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The BLM aviation program experi-
enced two accidents during FY13  
One involved a Bell 206B during 
aerial seeding operations.  The air-
craft’s seed bucket contacted power 
lines during aerial distribution.  The 
second accident involved a King Air 
C90 Air Tactical aircraft.  The King 
Air  accident classification was listed 
as an accumulation of fatigue events 
resulting in left wing damage.  The 
damage was not evident until the 
aircraft underwent its annual winter 
maintenance inspection at the con-
tractor’s hangar.   
 
The program experienced one ele-
vated Safecom involving a SEAT 
AT-802 while preparing for fueling 
operations at a self-serve fueling 
island.  During shutdown the air-
craft rolled into the self-serve fuel-
ing island while  the props were still 
turning. 
 
Aviation Leadership Develop-
ment Initiative (ALDI) 
FY13 was the final field year for the 
Aviation Leadership Development 
Initiative (ALDI) #2.  ALDI #3 will 
be advertised Winter 2014. 
 
Non Fire Training (IAT) 


 602 IAT course completions  in 
the classroom  


 102 course completions at IAT  
workshops.   


 4239 online course completed  
 45 webinar course completions.  


 


 
2013 Summary 


BLM NAO Program Review   Missions Centered Solutions (MCS) 
conducted an organizational review of the BLM’s aviation program for 
the periods of 2009-2012.  The focus of the review was on accident 
prevention, organizational improvements and to identify potential areas 
of cultural/organizational weaknesses. The investigation employed a 
two-phase sequential design: first, a theory developing phase informed 
by interviews with key personnel including BLM and vendor employees 
and second, a quantitative phase in which a survey was used to verify 
and generalize common themes.  Final recommendations (42) are being 
prioritized.  
 
 
Questions or comments, contact Kirk Rothwell Aviation Safety & Training Advisor 208-
387-5879 


 


BLM Aviation Safety & 
Training FY 2013 


Safecom Summary FY13 
(139) FY12 (143) 


Helicopter (64)  FY12 (65) 


SEAT/Airtankers (27)  


    FY12 (31) 


Airplane (42) FY12 (41) 


Airspace (18) FY12 (11) 


Airwards &  
Recognition 
 
 Airward, HMGB 


“Vigilance working around 
helicopters”   Safecom 13-
0472 


 
 Airward, Multiple Pilots - 


“Risk Management  & Fly-
ing During High Tempo 
Flight Operations.” 


      Safecom 13-0662 
 


 


 


 


 


Accidents 
 Eureka, NV  February 18, 2013  Aerial Seeding “Bell 206B 


collided with power transmission lines” 1 fatality  NTSB 
WPR13GA128 


 Unknown location,  January 28, 2013  Low-level lead plane 
and air attack missions, King Air C90, N14CP, “substantial 
damage to left wing.” No injuries NTSB WPR12TA445 


Elevated Safecom  
 Wells, NV July 16, 2013  Fueling Operations “SEAT rolled 


into self-service fuel pump” No injuries Safecom 13-0506 
Report 


Safety Management  
Systems  (SMS) 
 
As part of the BLM’s dedica-
tion to Safety Management 
Systems (SMS) - Assurance,  the 
BLM Helicopter Program Man-
ager, Safety Advisor and OAS 
Maintenance Inspector provid-
ed Quality Assurance and SMS 
compliance visits with 10 Ex-
Use Helicopter Contractors 
during field operations.   
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All agencies within the Federal Government will be affected by the federal budget reductions often referred to as 
“sequestration”.  While the wide ranging impact of sequestration is still being determined, projected funding 
reductions may possess unintended consequences.  That being said, sequestration poses several significant risks:


1. Possible cuts to training, proficiency, and maintenance budgets.
2. Additional stress on DOI personnel (at work and at home) dealing with the uncertainty of furloughs and 


associated implications.
3. Potential reductions in oversight (both within and external to DOI) as a result of any furloughs.


Increased vigilance will be required of all of us as no mission is worth risking your life or those whom you work 
with.


Here are some basic strategies:


Maintenance. 1. Perform a risk assessment. 2. Determine the associated risks.  3. Develop mitigations.  
4. Ensure those mitigations are working.  5.  Repeat.   Simply increasing the situational awareness will prove 
valuable.  Some examples include checking that the aircraft is properly carded before we fly, questioning the 
operator if you see maintenance issues that are not corrected or documented properly, and actively participating in 
the SAFECOM system. If you are ever in doubt about the airworthiness of an aircraft, ask the pilot. If you are not 
satisfied, DO NOT USE THE AIRCRAFT and contact your bureau national aviation manager or OAS through your 
respective management channels. The consequences are too high to take lightly.


Training. Training is a fundamental component that is required to ensure those who engage in aviation activities 
possess knowledge or skills that enable them to perform their jobs safely and effectively in the extremely 
unforgiving aviation environment.  Contact OAS Training (208) 433-5090 for alternative solutions to meet 
requirements.


Personnel. The Human Factors risk is tremendous. Trying to maintain a professional focus while flying or 
performing administrative duties is difficult when you and your family’s livelihood is at risk. Monitor each other 
and help ensure that we foster an environment that is conducive to an unrestricted flow of communication.  
Managers require timely, relative, and accurate information in order to make appropriate decisions now more than 
ever - this process starts with everyone.


As these economic challenges become more pronounced, it is imperative that users and managers be proactive in 
determining where new risks will appear and which remaining risks may intensify. Armed with this knowledge, 
you and your respective bureau will be better able to mitigate risks to an acceptable level and accomplish your 
mission in a safe manner.


OAS-43
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Department of the Interior
Accident Prevention Bulletin


No. DO1 APB 13-01 Page 1 of 1 


Subject: Budget Reductions and Flight Safety


Area of Concern:  Flight Operations


Distribution: All Aviation Users


Date:  March 7, 2013


/s/ Keith C. Raley


Keith C. Raley
Chief, Aviation Safety and Program Evaluation








Question:  Have you ever wondered if more aircraft mishaps occur on one particular day of the week as 
opposed to others?  Office of Aviation Services (OAS) asked that question after noticing a disturbing trend.  
OAS Aviation Safety then conducted a deeper investigation, using data from the searchable Interagency 
Aircraft Accident Database.  


