUATION. 
Evacuation recommended based on ARFF IC’s assess-

ment of external situation. Arm extended from body and
held horizontal with hand upraised at eye level. Execute
beckoning arm motion angled backward. Non-beckoning
arm held against body.

At night, use the same signal with wands.
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BOS Tower hosts the Tower Cab for ATC as well as the
Massport Communications Center on the 16th Floor.  BOS has
a DEF agreement with ATC. 
Photo courtesy of Lisa N. Buchanan.



EMERGENCY CONTAINED. 
No outside evidence of dangerous condition or “all

clear.”

Arms extended outward and down at a 45-degree
angle. Arms moved inward below waistline simultaneously
until wrists crossed, then extended outward to starting
position (Umpire’s “safe” signal).

At night, use the same signal with wands

So, in effect, procedures and signals have been
worked out to increase the safety and efficiency of pas-
senger evacuation and emergency operations.  This is an
admirable effort, but if the information is only distributed
and used by the ARFF folks on the ground, it does little to
increase the safety and efficiency of these emergency
operations.  Analogous to this would be developing an
extensive 911 number and then making “911” an unpub-
lished number.  It is pointless! 

Discussions among pilots and ARFF commanders
have raised topics, such as the need for a standard radio
call sign for the ARFF commanders at airports.  This is a
great idea; however the call sign was standardized in the
1999 version of the Advisory Circular.  The call sign sug-
gested in the Advisory Circular is the name of the airport
followed by “Command”, e.g., Kennedy Command, Logan
Command, Dulles Command, etc. 

In one such discussion, it was suggested the stan-

dardized name be changed to ARFF Command.  One pilot
quickly spoke up and conveyed he had knowledge of an
incident wherein the captain of an aircraft asked the
tower to have ARFF standing by.  The controller was not
familiar with the word ARFF, as he referred to ARFF as “Air
Rescue”. 

The bottom line is if a pilot asks the tower to “Roll the
Equipment” on a winter’s day, can it be ensured that ARFF
Vehicles will be deployed?  It would be rather disappoint-
ing to see that the equipment that was rolled out was
snow removal equipment.  In this age of technology, social
networking, and global communications, the mechanisms
for improvement are in place.  If any of our children want
to get the word out on something of slightly less impor-
tance than the management of an aircraft emergency,
such as “Richie has changed his status to single”, it is
done in seconds. This industry has been trying since 1999
to standardize a procedure for communications during the
critical phases of an aircraft emergency and have failed
dreadfully.

The stakeholders in the aviation industry need to
develop lines of communication and information
exchange to facilitate the best possible emergency
response system.  The status quo is simply not good
enough.  Aviation safety, the lives of our aircraft crews,
their passengers and the emergency responders on the
ground depend upon all of us to do just that!

�
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EDITOR’S NOTES
We would like to pass on our sincere condolences
to two very good friends: 
Jack Kreckie, Regulatory Affairs Officer for
the ARFF Working Group, on the loss of his
Father, Captain Eddie Burke, Boston Fire
Department - Retired, who lost his battle with
cancer at age 88, and to
Joan Bonfield Dinneen, Managing Editor of ARFF
News on the loss of her Mother, Helen Jordan
Bonfield, a well respected educator and wonderful
person who touched many lives. Our thoughts and
prayers go out to you and your families.

The May/June edition of ARFF News contained a
great article titled “MedEvac Incidents/
Familiarization”. We regretfully omitted one very
important bit of information, the author!!
Ed Jones has been a friend of ours for many
years and has been a frequent contributor of
articles for this publication. Ed
is an Assistant Chief/Training
Officer for the Cleveland, Ohio
Airport System, is a member of the
United States Air Force Reserve and
is also the Director of the ARFF
Working Group’s Section 2. His
enthusiasm and his passion for
Aircraft Rescue and Firefighting is
unparalleled. Ed, our apologies for
this glaring omission, I swear it
won’t happen again! Now get back to
doing more articles, please… 





On May 6-8, 2012
the ARFF Working
Group completed its
Section 5 Seminar and
Practical Training with
the Civil Aviation
Medical Institute (CAMI)
in Oklahoma City.

The FAA Civil
Aerospace Medical
Institute (CAMI) is the
medical certification,
research, education,

and occupational health wing of the FAA's Office of
Aerospace Medicine. The goal of their activities is to
enhance aviation safety. 

The principal concern at CAMI is the human element
in flight - pilots, flight attendants, passengers, air traffic
controllers - and the entire human support system that
embraces civil aviation. They study the factors that influ-
ence human performance in the aerospace environment,
find ways to understand them, and communicate that
understanding to the aviation community. 

CAMI’s headquarters is an extensive facility that ana-
lyzes the many complex aeromedical aspects of aviation
to improve flight safety through research of actual acci-
dents, simulated events, and a deep understanding of the
human factors involved in flight – both from the flight
deck and from passenger studies.  

Our visit consisted on several excellent presentations
on the science involved and the research performed, a
tour of their laboratory which features a crash sled,
sophisticated passenger “dummies”, cabin and seat con-
struction and integrity, and much more followed by
“hands-on” emergency evacuation from smoke filled cab-
ins, use of evacuation slides, in-water use and operation
of life preservers and life rafts, and in-water access to hel-
icopter lowered rescue “baskets”. 

Some quick facts:
• There are 590,000 male active U.S. pilots,

35,000 women.  Of these, 21% are commercial pilots.
CAMI research helps oversee who is most appropriately
equipped to function in an aviation environment.

• CAMI analyzes 400 fatalities a year.  They conduct
biomedical analysis of victims to learn if there is a bio-
medical reason contributing to the accident and report
their findings to the NTSB.  Just like an aircraft, human
bodies have a “black box”, if you know where to look.

An important part of CAMI’s research is Cabin Safety.
Accidents are carefully studied to learn how the aircraft’s
structure survived the impact.  Cabin integrity and seat
performance are studied closely as is how and where the
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aircraft broke apart.  It is interesting to note that aircraft
seating and interiors are still being built under the
assumption that the “average” passenger is 5’ 7” tall and
weighs 170 lbs.!

