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Subject: Foreign Object Damage (FOD) can kill you


Area of Concern:  All Aviation Operations


Distribution:  All Aviation Personnel


Interagency Aviation


Lessons Learned


AMD-35A
(04/10)


Date:


On August 31, 2010, at 


approximately 0940 PDT, a Hiller 


UH 12E helicopter crashed during a 


wildlife survey with two biologists 


and one pilot on board. The aircraft 


was substantially damaged when it 


impacted utility lines, a house, a 


travel trailer, and the ground 


approximately 35 minutes after 


departure. The commercial pilot and 


two biologists suffered fatal injuries. 


The main wreckage which consisted 


of the cabin, tail boom, and 
main rotor system came to rest in the driveway of a residence. A debris path oriented back along 


the helicopter's flight path measuring approximately 1,500 feet in length included various items 


from the helicopter. Some of the earliest items in the debris path contained segments of a metal 


clipboard that belonged to one of the passengers and the outboard segments of the two tail rotor 


blades. One of the tail rotor blades exhibited leading edge crush damage that was continuous across 


the fracture line (Figure 1). Clipboard segments exhibited crease lines and paint transfer marks 


consistent with the tail rotor blade dimensions and colors (Figure 2). It cannot be determined where 


the metal clipboard was when it departed the helicopter; however, post-crash analysis indicated the 


right door was open prior to impact.


Lessons Learned:  The smallest detail can yield a significant result.


During startup, items both in and around the aircraft need to be secured. Failure to secure loose 
items in the cabin area may result in an item exiting the containment area and adversely affecting 
the safety of flight.


Doors: make sure doors are properly latched and secure before flight.  Loose items flying out the 
door can impact portions of the aircraft that affect flight controls.
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/s/ Keith C. Raley


Keith C. Raley


Chief, Aviation Safety


and Program Evaluation


/s/ Ron Hanks


Ron Hanks


Chief, Aviation Risk Management


Items such as laptops, handheld radios, large GPS units, flashlights, lunchboxes, briefcases, 
etc., during an emergency landing, crash sequence, or even turbulence, can create a situation 
where unsecured objects injure personnel or inhibit the safe operation of an aircraft.


Figure 1 Figure 2


Bottom Line: Take a good look at everything in the cockpit and cabin area and make sure it’s 


secured. Check yourself and each other to ensure clothing/PPE will not interfere with any 


flight controls and there are no items to prevent you from successfully egressing the aircraft in 


the event of an incident/accident.  Also ensure your helmet and seat restraints are adjusted 


correctly and secured properly.  We all know that in aviation “stuff happens” so be 


PREPARED! 








Discussion:   Landing on a frozen lake 


can be challenging, even for the best 


aviators. 


On December 2, 2010 a Super Cub,  


configured with 31 inch bush wheels 


(tundra tires), fell through the ice after 


landing on a frozen lake in Alaska.   


No.  IA LL 11-02 February 28, 2011 Page 1 of 1 


Subject: Winter Off-Airport Operations


Area of Concern:  Frozen Lake Operations


Distribution:  All Aviation Activities


Interagency Aviation


Lessons Learned


AMD-35A
(04/10)


Date:


According to experienced Alaska mentor pilots, determining the thickness of ice can be very difficult. 


However, indicators such as “starfish”, pressure ridges, frozen bubbles, cracks, overflow, or dark spots can 


be used to assess the condition of the ice and indicate that it may not be strong enough to support an aircraft.


Aircraft configuration plays an important role when landing on a frozen surface. Wheel-skis distribute 


weight over a larger surface area than tundra tires and reduces the pounds per square inch (ppsi) forced on a 


given area of ice. 


For example:  Calculating the pounds per square inch (ppsi) of a SuperCub aircraft configured with Airglas 


LW2500 penetration wheel-skis: 


(1345 sq. in x 2 wheel-skis) / 2200 unloaded weight = .81 pounds per square inch (ppsi). 


Using the same aircraft configured with 31” tundra tires: 


(80 sq. in x 2 tundra tires) / 2200 unloaded weight = 13.75 ppsi. 


The example illustrates that the tundra tires increase the ppsi 1600% !


Due to many variations in the structure, thickness, temperature and strength of ice it’s essential to make 


some fairly simple field observations: 


For both rivers and lakes, warm inflows from springs may create areas of thinner ice. Also, the ice thickness 


near shore may be thinner (due to warm groundwater inflow or the insulating effect of drifted snow) or 


thicker (due to the candle-dipping effect of variable water levels).



http://2.bp.blogspot.com/_512VEbm7xB0/SWn0gZehrvI/AAAAAAAASXU/wVjHVQbrClI/s1600-h/4.jpg
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and Program Evaluation


/s/ Ron Hanks
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Chief, Aviation Risk Management


Observe any snow cover as well as variations in thickness. Obtain the record of air temperature for the past 


several days, and continue observing air temperatures during the period the ice will be used to support loads.


Contrary to what many think, a rapid and large air temperature drop causes an ice sheet to become brittle, 


and the ice may not be safe to use for 24 hours. 


A simple formula to estimate the minimum ice thickness required to support a load is: 


where h is the ice thickness in inches and P is the load, or gross weight, in tons. Remember that the load is 


the total load in tons (not a load capacity). Industry standards used by  Alaska operators for a cub-size ski 


equipped aircraft on fresh water ice is 4-6 inches. Remember to add at least 30% for wheel-equipped aircraft 


due to the increase in pounds per square inch on the ice. 


Fortunately, this aircrew was prepared for winter operations and also possessed two satellite telephones.  Just 


as important, the aircraft was equipped with AFF and there was a human on the other end monitoring the 


AFF.  During their egress from the aircraft, one of the aircrew fell into the water and was soaked up to his 


chest significantly increasing his potential for hypothermia.  Although this aircrew had a full complement of 


AMD survival gear and personal winter survival gear (heavy parkas, bibs, mittens, and hats), they were 


stowed in the baggage area behind the rear seat which soon became inaccessible. Shortly after arriving on 


shore, the aircrew started a fire, contacted their base, and awaited rescue.  Because they were only 16 miles 


from a nearby airport, they were back home within 2 hours of the mishap.  They were in luck as a massive 


storm was approaching the area which would have prevented their rescue for approximately two days  which 


would have made their survival questionable.


Subject: Winter Off-Airport Operations


FINANCIALS


Recovery operations: $18,500


Unusable asset: $Unknown


Damage to aircraft: $70,000


Investigation $1,200


Shipping to ANC $1,450


Total $91,150


Note: Two mishaps involving aircraft configuration (i.e. 


operating with tundra tires on snow) in 2005 and 2006 


resulted in over $60,000 in damage.
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Lessons Learned
Date:


Subject: Communication 


Area of Concern:  Critical Information Passdown 


Distribution:  All Aviation Activities


? ?


Discussion: Ask yourself these questions:  How 
well do I communicate important information to 
others? Do I ensure the right people are aware of 
critical aviation safety related information?  
Effectively communicating critical safety related 
information remains a cornerstone of accident 


i Th f ll i i id iprevention. The following incident contains a 
valuable lesson on how ineffective communication 
became a link in the infamous mishap chain of 
events that was fortunately broken before an 
accident occurred.


During the busy and tumultuous period of setting up camp in the spring, a fuel specialist inspected two JetDuring the busy and tumultuous period of setting up camp in the spring, a fuel specialist inspected two Jet 
A fuel tanks (Tank 1 and Tank 2) prior to constructing the fuel transfer system that would supply aircraft 
fuel for the summer.  As the fuel specialist was draining Tank 2, he discovered a small amount of sludge 
and discoloration inside the tank.  Realizing the tank should not be used, the fuel specialist drained all the 
remaining fuel from the contaminated tank thus requiring all helicopter fueling from Tank 1.  


Camp personnel were informed of Tank 2’s condition and the fuel log inside the camp`s main tent noted 
zero fuel for Tank 2 with the statement “DO NOT USE TANK 2” Several weeks later the campzero fuel for Tank 2 with the statement DO NOT USE TANK 2 .  Several weeks later, the camp 
management and pilots were all replaced by a new crew.  Acting alone, one of the replacement pilots 
emptied the fuel from Tank 1 and moved the fuel transfer system (pumps and hoses) from Tank 1 to Tank 2.  


After pumping several gallons of fuel into the aircraft while connected to the contaminated tank, the pump 
stopped.  The pilot asked around the camp as to why he could not receive any fuel from Tank 2 and was 
informed that Tank 2 contained contaminated fuel.  It was immediately apparent that contaminated fuel 
may have been pumped into the aircraft The camp’s current management contacted the previousmay have been pumped into the aircraft. The camp s current management contacted the previous 
management where it was ultimately determined that the tank was completely drained prior to their 
departure and that no fuel had been added since.  
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Any fuel that was pumped into the helicopter while connected to Tank 2 was residual fuel that remained 
within the hose and the pump when it was originally connected to Tank 1. The pilot took several fuel 
samples from the helicopter and determined the fuel to be free of any contaminates.  The aircraft operated 
normally without incident.


How could this have happened? 


Poor communication and assumptions generate risk, especially during a large personnel turnover.  
Although most of the original camp employees were aware of the contaminated tank and it was marked on g g p p y
the fuel log, there were no controls or communication at the point of delivery.  


Remedies applicable to this particular (safety critical) situation include labeling the tank “DO NOT 
USE”, mechanically altering the connecting points that would prevent a fuel line from being attached, or 
removing the tank from the fueling area.   Immediately following the incident, the camp manager red 
tagged, flagged, and labeled Tank 2.  


Information – PASS  IT  UP,  PASS  IT  DOWN,  PASS  IT  ALL  AROUND !


DO NOT 
USE


/s/ Keith C. Raley /s/ Ron Hanks


Keith C. Raley
Chief, Aviation Safety


and Program Evaluation


Ron Hanks
Chief, Aviation Risk Management
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Subject: Unmanned Aircraft Systems (UAS) Operations


Area of Concern: Safety Procedures


Lessons Learned
Date:


y


Distribution:  All Aviation Activities


Discussion:  During a recent UAS training event, an 
airborne Raven UAS struck and bruised the upper shoulder 
of a student standing near the intended area of recovery.  
The Raven weighs 4.2 lbs  and flies at speeds up to 50 mph.  
At 20 mph, it has an impact force of 56 pounds.  At 50 mph, 
the Raven has an impact force of 351 pounds. 


To put it in perspective, imagine being hit by a Randy 
Johnson fastball traveling at 102 mph (the equivalent 
kinetic energy of the Raven flying at 30 mph). Such an 
impact can cause personal injury.  Fortunately, the student p p j y y,
wasn’t hit in the head as the mishap could have resulted in 
traumatic brain injury or death.


The era of UAS in DOI and USFS has begun. UAS 
t h l th bilit t i ifi tl d


*  Wildfires
*  Wildlife Monitoring
* ftechnology possesses the ability to significantly expand 


our ability to obtain remote data critical to fulfilling 
many mission requirements safer, with less cost, and 
less environmental impact.  Just a few such missions 
include:


One of the most important things to remember is that UAS are aircraft.  As such, most of the same 
rules and regulations relating to their acquisition and operation apply UAS aviation operations


*  Law Enforcement
*  Hydrology
*  Geological surveys
*  Geophysical surveys
*  Volcanic activity


rules and regulations relating to their acquisition and operation apply. UAS aviation operations 
should be planned and conducted with an equivalent consideration to mishap prevention  as manned 
aircraft.  Small UAS are operated in the low level environment which normally require aviation project 
safety plans in order to identify and mitigate hazards. Risk assessments of these hazards can be identified 
through maps, aerial photos, or Google earth to help map their location. 
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A significant amount of engineering and other safeguards are built into airfield design and operations.  
Unfortunately, much of this is abandoned or simply unavailable in the small UAS environment.  As a result, 
it’s up to operators to ensure similar safeguards are implemented such as “clear zones” around the vehicleit s up to operators to ensure similar safeguards are implemented such as clear zones  around the vehicle 
and its intended flight path that’s briefed prior to every mission with a mechanism for assuring compliance.
Additionally, every UAS operating outside of restricted or military controlled airspace requires a Certificate 
Of Authorization (COA) from the FAA .  COAs are centrally managed by both DOI and USFS and often 
contain additional operating and reporting requirements unique to that operation. 