What did we find? – Over the past 11 years, Thursday stood out as having a significantly higher aircraft 
accident rate than any other day of the week.  In fact, the DOI aviation mishap rate for Thursday is over 
TWICE AS HIGH as the average mishap rate for the other six days.  Almost one third of all DOI 
aviation mishaps occur on Thursday. The DOI aviation mishap rate for holidays is EVEN HIGHER.


OAS-43
(12/12)Department of the Interior


Accident Prevention Bulletin


No. DOI APB 13-02 Page 1 of 2 


Subject: THINK SMART THURSDAYS……….AND HOLIDAYS


Area of Concern:  Flight Safety


Distribution:  All Flight Activities


Date: May 16, 2013


The blue columns in the chart (below) indicates the number of flight hours for each day of the week and holidays. 
The number of mishaps per 100,000 flight hours, or mishap rate is shown by the red line.  The actual number of 
mishaps per day of the week are shown along the bottom.
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/s/ Keith C. Raley


Keith C. Raley, Chief, Aviation Safety and Program Evaluation


Percentage of DOI Aviation 
Mishaps by Day of the Week


2002 - 2012


What are the possible causes? – Almost 90% of all aircraft mishaps involve human factors.  These human 
factors occur at all levels.  Possible human factors that may be contributing to the Thursday phenomena 
include:


*  Time pressures - trying to wrap up a project before Friday or sunset?
*  Fatigue due to the operations tempo from the previous days.
*  Complacency – repetitious tasks where people end up taking short cuts.


Additional possible holiday factors include:
*  Lack of management participation due to their absence.
*  Time pressures – trying to finish up so you (or others) can begin your holiday.
*  Lack of required personnel to adequately perform the mission as planned.


How can I use this knowledge? – Knowledge is power, but only if you use it.  Awareness is a key part of 
mishap prevention.  Here are some suggested action items to help you and your organization apply this 
information in order to bend the trend and avoid becoming a DOI aviation mishap statistic:


1. Discuss this Accident Prevention Bulletin with your coworkers and supervisors.
2. Do any of the above human factors affect your Thursday or holiday flight operational decision making?
3. How can you and your organization control the adverse influences involving the Thursday and holiday 


phenomena so that your operations remain as safe as operations conducted on other days?
4. What support can your organization’s senior leadership provide (e.g. awareness, mission flexibility, etc.) 


to help you and your organization reduce the spike in aviation mishaps on Thursdays and holidays?
5. What other possible factors might be influencing your organization’s Thursday operational decision 


making?








Discussion: 


Interagency Aviation 


Accident Prevention Bulletin 


OAS-43A 
(12/12) 


No. IA APB 13-01           Page 1 of  2  


Subject: Take Your iPad Flying 


Area of Concern:  Safety, Policies, and Procedures 


Distribution:  All Aviation Users  


Date:  04/02/2013 


It is hard to believe that the first iPad was released just a few years ago in 


April 2010. Since then, iPads, GPS, and their smart phone cousins have 


become a familiar part of our daily lives including airplane and helicopter 


cockpits.  Much can be said for the advantages that these devices can bring 


to our operations.  Technically, they can replace our paper charts, display 


weather, file flight plans, and provide real time GPS data and more.  The 


providers of these services say that the devices aid in pilot situational 


awareness, decrease pilot workload, and generally simplify flying. There 


are new apps and devices released everyday directed toward the aviation 


consumer.  Unfortunately, the addition of these new devices can present a 


steep learning curve and should be approached carefully in order to prevent 


it from becoming a fatal distraction rather than an asset.  


So what is an EFB? The definition of an Electronic Flight Bag (EFB), according to the FAA's Advisory 


Circular (AC No. 120-76A), is an electronic display system intended primarily for cockpit/flightdeck or 


cabin use. EFB devices can display a variety of aviation data or perform basic calculations (e.g., 


performance data, fuel calculations, etc.). The FAA recently updated its guidance for using iPads or 


Electronic Flight Bags (EFB).  The FAA Advisory Curricular 120-76B, “Guidelines for the Certification, 


Airworthiness, and Operational Use of Electronic Flight Bags,” was published in June 2012 and the FAA 


letter of authorization guidance for use of iPads in particular in the cockpit, was released in February last 


year.  Although, the Department of the Interior has yet to issue a specific policy on EFBs, we are still 


required to observe the appropriate FAA requirements. 


Screenshot Provided 


by ForeFlight 


You should be aware that replacing paper aeronautical information with EFBs still 


require certification and approval for use under 14 CFR Parts 121, 125, 135, 91F 


and 91K.  These types of operations possess requirements that must be met prior to 


using an EFB.  


For most Part 91 operators, using an EFB in lieu of paper is the decision of the 


aircraft operator and/or the pilot in command.  Pilots and operators adopting an 


EFB device must consider how to interact with the device(s) in a variety of 


environmental conditions and intense pilot workload throughout all phases of flight.  


From an equipment compatibility perspective, operators must comply with 


requirements of 14 CFR parts 91, 
 


 91.21 to ensure any EFB devices don’t interfere 


with other aircraft equipment and systems required for flight. 
Image Provided by 


Garmin 
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/s/ Keith C. Raley 


Keith C. Raley 


Chief, Aviation Safety 


and Program Evaluation 


/s/ Gary Sterling 


Gary Sterling 


Acting Branch Chief, Aviation Safety 


Management Systems 


Keep in touch! 


Many of the new devices such as the iPads or the new generation of Garmin 


GPS units use capacitive touch screens.  These screens use the change in 


electrical capacitance caused by a finger touch.  They will let you touch, 


slide, pinch and zoom, but don’t necessarily work with a gloved hand, or at 


least with a conventional summer flyer’s Nomex flight glove.  This 


complicates the compliance with the ALSE requirements for special use 


missions.  Taking a glove off and on to operate a device may not be the best 


choice during critical phases of flight.  The good news is that there are 


touch screen friendly gloves that meet the MIL-Spec requirements for flame 


resistant gloves that are being produced in small numbers now and will be 


commercially available soon. 