Accidents are analyzed for how the aircraft held
together, and where the structure failed.  CAMI runs
numerous scenarios in their lab to study the dynamics
that impact an aircraft when it hits the ground.  For exam-
ple, they have dropped a 20’ “slice” of a 727 straight
down from a crane to study the impact results.  They reg-
ularly test seating integrity and whether the seats remain
adhered to the floor on impact.  Do the engines shear off
on impact as designed? 

Quick facts:
• Best survivability for passengers

are if a) the fuselage remains intact, b)
least impact G forces, c) no immediate post-
crash fire, and d) immediate medical atten-
tion is nearby.

• Best survivability is when the seats
remain attached to the floor and the pas-
senger remains in the seat.  

• Survivability is best with long slow
horizontal impact and least vertical impact. 

• Safest place to sit is over the wings.
Least safe place to sit is facing a bulkhead.

• 47% of accidents occur at the end
of a flight, 21% at the beginning of flight.

• 96% of the people involved in a
crash survive,

A key ingredient in passenger surviv-
ability is Evacuation Speed.  It is now
required that all aircraft are able to be fully
evacuated within 90 seconds to be certified
to fly.  We saw a video where the new A-380
was able to pass this test.  We also saw sev-
eral videos where, despite passenger
preparation and where evacuation instruc-
tion were given pre-flight, actual simulated
evacuation was chaos and would result in
death.  Precautionary evacuations occur in
real life in the U.S. once every 11 days!  

A survey was done on the passengers of
US Airways Flight 1549 which Capt.
Sullenberger landed in the Hudson River on
Jan. 15, 2009.  50% of the passengers did

not watch the pre-flight briefing.  89% did not read the
safety inspection card.  Only 9 passengers read or saw a
portion of either the briefing or the card.  None of the pas-
sengers initially used life vests since it was not an overwa-
ter flight.

Survivability facts
• Configuration – did the fuselage remain intact,

did the seats remain bolted to the floor, did the passen-
gers remain in the seats.

• Procedural – were evacuation instructions read
and listened to, what did the cabin attendants do, were
they alive, was there clear communications

• Environmental – weather…before, during and
after impact, did the interior lights stay on, was there low
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visibility due to smoke
• Bio-behavioral – how did the passengers react.

“Me first”, panic, age, gender, injuries
• Bio-behavioral – Men are faster than women,

short people are faster than tall people, thin people are
faster than heavier people, younger people are faster than
older people.

• Human behavior – 10-15% remain cool, calm and
collected, 10-15% are uncontrolled, irrational, and panic,
75% are stunned and bewildered and less efficient, but
not panicked

• If the plane is not evacuated within 90 seconds,
and there is fire present, the interior will flash over within
120 seconds and there will be no survivors

The second day of our meeting with CAMI involved
actual “hands-on” aircraft evacuation and in-water life raft
exercises.

Their slide chute simulator was an actual 60 passen-
ger fuselage (slice) on hydraulics that could be raised to
about 10 feet and a chute was deployed from the forward
escape hatch.  At first we were taught how to jump to hit
the chute correctly, then slide down.  Then it got interest-
ing.  Our first drill involved filling the fuselage with smoke
to zero visibility, unbuckling our seat belts, progressing to
the back of the plane, then returning to our original seats.
Because there was zero visibility, if you didn’t count seat
backs, there was no way to return to your original seat,
and therefore also no way to know how far you were from
the exit.  Next, still under zero visibility, we exited our
seats and proceeded to make our way to the exit.  Again,
all reference points are gone, a seat back might have
been knocked flat on impact, and the only way to see the
floor lights was to get virtually down on the floor.  Even in
our own drill among friends and associates, one of the
participants tripped and fell, bloodying their nose, and
causing congestion and stumbling and blockage to an
orderly evacuation.  Lesson learned very well! 

Next came the indoor pool exercise.  Using seat cush-
ion flotation devices we learned they are about as easy to
propel through the water as a mattress!  Conventional life
vests performed so much better, were easy to don, and
they will turn you face up in the event of unconsciousness.
We also learned that it is safe to say that 50% of the life
rafts deployed quite possibly arrive in the water upside
down.  

Our drill to flip over a 12 man life raft was invaluable
and makes one wonder how that would occur in real life
with no passenger training.  Next was the challenge of get-
ting passengers in the life raft. 

Those that can get in themselves should enter first,
and help the others from inside the raft.  Remember we
said that the FAA still considers the average passenger to
be 5’ 7” and 170 lbs.?  Well, none of my compatriots that
day met that criteria!

Our last exercise was being retrieved from the water in
a rescue basket lowered from a helicopter.  Number one
lesson here is allow the basket to hit the water first before
touching it.  The basket carries a tremendous amount of
static electricity that can render you unconscious until
that electricity is discharged into the water. 
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All in all, our visit was extremely educational and eye
opening.  It makes us realize even more the tremendous
responsibility we have to respond as quickly as possible
and to be prepared for the unexpected, particularly where
an impact has destroyed the integrity of the fuselage.

The CAMI website has a wealth of useful information.
http://www.faa.gov/about/office_org/headquar-

ters_offices/avs/offices/aam/cami/
The ARFFWG would like to thank G.A. “Mac” McLean –

Engineering Psychologist for his insight into Cabin Safety
Research, and Cynthia Corbett – Human Factors
Specialist, who graciously spent two days with us.

We would also like to thank Rick Beale, of Lakeland,
FL for all the pictures he provided for this article.

Postscript.  Our sessions were held at the:  Office of
Aerospace Medicine – Civil Aerospace Medical Institute,
FAA Mike Monroney Aeronautical Center, Oklahoma City

When we asked about naming the facility after Mike
Monroney we were told he was the pilot who “when land-
ing his aircraft, fully occupied with 400 infants on board,
skipped on the water twice, proceeded onshore, and
ended up in a bed of roses with no injuries to any of the
occupants”. �
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The UK Civil Aviation Authority and other specialists
from different parts of the aviation  industry set up a large
scale fire test in May 2012 to compare compressed air
foam systems (CAFS) with normal aspirated foam using
different foam products. These tests took place at the
Centre National de Prévention et de Protection (CNPP)
research facilities in Vernon, France, with participation of
UK CAA regulators, manufacturers from the aviation and
ARFF industries, and airport fire fighters.