Effective October 25, 2010, 49 CFR Part 830 (NTSB Notification and Reporting of Aircraft Accidents or 
I id t d O d Ai ft d P ti f Ai ft W k M il C d R d ) SIncidents and Overdue Aircraft, and Preservation of Aircraft Wreckage, Mail, Cargo, and Records) Sec. 
830.2 was  amended by adding the following sentence at the end of the definition of  “aircraft accident'' and 
adding a new definition of  “unmanned aircraft accident”:


Unmanned aircraft accident means an occurrence associated with the operation of any
public or civil unmanned aircraft system that takes place between the time that the system
is activated with the purpose of flight and the time that the system is deactivated at the
conclusion of its mission in which:conclusion of its mission, in which:
(1) Any person suffers death or serious injury; or
(2) The aircraft has a maximum gross takeoff weight of 300 pounds or greater and sustains
substantial damage.


For DOI operations, any mishap with a UAS must be reported in accordance with 352 DM 6.5 and the 
Interagency Aircraft Mishap Notification, Investigation and Reporting Handbook.  USFS personnel should 
follow FSM 5723.22 Mishap Reporting. Additionally, all reporting requirements contained within 49 CFRfollow FSM 5723.22 Mishap Reporting. Additionally, all reporting requirements contained within 49 CFR 
830.5 apply to UAS operations including the operating station. Also, don’t forget the SAFECOM system 
is always available for reporting any safety related issue.


Once again, UAS are aircraft. UAS procurement follows the same procedures as aircraft procurement.
DOI UAS pilots, mission operators and observers will be certified IAW OPM 09-11 and USFS personnel 
are required to comply with FSM 5713.7.  Maintenance inspectors for UAS will be required to possess 
similar qualifications as current AMD/USFS inspectors in addition to knowledge of UAS proceduressimilar qualifications as current AMD/USFS inspectors in addition to knowledge of UAS procedures.   


/s/ Keith C Raley /s/ Ron Hanks/s/ Keith C. Raley


Keith C. Raley
Chief, Aviation Safety


& Program Evaluations


/s/ Ron Hanks


Ron Hanks
Branch Chief, Aviation Safety 


Management Systems
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Lessons Learned
Date:


Subject: Wire Strike Protection Kits


Area of Concern:  Helicopter Operations


Distribution:  All  Helicopter  Activities


Discussion:  Recently, a vendor helicopter struck and severed 
two power lines while landing at a temporary refueling site.  
The selected landing site was a gravel and asphalt parking area 
used by the state highway department located at the 
intersection of two highways. 


p


At approximately 5:50 pm MDT, the pilot approached from the 
northeast at an altitude of 200 feet above ground level (AGL)


and circled the parking area clockwise in order to identify hazards in the area. 


The pilot stated that he was concerned about the three or four semi-tractor trailers moving within the 
parking area. Other obstacles included a wheeled bull dozer (located next to a 45 foot power pole) and a 
large pile of sand located at the west end of the parking arealarge pile of sand located at the west end of the parking area.


There were two 8 strand, ¼” diameter power lines attached to the top of the power pole. The lines were 
approximately 4 feet apart and sloped down to the power poles located on the northwest edge of the 
parking area. The light grey color of the wires and the grey clouds over the distant mountains made it 
practically impossible to see the wires.


The pilot entered the final approach path and descended to an altitude of approximately 30 feet AGL 
l i h i f i il h i h f h liplacing the aircraft at a similar height of the power lines. Due to the pilot’s intense focus on the landing 


area, moving vehicles and environmental factors, he was unaware of the wires or the power poles.  
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The helicopter impacted the power lines at an airspeed of less than 5 knots and cut them with the top wire p p p p p
strike protection kit installed on the aircraft. The pilot stated that he felt a slight tug as he cut the first wire 
and after cutting the second power line, looked to the left and saw the power pole. Realizing what had just 
happened, he backed the helicopter up then landed. Fortunately, there was no injury to the pilot or damage 
to the helicopter. Had it not been for the wire strike protection kit, the power lines could have become 
entangled in the main rotor system with catastrophic results.  According to Helicopter Association 
International (HAI), wire strikes are the number one cause of helicopter accidents and account for 40% of 
all fatal accidents. While there is no requirement for ground crews to be in place prior to a helicopter’sall fatal accidents. While there is no requirement for ground crews to be in place prior to a helicopter s 
arrival, it might have prevented the wire strike from occurring in the first place.


The wire strike protection kit is the last defense against wire strikes. A comprehensive mission brief to 
include known hazards annotated on a hazards map, a thorough risk assessment of refueling areas, and 
maintaining situational awareness is your first line of defense. But when all else fails, it’s good to have a 
backup. 


Wire Strike 
Protection 
Kit Having this 


kept this


/s/ Keith C. Raley /s/ Ron Hanks


From happening.


Keith C. Raley
Chief, Aviation Safety


& Program Evaluations


Ron Hanks
Branch Chief, Aviation Safety 
Management Systems, USFS
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Safety Alert 
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Subject: Meteorological Evaluation Towers  


Area of Concern: Aviation Safety of Flight 


Distribution: All Aviation Activities 


AMD-25A 
(04/10) 


Discussion: Meteorological Evaluation Towers (METs) 
are installed in remote or rural areas, just under 200 feet 
above ground level (AGL). These structures are portable, 
erected in a matter of hours, and constructed from a gal-
vanized material that is difficult to see in most atmos-
pheric conditions. Even more hazardous, the guy wires 
are nearly invisible.    


The emphasis to discover sources of renewable energy in 
the United States has prompted industry to explore all 
means of power production.  METs are erected to deter-
mine if a particular geographic area is a viable location 
for the installation of wind turbines. The data is usually 
gathered over the period of one year.   


Requirements to file notice under FAR part 77 (so that 
they can be charted) do not apply to structures less than 
200 feet AGL unless they’re erected in close proximity to 
an airport environment. As a result, the FAA does not 
maintain a database of MET locations, nor does it con-
duct aeronautical studies to determine whether the particular structure would be hazardous to aviation. 
The MET’s color, portability, remote location, and ability to be erected quickly presents an unknown 
hazard to all aircrews who operate in the low level environment.  In March 2011, the NTSB issued a 
Safety Alert (SA-016) addressing the hazards associated with Meteorological Evaluation Towers. The 
Safety Alert can be found at www.ntsb.gov/alerts/alerts.htm 
 


The FAA has issued a notice of proposed rulemaking (docket number FAA-2010-1326) to update Advi-
sory Circular (AC) 70/7460-1K which recommended marking METs. However, compliance with an 
AC is voluntary and absent any regulatory requirement, many METs will more than likely be con-
structed without notice to the aviation community and fail to be marked appropriately.  
 


Key Points: 
· Towers generally range in height from 90 to 240 feet tall. 
· Any tower less than 200 feet in height is not required by regulation to be lighted. 
· Presently, there is no standardized notification system in place to indicate when and where these 
  towers are erected. 


  


          Figure 1.  Meteorological Evaluation Tower 



http://www.ntsb.gov/alerts/alerts.htm�
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   /s/ Keith C. Raley                /s/ Ron Hanks 
         
     Keith C. Raley                  Ron Hanks 
         Chief, Aviation Safety          Chief, Aviation Risk Management 
        & Program Evaluation          and Training Systems 


On January 10, 2011  a Rockwell SR-2 impacted a 197’ 8” MET while delivering seed.  The pilot was 
killed and the aircraft destroyed.  The accident occurred in daylight, under visual meteorological       
conditions.  Witnesses stated they did not see the pilot perform any evasive maneuvers prior to impact 
which strongly suggests the pilot never saw the tower or guy wires. 


 


 


 


 


 


 


 


 


 


 


 


If you’re operating below 500 ft AGL, a vigilant scan and reconnaissance of the operating area is   
required in order to see and avoid all towers and other obstructions.   If you notice any obstacles that 
are not annotated on your local hazards map, take note of their location, add it to the map, and be sure 
to communicate the information to others.  If the obstacle is unlighted and you feel it should be, contact 
your state or regional aviation manager. 


Dale Guenther (R6-FS, Fire & Aviation Management System Analyst and primary POC for the Na-
tional Geospatial-Intelligence Agency), John Selkirk (BLM, NM State Aviation Manager) and Al 
Sandoval (BLM, NM Fire GIS Specialist) have been gathering data on FAA and DoD hazard and 
flight restrictions, including wind turbine generators and MET tower locations, in their region and    
nationwide.  Give them a call if you have any questions on how to find towers in your area. Their 
phone numbers are:  
 
Dale Guenther:  503-808-2188            Al Sandoval: 505-438-7453          John Selkirk:  505-438-7431 
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Safety Alert 
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Subject: Dip Tanks 


Area of Concern: Aerial Fire Fighting 


Distribution: All Aviation Activities 


AMD-25A 


(04/10) 


Discussion:  Recently, a type 1 helicopter was sent to perform wa-
ter drops on a fire. The dipsite included two Fol-Da-Tanks  that 
were filled by hoses laying over the sides into the middle of the 
tanks.  During the hover-dip process, the helicopter’s snorkel be-
came entangled in the tanks framing and lifted it off the ground.  As 
a result, the tank was severely damaged.  The next day, a different 
type of tanks (Heliwell) tank was set up for use. 
 
Fol-Da-Tanks are not listed in the Aviation Management Tech Tips 
published by the San Dimas Technology & Development Center 
(March 2008).  The Tech Tips, titled Helicopter Dip Tank Capabilities 


and User’s Guide provides helicopter field operators with information 


needed to match the proper dip tank with the equipment in use. The following criteria for dip tanks not listed in 
the guide will assist you in determining whether to use a non-listed tank. In this particular event, the second crite-
ria was certainly not met. 
 


First, inspect for sharp surfaces. Nothing sharp or pointed should be inside the tank and at the upper outside 


sections of the tank. These areas are most likely to come in contact with a helicopter bucket or snorkel. Exam-
ples of sharp objects are jagged edges of a sheet metal, exposed screws or bolt heads, hooks, and pipes with 
sharp ends. 
 


Second, look for any object that will create interference with a bucket or snorkel. These objects can be ladders 
that have the potential to catch the side of a snorkel, edges that are not flush, support beams that can tangle 
with the bucket line, and pipes that can snag another object. 
 


Third, the dip tank must have a stable base. Its bottom 
has to rest on the ground or have support points that rest 
on the ground. The supports need to have large ground-
contact pads so it does not sink into any soft soil or 
pavement. These supports not only prevent road dam-
age but prevent the tank from tipping over if it starts to 
sink unevenly. A tank towed in by truck needs support 
other than its wheels. The brakes on the wheels can fail 
on a sloped surface and allow the tank to shift with un-
predictable results. 
 


Fourth, the dip tank has to accommodate the largest 
buckets expected to be used in the incident. A dip tank is 
no good if a bucket will not fit in it. Fol-Da-Tank Portable Dip Tank 


 2
9
 i
n
. 