  


Stay Heads Up! 


 


Early touch screen friendly glove 


designs have met with mixed 


success. 


A review of recent ASRS incidents involving EFBs revealed many distracting events, outdated chart or 


airspace data, and pilots relying on outdated weather data.  Airspace incursions have been the most commonly 


reported issue and are usually the result of improperly programmed devices or lack of familiarity.   


As a result of a recent weather related mishap, the NTSB has warned those who use NEXRAD weather 


products that the weather depicted on the panel display can be 15-20 minutes older than its indicated age.  


Thus, this type of weather information should limited to long-range weather and flight planning and not used 


as real-time data.    


Balancing the new features of these tools and their advantages in the cockpit can be a challenge. Pilots need 


to remember that they are still responsible for basic flying skills and pilot duties as these machines tend to 


manufacture distractions.   


Recommendations 


• Operators should be aware of the appropriate FAA guidance on the use of EFBs and more importantly, 


the reasons behind them.  


• Pilots should be thoroughly familiar with the portable EFB features for all phases of flight. 


• Preflight the device before each flight.  Ensure it is charged, tested for functionality (with and without 


internet connectivity), and that the database is current for all publications. 


• Setup your data while on the grounds during preflight such as destination airports, maps, approach 


charts and your route of flight.    


• Mount the system to secure the device in the cockpit in order to avoid loose items during turbulence.  


Avoid covering up instruments and view of traffic. 


• Take it out of the case and don’t leave it in the sunshine.  Devices can overheat on hot days and shut 


down unexpectedly. Be prepared to operate without it. 


• Beware of Fixation!  Be heads up and don’t be distracted by your device. 
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Subject: Authorized Flight Helmet Parts


Area of Concern:  Aircrew Safety – Personal Protective 
Equipment (PPE)


Distribution:  All Aviation Users


Date: April 30, 2013


Discussion:  Some flight helmets may contain outdated 
components that don’t afford the same level of protection as 
updated components. Additionally, some manufactures are 
misrepresenting their products by stating that they meet military 
specifications (milspec) or that they’re “exactly the same” as mil-
spec helmets and related components.  Wearing helmets that 
don’t meet the agency requirements is not only against DOI and 
USFS policy, it’s downright dangerous!


In the 1980s, the Army conducted significant research into the injuries received in helicopter accidents. Their 
research showed that 30% of the most severe impacts were on the sides of the helmet which often resulted in 
basilar skull fractures.  Lack of energy-absorbing earcups was listed as a major cause of injuries in 39 of 105 
helicopter accidents studied. Flexible earcups crush upon impact and absorb energy in the same way a 
crumple zone functions on an automobile. The study concluded that energy-absorbing earcups offered 
significantly increased impact protection over the standard rigid earcup design and recommended that they 
be incorporated into all U.S. Army flight helmets.  As a result, helicopter helmet specifications were later 
changed to the flexible earcup design however, some helmets and components that met the original 
(outdated) milspec criteria may still be in use.


The DOI Aviation Life Support Equipment (ALSE) Handbook and the Interagency Helicopter Operations 
Guide (IHOG) used by the USFS contain similar requirements in that flight helmets must meet a U.S. 
military or ANSI standards. Flight helmets currently known to meet these requirements include:  SPH-
5, HGU-84P, SPH-4B, HGU-56P, Alpha 200, Alpha 400, Alpha Eagle (900), MSA Gallet LH050, LH150 
and the LH250. Helmets designed specifically for use in airplanes, such as HGU-33P, HGU-34P, and HGU-
55P do not provide adequate protection for helicopter occupants and are not approved for helicopter use.”


Although the ALSE Handbook and the IHOG authorize the SPH-4B helmet, the original version containing 
the Gentex SPH-4B earcups does not meet current agency standards due to their rigidity.  The preferred 
equipment for the SPH-4B is the Thermal Plastic Lining (TPL) conversion kit which contains flexible 
earcups, improved retention system, and thicker energy absorbing liner. Even better… it’s also more 
comfortable!


So, how can you tell if you have the preferred flexible earcups?   Read on and find out!
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1. If the eight retention fitting tabs on the earcup are 
glued to the earcup, then it’s not the preferred earcup.  
The preferred earcup shells are injection molded as one 
part.


2. Hold the earcup with both hands so your 
thumbs are on the back and press down. If it 
barely flexes, then it’s not the preferred earcup. 
The preferred earcups are quite flexible.


3. Hold the earcup with both hands so your thumbs 
are on the inner lip that goes over your ear and press 
down. If the lip barely flexes and feels rigid, it’s not 
the preferred earcup. The inner lip on the preferred 
earcups are fairly flexible.


4. Another difference between the two earcups is 
the location of the wire hole.  The preferred earcup
wirehole is drilled below the junction of the center 
and top tab on the outer shell vice the center of the 
middle tab on the outer shell for the obsolete 
earcup.


So what’s the big deal about using outdated or noncompliant equipment?  The chart below tells the story: 


The unauthorized helmet allows a substantial amount of force to be transferred to the head whereas the 
agency standard compliant helmet reduces that force by two thirds.


Mil-Spec SPH-5       Left
Dropped from
6.2 ft @ 19.6 fps       Right


Unauthorized helmet    Left
Dropped from
5.0 ft @ 17.8 fps       Right


100 g             200g 300 g           400 g            500 g


SPH-5 Max      SPH-4B Max
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/s/ Keith C. Raley


Keith C. Raley
Chief, Aviation Safety


and Program Evaluation


/s/ Gary Sterling


Gary Sterling
Acting Branch Chief, 


Aviation Safety Management Systems


Here are some best practices in caring for the equipment that’s there to protect you:


1. Inspect your entire helmet to determine if any parts require updating or repair. Replace unauthorized or 
obsolete parts with those that meet agency standards.
2. If you have a SPH-4B helmet, make sure the TPL conversion kit has been installed. If your SPH-4B 
helmet has the TPL layer assembly and impact liner but does not have the black retention system with 
crushable earcups, send it in for upgrade.
3. For assistance with helmet inspections, repairs and replacement parts, contact the manufacturer or Don 
Hubbartt, BLM Aircraft Attendant Training Leader, at 208-387-5529. 