Compressed Air Foam Systems (CAFS) have been
used to fight fires for many years. Traditionally CAFS have
been used to fight Class A/Structural fires and has never
really been used for Class B/Fuel fires. CAFS is really a
simple system in which air is injected into the water/foam
solution before leaving the piping leading to the turret or
hose line. Traditionally airport Crash Tenders have operat-
ed using aspirating turrets and nozzles.  

Environmental issues with fluorine and the
organohalogens (fluorosurfactants) in aqueous film-form-

ing foams (AFFFs) have resulted in a process of these
foams being replaced by new fluorine-free foams. The new
fluorine-free foams are also ICAO level B approved and it
was with great interest to see how these performed on a
large scale fire.     

Results from this testing clearly shows that CAFS has
a tremendous capability for knocking down the fire com-
pared to the normal aspirated nozzle. The CNPP results
showed that CAFS is some 40% more efficient! Moreover,
test results also showed that the new fluorine-free foam
was just as efficient as AFFF!

Typical results for these CAFS fire tests are shown in
the two attached diagrams in which results are compared
for an ICAO level B compliant AFFF (Foam X) and an ICAO
Level B compliant fluorine-free foam (Foam Z). Clearly
there are no significant differences in efficiency.

For the last five to six years Copenhagen Airport Fire
Service has worked on operational and tactical improve-
ments. The whole fleet of Crash Tenders have been
upgraded with Rosenbauer CA-5 Panthers. One Panther is
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provided with FLASH CAFS (air bottles instead of a com-
pressor - this works extremely well with large flow rates)
on the main turret and two others with high reach extend-
ed turrets (HRET) and the Hydro-Chem dual system. For
environmental reasons AFFF foam was replaced with fluo-
rine-free Solberg RF re-healing foam.

Seen from my position as an Assistant Fire Chief
responsible for the Fire Service’s operational capability,
these results “fit like a hand in a glove” and prove that we
at Copenhagen Airport in Denmark have taken the right
choices at the right time. I have no doubt at all that CAFS
and fluorine-free foam will improve both aviation safety
and the environment impact of fire service operations at
airports. Just as important is the safety of the firefighters
whom we send straight into the danger zone in a worst

case scenario. Greater efficiency and faster control of the
situation will certainly also give firefighters more confi-
dence in coping with the situation. A new Rosenbauer
Panther with CAFS on all low pressure outlets is well on its
way and expected to be put into service at CPH in
November 2012.  

The UK Civil Aviation Authority has recently put for-
ward a proposal, which was accepted, to the ICAO Rescue
and Fire Fighting Working Group at their last meeting in
Montreal (Canada) for the use of CAFS on airport fire vehi-
cles. If things go as planned, this recommendation will be
implemented in the ICAO Airport Service Manual in
November 2013. 

Great news for the future of aviation safety!
About the Author:  Before taking on the job as a
firefighter at Copenhagen Airport, Kim Olsen
served 9 years in the Security/Airport Police. A
promotion and a new job at Roskilde Airport
meant getting involved with ARFF. After return-
ing to the Copenhagen Airports Fire & Rescue
Dept. in 1989 he has worked his way through the
ranks.
Kim Olsen is a member of both IAFPA and the
ARFFWG, holding a position as a Manager for
section 11 in the ARFFWG and functions as a
Liaison Officer between the two organizations.
Kim Olsen is the Chief Instructor at the
Copenhagen Airport ARFF School. He is an
Instructor in ARFF on all Danish Incident
Command courses at DEMA the Danish
Emergency Services College. �
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The spring in Sweden was lovely and I had the oppor-
tunity to visit a couple of Swedish airports to market the
Swedavia Airport Academy together with a colleague. We
visited the airports in Norrköping, Linköping, Ängelholm
and Västerås. In early June I also made a visit, as usual
nowadays, to Gothenburg Landvetter Airport. Otherwise, I
spent the spring mostly at Arlanda Airport and my time off
was mostly used for some renovations to our house in
Uppsala and, at the same time, planning for the summer
holiday trip this year with Anna and our neighbors. 

In the early summer, June 2nd, Anna and I celebrated
our 28th wedding anniversary. We had the family and
some friends visiting for a party and suddenly the front
door opened and our son Petter walked through, it was a
big happy surprise for us to see him again after so many
months.  We had last met with him in Sydney in January.
His world tour was over after nine months and Anna and I
are happy having him around again!

Just before our summer holiday started Anna and I
spent a weekend down in the Swedish province Skåne, the
most southern part of Sweden (where Absolut is manufac-
tured, it is Absolut Swedish!) visiting my sister and family
for a graduation party. Anna and I traveled by train
because the airline flying between Arlanda and my home-
town of Kristianstad went bankrupt a week before the
graduation weekend.

Our summer holiday started June 29 and early in the
morning of June 30 we loaded the car with all of our and
the neighbor’s luggage and headed to Arlanda. At 10:15
we took off with Scandinavian in an Airbus A330 with des-
tination of Newark. We spent three days in New York which

is always a nice
city to visit.
From New York
we flew out
from La
Guardia to
Chicago and at
O’Hare Tony
Kasper picked
us up and took
us to the house
where we met

Laura. It was a
couple of really
warm days in
Chicago so we
spent a lot of
time in the gar-
den and in the
pool. We cele-
brated 4th of
July with Tony
and Laura and
had a great time

together. Tony and Laura, thank you for everything! After
two days we continued to a hotel downtown where we
spent two more days hanging out in the Windy City.

From Chicago we flew south, next stop was Tampa
Florida, where we got our rental car and drove to Indian
Shores which is a little bit south of Clearwater Beach.
Anna and I were in Clearwater in 1983 on our first US hol-
iday together and we have always wanted to go back. It
took us 29 years! Next, we flew through Houston (I did not
give Houston any problems!) to New Orleans for our next
stop. New Orleans wel-
comed us with an enor-
mous rain but after the
heat in New York,
Chicago and Florida it
was nice with the rain
cooling us off at least as
long we sat in the cab on
our way to the hotel in
the French neighbor-
hood. Beside a lunch
tour on the Mississippi
with the steam boat we
spent a lot of time on
Bourbon Street which is
one of Anna’s favorite
places. The ladies took
a swamp tour to see alli-
gators and we boys went
to the World War II
museum instead. Three
days later we flew on to
Denver for another three
day stop, still warm and
nice. Arriving at DIA we
picked up our rental car
and drove to our hotel
which took us some
time to find since  we
had no GPS, only a
map. Finally, we
found the hotel and
in the lobby we were
greeted by Douglas
Mangels who wel-
comed us to Denver
with a lot of tourist
information and
helped us with our
planning for the com-
ing days in the area.
Doug took us to a
nice Indian American
restaurant. Next day
we drove north up to
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the Rocky Mountains and spent the day at a higher alti-
tude in a little bit colder weather, anyway a nice day. At
around 19:00 hours we drove to Doug’s house. Doug had
invited us for an evening with ribs, beans, cole slaw and
much more plus nice desserts. The four of us consumed
food so we hardly could walk to the car after the evening
in Doug’s garden, thank you Doug! Next day we drove

south to Colorado
Springs to take a
closer look at the
Garden of Gods,
lovely place. 