 Snag Hazard 
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     Keith C. Raley                  Ron Hanks 


         Chief, Aviation Safety              Branch Chief, Aviation Safety 


         & Program Evaluation          Management Systems 


 


 


 
 


In October 2006, a Type-1 helitanker was substan-
tially damaged while attempting to hover-dip from 


a 5000-gallon portable retardant tank (PRT) when 
the snorkel became lodged on the lip (ring)  sur-


rounding the tank’s frame.  Recommendations 
from this accident included: 
 


1.  Advise all helicopter flight crews and Incident 
Command Teams of the external snagging hazard 
presented by certain dip tank frames. 
 
2.  Inspect all portable tanks that are to be used for 
helicopter snorkel or bucket operations for this haz-
ard. 
 
3.  Ensure that there are no rings or protrusions around the perimeter of the tank that a snorkel or bucket 
can “catch” either by removing the hazard or shielding it from the snorkel/bucket assembly.  
 
4. Review the Helicopter Dip Tank Capabilities and Users Guide, available on line at: 
http://www.fs.fed.us/eng/php/library_card.php?p_num=0657%201306P  
 


5.  If hazardous tank assemblies are found, require the vendor or the appropriate authority (if government 
owned) to provide appropriate modifications immediately.  
 


6.  If the parts can’t be removed or the hazard can’t be otherwise mitigated by shielding/wrapping , remove 
the tank from service. 
 
7.  If contracted, ensure that the contracting officer is informed of the tanks that are removed from service. 


 
Fortunately, history didn’t repeat itself and an accident was avoided. Recommendations made in 2007 


are just as applicable today as they were then (see IA Safety Alert 07-02).    


 
 
       Remember: “If  we don’t learn from the past we are condemned to repeat it.” 
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Subject: Helicopter Loss of Tail Rotor Effectiveness 


Area of Concern: Helicopter Performance 


Distribution: All Helicopter Activities 


AMD-25A 
(04/10) 


Discussion:  On Friday, June 3, 2011, a Bell 407 with three people on board experienced a Loss of Tail 
Rotor Effectiveness (LTE) while flying  a fire reconnaissance mission in mountainous terrain.  The air-
craft was operating at a density altitude greater than 11,000 feet at 125-150 feet above the terrain and 
between 40-45 knots airspeed when the pilot initiated a 180 degree turn to the right.  During the turn 
the aircraft experienced turbulent winds  and began to “sink”.  When the pilot added power and left 
pedal to arrest the rate of descent the pilot was unable to control the aircraft heading and stop the right 
turn.  After two 360° turns the pilot slightly lowered the collective and increased the airspeed.  The pilot 
regained control of the aircraft 30-50 feet above the trees after the aircraft had made three 360° turns.   
 


After regaining control of the aircraft the pilot and crew elected to continue the mission.  The crew de-
cided to abort the mission 10 to 20 minutes later due to increasing wind and turbulence.  SAFECOM 
11-348 
 


FAA Advisory Circular (AC) 90-95 identifies LTE as a critical, low-speed aerodynamic flight charac-
teristic which can result in an un-commanded rapid yaw rate which does not subside of its own accord 
and, if not corrected, can result in the loss of aircraft control.   
 


Factors that increase the likelihood of encountering LTE include: 
 
 - High Density Altitude  - Low Airspeed  - Poor Performance Planning 
 - High Gross Weight - Low Rotor RPM  - Poor Pilot technique 
 


While LTE is not a mechanical failure of the tail rotor system, the potential for encountering  LTE is 
increased (and the ability to escape from LTE is reduced) if the tail rotor has not been rigged properly.   
 


AC 90-95 also warns pilots to be alert to certain wind conditions when operating at low airspeeds 
(generally below effective translational lift): 


 


Winds from each of these regions creates tail rotor thrust variations and increases the pilot’s workload.   



https://www.safecom.gov/searchone.asp?ID=15602�

https://www.safecom.gov/searchone.asp?ID=15602�

https://www.safecom.gov/searchone.asp?ID=15602�

https://www.safecom.gov/searchone.asp?ID=15602�





 
While pilots must always comply with the procedures listed in their aircraft’s operating manual AC 
90-95 recommends the following techniques to recover from LTE : 
 
 - Apply full pedal opposite of the direction of the turn. 
 - Increase airspeed. 
 - Reduce power if altitude permits. 
 
For a full discussion of LTE refer to FAA Advisory Circular 90-95. 


Summary 


Thorough pre-flight planning is essential to preventing an LTE event.  Avoiding LTE is best accom-
plished by flight crews being knowledgeable and avoiding conditions conducive to LTE.  Flight crews 
can significantly reduce LTE exposure by using the proper performance charts, loading the aircraft ap-
propriately, maintaining awareness of winds, and flying conservatively during hot, high or heavy condi-
tions. 


If an LTE event occurs the mission should be aborted and the aircraft returned to base.  If unusual flight 
characteristics are experienced during an LTE event, land as soon as is practical and have the aircraft 
inspected in order to ensure no damage has occurred.   


LTE events must be immediately reported to local and regional aviation managers.  The event should 
also be documented in a SAFECOM for accident prevention purposes. 


The images below are from a video of an LTE event in 2004.  Click on the picture to view the video. 


No.  IASA 11-03   Date:  June 9, 2011      Page 2 of  2      


/s/ Ron Hanks  /s/ Keith Raley 


Ron Hanks  Keith Raley 


Branch Chief, Aviation Safety 
Management Systems, USFS 


 


 Chief, Aviation Safety 
& Program Evaluation, AMD 



http://rgl.faa.gov/Regulatory_and_Guidance_Library/rgAdvisoryCircular.nsf/0/aba9e26c4d43dfab862569e7007463bf/$FILE/ac90-95.pdf�

http://www.fs.fed.us/fire/av_safety/promotion/safety_alerts/PICT0058.MOV
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Subject: Helicopter Cargo Hauling Equipment 
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ISSUE:  Some helicopter cargo hauling equipment issued to 
field units may fail to meet strength standards, compromising 
safety.  During a recent external cargo operation, an empty net and 
swivel dislodged during flight resulting in an uncommanded 
dropped load (SAFECOM 11-0592).  Upon inspection, it was dis-
covered the keeper gate of the leadline was bent and completely 
open. Problems with keeper gates were identified several years ago 
that resulted in the replacement of  keeper-less gates for both the 
leadline hooks and swivels via the National Interagency Support 
Cache (NISC) system. It’s suspected that the leadline identified in 
this SAFECOM originated from one of many Helicopter Support 
Kits provided to the fire.  
 
Subsequent to this incident, an inspection of all cargo equipment on 
the helibase discovered a second issue associated with the tagging 
and stamping of cargo hauling equipment by the manufacturing 
industry  (SAFECOM 11-0665).  The same issue was also discov-
ered involving leadlines on a fire in another region as documented in (SAFECOM 11-1000). These SAFE-
COMs identified equipment that have  two different stamped abbreviations, SWL (Safe Working Load) 
and WLL (Working Load Limit).  The Rigging Industry introduced WLL as a replacement for SWL a 
number of years ago. Both terms are generally interchangeable and both terms continue to be in use. The 
change from using SWL within the industry is associated with the implied liability in using the word safe. 
 


 
Additional issues identified during the inspection in-
clude different types of material used to manufacture 
cargo rings and the size of the rings used on lead lines, 
swivels, and nets. Helicopter cargo equipment rings 
manufactured previous to 1996 are ½ inch steel or alloy. 
The newer rings are larger (up to 5/8 inch) which limits 
the number of rings that can be placed into a single 
hook.  Individual rings are being manufactured with 
lower WLL ratings than the typical 3,000 lbs commonly 
used for leadlines.   
 
 
 
 


Keeper Gate 


Keeper-less Gate 
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DISCUSSION: National Fire Equipment System Specifications (NFES) for 3,000 lb. rated equipment 
states that the maximum diameter for links at 5/8 inches and requires the ID tag be attached to the item. 
Links on the equipment can range in diameter due to their metallurgical properties (higher strength alloys 
verses common steel). All commercially supplied equipment has completed a first article inspection that 
examines the article and ensures that it meets all of the specifications, including testing to destruction.  
 
The Forest Service helicopter equipment specification for 3,000 lb. leadlines have changed over the years.   
The current specification requires the following information to be printed on the tag: 
 
1. Name or Trademark of the Supplier 
2. Rated capacity of the leadline (either SWL or WLL) 
3. Date of Manufacture (month and year) 
 
SAFECOM 11-1000 (photo shown to the right), shows a tag 
from a leadline that was not obtained through the General 
Services Administration (GSA) acquisition process required 
to support the NISC system. You’ll notice that this ID tag 
fails to meet specifications by omitting some required infor-
mation. 
 
The following pictures represent ID tags from articles that were successfully tested to specification as indi-
cated by the supplier provided information on the tags.  


 
ID tags that meet requirements previous to the revision of this specification may contain additional informa-
tion such as: 
 
1. Proof load information 
2. Test or Proof load date (month and year) 
 


Example: An older ID tag (right) where the vendor provided addi-
tional information that  is now prohibited by the specification.   
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RECOMMENDATIONS:   
 
1. Keeper gated hooks that came from the National Interagency Support Caches (NISC) need to be re-


turned to the Cache with a note stating that it fails to meet specifications and needs to be removed from 
service. 


2. Local units need to inspect their equipment to ensure that all keeper-gated hooks are removed from their 
inventory. 


3. Ensure leadline tags possess the minimum required information that verify they are GSA procured 
equipment.  If any equipment is suspect and not tagged appropriately, prevent it from being used and 
return to the cache for replacement.     


4. The NISC should inspect all leadlines in their inventory, including Helicopter Support Kits to ensure 
they meet current specifications. 


5. Ensure that all cargo hauling equipment use is restricted to the lowest WLL/SWL rating.   For example, 
if a piece of hardware (ring or hook) is stamped with a WLL of 2,900 lbs and the tag indicates a SWL of 
3,000 lbs, then the limiting carrying capacity should be 2,900 lbs.   


6. Ensure that government supplied equipment is not exchanged with contractors, co-operators or locally  
procured equipment. 


7. Require future specifications to contain the NFES number on the tag in order to easily identify that they 
are NISC supplied leadlines. 


8. Field inspect ALL equipment prior to use. 
 
 
 
 
 
 


/s/ Keith Raley   /s/ Ron Hanks 


Keith Raley   Ron Hanks 


Chief, Aviation Safety & 
Program Evaluations 


  Branch Chief, Aviation Safety  
Management Systems 
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ISSUE:  Aerial supervision challenges resulting from increasingly complex fire management operations.  
 
BACKGROUND: A recent program risk assessment and feedback from field units uncovered potential, crit-
ical vulnerabilities within the existing aerial supervision system. Currently, the system assigns Aerial Super-
visdion Modules (ASM), Air Tactical Group Supervisor (ATGS), Leadplane and Helicopter Coordinator 
(HLCO) platforms in mixed response levels to significantly more complex firefighting scenarios than in the 
past.  
 
The nature of air tactical work has changed as the firefighting environment continues to evolve.  Increased 
wildland/urban interface fires and the size of fires bring many challenges to the aerial supervision position in 
terms of communication issues, airspace management, and an increasing scope of responsibility.  As a result, 
this position has become one of the most complicated and demanding within the Incident Command System 
(ICS). Recent SAFECOMS have cited a correlation between their increasing scope of  responsibility and near 
mid-air collisions. 
 
DISCUSSION:  Current command and control systems are often operated successfully in the initial attack 
role, but become challenged to adequately manage increasingly complex airspace and the associated traffic in 
and around the Fire Traffic Area (FTA). Confusion is occasionally caused by the differences in operational 
tactics used by the various deployed supervision modules (ASM, ATGS, etc). Hazards most often arise dur-
ing the transition period between these platforms especially when a single crew leadplane is used to relieve 
an ASM managing multiple fixed and rotor wing platforms.  In this scenario, the scope of responsibility is far 
too great. 
 