Each helmet should be stored in a helmet bag when not in use and kept clean with mild soap and water 
only. Inspect and maintain the flight helmet in accordance with manufacturer’s specifications.


Damage to a non-approved helmet from a side impact force.


 Elongation (stretch) of the harness and chinstrap 
during an accident.


 Failure of the helmet attachment tabs that are sewn 
to the retention harness and where the chinstrap is 
attached to the retention harness.


 Unintended release of the pull-the-dot snaps on the 
chinstrap - DOI or USFS helmets should not
have pull-the-dot snaps.  If it does, you should 
replace it immediately.


The retention system  is also critical for reducing head impact 
forces by securing the helmet snugly to the wearer’s head.  
Retention systems that don’t meet the required mil-spec standards 
are prone to:


SPH-4B Retention 
Green in color


SPH-5 Retention 
Black in color


Periodic/annual inspections by the manufacturer or a “properly trained” person and special inspections by 
a “technically qualified” person are required in accordance with the DOI Flight Helmet Users Helmet 
Guide: https://www.iat.gov/docs/ALSE_FHUG_2008.pdf BLM has factory trained technicians certified 
to work on Gentex helmets.
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Subject:   Temporary Flight Restrictions (TFR) 


Area of Concern:  Aviation Operations 


Distribution:  All Aviation Operations  


Discussion:  During wildfires, Air Tactical Group Supervisor (ATGS), Aerial Supervision Module (ASM), 
Helicopter Coordinator (HLCO) and Dispatch offices have received requests from general aviation, Fixed 
Base Operators (FBO’s), charter flights, skydiving schools, glider operators and Department of Defense 
(DOD) schedulers (for military training flights including bombing missions and cruise missile flights)  re-
questing permission to “pass through” or operate within an active TFR.   
  
14 CFR 91.137 (a) 2 prescribes how Temporary Flight Restrictions are established to provide a safe environ-
ment for the operation of disaster relief aircraft.  When a NOTAM has been issued under this CFR section, 
all aircraft are prohibited from operating in the designated area unless at least one of the following condi-
tions is met:  
  
1. “The aircraft is participating in hazard relief activities and is being operated under the direction of the of-


ficial in charge of on-scene emergency response activities”.  
  
2.  “The aircraft is carrying law enforcement officials”.  
  
3    “The aircraft is operating under the ATC approved IFR flight plan”. 
  
4.  “The operation is conducted directly to or from an airport within the area, or is necessitated by the im-


practicability of VFR flight above or around the area due to weather, or terrain; notification is given to 
the Flight Service Station (FSS) or ATC facility specified in the NOTAM to receive advisories concern-
ing disaster relief aircraft operations; and the operation does not hamper or endanger relief activities and 
is not conducted for observing the disaster.”  


  
5. “The aircraft is carrying properly accredited news representatives, and prior to entering the area, a 


flight plan is filed with the appropriate FAA or ATC facility specified in the Notice to Airmen and the 
operation is conducted above the altitude used by the disaster relief aircraft, unless otherwise authorized 
by the official in charge of on scene emergency response activities”.  


 
Note:  According to FAA JO7210.3X “Coordination with the official in charge of on-scene emergency re-
sponse activities is required prior to ATC allowing any IFR or VFR aircraft to enter into the TFR area.” 
The FAA Advisory Circular 91-63C states “Notification must be given to the ATC/Flight Service Station 
(FSS) specified in the NOTAM for coordination with the official in charge of on-scene emergency response 
activities.” 
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In the interagency fire environment, participating pilots are trained and carded to understand Fire Traffic Area 
(FTA) conditions surrounding a TFR and have appropriate communication equipment on their aircraft.  Non-
participating pilots do not have the agency specific training and can be a hazard to disaster relief aircraft oper-
ating within the TFR area unless the procedures cited in the subject CFR and the implementing FAA FDC NO-
TAM are followed.     
  
Some accommodations (for flights such as early morning agricultural spraying operations) can be made 
through the establishment of time specific Temporary Flight Restrictions that releases the airspace for use after 
hours.   
 
With no legal authority to waive 14 CFR 91.137 and allow nonparticipating aviation, which do not meet at 
least one of the access criteria identified on page 1, to “pass through” the TFR area, ATGS, ASM and HLCO 
have only two options:  1.) Release the TFR (through normal ordering channels) to accommodate the requests 
2.)  Advise the requestor that they will have to continue to fly around the TFR for their own safety.  Except in 
rare circumstances, we recommend aerial supervisors choose option number two.    
 
 For more information contact: 
Julie J. Stewart USFS/BLM National Airspace Program Manager 
503-780-0097 or J5stewar@blm.gov 


References 
Interagency Airspace Coordination Guide: http://www.airspacecoordination.org/guide/index.html 


FAA TFR Regulation:  14 CFR 91.137 (a) 2 


FAA Advisory Circular AC 91-63C: http://www.faa.gov/regulations_policies/advisory_circulars/index.cfm/
go/document.information/documentID/22432 


FAA Orders “Facility Operation and Administration: JO 7210.3X: http://www.faa.gov/documentlibrary/
media/order/fac.pdf 


FAA’s Airspace Management Plan for Disasters  Version 1.1 18 July 2012: http://www.airspacecoordination.net/
files/FAA%20AMP%20for%20disasters%20pdf%20version%20for%20website.pdf 
 
FAA Orders “Procedures for Handling Airspace Matters” 7400.2J: http://www.faa.gov/documentLibrary/
media/Order/AIR.pdf 


FAA Orders “Air Traffic Control” 7110.65: http://www.faa.gov/documentlibrary/media/order/atc.pdf 