From Denver we flew to San Francisco,
our last stop, where we spent four days. San
Francisco is always a nice place and it had
been twelve years since Anna and I visited
last. A really early bird took us from San
Francisco to Newark to catch up with
Scandinavian for the flight back to
Stockholm where we landed in the morning
July 22 a little bit tired after a long journey
and a nine hour time difference. Anyhow it
was three fantastic weeks and I added a
new state and two new airports to my collec-
tion!

I am writing this report on a train taking
Anna and me home after spending the
weekend in Skåne where we have been for
a wedding, my sister’s son got married so of
course we had to attend.

Besides a few domestic travels and a
lot of work at Arlanda Airport I am looking
forward to the annual in Las Vegas in early
October, hope to see you there!  

About the Author: Lars Erlandsson is
currently an ARFF Instructor at
Swedavia AB, Airport Academy, ARFF
section. He was an Army Officer from
1976-1983 and Instructor at the

Swedish Civil Defense from 1983-1986. Since
1986 Lars has been an Instructor at the LFV
Group Swedish Airports and Air Navigation
Services Fire and Rescue School until the school
was closed 2010. Lars also does international
consulting in the ARFF sector and works for the
LFV Aviation Consulting AB. He is a member of
the ARFFWG as well as the IAFPA.

�
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Metropolitan Washington Airports Authority
The Metropolitan Washington Airports Authority

(MWAA) was formed in 1987.  MWAA consists of Ronald
Reagan Washington National (DCA) and Washington
Dulles International (IAD) Airports.  Reagan and Dulles
were two of the last three airports that were federally
operated and are now operated by the Airports Authority
under a lease from the federal government.

In 2011, Washington Dulles (an Index E airport) and
Ronald Reagan National (an Index C airport) Airports
served over 41 million passengers traveling to and from
the nation’s capital.  Dulles served over 23 million pas-
sengers while National served 18 million.  If both airports
were counted as one facility, the combined passenger
count would rank these gateways as one of the busiest in
the country and the world.  Washington Dulles had over
327,000 aircraft movements in 2011 while Ronald
Reagan National had over 281,000 movements.  

MWAA is governed by a Board of Directors.  The
Directors are appointed to terms by the governors of
Maryland, Virginia, the Mayor of the District of Columbia
and the President of the United States.  MWAA is managed
by a Chief Executive Officer (CEO/President), Chief
Operating Officer (COO) and eleven Vice Presidents.  The
Vice President of Public Safety manages the Public Safety
Division.  The Fire and Rescue Department along with the
Police Department and Public Safety Communication
Center fall under the Airports Authority’s Public Safety
Division. 

The Fire and Rescue Department for MWAA is led by
Fire Chief Gary Mesaris.  Under Chief Mesaris are two
Assistant Fire Chiefs (one for emergency services and one
for support services) and three Deputy Fire Chiefs (one for
Dulles Airport, one for National Airport and one for the Fire
Code Enforcement Division).  The department also has
nine Battalion Chiefs (three at Dulles, three at National,
one for Safety and Training Division, one for EMS, and one
for Special Operations).

The Fire and Rescue Department consists of 153
sworn members of which 84 are assigned to fire opera-
tions at Dulles and 45 are assigned to Reagan.  The 84
and 45 are broken respectively down to three shifts of 28
and 15 personnel. The minimum staffing for Dulles is 24
personnel while National’s minimum staffing is 12.  The
shift rotation is a 24 hour schedule (56 hour work week—
Modified Detroit Schedule).  The remainder of the person-
nel are assigned to fire headquarters staff and training
positions.

Washington Dulles International Airport (IAD)
Sitting twenty six miles west of our Nation’s Capital,

Washington Dulles International Airport is one of the first
places that domestic and international travelers see when
coming to Washington, D.C.  The airport opened in 1962
after six years of construction.

Located in Northern Virginia, Dulles sits on approxi-
mately 12,000 acres on the western edge of Fairfax
County and eastern edge of Loudoun County.  As with
most airports, the area surrounding the airport is experi-
encing a large growth of residential and commercial occu-
pancies.  At one point, Loudoun County was the second
fastest growing county in the United States.

Dulles Airport
The airport has four runways which accommodate

over 1,000 movements per day.  They are situated as fol-
lows; three parallel runways 19R/1L, 19C/1C and 19L/1R
and a cross wind runway 12/30.  Runways 19L/1R and
19C/1C are 11,000 feet long and 150 feet wide.  The
newest runway, 19R/1L is 9,400 feet long by 150 wide.
Runway 12/30 is 10,500 feet long and 150 feet wide.
The Airbus 380 has no problem maneuvering around
Dulles as was evidenced in March of 2007 when she
made her inaugural visit to the Nation’s Capital and now
arrives and departs from the airport almost daily.  Dulles
airport was the first airport built designed to accommo-
date commercial jets.

Dulles also has one main terminal, five passenger
concourses and 143 aircraft gates.  In early 2010, the air-
port opened the AeroTrain, which is an underground train
system.  The AeroTrain moves the passengers from the
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main terminal to the concourses.  Prior to opening the
AeroTrain system, passengers were moved to the con-
courses via an underground walkway (main terminal to the
A/B concourses) or by Mobile Lounges, large rubber tired
vehicles.  Undoubtedly, if you have traveled through
Dulles, you have traveled on the mobile lounges.  The
mobile lounges are still in service but serve only a limited
role.