Next generation airtankers are likely to be either jet or turboprop powered aircraft. Controlling this type of 
traffic within the FTA may be further complicated by the additional volume of airspace required to maneuver 
these newer tankers as result of their increased speed, especially if they’re sharing the same FTA with tradi-
tional airtanker aircraft. On the ground, many tanker bases did not envision the additional ramp area required 
for larger jets to maneuver in the pit areas.  This could negatively impact the reload process when operating 
multiple platforms in those confined areas. These combined factors will require intense traffic management 
from aerial supervisors and dispatchers in order to ensure operations remain efficient both in the air and on 
the ground. 
 
Unfortunately, Interagency currency requirements for aerial supervisors have not kept pace with some recent 
changes to aerial firefighting operations. Most aerial supervision personnel maintain only the minimum re-
quired currency and may be unprepared for more complex, dynamic airspace management required to main-
tain a safe working environment for incident aircraft. Some examples include incomplete airspace clearances, 
failure to set up aircraft initial reporting points (IPs) and transition corridors, clearing unsafe altitudes, and 
failure to notify other aircraft of new assets entering the working area. 
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KEY POINTS:  
 
 The existing system of command and control occasionally struggles to maintain adequate management of 


complex airspace and traffic control situations in or around the FTA.  
 
 Interagency training and currency requirements for aerial supervision positions have not kept pace with 


changes in the aerial firefighting environment. 
 
 Failure to establish and comply with standardized operational procedures creates the potential for mid-air 


collisions. 
 
 The program has not kept abreast of technology that is applicable to the complexity introduced in the fire 


traffic area.  
 
 Aerial supervision is not a primary duty for many functioning within this capacity, in fact, over half are 


hired as Administratively Determined (AD’s) which causes problems with currency and proficiency. 
 
 Air traffic management within the FTA will be further complicated by the additional airspeed and subse-


quent airspace required to maneuver newer tankers. 
 
 Traffic management to and from reload bases could be a challenge for both aerial supervisors and dis-


patchers. 
 
RECOMMENDATIONS: 
 
 Maintain span of control as established in the Interagency Aerial Supervision Guide. When complexity 


dictates, delegate duties to HLCO and/or leadplane resources. 
 


 Ensure air traffic is managed safely and efficiently by providing adequate separation and use procedures 
to sequence of the flow of aircraft both to and from the working area (i.e. holding for Initial Point, and 
departure and arrival gate times). 
 


 Be aware that a large mix of different types of aircraft operating in a confined area with different oper-
ating characteristics (i.e. helicopters, airtankers, SEATS, scoopers) significantly increases the com-
plexity and associated risk. 
 


 Safety of flight is paramount but be aware of geographic and geopolitical constraints that affect opera-
tions.  Seek guidance from leadership whenever in doubt. 


 
 Frequency management includes limiting voice communications and transition briefings to essential 


information only. 
 
 Provide refresher training in accordance with the Aerial Supervision Guide in order to assist personnel 


in obtaining tools for managing issues related to the emergence of new platforms. 


/s/ Keith Raley   /s/ Ron Hanks 


Keith Raley   Ron Hanks 
Chief, Aviation Safety & 


Program Evaluations 
  Branch Chief, Aviation Safety  


Management Systems 








  


 
DISCUSSION:  The National Interagency Fire Center (NIFC), National Interagency Incident Com-
munications Division (NIICD) hosted a National Interagency Incident Spectrum Support Workshop, 
December 2010. This meeting included USDA/FS, DOI/BLM, Federal Aviation Administration 
(FAA) frequency managers, and some State Wide Interoperability Communications Coordinators. 
The purpose of this meeting was to discuss frequency sharing, frequency resource management, initial 
attack (IA) frequency submission, IA communication zone boundary changes, radio frequency assign-
ments (RFAs), and time lines for distributing information to the field.  
 
ISSUE:  During this meeting it was discovered that NIICD and the National Interagency Radio Sup-
port Cache (NIRSC) did not have the required National Telecommunication & Information Admini-
stration (NTIA) RFAs for two air-to-ground FM frequencies in our radio frequency programming 
load. These frequencies, 166.6875MHz and 171.1375MHz have been removed from all NIRSC radios. 
Please remove these air-to-ground FM frequencies from all fire radios.  
 
The FAA also informed us that air-to-air AM frequencies 122.225MHz, 122.425MHz, and 
122.575MHZ have been used incorrectly and the NIFC/NIICD/CDO does not have the authority to 
use these frequencies as exclusive use. These frequencies may be assigned only when an IA fire goes 
beyond the first or second 12 hour period. These frequencies are for Air Traffic Control Operations 
and the FAA must be notified by the CDO when assigned. The CDO will request a replacement fre-
quency and a frequency change MUST be made as soon as possible.  
 
If there are any questions or concerns please contact the NIFC/NIICD/CDO Coordinator Garold 
(Gary) Stewart at 208-387-5712 or the on Duty CDO at 208-387-5644.  
 
 
 
 


 
/s/ Ralph Getchell  /s/ Ron Hanks 
Chief, Division of Technical Services Chief, Aviation Risk Management 
Aviation Management Directorate Fire and Aviation Management 
National Business Center U.S. Forest Service  
U.S. Department of the Interior U.S. Department of Agriculture 
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This bulletin is to provide clarification in the utilization of the WAT chart as it applies to the AMD-67/FS 


5700-17 (Interagency Helicopter Load Calculation). The following instructions address the minimum re-


quired information for completion of Line 10 (Gross Weight Limit), HIGE/HOGE Non-Jettisonable and/or 


Jettisonable. It is acceptable for vendors to use a weight reduction limitation (WAT) in block 10 HOGE-J 


even if not required by the flight manual or applicable Supplemental Type Certificate (STC) to provide addi-


tional safety margins. 


 


Rotary wing Aircraft not specified below are required to use applicable WAT or other weight reducing re-


quirements listed in the limitations section. Line 10 Gross weight limit will reflect applicable limitations for 


HIGE, HOGE and HOGE-J as specified in the flight manual/STC’s. 


 


Bell 205 A1++ (Heli-Trade STC) WAT applies to Line 10 HIGE/HOGE Non-Jettisonable.  Use the aircraft 


gross weight limit for Jettisonable loads. 


 


Bell 210 (Heli-Trade STC) WAT applies to Line 10 HIGE/HOGE Non-Jettisonable.  Use the aircraft gross 


weight limit for Jettisonable loads. 


 


Bell 212HP (FMS 35) WAT applies to Line 10 HIGE/HOGE Non-Jettisonable.  Use the aircraft gross 


weight limit for Jettisonable loads. 


 


Bell UH-1 (Minuteman STC) WAT applies to Line 10 HIGE/HOGE Non-Jettisonable (if calculated), and 


HOGE Jettisonable as per the Minuteman STC limitations section.  This applies to a UH-1 utilizing the 


BLR STC as well.  It is understood that the increased performance provided by the BLR fast fin and strake 


is not accounted for in the required WAT chart.  However; no changes were made by BLR and the STC spe-


cifically references the Minuteman STC, therefore it is an applicable limitation.  It is also understood that 


WAT chart limits are to ensure controllability and are typically not applicable to Jettisonable loads, this is not 


the case with the Minuteman STC as the WAT specifically addresses Jettisonable loads. 


 


Any questions should be directed to Tom Cook, National Helicopter Standardization Pilot, USFS, NIFC at 


208-387-5613 or thomascook@fs.fed.us. 


 


 


           /s/ Ralph Getchell                                                   /s/ Ron Hanks         _            
Chief, Division of Technical Services   Chief, Aviation Safety  
  Aviation Management Directorate   Management Systems  
          National Business Center       U.S. Forest Service  
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ISSUE: The U.S. Department of Transportation’s Special Permit Authorization DOT-SP 9198 regarding car-


riage of hazardous materials (hazmat) aboard aircraft under the control of DOI and the USDA Forest 


Service has been renewed.  The DOI and USFS have different expiration dates on the DOT-SP 9198; the 


DOI has an expiration date of January 31, 2015 and the Forest Service has an expiration date of March 31, 


2014.  Copies of the current Special Permit Authorizations (DOI & USFS) and the Sixteenth revision of the 


DOT-SP 9198 are attached. 


 


DISCUSSION:  As a reminder, DOT-SP-9198 requires: 


 


1. A current copy of the Interagency Aviation Transport of Hazardous Materials (IATHM) Handbook/


Guide, dated January 2005, and the Emergency Response Guide (ERG) must be carried aboard each 


aircraft transporting hazardous materials. 


2. A current copy of the special permit, the IATHM handbook/guide, and the ERG must be maintained 


at each facility where the hazardous materials are offered or reoffered for transportation.  For helicop-


ter field operations, material must be loaded or unloaded under the direct supervision of an agency 


employee trained in accordance with the handbook/guide. 


3. All aircraft operated under this special permit must be Government owned or under a Government 


contract and under the exclusive direction and operational control of the DOI or FS for the purposes 


of a Government function such as firefighting, search and rescue, law enforcement or biological/


geological resource management. 


4. Vendors under operational control of the DOI and USFS shall operate in accordance with this special 


permit and the IATHM handbook/guide, in lieu of their FAA-approved Hazmat manual. 


5. All personnel who perform a function subject to this special permit must receive training on the re-


quirements and conditions of this permit 


 
 


 


           /s/ Ralph Getchell                                                   /s/ Ron Hanks         _            
Chief, Division of Technical Services   Chief, Aviation Safety  
  Aviation Management Directorate   Management Systems  
          National Business Center       U.S. Forest Service  
      U.S. Department of the Interior         U.S. Department of Agriculture 


 


3 Attachments 


    1.  Sixteenth  revision of the DOT-SP 9198 


    2. Special Permit Authorization DOI DOT-SP 9198 


    3. Special Permit Authorization USFS DOT-SP 9198  
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READ FILE/SIX MINUTES FOR SAFETY USER INSTRUCTIONS 


 


The 2008 Aviation System Safety Assessments identified Controlled Flight into Terrain (CFIT), Fatigue, 
and Acceptance of Risk as Normal (all Human Factors) as the primary focus of our prevention efforts.  To 
assist Vendor and Agency personnel we are implementing a Read File and Six Minutes for Safety 
prevention program.   The Read File is intended to assist pilots in understanding critical Safety of Flight 
information.  The cover sheet identifies the Read File topics and provides blocks for the pilot’s name and 
completed review items.  Although the materials are not required reading, the information provided 
should prove to be a beneficial review at any time during the fire season.  The information can be 
located in the Safety link at http://www.blm.gov/nifc/st/en/prog/fire/Aviation.html  or at the USFS site 
http://www.fs.fed.us/fire/av_safety/index.html.  Along with the Read File cover sheet there will be 
comment sheets for pilots and agency personnel to provide constructive feedback on the Read File and 
Six Minutes topics.  Please identify what topics you feel were beneficial and where improvements can be 
made. 


Along with the Read File there will also be a link to Six Minutes for Safety.  These topics are being jointly 
developed by Agency and Vendor personnel.  They are very well done and can be utilized as briefing 
and/or refresher tools.  This material is intended for use at all Aviation Bases.  The Read File Folder and 
the Six Minutes for Safety Folders should be opened and printed in the order they are presented.  After 
printing they should be placed in a binder where they can be reviewed by all exclusive use pilots and 
other pilots who transition through the Air Base. 