FAA Orders “Flight Services” 7110.10V: http://www.faa.gov/documentLibrary/media/Order/FSS.pdf 


Interagency Aerial Supervision Guide: http://www.nwcg.gov/pms/pubs/pms505.pdf 
 
 


/s/ Keith Raley  /s/ Gary Sterling 
Keith Raley  Gary Sterling 


Chief, Aviation Safety 
& Program Evaluations 


 Acting Branch Chief, Aviation 
Safety Management Systems 
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Subject: Visibility and Thunderstorms  


Area of Concern: Aviation Operations  


Distribution: Fire and Aviation Operations  


Discussion:   Reoccurring safety issues concerning aerial supervision operations remain persistent through-


out many of our fire related operations.  In recent years, Safety Communiques IASA 12-02 Aerial Supervi-


sion and Fire Traffic Area ,  IASA 12-04 Aerial Supervision, and IAAPB 11-03 Mid-Air Collision Avoid-


ance were issued to raise awareness on a variety of subjects that impact safety and efficiency.  Recently, 


two additional safety related issues were identified as requiring a heightened awareness: visibility and thun-


derstorms.  


 


Visibility  
We’ve seen pictures, videos, and have heard stories of aviation re-


sources flying in support of fire suppression operations with mar-


ginal visibility.  While conducting fire suppression in Class G air-


space only requires 1 statute mile (SM) visibility (FAR §91.155), 


operations in a fire area can be congested and complex.  


 


The Fire Traffic Area (FTA) was developed by aerial firefighting 


personnel to provide a standardized initial attack airspace structure 


and enhance air traffic separation for all aircraft over incidents.  


Additionally, FAR §91.137 allows for the establishment of Tempo-


rary Flight Restrictions (TFR) to provide a safe environment for the operation of disaster relief aircraft.   


 


The one mile visibility requirement is based on a much larger geographic area where aircraft would seldom 


operate and primarily rely on pilots ability to “see and avoid” one another. In contrast, the intensity and 


magnitude of operations within a FTA or TFR usually involve more aircraft in a smaller geographic area.  


Needless to say, one mile of visibility is insufficient to maintain flight safety. 


 


Thunderstorms 


The 2013 FAA Aeronautical Information Manual 


(AIM) makes this statement: “Avoiding thunder-


storms is the best policy”.  However, aircraft support-


ing firefighting activities routinely see thunderstorms 


near the area where the fire started.  Currently, there is 


no DOI or USFS policy restricting flights near thun-


derstorms.  Last year a MAFFS C-130 crashed in the 


vicinity of a thunderstorm while conducting fire sup-


pression activities.  The ASM aircraft on this mission 


was also damaged in the process of recovering from 


the severe turbulence.  
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http://oas.doi.gov/safety/library/alerts/FY2012/IASA1202.pdf

http://oas.doi.gov/safety/library/alerts/FY2012/IASA1202.pdf

http://oas.doi.gov/safety/library/alerts/FY2012/IASA1204.pdf

http://oas.doi.gov/safety/library/prevent/FY2011/IAAPB1103.pdf

http://oas.doi.gov/safety/library/prevent/FY2011/IAAPB1103.pdf
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The military accident report emphasized the military policy to avoid thunderstorms by 5 Nautical Miles 


(NM) or 6 SM for low level operations below 23,000 feet MSL.  Additionally, in 2010 the military issued a 


memo stating that MAFFS aircraft configured with a nozzle assembly extending out from the aircraft 


should avoid thunderstorms by 25 NM due to the increased risk of a lightning strike.   


 


Lightning is one hazard associated with thunderstorms and hail is another. 


When hail stones exceed 0.5 inches (13mm) in diameter, aircraft can be 


seriously damaged within seconds and unable to remain airborne.  Weather 


systems that are either known or forecast to produce hail should be avoided 


by an even greater margin. 


 


 


Recommendations:   
  


 Avoid Thunderstorms   


 Remain at least 5 NM from the edge of a thunder cell when operating in the low level tactical envi-


ronment.   


 Develop contingency plans for severe weather that provides suitable alternatives for participating 


aircraft that need to be either diverted or relocated.   


 Monitor long range weather activity and forecasts - delay aerial operations when strong storm cells 


are approaching. 


 Suspend operations if within 5 nm of a thunderstorm.  


 


 Avoid Marginal VFR  


 Aerial Supervision needs to ensure the operating area contains adequate visibility to conduct opera-


tions safely regardless of the type of airspace involved.  


  


 Ensure transponders are operating with mode C (altitude reporting) in order to aid detection by TCAS 


configured aircraft. 


  


 Communicate changing visibility and thunderstorm activity over the incident and operating bases. 


  


 Review recent Safety Alerts: IASA 12-04 & IASA 12-02, on Aerial Supervision and Accident Prevention 


Bulletin: IAAPB 11-03, on Mid-Air Collision Avoidance. 


/s/ Keith Raley   /s/ Jim Truitt 


Keith Raley   Jim Truitt 


Chief, Aviation Safety & 


Program Evaluations 


  Acting Branch Chief, Aviation 


Safety  Management Systems 


 


Hail yes, it will ruin your day! 



http://www.fs.fed.us/fire/av_safety/promotion/safety_alerts/IA%20SA%2012-04%20Aerial%20Supervision.pdf

http://www.fs.fed.us/fire/av_safety/promotion/safety_alerts/IASA_12-02_Aerial_Supervision.pdf

http://www.fs.fed.us/fire/av_safety/promotion/accident_prevention_bulletins/IA%20APB%2011-03%20Mid-Air.pdf
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Subject: Fuel Planning and Management


Area of Concern: Flight Operations


Lessons Learned
Date: December 11, 2012


Distribution:  All Aviation Activities


Discussion: According to the NTSB, there 
have been at least 19 fuel related accidents 
this year alone. 14 involved fuel exhaustion 
and 5 involved fuel starvation.  In DOI, there 
was one accident in FY12 that involved fuelwas one accident in FY12 that involved fuel 
exhaustion.  Fuel exhaustion means there is no 
fuel remaining.  Fuel starvation means that 
fuel was available, but was unable to be used 
by the engine.