Fire and Rescue Department at Dulles Airport
With over 12,000 acres, Dulles has three fire stations

to provide coverage.  Fire station 302 is positioned at the
south side of the airfield and opened in 2002.  This sta-
tion is staffed with as many as 17 or as few as 13 person-
nel and is the primary response to airfield emergencies.
This station has a minimum of two  ARFF units staffed with
two personnel each, the shift Battalion Chief, a 105’ lad-
der Tower (quint) with four personnel, an ALS transport
unit with two personnel, and a Twin Agent Unit.  In addi-
tion, the station houses a foam support trailer, a Medical
Care Support Unit, and a Special Operations Unit which
are crossed staffed as necessary.  The station also hous-
es two reserve ARFF Units and a ready reserve ALS trans-
port unit.

Fire Station 303 is positioned on the north side of the
airport, street side.  This station opened in 1996.  With
primary responsibilities for street side responses as well
as secondary responses to the airfield, the station houses
a structural engine staffed with four personnel, an EMS
Supervisor and an ALS transport unit staffed with two per-
sonnel.  Station 303 also houses a ready reserve engine
and is the primary office location for the Deputy Fire Chief
assigned to Dulles.

Fire Station 304 is the newest station and was built
for the expansion of the west side of the airport.  The sta-
tion opened in November of 2008 and houses two foam
units staffed with two personnel each and a Tunnel
Rescue Van.  The station contains five apparatus bays
which will allow for future growth of the airport.  The main
purpose of this station is to serve the new runway area
(19R/1L) but personnel do respond to all points on the
airfield.  This station is also home to the Battalion Chief of
Special Operations and the Captain of Safety and Training
for Dulles Airport. 

In addition to airport and airfield responses, person-
nel from all three stations respond off the airport to assist
mutual aid departments of Loudoun and Fairfax Counties.
This includes the ARFF, EMS and structural apparatus.

Last year, personnel responded to over 3,500 calls at

Dulles.  With the growth of the airport, these numbers will
continue to grow.

Current Projects
In order to remain on the leading edge in the compet-

itive market of airport services, airports must continually
strive to improve their infrastructure.  Dulles is no differ-
ent with the capital construction project that has been
underway for the last decade, also known as D² or Dulles
Development.  This project has already produced new
parking garages and a new, taller air traffic control tower,
new runway and associated taxiways, an extension to the
B concourse, underground train system and an expansion
of the facilities for arriving international travelers.  An
expansion to the cargo buildings and new mid-field termi-
nal are planned.

Similar to Denver, Dulles has an airport access road
that links Washington DC and the Capital Beltway with
Dulles Airport.  The sixteen mile Dulles Access road is
owned and maintained by MWAA and is for airport traffic
and service providers.  Recently, MWAA has taken over
operation of the Dulles Toll Road (which runs parallel to
the Dulles Access Road) as part of the program to bring
the metro rail (Washington, DC subway transit system) to
Dulles Airport and beyond.  The revenue from the Dulles
Toll Road will partially fund the ongoing construction of
the Metrorail in the Dulles Corridor.  The Metro construc-
tion is expected to be completed by 2017.

Fire Training Facility
All MWAA personnel, just like other airport firefighters,

are required to participate in a live burn every calendar
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year.  In 1997, a live fire training facility was opened at
Dulles to accommodate these burns for both airports.
Training is conducted by members of the Safety and
Training division.  The facility contains a 125 foot radius
propane fired, fuel spill trainer with a mock up 737 in the
center and a variety of other training props. 

Ronald Reagan National Airport (DCA)
Ronald Reagan National Airport sits across the

Potomac River from our Nation’s Capital in Arlington
County, Virginia.  The airport first opened its doors in
1941 after three years of construction.  Ronald Reagan
Washington National Airport sits on 880 acres on the west
bank of the Potomac River.  

National Airport
Ronald Reagan Washington National Airport has three

runways which accommodate over 500 movements per
day.  The runways are: 1/19, 15/33 and 4/22.  Runway
1/19 is 6,869 feet long; Runway 15/33 is 5,204 feet long
and Runway 4/22 is 4,911 feet long.

Ronald Reagan Washington National Airport has three
passenger terminals for air carrier operations.  Terminal A
is the historical, original terminal that was built in 1941.
Currently, Terminal A is undergoing a renovation.
Terminals B and C were built in 1997 and contain the
majority of the airline gates.

Fire and Rescue Department at Ronald Reagan
National Airport

The Fire & Rescue Department at Reagan moved into
a brand new Fire Station in November of 2008 and sits to
the west and just south of the middle of the airfield.  The
station has six drive through bays allowing apparatus to
respond from both sides of the station (crash on the air-
field side and structural on the street side).  The station
houses the shift Battalion Chief, two ARFF units staffed
with two personnel each, one Engine staffed with four per-
sonnel, one ALS transport unit staffed with two personnel,
and an EMS Supervisor.  A Medical Care Support Unit,
Mobile Command Post and a Hazmat Unit are also
crossed staffed as necessary.  The station also houses a
ready reserve engine, foam unit and an ALS transport
unit.  

Ronald Reagan Washington National also has two
boat houses to provide for the rapid launch of boats in the
event of an aircraft emergency on the Potomac River.
There are three full time employees assigned to the River
Rescue Division and firefighters from Reagan National
provide supplemental staffing for the River Rescue per-
sonnel.

The station also is home to the Deputy Fire Chief for
Ronald Reagan Washington National, the Battalion Chief
of Safety and Training and a Captain of Safety and
Training. 

In addition to the airport responses, personnel and
apparatus from Ronald Reagan National provide mutual
aid assistance off of the airport into Arlington County, the
City of Alexandria and the District of Columbia. 

Current Projects
A majority of the larger projects at Ronald Reagan

Washington National have been completed and because
of the limited land at the airport, no large expansions are
planned.  The addition of a forth level on the parking
garage was completed in 2010 .

In June of 2009, a new Public Safety Communication
Center opened at Reagan National.  The project has been
in the works for many years and went operational with pro-
visions in place for future expansion.  The facility is capa-
ble of functioning as a primary 911 call taking facility and
handles emergency and non-emergency communications
for MWAA Public Safety Division personnel on and
between the two airports.  The center uses state of the art
technology including a computer aided dispatch system,
ANI/ALI telephone system, fire and AED alarm monitoring
and monitoring capability of all of the thousands of closed
circuit television cameras for both airports. The center
contains multiple positions for 911 call taking and dis-
patching duties (PD & FD) in addition to a fully automated,
state of the art EOC, training module and conference
room.