There will be a highlighted icon to identify when new materials have been added to the files.  Managers 
should check the web sites on a regular basis for updates.  The completed Read File cover sheets and 
comment pages will assist in providing critical tracking data for the System Safety Program.  Completed 
copies should be saved and sent through appropriate channels to the USFS or BLM Aviation Safety 
Program Managers.   For additional information please contact:  


Ron Hanks USFS Aviation Safety 208-387-5607 


Kirk Rothwell BLM Aviation Safety 208-387-5879 
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U.S. Department          East Building, PHH – 30 


of Transportation                                                                                                             1200 New Jersey Avenue, Southeast     


                                                                                                                                                                                                                       Washington, D.C.  20590 


Pipeline and Hazardous 
Materials Safety Administration 
 


 DOT-SP 9198 


(SIXTEENTH REVISION) 


  


 (FOR RENEWAL, SEE 49 CFR § 107.109) 


 


1. GRANTEE: (See individual authorization letter) 


 


2. PURPOSE AND LIMITATION: 


 


a.  This special permit provides relief from the Hazardous 


Materials Regulations (HMR), in that government agencies 


under contract to DOI and agencies on file in Office of 


Hazardous Materials Special Permits and Approvals (OHMSPA), 


may use aircraft that are under their operational control.  
This special permit provides no relief from the HMR other 


than as specifically stated herein.  The most recent 


revision supersedes all previous revisions. 


  


b.  The safety analyses performed in development of this 


special permit only considered the hazards and risks 


associated with transportation in commerce.   


 


c.  Unless otherwise stated herein, this special permit 


consists of the special permit authorization letter issued 


to the grantee together with this document.  


 


3. REGULATORY SYSTEM AFFECTED:  49 CFR Parts 106, 107 and 171-


180. 


 


4.   REGULATIONS FROM WHICH EXEMPTED:  173.7(f) in that an 


aircraft may be under the direction and control of the 


government for less than 90 days under the conditions 


provided herein. 


    


5. BASIS:  This special permit is based on the Pipeline and 


Hazardous Materials Safety Administration’s (PHMSA) 


editorial review under § 107.121 initiated on February 13, 


2009. 
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6. HAZARDOUS MATERIALS (49 CFR § 172.101):   


 


Hazardous Materials Description 


Proper Shipping Name  Hazard 


Class/ 


Division 


Identi-


fication 


Number 


Packing 


Group 


Hazardous materials authorized 


by this special permit are 


limited to materials authorized 


to be transported by motor 


vehicle in conformance with 171-


180. 


As 


Appro-


priate 


As 


Appro-


priate 


As 


Appro-


priate 


   Notes: 
(1) All Class 1 explosives must have been properly classed 


and approved in accordance with 49 CFR prior to packaging 


and offering for transportation by aircraft. 


 


   (2)  All Class 2 compressed gases must be properly filled and 


packaged in DOT-specification cylinders in accordance 


with 49 CFR. 


 


7. SAFETY CONTROL MEASURES:  All aircraft and personnel 


operating under the terms of this special permit must be in 


compliance with the requirements of the DOI/USDA-Forest 


Service January 2005 “Interagency Aviation Transport of 


Hazardous Materials Guide/Handbook” on file with the Office 


of Hazardous Materials Special Permits and Approvals 


(OHMSPA).   


 
8. SPECIAL PROVISIONS: 


 


a.  A current copy of the Interagency Aviation Transport of 


Hazardous Materials Handbook described above and the 


Emergency Response Guide (ERG) must be carried aboard each 


aircraft transporting hazardous materials. 


 


b.  A current copy of this special permit, the Interagency 


Aviation Transport of Hazardous Materials Handbook, and the 


Emergency Response Guide (ERG) must be maintained at each 


facility where the hazardous materials are offered or 


reoffered for transportation.  For helicopter field 
operations loaded or reloaded under the direct supervision 


of an agency employee trained in accordance with the 


Handbook/Guide. 
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c.  All aircraft operated under this special permit must be 


under a government contract and under the exclusive 


direction and operational control of the DOI or FS for the 


purposes of a government function such as national defense, 


intelligence missions, firefighting, search and rescue, law 


enforcement or biological or geological resource management. 


  


d. Vendors shall operate in accordance with this special 


permit and Interagency Aviation Transport of Hazardous 


Materials Handbook, in lieu of their approved manual. 


 


9. MODES OF TRANSPORTATION AUTHORIZED: Cargo aircraft only.  


 


10. MODAL REQUIREMENTS: See paragraph 8 above. 


 


11. COMPLIANCE:  Failure by a person to comply with any of the 


following may result in suspension or revocation of this 


special permit and penalties prescribed by the Federal 


hazardous materials transportation law, 49 U.S.C. 5101 et 


seq:  


 


o All terms and conditions prescribed in this special 


permit and the Hazardous Materials Regulations, 49 CFR 


Parts 171-180.  


 


o Persons operating under the terms of this special 


permit must comply with the security plan requirement 


in Subpart I of Part 172 of the HMR, when applicable. 


 


o   Registration required by § 107.601 et seq., when 


applicable. 


 


Each "Hazmat employee", as defined in § 171.8, who performs 


a function subject to this special permit must receive 


training on the requirements and conditions of this special 


permit in addition to the training required by §§ 172.700 


through 172.704. 


 


No person may use or apply this special permit, including 


display of its number, when the special permit has expired 


or is otherwise no longer in effect. 
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Under Title VII of the Safe, Accountable, Flexible, 


Efficient Transportation Equity Act: A Legacy for Users 


(SAFETEA-LU) - 'The Hazardous Materials Safety and Security 


Reauthorization Act of 2005' (Pub. L. 109-59), 119 Stat. 


1144 (August 10, 2005), amended the Federal hazardous 


materials transportation law by changing the term 


“exemption” to “special permit" and authorizes a special 


permit to be granted up to two years for new special permits 


and up to four years for renewals. 


 


12. REPORTING REQUIREMENTS:  Shipments or operations conducted 


under this special permit are subject to the Hazardous 


Materials Incident Reporting requirements specified in 49 


CFR §§ 171.15 Immediate notice of certain hazardous 


materials incidents, and 171.16 Detailed hazardous materials 


incident reports.  In addition, the grantee(s) of this 


special permit must notify the Associate Administrator  


     for Hazardous Materials Safety, in writing, of any incident 


     involving a package, shipment or operation conducted under 


terms of this special permit.  


 


Issued in Washington, D.C.:   


 
for Dr. Magdy El-Sibaie 


Associate Administrator for Hazardous Materials Safety 


 


Address all inquiries to:  Associate Administrator for Hazardous 


Materials Safety, Pipeline and Hazardous Material Safety 


Administration, U.S. Department of Transportation, East Building 


PHH-30, 1200 New Jersey Avenue, Southeast, Washington, D.C.  


20590. 


 


Copies of this special permit may be obtained by accessing the 


Hazardous Materials Safety Homepage at 


http://hazmat.dot.gov/sp_app/special_permits/spec_perm_index.htm 


Photo reproductions and legible reductions of this special permit 


are permitted.  Any alteration of this special permit is 


prohibited. 


 


PO: dl 


 


 


 








 


 
U.S. Department          East Building, PHH – 30 


of Transportation                                                                                                             1200 New Jersey Avenue, Southeast     


                                                                                                                                                                                                                       Washington, D.C.  20590 


Pipeline and Hazardous 


Materials Safety Administration 


 


 


SPECIAL PERMIT AUTHORIZATION 
 


DOT-SP 9198 
 


EXPIRATION DATE: January 31, 2015 


 
 
 
GRANTEE: U.S. Dept. of the Interior 


National Business Center  
Aviation Management 


  Boise, ID 
 
In response to your April 2, 2010 application for renewal of DOT-
SP 9198, the grantee status to DOT-SP 9198 for U.S. Dept. of the 
Interior, National Business Center, Aviation Management is hereby 
renewed in accordance with 49 CFR § 107.109. 
 
Copies of this special permit may be obtained by accessing the 
Office of Hazardous Materials Safety Homepage at 
http://hazmat.dot.gov/sp_app/special_permits/spec_perm_index.htm. 
The most recent revision of the special permit supersedes all 
previous revisions of the special permit.  Photo reproductions 
and legible reductions of this special permit are permitted.  Any 
alteration of this special permit is prohibited. 
 
If you have questions regarding this action please call the 
Office of Hazardous Materials Special Permits and Approvals at 
(202)366-4535. 
 
Issued in Washington D.C. on May 18, 2011. 


_________________________ 
for Dr. Magdy El-Sibaie 
Associate Administrator for Hazardous Materials Safety 
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U.S. Department          East Building, PHH – 30 


of Transportation                                                                                                             1200 New Jersey Avenue, Southeast     


                                                                                                                                                                                                                       Washington, D.C.  20590 


Pipeline and Hazardous 


Materials Safety Administration 


 


 


SPECIAL PERMIT AUTHORIZATION 
 


DOT-SP 9198 
 


EXPIRATION DATE: March 31, 2014 


 
 
 
GRANTEE: USDA Forest Service (FS) 
  Washington, DC 
 
In response to your April 30, 2010 application for renewal of 
DOT-SP 9198, the grantee status to DOT-SP 9198 for USDA Forest 
Service (FS) is hereby renewed in accordance with 49 CFR 
§ 107.109. 
 
Copies of this special permit may be obtained by accessing the 
Office of Hazardous Materials Safety Homepage at 
http://hazmat.dot.gov/sp_app/special_permits/spec_perm_index.htm. 
The most recent revision of the special permit supersedes all 
previous revisions of the special permit.  Photo reproductions 
and legible reductions of this special permit are permitted.  Any 
alteration of this special permit is prohibited. 
 
If you have questions regarding this action please call the 
Office of Hazardous Materials Special Permits and Approvals at 
(202)366-4535. 
 
Issued in Washington D.C. on April 14, 2011. 


_________________________ 
for Dr. Magdy El-Sibaie 
Associate Administrator for Hazardous Materials Safety 
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“ASHE” Acronym review. 


The following are some thought provoking reminders when reviewing the “ASHE” visual indicator. 


Approach… (…What you do first affects everything afterwards.) 


 Have I set up an approach that is clear of obstacles? 


 Will my approach allow for deviation of my flight path if required? 


 Will my approach allow me to maintain complete control of my aircraft? 


 Have I set up an approach that is appropriate for the drop area? 


 Have I set up an approach that aligns me with the target? 


 Have I set up an approach that allows maximum time to visually acquire the target? 


 Will my approach allow for a safe exit? 


 Will my approach allow the maximum safety margins possible? 


 Will my approach angle allow for an easy transition to the appropriate drop height? 


 Will my approach allow me to maintain an elevation above the “minimum drop height”? 


 Will my approach allow…? 


 


“ASHE” Acronym review. 


Speed  (…speed is life.) 


 Is my airspeed within the performance envelope for the drop sequence? 


 Is my airspeed Increasing or decreasing? 


 Is my airspeed radically different from my ground speed? 


 Will I need to adjust my airspeed drastically to remain within the flight envelope for the drop? 


 Will my airspeed be appropriate when I reach the target? 







Will my airspeed be adequate to fly through the “Spool up” delay during climb out?...even if I 
have retained the load? 


Am I reducing my airspeed to compensate for poor pilot technique? 


 “ASHE” Acronym review. 


 Height (…you can only tie the world record for low flight.) 


  Am I maintaining a safe height during a “Dry Run”? 


Am I maintaining a safe height that does not threaten the “Minimum safe Drop Height”? 


Am I maintaining a safe height throughout the entire drop sequence? 


Am I familiar with the “Appropriate drop height” for the conditions in the target area? 


Am I able to maintain a safe height…? 


 


 “ASHE” Acronym review. 


 Exit (…canyon flying is inherently dangerous.) 


  Does my Approach, Speed, and Height allow for a safe Exit from the drop area? 


  Is my exit flight path free of obstacles? 


  Is my exit corridor safe even if I have to retain the load? 


  Is my exit visible during the drop sequence? 