You’re probably asking yourself – How could anyone run out of fuel?  The answer: Improper 
fuel planning and in-flight fuel management.  These vital functions always begins with:  what are the 
mission requirements, how much fuel do I need, and how much do I have? If you don’t know what your 
mission requirements are and how much fuel you have to start with, then it’s impossible to know how long 
you can stay airborne over a fire or how far you can go on a survey or whether or not you can take your 
passengers where they need to go.


Next, what do the performance charts say about fuel required for:
Start / taxi / takeoff
Climb to altitudeClimb to altitude
Cruise - maximum range, fast cruise, or maximum endurance?
Mission profile – low, mid or high altitude operations
Descent 
Approach – Instrument or VFR straight-in


Remember the FAA required fuel reserve?  Instrument flight rules (IFR)
or visual flight rules (VFR)?  Day or night? 


Actual fuel gauge reading (with 
power on) after an accident due to 


Heuristics.  A heuristic (commonly referred to as a rule of thumb) is a 
mental shortcut that allows people to solve problems and make 
judgments quickly and efficiently. These rule-of-thumb strategies 
shorten decision-making time and allow people to function without 
constantly stopping to think about the next course of action. While 
heuristics are helpful in many situations, they can also lead to biases.  
For example: after running out of fuel the pilot insisted that the fuel exhaustion.  For example: after running out of fuel, the pilot insisted that the 
aircraft could fly for 4 ½ hours. He didn’t check the fuel tanks before 
flight to make sure they were full and the calibrated fuel gauge read 
empty (and had been for a while). His rule of thumb was that the 
aircraft could always fly for 4 ½ hours.  Well, not that day.
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Here are a few tips for managing fuel:  


1. PLAN!  Every flight requires homework which includes knowing the fuel required to perform your 
mission.


2. Stay with the aircraft during fueling to make sure you received the correct amount and type of fuel. 
Compare the quantity on the receipt with your fuel gauge prior to taxi.


3. In-flight fuel checks – Update your fuel status regularly to monitor fuel burn.  Every 15 minutes is a best 
practice employed by many professional aviation organizations.


4. Set a bingo fuel state. Bingo fuel is that amount required to depart area of operations and be overhead the 
airport with the required amount of reserve fuel (VFR option, see #6 below). 


5. Communicate the bingo fuel state to others (especially other crewmembers) and employ their capability 
to assist you in monitoring the fuel in order to ensure you don’t accidentally fly beyond bingo fuel.  


6. Divert fuel.  Always have divert locations available throughout your route of flight and know the amount 
f f l i d t h it Y k h th i t i iof fuel required to reach it.  You never know when weather or a maintenance issue may require a 


different destination.  Additionally, the runway you plan on using may be unavailable as a result of 
another crew’s misfortune.


7. Reserve fuel. Remember the FARs 14 CFR 135.209, 14 CFR 91.167.  This governs the amount of fuel 
that’s required to be on board overhead your destination.


8. Minimum fuel. Remember, declaring minimum fuel does not give you special handling from air traffic 
l (ATC) I i d i lcontrol (ATC). It is advisory only.


9. Emergency fuel.  It’s so much better to declare an emergency for low fuel and land safely than to not 
declare an emergency and suffer potentially catastrophic results. You would be surprised at how helpful  
ATC can be when you’re in a pinch and you wouldn’t believe how much less paperwork is required.        
Most importantly, your loved ones will thank you.


10. Remember, if you’re an aircrew member, it’s your responsibility to know what the plan is .  If nobody 
tells you, ASK!!!


Don’t be the 
news story of 


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


the day. 


Keith C. Raley
Chief, Aviation Safety


and Program Evaluation


Ron Hanks
Branch Chief, Aviation Operations
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Subject: Dissemination of Accident Information


Area of Concern: Unapproved Release of Information


Distribution:  All  Aviation Activities


Date: June 28, 2013


Discussion: Recently, sensitive information involving an aircraft accident investigation was 
inappropriately disseminated despite the user acknowledging that the information they were viewing 
was not to be shared without prior approval. This breech of ethics is in direct violation of NTSB, 
USFS, and DOI regulations and jeopardizes our mutually beneficial relationship with the NTSB.


DOI and USFS investigate contracted and fleet aviation accidents under their respective operational 
control in conjunction with the NTSB. The NTSB always serves as the primary agency responsible 
for the investigation and grants agency authorized representatives with “party status” to the 
investigation. Agency regulations designate custodians of that information to ensure compliance with 
the NTSB regulations. 


Mishap reviews give us the opportunity to examine all the contributing factors within a mishap.  
Without mishap reviews, we would fail to learn from our mistakes. As a world-respected scholar once 
said: “Success does not consist in never making mistakes but in never making the same one a second 
time.”


The IAT website A-200 Mishap Review entry point requires the user to acknowledge that the 
information is controlled. A-200 information is produced for mishap prevention purposes only and 
is approved by the NTSB and respective OAS or USFS Safety Manager. 


A-200 MISHAP REVIEW - DOI/USFS - FISCAL YEAR 2012


Welcome to the FY2012 Mishap Review. This course is designed to help you learn from DOI and USFS aviation incidents, 
mishaps or accidents that occurred in FY2012.


This is PRELIMINARY information. It is provided for accident prevention purposes only.


In accordance with NTSB 831.13 Flow and dissemination of accident or incident information:
(b) … Parties to the investigation may relay to their respective organizations information necessary for purposes of prevention or 
remedial action.


… However, no (release of) information… without prior consultation and approval of the NTSB.


After viewing the DOI and USFS presentations, you will have the option of continuing to a self-certification screen to receive 
credit for the course.


I have read the NTSB statement and want to view the course.
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/s/ Keith C. Raley


Keith C. Raley
Chief, Aviation Safety


and Program Evaluation


/s/ James Truitt


James Truitt
Acting Branch Chief, Aviation Safety


Management Systems


IALL 13-03 June 28, 2013 


All aviation supervisors and managers should discuss this Lessons Learned with their personnel to 
ensure that the information is used in an appropriate and approved manner.  