Closing
The personnel who protect Ronald Reagan

Washington National and Washington Dulles International
Airports are proud to serve the tenants, concessionaires,
airport employees and the flying public who travel and
work at our facilities.   It is fully understood by all that
these gateways to the Nation’s Capital are always in the
spotlight.  Air travel continues to increase as our national
economy improves and the call volume for the men and
women working to provide emergency services is also on
the rise.

The Fire & Rescue professionals who work at Ronald
Reagan Washington National and Washington Dulles
International Airports are proud to serve those who travel
though our airports and stand ready to provide the best
service possible when called into action.  

About the Author:  Jason Graber is the ARFF
Working Group Sectional Manager of Section 2 as
well as the Educational & Training Affairs Officer.

�

24 ARFF News July/August 2012



25ARFF News July/August 2012



26 ARFF News July/August 2012

NTSB Recent Accidents - Food for Thought
National Transportation Safety Board Accident Investigations May and June  2012

We publish these listings to identify incidents involving Schedule 14 CFR Part 121 operations that have occurred since the previ-
ous issue of ARFF News. Pay special attention to the reason for the NTSB investigation, the type of aircraft, souls on board, weath-
er conditions and the “problem” with the aircraft. Then think about how you or your department would handle a similar incident at
your airport. 

The following reports contain preliminary information, subject to change, and may contain errors. Any errors in these reports
will be corrected when the final report has been completed.

Grangeville, ID CESSNA 207A
NTSB Identification: WPR12CA194 Nonscheduled 14 CFR Part 135: Air Taxi & Commuter
Accident occurred Tuesday, May 08, 2012 in Grangeville, ID
Aircraft: CESSNA 207A, registration: N207YH Injuries: 1 Uninjured

The pilot said the airplane landed on all three wheels and bounced back into the air. The airplane stalled, impacted the runway,
and bounced into the air again. The airplane then landed on its nose wheel resulting in a broken wheel and flat tire. The airplane slid off
the left side of the runway, and the left wing contacted terrain and sustained substantial damage.

�

Houston, TX SHORT BROS SHORTS SD3-60
NTSB Identification: CEN12LA335 Nonscheduled 14 CFR Part 135: Air Taxi & Commuter
Accident occurred Thursday, May 17, 2012 in Houston, TX
Aircraft: SHORT BROS SHORTS SD3-60, registration: N617FB Injuries: 2 Uninjured

On May 17, 2012, about 0715 central daylight time, a Shorts SD3-60, N617FB, registered to ACC Integrated Services Inc., of,
Milwaukee, Wisconsin, was substantially damaged following a wheel brake fire during taxi at the George Bush Intercontinental Airport,
Houston, Texas. The airline transport pilot and commercial co-pilot were not injured. The airplane was being operated by Air Cargo Carriers
LLC of Milwaukee, Wisconsin, as an air cargo flight under the provisions of 14 Code of Regulations Part 135. Visual meteorological condi-
tions prevailed and a flight plan was filed. The airplane was taxiing to position for takeoff from runway 8R and its intended destination was
Austin, Texas.

The flight crew reported that the airplane was about 60 pounds over its maximum weight for takeoff. Since their taxi to the assigned
runway was long, they decided to reduce weight by using higher-than-normal engine power settings while maintaining some amount of brak-
ing to control speed while taxiing in order to burn fuel prior to takeoff. During the taxi, the right and left main landing gear tires deflated
when the fusible plugs in the wheels blew out due to over-heating, and a fire ignited in the right wheel housing. The crew reported that they
felt the airplane yaw as the tires deflated and were informed via radio by a following airplane that their right wheel was on fire. The crew
brought the airplane to a stop on the taxiway, evacuated, and attempted to extinguish the fire with two hand-held fire extinguishers. 

Airport fire fighting personnel arrived on scene and shortly thereafter extinguished the fire using foam suppressant. The fire caused
substantial damage to the wing support structures. No injuries were incurred to the flight crew or ground personnel. After the fire was extin-
guished, the airplane was moved to a hangar facility for examination by FAA and NTSB investigators.

�

Miami, FL BOEING 757-223
NTSB Identification: OPS12IA633A Scheduled 14 CFR Part 121: Air Carrier operation of American Airlines Inc.
Incident  occurred Wednesday, May 30, 2012 in Miami, FL
Aircraft: BOEING 757-223, registration: N191AN Injuries: Unavailable

On Wednesday, May 29, 2012 at 2105 EDT, EGF3455/E145 on approach to Runway 30 was cleared to land and AAL980/B752
was given line up and wait instructions for Runway 27 and advised of traffic landing Runway 30. AAL980 was subsequently cleared for take-
off. Approximately 1 minute and 17 seconds later, the controller cancelled AAL980’s take-off clearance and issued a go around to EGF3455
in the same transmission. ASDE-X alerted as the controller was cancelling the take-off clearance and issuing the go around. AAL980 was
crossing through the Runway 27/30 intersection as EGF3455 flew over the intersection. Vertical separation was approximately 160 feet.
AAL980 exited Runway 27 at Taxiway T-5, checked his brakes to ensure they were not overheated, and departed MIA without further inci-
dent. EGF3455 executed a go-around and later landed without incident.

�
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Winnie, TXJ BOEING 737-724
NTSB Identification: DCA12FA091 Scheduled 14 CFR Part 121: Air Carrier operation of United Air Lines Inc.
Accident occurred Tuesday, June 12, 2012 in Winnie, TX
Aircraft: BOEING 737-724, registration: N16709 Injuries: 2 Serious,79 Uninjured

On June 12, 2012, about 2015 central daylight time, a Boeing 737-724, N16709, operating as United Airlines flight 1632,
encountered severe turbulence at flight level 225 near Winnie, Texas. Two flight attendants were seriously injured; there were no serious
injuries among the other three crewmembers and the 76 passengers. The pilot subsequently declared an emergency and diverted to Lake
Charles Regional Airport (LCH), Lake Charles, Louisiana, and landed with no further incident. There was no damage to the airplane. The
flight was operating under the provisions of 14 Code of Federal Regulations Part 121 as a regularly scheduled passenger flight. The flight
departed the George Bush Intercontinental Airport (IAH), Houston, Texas, at approximately 2008, with the La Guardia Airport (LGA), New
York, New York, as the intended destination. �

Talkeetna, AK DEHAVILLAND DHC-2 MK. I(L20A)
NTSB Identification: ANC12LA051 Nonscheduled 14 CFR Part 135: Air Taxi & Commuter
Accident occurred Wednesday, June 13, 2012 in Talkeetna, AK
Aircraft: DEHAVILLAND DHC-2 MK. I(L20A), registration: N121KT Injuries: 7 Uninjured

On June 13, 2012, about 1915 Alaska daylight time, a de Havilland DHC-2 airplane, N121KT, sustained substantial damage dur-
ing a forced landing, following a loss of engine power after takeoff from the Talkeetna Airport (PATK), Talkeetna, Alaska. The certificated
commercial pilot and six passengers were not injured. The airplane sustained substantial damage to the left elevator and empennage. The
airplane was registered to and operated by Rusts Flying Service, doing business as K2 Aviation, under the provisions of Title 14 Code of
Federal regulations Part 135, as a visual flight rules (VFR) sightseeing flight. Visual meteorological conditions prevailed, and company flight
following procedures were in effect.

During a telephone conversation with the National Transportation Safety Board investigator-in-charge on June 15, the pilot stated he
departed the Talkeetna Airport, and reduced power to a cruise climb setting. The engine began to run rough, and he could not maintain alti-
tude, followed by a total loss of engine power. He made a forced landing to a gravel bar on the Chulitna River.

The initial examination of the engine, reported by the operator, revealed the number two cylinder head had cracks radiating from the
spark plug hole throughout the cylinder head, and it had begun to separate from the cylinder base. A more thorough examination of the
engine is pending. �

Gustavus, AK PIPER PA-32-300
NTSB Identification: ANC12LA058 Scheduled 14 CFR Part 135: Air Taxi & Commuter
Accident occurred Monday, June 25, 2012 in Gustavus, AK
Aircraft: PIPER PA-32-300, registration: N8908N Injuries: 4 Uninjured.

On June 25, 2012, about 0940 Alaska daylight time, a Piper PA-32 airplane, N8908N, sustained substantial damage during a
forced landing after a loss of engine power about 5 miles southeast of the Gustavus Airport, Gustavus, Alaska. The airplane was being oper-
ated by Air Excursions, Gustavus, as a visual flight rules (VFR) scheduled commuter flight under 14 Code of Federal Regulations Part 135.
The pilot and three passengers were not injured. Visual meteorological conditions prevailed at the time of the accident, and company flight
following procedures were in effect. The flight originated from the Juneau International Airport, Juneau, Alaska about 0923, and was des-
tined for Gustavus.  In a written statement to the NTSB investigator-in-charge, the pilot stated that the departure and initial portion of the
flight were uneventful. About 11 miles from Gustavus, the engine began to lose power, and the airplane started shaking. He performed the
emergency procedures checklist for “Engine Power Loss In-Flight,” but the power loss and shaking continued to worsen. About 8 miles from
Gustavus, he elected to shut the engine down, and performed a forced landing on a beach.

During the landing, the airplane’s nose landing gear folded back under the airplane, and the engine firewall sustained substantial dam-
age.  Initial examination of the engine by a Federal Aviation Administration inspector revealed that there was a bulge in the engine
crankcase, and the engine was difficult to rotate by hand.  The airplane was equipped with a Lycoming IO-540 engine. A post accident
engine examination is pending. �

Toronto, Canada BOEING 777
NTSB Identification: ENG12RA023 Scheduled 14 CFR Non-U.S., Commercial
Incident occurred Monday, May 28, 2012 in Toronto, Canada
Aircraft: BOEING 777, registration: C-FITW Injuries: Unavailable

On May 28, 2012, at 12:29 EDT (18:29 UTC), a Boeing 777-300ER, registration C-FITW, experienced a loss of power from the No.
2, right, engine, a GE Aviation GE90-115B, shortly after takeoff from the Toronto Lester B. Pearson International Airport (CYYZ), Toronto,
Ontario, Canada. Debris from the engine struck several cars causing damage, but there were no reported injuries. �



The Commonwealth Ports Authority (CPA) of the Northern
Marianas, under the direction of Director Edward De Leon
Guerrero, has embarked on a major refurbishment of the
Aviation Fire Training Facility in Saipan. The CPA has over the
past ten years developed into a Regional Training Center
attracting clients from the Marshall Islands, Micronesia,
Palau and Guam. The center offers NFPA Pro Board certified
courses under the guidance of Chief James Diaz. The ARFF
Training Facility is the first stage of the vision to provide a
Training Center that caters to the needs of all emergency
responders within the region. There are plans to provide a
shooting range, a tactical village for SWAT and facilities that
cater for HAZMAT and USAR training in the future. The pri-
mary focus at this time however is the ARFF Training Facility.

Over the past decade constant use of the Simulated
Aircraft Fire Trainer (SAFT) and pit has resulted in the need for
refurbishment the infrastructure; a process that has been
funded by the AIP from their Honolulu District Office. AIP’s
contribution to the facility is substantial and highlights their
ongoing commitment to both firefighter and passenger safe-
ty. It was the desire of the CPA to develop a facility that
addressed their current requirement and at the same time
allowed them growth potential as they seek to expand their
training services into the Asian market. 

A major advantage of the facility is its ability to burn
hydrocarbon fuel. This manifests itself in two ways with an
Index D floating fuel spill and a pressurized Jet Fuel
Simulated Aircraft Fire Trainer. In discussion with Chief Diaz
and his team it was decided that it was expedient to create
sectors within the pit giving the option to select and ignite any
or all areas for the designated scenario. It was felt that this
option provided  flexibility given that the fire generated is
essentially uncontrolled regarding its growth and spread fac-
tors. An eight-inch refractory concrete wall separates each
sector. Within each sector a series of steel gratings link
together to provide a walk on surface for the firefighters and
to protect any pipework and igniters. The grating is thermally
protected being covered by a barrier of water approximately
an inch above and four inches below. The eradication of the
much used rock common in most pits allows for easy access
to pipework and the ability to clean the pit walls and floor, to
remove any hydrocarbon residual build up as part of the
scheduled maintenance program. The current SAFT shell will
be utilized to provide a target within the pit and will be
remounted on a refractory concrete plinth, in order to protect

the fuselage from further flame impingement during pit fire
training, therefore extending its usable life.  