  Does my planned exit corridor require a radical change of direction or elevation? 


  Does my exit corridor provide options should I lose power or lift? 


  Is my exit flight path…? 


 


 








 


BUREAU OF LAND MANAGEMENT 
Fire & Aviation Directorate 


 
Operations Alert 


 
No. 10-01          Date: June 10, 2010 
 
Subject:  Use of aerial supervision aircraft to enhance the safety, effectiveness, and efficiency 


of incident operations             
 
Various after action reviews have identified that aerial supervision resources (ATGS, ASM, and Lead) 
are intermittently underutilized during initial attack.  This has occurred even when aerial supervision 
resources were readily available. 
 
Aerial supervision resources are capable of significantly enhancing the safety, effectiveness, and 
efficiency of incident operations.   
 
Recommendations: 
  
• Managers should review the local Fire Danger Operating Plan (including run cards) and ensure that 


the plan supports the use of aerial supervision resources, especially during initial attack responses.  
 


• Managers should consider dispatching aerial supervision platforms prior to other tactical aircraft in 
order to maximize the efficiency of fire chemical operations.  Uncoordinated aerial operations and 
poor target descriptions often lead to higher aircraft loiter times, which increase risk exposure to air 
and ground personnel.  


 
• Managers should ensure that appropriate personnel are familiar with the capabilities of aerial 


supervision resources.  These capabilities include the following: 
     


 Rapid response to incidents (120-250 mph). 
 Ability to deliver timely and accurate size-up information. 
 Efficient target description to airtankers/helicopters. 
 Ability to guide ground resources into incidents. 
 Ability to manage the Fire Traffic Area. 
 Ability to provide communications between incidents and dispatch when ground radio  


issues occur. 
 
References 
  
• Interagency Standards for Fire and Fire Aviation Operations (p.16-14) 
• Interagency Aerial Supervision Guide (p.32) 


 
 
Remember:  Tactical aviation resources including heavy airtankers, SEATs, 
helicopters/helitack, smokejumpers and aerial supervision are most effective during initial 
attack. 
 
For additional information contact: 
Sean Cross 208-387-5444 
Joe Bates 208-387-5879 
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U.S. DEPARTMENT OF THE INTERIOR 


BUREAU OF LAND MANAGEMENT 


    
Aviation Operations Alert 


 
No. 11-01         Date: August 31, 2011 


 


Subject: Lessons Re-learned 


 


Area of Concern: Fire and Natural Resource Missions  


 


Distribution: Aviation Bases and Dispatch Centers 


 


Discussion: Within the past 4-5 weeks the BLM aviation program has had 4 close calls. 


 


1. July 26, Airplane Incident with Potential (IWP) 


during takeoff from a landing strip with marginal 


parameters for error.  Cessna 207 Skywagon 


landing gear width 10’ - width of clearing on 


landing strip 12-20’.  On takeoff roll, the aircraft 


drifted left causing the left main gear to come in 


contact with the brush lining the edge of the 


landing strip.  No injuries. 


 


Lessons Re-learned:  Use the correct aircraft for 


the mission and category of flight.  Reference:  


BLM National Aviation Plan, 5.7 Categories of 


flight and Safecom 11-0744 


 


   


2. Aug 13, Helicopter Wire Strike upon landing for refueling.  AS350 B2 with bucket on 


descended through power lines.  Contract mandated wire cutter kit severed both wires.  No 


damage to aircraft or injuries.  


 


Lessons Re-learned:  Always conduct a high and 


low level recon prior to attempting to land.   All 


eyes and a sterile cockpit must be engaged during 


all landings and takeoffs.  Unfortunately after 


completing a 360 degree recon the Pilot did not 


see the power pole or power lines running 


through the L.Z.  Reference: IHOG Chpt 3: 


Operational Planning Pg. 3-24,  Interagency 


Standards for Fire and Fire Aviation Operations, 


Pg. 16-8 and  Safecom 11-0779 


 


Aircraft 



http://www.blm.gov/pgdata/etc/medialib/blm/nifc/aviation/administration.Par.39484.File.dat/NAP.pdf

http://www.blm.gov/pgdata/etc/medialib/blm/nifc/aviation/administration.Par.39484.File.dat/NAP.pdf

https://www.safecom.gov/searchone.asp?ID=15999

http://www.nifc.gov/PUBLICATIONS/ihog/chapters/2009chapter03.pdf

http://www.nifc.gov/PUBLICATIONS/ihog/chapters/2009chapter03.pdf

http://www.nifc.gov/PUBLICATIONS/redbook/2011/Ch16.pdf

http://www.nifc.gov/PUBLICATIONS/redbook/2011/Ch16.pdf

http://www.nifc.gov/PUBLICATIONS/redbook/2011/Ch16.pdf

https://www.safecom.gov/searchone.asp?ID=16034





3. Aug 16, Helitanker water drop impacted firefighters during line construction.  Radio 


communications between ground personnel and aircraft confirmed the line as being clear to 


drop.   Medevac required, transporting two firefighters with unknown injuries.   


 


Lessons Re-learned:  Ensure communications are heard and understood to include: knowing 


the pilot’s intentions, providing concise and accurate target description, confirming target 


area is clear of all personnel and crew location is secure if rolling or falling debris is 


dislodged, provide honest and constructive feedback on drops.  If drops are unsafe – 


immediately stop the drops and communicate concerns to the appropriate person.  


Reference: Six Minutes for Safety: Retardant, Paracargo & Water Drop Safety, Incident 


Response Pocket Guide pg. 65, Directing Retardant and Bucket Drops and Safecom 11-0808 


  


 
4. Aug 26, Helicopter Rotor Strike during loading/unloading of passenger gear in an external 


basket on an AS350B2.  The HECM noticed a loose saw file in the expanded metal bottom of 


the external basket; the loose file was tossed away from the aircraft while the blades were 


turning impacting the leading edge of one main rotor blade.  No injuries.   


 


Lessons Re-learned:  Secure light/loose items awaiting transportation and never toss, throw, 


fling, pitch, chuck or hurl items around aircraft.  Reference: Incident Response Pocket 


Guide pg. 54, Tools and equipment.  and Safecom 11-0847 


 


 
 


For additional information contact 


Kirk Rothwell, BLM Aviation Safety & Training Advisor 


208-387-5879, Cell 208-914-8483 



http://www.wildfirelessons.net/documents/6MFS_RetardantDropSafety.pdf

http://www.wildfirelessons.net/documents/nfes1077.pdf

http://www.wildfirelessons.net/documents/nfes1077.pdf

https://www.safecom.gov/searchone.asp?ID=16063

http://www.wildfirelessons.net/documents/nfes1077.pdf

http://www.wildfirelessons.net/documents/nfes1077.pdf

https://www.safecom.gov/searchone.asp?ID=16102






For the second consecutive 


year the BLM aviation program 


did not have an aviation acci-


dent.  The program did have 


two incidents with potential 


and two elevated Safecoms.  


For FY 2011, 115 Safecoms 


were submitted.  As part of the 


BLM’s dedication to Safety 


Management Systems (SMS) an 


Aviation Operations Alert, 


“Lessons Re-learned” was is-


sued to the field, three Air-


wards and three Certificates of 


Excellence were presented to 


BLM employees and a vendor 


pilot.  


 


BLM Training continued the 


Aviation Leadership Develop-


ment Initiative (ALDI) by se-


lecting two employees to men-


tor through the 2013 field sea-


son.  BLM Training assumed 


the chair of the Interagency 


Aviation Training Subcommit-


tee (IATS) for FY11-13. 


 


 


2011 Summary 


BLM Operations Alert 11-01, August 31, 2011 


“Lessons Relearned”  recap of 4 aviation close calls 


  


Interagency Aviation Lessons Learned, IA LL 11-05, August 31, 2011 


Wire Strike Protection Kits, The BLM’s diligence in requiring this in Ex-Use helicopter 


contracts  proved successful resulting in an IWP instead of an accident and potential loss of life 


or injury. 
 


Aviation Leadership Development Initiative Program (ALDI) 


2 candidates selected & mentored for FY 11-13 


 


BLM Aviation Safety & 


Training FY 2011 


Safecom Summary 


Helicopter (55) 


SEAT/Airtankers (30) 


Airplane (26) 


Airspace (4) 


Airwards & Recognition 


Airward, SEAT Pilot 
“Lost all electrical” 


 


Airward, ATS & 
Pilot “Engine shut-
down” 


 


Airward, Vendor 
Mechanic, 
“Professionalism, 
commitment & relia-
bility” 


 


Excellence Award, 
UAM ,  Safety Pro-
motion of 25th anni-
versary of unit’s fatal 
aviation accident 


 


National Award - 
UAM, identified dur-
ing 2011 AZ State 
Aviation Review 


 


Excellence award, Ex
-Use Pilot & Manag-
er “Medevac” 


 


 
Safety Management 
Systems  (SMS) 


 


 


 


Elevated Safecoms 


Carson City, NV  Helitanker “Water drop impacted 2 fire-


fighters” 2 minor injuries, Safecom 11-0808 


 


Ely, NV  Astar B-2, “Chainsaw file tossed into turning 


blades” no injuries, Safecom 11-0847 


 


Incidents with Potential (IWP’s) 


Cinnabar, AK   Cessna 207  “Takeoff roll contacted brush”  


no injuries, Safecom 11-0744 


 


Wendover, NV Astar B-2  “Wire Strike”  no injuries or air-


craft damage,  Safecom 11-0779 
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http://amd.nbc.gov/safety/library/LessonsLearned/FY2011/IALL1105.pdf

http://www.blm.gov/style/medialib/blm/nifc/aviation/training.Par.6900.File.dat/AVLeadershipDevInitiative.pdf

http://www.blm.gov/style/medialib/blm/nifc/aviation/administration.Par.88746.File.dat/2011BLMAirwards.pdf

https://www.safecom.gov/searchone.asp?ID=16063

https://www.safecom.gov/searchone.asp?ID=16102

https://www.safecom.gov/searchone.asp?ID=15999

https://www.safecom.gov/searchone.asp?ID=16034






 
   
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
                  


 
 DEPARTMENT OF THE INTERIOR 


AVIATION  
ACCIDENT PREVENTION BULLETIN 


(AMD-43) 
(4/10) 


No. DOI APB 12-01                 April 20, 2012                   Page 1 of 1 
 


Subject: A Million Acts of Safety Campaign & SAFECOM 
 


Area of Concern: Employee Safety and Health 
 


Distribution: All DOI Government and Contractor Employees  


Discussion:  Every day we are reminded of the importance of safety and 
health in our workplace and in our community.  In order to accomplish 
our mission we must make a concerted effort to provide a healthy, 
injury-free workplace environment so that all employees can easily 
identify and manage the risks they encounter every day.  


The Department of Interior is participating in the National Safety Council’s (NSC) 2012 A Million Acts of Safety 
campaign.  You can help make people around you safer by becoming a “Safety Ambassador” and help DOI 
achieve its goal of one “act of safety” per employee for a total of 80,000 DOI acts of safety by the end of 2012.  
The DOI campaign participation kicked off on April 16th of this year. 


SAFECOM 
The SAFECOM system is the tool that supports this campaign’s overall purpose of reducing aviation related 
mishaps. SAFECOM is an anonymous, confidential safety improvement reporting and feedback system that 
supports accident prevention. Data obtained from the system is monitored to identify emerging hazards, share 
critical safety information, document and track safety issues and identify training needs.  It’s a tool used to 
encourage the reporting of any condition, observance, act, maintenance problem, or circumstance that has the 
potential to cause an aviation or aviation related mishap. It’s also used for reporting positive safety actions and 
other mishap prevention measures.   