If anyone has any questions, please contact the OAS Aviation Safety and Program Evaluations 
Division or USFS Aviation Safety Management Systems office. 


Agency regulations require that information received as a result of participating in an NTSB 
investigation be handled in accordance with 49 CFR 831.13 and is subject to the provisions of the 
Freedom of Information Act (FOIA) as amended, and the Privacy Act of 1974. Prior to every A-200 
mishap review, the “Ground Rules” slide is shown to reiterate the purpose of the mishap review and 
that the information is controlled.


Parties to an investigation must verify that they are familiar with the NTSB Accident/Incident 
Investigation Procedures which specifically states: “… Parties to the (NTSB) investigation may relay 
to their respective organizations information necessary for purposes of prevention or remedial action. 
However, no information concerning the accident or incident may be released to any person not a 
party representative to the investigation (including non-party representative employees of the party 
organization) before initial release by the (NTSB) Safety Board without prior consultation and 
approval of the (NTSB) IIC.” DOI designates OAS with managing that relationship. USFS designates 
the Branch Chief, Aviation Safety Management Systems with managing that relationship.








Discussion:  “BRACE FOR IMPACT”  These are three words that you never want to hear when 
flying in an aircraft, but will assist you in preparing yourself for a crash sequence if one were to 
occur.  This communique was developed due to the inconsistent information within various manuals 
and training materials.


Body position at the time of impact is an important factor in making an accident survivable. The two 
primary reasons for bracing are to reduce secondary impact and flailing injuries.  Secondary impact 
injuries can be reduced by prepositioning the body (particularly the head) against the surface it 
would normally strike during impact. When using a shoulder harness, secondary impact with the 
structure will likely involve the head, thus the importance of head positioning.


Interagency Aviation
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Subject: Helicopter Brace For Impact Positions


Area of Concern:  Helicopter Operations


Distribution: All Fire and Aviation Operations 


Dr. Richard Chandler, of the Protection and Survival Laboratory, FAA Civil Aeromedical Institute 
was instrumental in developing the brace for impact seating positions used by government and 
commercial aviation industry.  Based on his work, the following brace for impact positions are being 
implemented: 


Forward facing seats:


- Press your lower torso firmly against 
the seat back.


- Lower your chin to chest.


- Grip the seat edge with your hands 
or place them under your legs. Do 
not grasp the restraint harness. 


Flailing can be reduced by proper body positioning and griping the seat edge with your hands or 
placing them under your legs. DO NOT grasp the restraint harness. If your seat is equipped with non-
inertial reel-type shoulder harnesses, make sure you tighten the shoulder harnesses as much as 
possible.  
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/s/ Keith C. Raley


Keith C. Raley
Chief, Aviation Safety


and Program Evaluation


/s/ Gary Sterling


Gary Sterling 
Acting Branch Chief, Aviation Safety


Management Systems


Side facing seats:


Unfortunately, no formidable brace for impact position has been developed for this particular seat 
configuration.  Based on the anti-flail and secondary impact philosophies previously described, it’s 
recommended that you lean toward the front of the aircraft and brace your upper torso and head 
against whatever might be contacted, or moving the head in the direction of impact to reduce flailing.


This information supersedes guidance within DOI Operational Procedures Memorandum 
(OPM) 13-48 (OPM) and the 2013 Interagency Helicopter Operation Guide (IHOG), Ch. 10, 
Exhibit 10-1 (IHOG). ).  Updates to these documents will be made to reflect the new procedures 
during its next revision cycle. Additionally, current aviation safety courses covering helicopter 
impact positions will soon be revised as well.


References:
*FAA AC 91-32B   Safety In and Around Helicopters, June 1997
*FAA AC 121-24C Passenger Safety Information Briefing and Briefing Cards, Appendix 4, 7/23/03  
*Transport Canada Commercial and Business Aviation Advisory Circular 0155, May 1999
*Dr Richard Chandler – Protection and Survival Laboratory, Civil Aeromedical Institute, FAA, 


February 1988
*Flight Safety Foundation - Cabin Crew Safety, Positions Brace Passengers for Impact To Reduce 


Injuries and Fatalities,  January/February 1988
*Air Carrier Operations Bulletin 1-94-17, Brace for Impact Positions


Rear facing seats:


- Press your lower torso firmly against the 
seat back.


- Place your head back against the head rest 
or bulkhead.


- Grip the seat edge with your hands or 
place them under your legs. Do not grasp 
the restraint harness. 
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Subject: Technisonic Industries TDFM-136/A and 136/NV Radios  


Area of Concern: Communications  


Distribution: Fire and Aviation Operations  


Discussion:  A software problem in the Technisonic TDFM-136/A radios (including the “NV” ver-


sion) has inadvertently introduced a relatively easy way to unintentionally disrupt communications 


without the operators knowledge. The problem lies within the "Talk Around" feature that was intro-


duced in the new 3.0.2 software.  With Talk Around enabled, the channel’s receive frequency (Rx) 


and tone setting are transferred to the transmit frequency (Tx) settings. This is a problem in some 


geographic areas where a repeater’s transmit and receive frequencies are different (duplex opera-


tion) or where there is a tone on the Tx but not the Rx frequency.  With Talk Around enabled, you 


will be able to hear others on the frequency, but they won’t be able to hear you. 
 


Activating Talk Around is accomplished by pressing the ESC key.   No other keystrokes are re-


quired to activate it.  If the ESC key is inadvertently pressed (easy enough as it's in the lower R/H 


corner), then the active channel will automati-


cally revert from duplex to simplex operation.  


This changes the Tx frequency and tone to 


whatever is programmed for the Rx frequency 


and tone.  The problem is that this feature may 


go unnoticed since the only indication the op-


erator will see is an up arrow (↑) that replaces 


the decimal point in the displayed frequency.   