The Simulated Aircraft Fire Trainer has been designed to
represent a 777/A340 front with a 757/737-rear fuselage;
the design offers the trainees the challenges of both wide
and narrow-bodied aircraft and addresses aircraft move-
ments within the region. There are seven exterior and eight
interior fires integrated within the SAFT concept providing
flexibility and a wide range of challenges for the trainees.
Given the Commonwealth Ports Authorities role as a Regional
Training Center it was essential to provide a SAFT that would
be appropriate for the aircraft servicing Micronesia and the
Marshall Islands while at the same time addressing the wider
bodied aircraft that service Guam, Saipan and prospective
clients within Asia. 

The fuselage provides:
• 100 foot fuselage with a split 16 foot 12 foot diame-

ter fuselage
• B777 High Wing Engine Fire, higher wing to accom-

modate underslung engine
• B757 Low Wing Engine Fire, lower wing for the 757
• 3 Dimensional Running Fuel Spill Fire
• B777 Passenger Doors x 2 Front
• Combined Overwing Entry Door/Window
• B757 Passenger Doors x 2 Rear
• B777 Cargo Door
• B757 Cargo Door
• 747 Bogie
• 3 Floor Width Burn Pans
• Rollover located at the transition between the two

fuselages
• Toilet Fire
• Galley Fire
• APU Fire

In another innovation, the rear section of floor in the 757
section of the SAFT has the ability to be tilted to a series of
different angles to simulate a twisted fuselage. Chief Diaz
was most desirous of having the ability to evacuate the air-
craft. To accommodate this need; four evacuation slides were
designed to provide the training experience for both firefight-
ers and airline crew as required. The slides are of rigid con-
struction incorporated in a wheeled platform that can be
located at the required door and locked in place to ensure
safety requirements are met. 
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SAIPAN Aviation Fire Training Facility
by Ross Riddell 
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Hello, 
Well, we are close to closing out another year with the

ARFFWG.  The Annual Conference will be here before we
know it. Even though it has been a scorcher here in the
Midwest I am not looking forward to the summer’s end.

I am writing to give everyone an update on points of
interest with the group. In May of 2013 we will be co-host-
ing a Training Sectional with DFW. DFW is offering an
excellent program. The current plan is to provide a class
on cargo aircraft response, a condensed version of their
Senior Fire Officer and hands on classes involving their
new A380 mock-up along with a hands-on “3D-hydrocar-
bon” running fuel fire pit. DFW will provide transportation
to and from the host hotel (TBD). We are looking for a
quality but inexpensive hotel with breakfast, as well as
some sponsors for lunch. The planned dates are May 6-8,
2013. Cost of the training will be around $395.00. Those
attending would satisfy required yearly live burn training.
The class would provide hands on training in topics that
may be difficult for some to receive. I am aware that budg-
ets are tight, but with enough notice some maybe be able
to obtain funding or sponsors.

We are also in the planning stages for the Annual  in
2013. Our first visit will be to Charleston, South Carolina.
We are open to other locations. I am pushing for more
budget friendly locations. We are accepting proposals
from interested cities/departments/airports. Some things
we need are participation and support from the host loca-
tion, conference space with exhibition space for ARFF
vehicles and ease of transportation. Some points of inter-
est help as well. A plus is a location for hands on training
as well. I have been trying to drum up interest here in
Chicago. 

Our website has had some issues. We have obtained
the rights to ARFF.INFO. We have a large number of people

using the site. Now we need to convert the visitors to
members. With the growth there are growing pains. We
have some maintenance issues that slow us up and make
it difficult to correct errors as well as accepting payments
and some other issues. The good news... we will have a
brand new website by the Annual. The real good
news....the cost will be covered by a grant! We are plan-
ning on a much more vivid, exciting website with all the
bells and whistles or lights and sirens for a world class
organization.

The ARFF Working Group is also starting a scholarship
fund. The details will be forthcoming. We are fortunate to
have members on various committees working on many
aspects of the organization. We have the editorial board,
educational, standards and regulations and a group work-
ing on development of an aviation rescue "Quick Book".
The database is being expanded, updated and placed in a
more user friendly format. 

Other points of interest include a AAAE/ARFF Chiefs in
Newport Beach, California on February 19 to 22, 2013
and a Co- hosted conference in Copenhagen, Denmark
May 29 and 30, 2013. 

We are having growth in Europe and Asia. We are stag-
nant here in North America. We have non-renewals that
need to be contacted as well as the need to attract new
members. We are gladly accepting ideas for growing mem-
bership. We can always use articles. Send rough drafts to
the editorial board. A profile of your department/airport is
always a good article. Any stories on equipment new or
old, interesting aircraft incidents or unusual situations or
solutions to difficult situations.

Hope this long synopsis was not too painful. Hope
you’re all doing well. Be safe, Live, Love, Laugh.

All the Best my Brothers,           Tony Kasper
�
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News from Secretary Kasper
by Tony Kasper 

A two-story Interior Fire Building has also been designed
for the facility to address regional requirements. The building
is designed to provide an open area for the provision of an
obstacle course and confined space training with two stair-
wells leading to the fire rooms on the second floor. Hallways
have been designed with steel mesh doors that can be
locked off in order to change the building’s configuration for
maximum training flexibility and minimize familiarity / com-
placency. In the initial instance the building will support Class
A fires and has flexibility built in for when further funding
becomes available to install an option to utilize propane fired
props.

The project is being constructed under a design and
build contract. For this project bid documents were prepared
to an advanced stage in relation to concept, function and lay-

out, together with detailed performance specifications for the
SAFT. The initial design concept and bid documentation were
provided to the Commonwealth Ports Authority by AECOM
Engineering’s specialist ARFF team to enable CPA to invite
bids from specialist experienced contractors. The ARFF Team
prepared the documentation under a very tight time frame to
meet FAA’s requirement to have a bid price within 3 months
and  have managed the SAFT and associated infrastructure
procurement process, The team is currently providing con-
struction management services for  development of the facil-
ity and will oversee its commissioning. The key to the projects
success has been the excellent relationship that has been
developed between the Commonwealth Ports Authority and
AECOM. 

�
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