In order for SAFECOM's to function as an effective accident prevention 
tool, they should be reported as soon as possible to the agency exercising 
operational control of the mission at the time of the event. The SAFECOM 
website (https://www.safecom.gov/instructions.asp) provides excellent 
guidance on how and when to submit a SAFECOM.   They can also be 
submitted by calling 888-4MISHAP (888-464-7427).  Bureau Aviation 
Managers are responsible for managing their bureau’s respective 
SAFECOMs. SAFECOM reporting continues to improve throughout DOI 
yet there remains significant opportunities for improvement.  Failing to 
use this system appropriately can prolong an unsafe situation, increase 
costs, and potentially cost someone their life. For additional information 
on the SAFECOM program, see Interagency Safety Alert 08-07 
http://amd.nbc.gov/safety/library/alerts/IA_08-07.pdf 
and DOI Safety Alert 06-01 
http://amd.nbc.gov/safety/library/alerts/IA_Alert_0601.pdf 


/s/ Keith Raley 
Keith Raley 


Chief, Aviation Safety & Program Evaluations
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ACCIDENT PREVENTION BULLETIN 


  


No. IA APB 11-01 Date: April 12, 2011 Page  1  of  2  


Subject: Aerial Ignition Operations 


 


Area of Concern: Plastic Sphere Dispensing Units (PSDs) 


 


Distribution: All Helicopter Activities  


 


Discussion:  The number of Aerial ignition operations is increasing and so are the SAFECOM reports 


related to PSD maintenance and operations.  Prior to commencing PSD operations, aircrews should perform 


a thorough preflight inspection of the PSD equipment to ensure foreign items haven’t been stored in the 


dispenser that can ultimately result in a jam (IA Lessons Learned 10-03).  Other inspection criteria should 


include the plastic spheres in order to ensure they meet the required specifications and a review of 


emergency procedures. 


 


Here are a few recent examples: 
 


During a routine cleaning of a PSD machine between aerial ignition operations, the lever controlling the 


inside chutes was discovered to be more difficult to operate (Figure 1).  Upon closer inspection, one of the 


pins required for holding the springs in place was found to be worn beyond limits (Figure 2) and the 


asymmetrical shape prevented the lever from traveling smoothly. Had this discrepancy not been discovered, 


the PSD could have jammed in flight resulting in a cancelled mission and needless waste of resources.  


 


      Figure 1. PSD Lever                                                        Figure 2.  Pins from PSD 


  


 


 


 


 


 


 


 


 


 


 


 


 


In a separate incident, the PSD operator noticed the two outside hopper chutes were not moving thus 


restricting the spheres from reaching the glycol/needles. The operator secured the machine while the 


helicopter returned to the helispot. After landing, the machine was removed and examined where it was 


discovered that the two outside chutes of the hopper were jammed with a blown fuse.  
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While removing the remaining spheres from the jammed hopper to change the fuse, the crew noticed some of 


the spheres were warped or possessed a raised blister-like bubble deformation (Figure 3).  The deformed 


spheres caused the chute to jam, resulting in the blown fuse. The dimensions of the sphere should be 32 mm 


(1.25 in.) in diameter and contain approximately 3.0 grams of potassium permanganate (Figure 4).  


 


               Figure 3.     Deformed spheres                                   Figure 4.  Acceptable sphere    


  


 


 


 


 


 


 


 


 


 


 


 


Additionally, there have been several documented instances where excessive permanganate residue inside 


the chutes caused the machine to jam which significantly increases the chance of a fire (SAFECOM 10-0077 


and SAFECOM 10-0081).  The spheres were cracking at the seam joint allowing the permanganate to release 


into the PSD machine. The loose permanganate from the cracked and broken spheres caused the PSD 


machine to become clogged with material and jam well prior the normal cleaning cycle (Figure 5).  The 


manufacturer (PremoFire/Vanguard Plastics) has since identified and corrected the problem. The suspect 


spheres were manufactured between June and November 2009, but may not be limited to those exact dates.  
 


     Figure 5.   


  


 


 


 


 


 


 


 


 


 


 


It’s important to inspect each box prior to use/loading for broken spheres or loose permanganate. If broken or 


deformed spheres are found, do not use them and secure them in a safe location.  Afterwards, contact your 


Regional /State Helicopter Operations Specialist or agency aerial ignition representative. Maintaining the 


cleanliness and preventative maintenance of the PSD machine per the instructions in the Inter-agency Aerial 


Ignition Guide should mitigate most of these hazards associated with PSD operations.   


 


 


/s/ Keith Raley 


Keith Raley 


Chief, Aviation Safety 


and Program Evaluation 


/s/ Ron Hanks 


Ron Hanks 


Chief, Aviation Risk Management 


and Training Systems 


 


 


Gummed up PSD machine after 


approximately 3,000 spheres were 


dispensed  
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Interagency Aviation 


 


ACCIDENT PREVENTION BULLETIN 


No.  IA APB 11-02 Date:  May 3, 2011 Page  1 of 2


Subject:  Flight Helmet Maintenance 
 
Area of Concern:  All Aviation Operations 
 
Distribution:  All Aviation Users 
 
Discussion:  Proper flight helmet care and maintenance is essential to ensure the most important part of your 
body receives the protection the helmet was designed to provide.  NIFC Ramp Services has recently received 
helmets from the field in extremely poor condition necessitating their removal from service (figures 1 and 2). 
 


Figure 1.  Mold and corrosion on the interior Figure 2.  The deep gouge to the helmet’s 
 of this helmet poses a serious health risk. shell makes it unsafe and unserviceable. 


           
 
While there is no “requirement” for Ramp Services to inspect your flight helmet, it is highly recommended 
amongst manufacturers to have your helmet inspected by a “Technically Qualified” person every two years 
(more often depending on use).  Inspection and repair of your flight helmet by a technically qualified person 
is critical to maintaining your helmet’s ability to provide protection and minimize cost by extending its 
useful life.  The best method to ensure helmet users achieve this is to create a system that tracks flight helmet 
use and inspection intervals.   
 
For the past 25 years BLM Ramp Services, located at the National Interagency Fire Center (NIFC) in Boise, 
ID, has inspected and repaired Gentex SPH-4 & 5 flight helmets for interagency aviation users.  In addition 
to the professional inspection and repair of your helmet, Ramp Services provides all of their labor FREE OF 
CHARGE.  The only cost to your unit is for shipping and replacement parts. 
 


NOTE: Ramp Services only supports Gentex SPH-4&5 flight helmets. 







 


(AMD-43A) 
(04/10) 


No.  IA APB 11-02 Date:  April 29, 2011 Page  2  of   2


Often, flight helmet neglect and abuse render it unsalvageable and the helmet must be destroyed in order to 
prevent any further usage.  In the example (above), an ounce of prevention would have saved this unit over 
$700 in replacement costs (excluding down time), reduced the exposure to disease from bacteria, and 
reduced the risk of using unserviceable/unsafe equipment. 
 


Lesson:  Sending an unserviceable helmet to Ramp Services is a waste of their time and your money. 
 


Flight helmets are an expensive piece of safety equipment required for most aviation missions.  Flight 
helmets are proven to save lives!  In an accident your life could depend on your flight helmet.  To protect 
yourself, your people, and this expensive piece of equipment, all flight helmet users should follow the 
guidance within the Department of Interior Flight Helmet Users Guide 
(http://amd.nbc.gov/safety/library/helmetguide.pdf).  
 


REMEMBER, as the user of the flight helmet you are responsible to ensure your helmet is 
serviceable prior to flight.  Allow yourself the time to inspect, take care of, and treat your 
helmet with the care it requires.  If you take care of it, it will be in better shape to take care 
of you! 


 
For more information related to flight helmet inspection contact Don Hubbartt at BLM Ramp Services,  
208-387-5529. 
 


/s/ Keith C. Raley 
Keith C. Raley 


Chief, Aviation Safety 
and Program Evaluation 


/s/ Ron Hanks 
Ron Hanks 


Chief, Aviation Risk Management 
and Training Systems 








Discussion:  The recent increase in fire activity throughout the Southwest has required an increase in 
aviation support operations as well. There have been multiple airspace related events with conditions that 
could lead to a mid-air collision.  Analysis of past and recent near mid-air collisions revealed that com-
munications, deviation from standard operating procedures, and situational awareness were common 
contributing factors (see Safety Alert IA 06-04).  “See-and-avoid” is our first line of defense against a mid-
air collision.  The following are common situations that increase the possibility of a midair collision: 
 
Poor Communications: 
✈  Extremely heavy radio 


traffic and multiple fre-
quencies make it difficult  
to transmit and receive 
critical, flight safety re-
lated information.   


✈  Radio transmissions not 
being acknowledged 
which results in others 
making dangerous as-
sumptions that the message was delivered and understood. 


✈  Missed radio calls resulting from aircrews turning their volume down too low or momentarily switch-
ing off the assigned frequency.   


✈  When aerial supervision aircraft are transitioning, radio frequencies are usually saturated as well as 
less attention directed towards maintaining aircraft separation.   
 


Deviation from Standard Operating Procedures:  
✈  Aircraft entering the FTA without clearance from aerial supervision.  When the FTA is in close prox-


imity to a base, aircraft may already be inside the 7 mile radius or soon after becoming airborne. 
✈  Multiple controlling aircraft  (ATGS, LEAD, ASM, HELCO) has created confusion as to which air-


craft each one is controlling. 
✈  Aircraft flight routes through the various zones are not clearly identified or coordinated.  


✈  Incident aircraft are either operating on the same retardant line or their flight routes cross with other  
flight routes resulting in airspace conflicts. 


✈  Firefighters on the ground requesting aircraft to perform missions without going through proper aerial 
supervision procedures.  


(AMD-43A) 
(04/10) 


Interagency Aviation 
 


ACCIDENT PREVENTION BULLETIN 


No.  IA APB 11-03 Date:  June 24, 2011  Page  1 of 2 
  


Subject:  Mid-Air Collision Avoidance 
  
Area of Concern:  All Aviation Operations 
  
Distribution:  All Aviation Users 
  



http://www.fs.fed.us/fire/av_safety/promotion/safety_alerts/IA_06_04.pdf�





No.  IA APB 11-03    Date:  June 24, 2011      Page 2 of 2 
 
Loss of Situational Awareness: 
✈  Aerial supervision platforms are beginning to ex-


ceed their optimal capacity for control due to large 
numbers of aircraft or multiple missions ultimately 
resulting in excessive confusion. 


✈  Boundaries or virtual fences are either not estab-
lished  or clearly identified which negatively im-
pacts the ability to ensure safe separation of air-
craft.  


✈  Emergent missions often impede the ability to con-
duct and obtain  complete briefings.  Morning mis-
sions are usually briefed in controlled environ-
ments with little distraction.  In the afternoon, 
emergent missions are not afforded the same opportunity for crews to obtain clear and complete infor-
mation prior to flight. 


✈  Some fires have become so large and complex they are divided into zones with aerial supervision as-
signed to each zone.  A lack of planning and coordination of aircraft transitioning through the various 
zones have resulted in near mid-air collisions. 


 
Recommendations:.  
✈  Follow the ABCs of communication  - Accurate, Bold, and Concise. Keep discussions to the informa-


tion required and allow breaks for other aircraft to communicate, especially during transition .  Exces-
sive communications create distractions, cause other aircraft to tune out (mentally or by volume), and  
prevent the flow and dissemination of critical flight safety related information.  


✈  Acknowledge all radio calls.  NEVER ASSUME the person on the other end has heard you! 


✈  When working on a fire with multiple zones, they should be treated as separate FTAs.  Do not transi-
tion from one zone  into another without approval from each zone aerial supervision platform. 


✈  Establish and brief transition corridors when significant traffic is expected to be moving through com-
plex fire areas with multiple zones. These corridors should have altitude and lateral restrictions to de-
conflict transiting aircraft from operational traffic.  


✈  Follow established FTA procedures, DO NOT enter the FTA until positive radio contact and clear-
ance has been obtained. 


✈  Coordinate air support requests with the appropriate aerial supervision platform.  Direct requests to an 
aircraft could create a hazard when aerial supervision is unaware. 


✈  Utilize HELCOs as they are a good resource for load sharing when operations become complex.   
Managers should dedicate resources or request additional resources to fill HELCO positions. 


✈  Ensure all briefing elements that are normally covered in the morning are also applied to emergent 
missions throughout the day.  Ideally, crews should be able to coordinate and receive an adequate brief 
on the ground vice in the air. When this is not possible, the level of risk for any given mission has been 
increased.  Ensure you establish clear instructions, control and frequency assignments.   


✈  For additional information, review chapter 7 of the Interagency Aerial Supervision Guide. 
 


/s/ Gary Morgan  /s/ Keith Raley 
Gary Morgan  Keith Raley 


Acting Branch Chief, Aviation Safety 
Management Systems, USFS 


 


 Chief, Aviation Safety 
& Program Evaluations 



http://www.nwcg.gov/pms/pubs/pms505.pdf�
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Discussion:  As fire season progresses in the West, we are encountering many rivers and streams that are 
flowing at higher than normal rate for this time of year.  Those that are flowing near normal appear to 
have a significant amount of debris from earlier flooding.  With the high water flow and debris, thorough 
risk assessments need to be conducted on dip sites prior to commencing operations.   


A Bell 212HP performing  bucket operations with a 150 foot longline (SAFECOM 11-508) caught a log 
in the bucket cables.  The assistant helicopter manager and pilot had scouted the area for dip sites and 
determined the main river was flowing too fast.  Smaller streams with pools and a lake were selected as 
optional dip sites.  In the after 
action review the unit noted  
that the pools selected were 
twice as large as normal with 
faster running water in and out 
of the pool.  This caused some 
concerns; fast water caused the 
bucket to roll back through it-
self tangling the cables, and 
there were known to be logs 
and other hazards under the 
water surface that were not eas-
ily visible to the pilot.  The lake 
water was so high that trees and 
shrubs along the shoreline were 
well below the high-water line 
and roots or snags were not eas-
ily visible. 


Further review of the SAFE-
COM system found several 
similar events.  SAFECOMS 08
-674, 07-938, 07-693, 06-266 are 
more examples of reports relat-
ing to the same operational is-
sues. 
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Recommendations:  
 
* Use local knowledge for dip site selection.  
 
* Utilize dip site managers whenever possible 


and ensure they have radio contact. 
 
* Helicopter managers need to discuss with the 


pilots their comfort level with dip sites and if 
improvements are needed. 


 
* Conduct thorough reconnaissance; include a 


broader look at the water area so all potential 
obstacles are addressed and ensure safety cir-
cle compliance if descending below canopy. 


 
* Define parameters for dip site acceptability 


based on your assessment of the risks from 
winds, debris, swift water, etc.  Ensure all personnel using the dip site understand and operate within 
those parameters. 


 
* Look for pools near the sides of the rivers or streams where flow rate is lower. 
 
* Carefully evaluate pools that are developed upstream from debris build-up. 
 
* In extremely high water conditions ensure that the dipsite is free of debris and the bucket is kept away 


from the water inlet and the outlet where debris may have settled.   
 
* Control the bucket depth throughout the dip cycle, do not allow the bucket to sink below the water-


line to the point that obstacle avoidance cannot be assured. 
 
* Consider alternatives to the risk of fast water (i.e. setting up folding tanks, pumpkins, etc.) 
 
 
 
Please contact your agency helicopter inspector pilots if you have any questions or concerns regarding 
dip site operations.   
 
 


 


/s/ Ron Hanks  /s/ Keith Raley 


Ron Hanks  Keith Raley 


Branch Chief, Aviation Safety  
Management Systems, USFS 


 


 Chief, Aviation Safety 
& Program Evaluations, DOI 
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Discussion:  In September, 2011 a Eurocopter AS-350BA sustained substantial damage after winds 
caused the aircraft to lift up and roll over on a ridgeline despite the engine operating at idle RPM (NTSB 
#  ANC11LA108).  The aircraft had landed on the top edge of a steep slope where winds were forecast 
to be strong and erratic due to an arriving low pressure system over the area.  The National Weather 
Service (NWS) forecasted the surface winds at 35 – 45 knots however, NWS hourly observations from 3 
different observation locations indicated maximum velocities ranging from 10 - 29 knots.    
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
In an effort to better understand how this accident occurred, Eurocopter simulated the event with a 
similar aircraft of the same weight, rotor speed and other environmental features including surrounding 
terrain (based on pictures supplied from the accident site), landing surface, and winds.  The simulation 
revealed that the aircraft could be lifted off the ground with a wind speed of as little as 37mph (32Kts) 
when the impact angle struck from below the rotor disc.  As the relative wind angle moves upward to-
ward a level plane with the rotors, the wind velocity required to lift the aircraft increases.  
 
Research of NTSB accident reports discovered a similar incident in December 2008 where a Kaman K-
1200 helicopter was upset by wind gusts that fatally injured one ground crew member (NTSB # 
WPR09LA057).  In this particular case, the pilot started the helicopter during light and variable quarter-
ing tailwinds of what he estimated to be 15 knots. The NTSB investigation determined the winds at the 
accident site most likely exceeded the maximum wind allowed with reference to the helicopter's prevail-
ing wind envelope, which resulted in the helicopter lifting to the left and rolling over. 
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KEY POINTS: 
 
 In both instances, winds were forecast to be erratic and gusty yet local observations were within the 


published aircraft limits. 
 
 Both aircraft were operating at idle rotor rpm. 
 
 In one situation, ground crew were in close proximity which ultimately resulted in a fatal blade strike. 
 
 There had been no understanding by either crew of a similar event ever happening and they were not 


alert for this type of control loss. 
 


RECOMMENDATIONS: 
 
 PASPs should be shared amongst all aircrew (including the pilot) in order to ensure pertinent safety 


related information is communicated.  This may require extra coordination when dealing with ven-
dors (contracted personnel). 


 
 Avoid ground personnel movement within the area of the rotor arc when starting, shutting down, or 


at ground Idle 
 
 Flight Crews are required to; 


 
 Know wind limitations for start-up and shut down for the make/model operated 
 
 Plan for flight conditions based on current observations AND forecast weather. 
 
 When loitering on the ground, base operating RPM on peak wind conditions and plan for addi-


tional fuel requirements as necessary.  
 
 Be aware of the affects of wind blowing from below the rotor disc and plan your landing site selec-


tion accordingly. 
 


 Rising terrain can generate orographic turbulence and greatly accelerate wind velocity as the air 
travels over the top.  This should be accounted for in the preflight planning process. 


 


 


/s/ Ron Hanks  /s/ Keith Raley 
Ron Hanks  Keith Raley 


Branch Chief, Aviation Safety  
Management Systems, USFS 


 


 Chief, Aviation Safety 
& Program Evaluations, DOI 
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Area of Concern: Thermal runaway 
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Discussion:  Lithium batteries fall under hazardous 
materials regulations (49 CFR 171) due to their 
potential to overheat and ignite in certain conditions. 
Additionally, it can be very difficult to extinguish 
after it has ignited. Department Of Transportation 
(DOT) rules for lithium batteries are risk based in 
that it recognizes that the amount of stored energy is 
the major component of risk of a fire. The amount 
of stored energy is related to the number of cells in 
the battery and the total amount of lithium present. 
In general, the risks posed by lithium batteries are a 
function of battery size (the amount of lithium 
content and corresponding energy density) and the 
likelihood of short-circuiting or rupture.   
 


By comparison to standard alkaline batteries, most lithium-ion batteries manufactured today contain a 
flammable electrolyte with a very high energy density. A lithium battery is susceptible to thermal runaway, a 
destructive chain reaction resulting from self-heating and the release of its stored energy. 
 
Like other products that contain hazardous materials, lithium batteries can be transported safely provided that 
the appropriate precautions are incorporated in to the design, packaging, handling, and emergency response. 
 
DOI and USFS have been granted a waiver by DOT to carry hazardous material that states that "All aircraft 
and personnel operating under the terms of this special permit (DOT-SP 9198) must be in compliance with 
the requirements of the DOI/USDA-Forest Service January 2005 "Interagency Aviation Transport of 
Hazardous Materials Handbook/Guide"......" (see IA Tech Bulletin 2012-01(revised) Hazmat Special Permit 
DOT-SP-9198 dated December 27, 2011). 
 
The Interagency Aviation Transport of Hazardous Materials Handbook/Guide states:  "A. All batteries, 
regardless of type, must be protected from short circuits by nonconductive terminal caps, tape, covers, or 
containers."    Although the handbook does not specifically mention lithium ion batteries by name, the term 
“All batteries” provides for their inclusion. 
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/s/ Keith Raley 
Keith Raley 


Chief, Aviation Safety and Program 
Evaluations 


/s/ Ron Hanks 
Ron Hanks 


Chief, Aviation Risk Management 
and Training Systems 


Here are some tips for battery safety: 
 


 Clearly identify every battery you use as to type. If it contains lithium, make certain it is clearly 
marked.  


 Pack spare batteries in baggage that is easily accessible in case an incident does happen. 
 Keep spare batteries in the original retail packaging, to prevent unintentional activation or short-


circuiting. 
 If original packaging is not available, effectively insulate battery terminals by placing tape over the 


contacts. Place each battery in its own protective case, plastic bag, or package. Do not permit a loose 
battery to come in contact with metal objects, such as coins, keys, or jewelry. 


 Only charge batteries which you are sure are rechargeable! Non-rechargeable batteries are not 
designed for recharging, and become hazards if they are placed in a battery charger. NEVER attempt 
to recharge a battery unless you know it is rechargeable. If you have already charged a non-
rechargeable battery, do NOT bring it on board an aircraft. 


 Special consideration must be given to the type of electrical power provided for the recharging of 
lithium ion batteries. Lithium ion batteries pose a safety hazard if overcharged or excessively 
discharged. Operators should have lithium ion battery charging procedures that are in accordance 
with the battery manufacturer’s charging instructions to prevent lithium ion battery thermal hazards.  


 Take steps to prevent crushing, puncturing, or putting a high degree of pressure on the battery, as this 
can cause an internal short-circuit, resulting in overheating. 


 If a battery starts to overheat, water is effective in stopping the propagation of thermal runaway and is 
recommended in controlling lithium-ion cell fires in installed equipment. Halon 1211 will extinguish 
the open flames from a lithium-ion or lithium-ion polymer cell fire and prevent the spread of fire to 
other ordinary combustibles but will not prevent flare-up as additional cells go into thermal runaway 
due to the dispersion of the agent.   


 
Recommended quantity limitations by the FAA are 5kg equivalent lithium content (ELC) for passenger 
aircraft and 35 kg ELC for cargo aircraft (49 CFR 172.101 Hazardous Materials Table). For quantities 
greater than these, ensure a proper risk assessment has been approved by the appropriate level of supervision. 
 


WHEN IN DOUBT, LEAVE IT OUT!!! 
  
For more information on lithium batteries, go to:  http://safetravel.dot.gov 
 
References: 
1.  DOT/FAA/AR-06/38, Flammability Assessment of Bulk-Packed, Rechargeable Lithium-Ion Cells in Transport 
Category Aircraft 
2.  DOT/FAA/AR-10/31, Fire Protection for the Shipment of Lithium Batteries in Aircraft Cargo Compartments 
3.  49 CFR Part 171, 172.101, 172.188-190 