Talk Around can be deactivated by simply 


pressing the ESC key.  If pressing the ESC key 


does not deactivate it, then cycle the radio off, 


then on.   
 


“Talk Around” is the name given to the func-


tion that allows you to temporarily set a du-


plex memory (channel) to use the receive pa-


rameters for transmit. Simplex channels that 


don’t use tones are unaffected as the receive 


and transmit parameters are already the same. 


The up arrow character will replace the deci-


mal point in the frequency field to indicate that 


Talk Around is active for the channel (e.g. 


n168.775Rx changes to n168↑775Rx). 
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This feature is not included in older software versions and doesn’t manifest in a similar manner in 


the new TDFM-136Bs.  Although present in the TDFM-136B’s software, the feature is normally 


disabled (off).  Unfortunately, the software in the TDFM-136/A, the “Talk Around” feature is nor-


mally enabled (on).   


  


Until this software related vulnerability is corrected, all pilots and operators of the TDFM-136/A 


and NV radios should be briefed on this vulnerability.  There is a way to disable the Talk Around 


function installed in the version 3.0.2 software, but this change is complex and should only be at-


tempted by qualified avionics personnel. 
 


For more information, contact  Frank Smith, USFS NIICD Avionics at 208-387-5648,  Jeff McVey, 


OAS National Avionics Specialist at 208-334-9310, or Technisonic Industries at 905-890-2113. 


/s/ Keith Raley   /s/ Jim Truitt 


Keith Raley   Jim Truitt 


Chief, Aviation Safety & 


Program Evaluations 


  Acting Branch Chief, Aviation 


Safety  Management Systems 


 








 


DISCUSSION:  Due to the widespread use of buckets, the majority of the foam injection systems are used 


in conjunction with buckets. Some foam injection systems are employed with fixed tanks. 


 


When foam is loaded into a foam reservoir on a helicopter for firefighting operations, helicopter managers/


agency personnel must ensure the weight of the foam is included on the load calculation.  Foam can be load-


ed into the reservoir and not used for a long period of time.  Some helicopters are capable of carrying up to 


600 pounds of foam.  The best way to account for the weight of the foam on the interagency load calculation 


form is to add the weight in block 14 (Passengers/Cargo Manifest), this will ensure it is accounted for and 


the aircraft actual payload can be calculated.   


 


Additionally managers must understand the foam reservoir capacities verses the foam reservoir structural 


limits.  Some tanked aircraft have a foam reservoir built inside the water tank, with a capacity of 70 gallons, 


which is approximately 609 pounds of foam.  That same foam reservoir has a structural limit of only 474 


pounds, which equates to only 54 gallons of foam.  In this example if the foam reservoir is filled to the ca-


pacity limit of 70 gallons instead of the structural limit of 54 gallons, it results in the foam reservoir being 


135 pounds over the structural limit of the foam reservoir.   


 


Managers assigned to an aircraft with a foam reservoir, should be asking the crew chief and/or pilot if there 


is residual foam in the system.  In addition, helicopter managers must familiarize themselves with the STC 


that references the foam reservoir (most likely the water tank STC) to determine the foam reservoir’s limita-


tions, and stay within those limits.   


 


ASTAT and Contract Compliance teams should check aircraft with foam tanks and educate agency person-


nel on the concerns addressed in this bulletin as required.  Unaccounted for weight or overloaded foam reser-


voirs must be documented with the CO or their representative.   


 


Please contact the appropriate Helicopter Inspector Pilot if you have any questions. 
 
 


           /s/ Ralph Getchell                                                   /s/ Gary Sterling  _            
Chief, Division of Technical Services   Acting, Branch Chief   
Aviation Management Directorate    Aviation Operations  
          National Business Center      U.S. Forest Service  
      U.S. Department of the Interior         U.S. Department of Agriculture 
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SUBJECT: Foam Weight Accountability on Interagency Load Calculations 


DISTRIBUTION: Helicopter Operations  


 








 


DISCUSSION:  Since its inception, Automated Fight Following (AFF) has used Web Tracker as the pri-


mary software for flight following aircraft. Due to increasing security vulnerabilities that could not be cor-


rected in the outdated software, AFF was forced to remove Web Tracker and release a new viewer, AFF 


2.0. At the time of Web Tracker’s need for replacement, AFF 2.0 was still in Beta Testing; fortunately, the 


new viewer was far enough along in development to perform the primary safety purpose of AFF and mis-


sion critical tasks of flight following to avoid reverting to other methods of flight following (e.g. 15-minute 


radio check-ins). 


 


During the pre-release testing, AFF 2.0 was tested on Forest Service and DOI networks and all modern 


browsers. After the release, the helpdesk was contacted by various offices with reports of browser problems 


when attempting to use AFF 2.0. The FS continues to work with DOI Specialists to resolve the issue; how-


ever, troubleshooting has been very difficult due to computer operating system, browser, and network dif-


ferences across the various agen-


cies using AFF. The FS and BLM 


have authorized temporary use of 


an alternate browser as an interim 


solution to use AFF. AFF users 


are recommended to contact their 


local IT to obtain a compatible 


browser with their agency net-


work to access AFF 2.0 and to 


visit https://aff.gov for more in-


formation. 


To inform end users throughout 


the transition to AFF 2.0, a Fre-


quently Asked Questions (FAQs) 


document and a Quick Start 


Guide have been continually up-


dated and posted at https://


www.aff.gov. The USFS AFF 


Team worked with OAS to devel-


op a video demonstration of AFF 


2.0 for training on the IAT web-


site at https://www.iat.gov/


Training/modules/aff/ while the 


formal A-115 course is revised. 
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SUBJECT: Major Changes to Automated Flight Following 


DISTRIBUTION: Aviation and Dispatch   


 



https://aff.gov

https://aff.gov

https://aff.gov

https://www.iat.gov/Training/modules/aff/

https://www.iat.gov/Training/modules/aff/





Since AFF 2.0 had to be released sooner than planned, the new application currently does not have all of the 


features available in the old Web Tracker.  For example, the “bread crumb” track history is not currently 


available. Nevertheless, the most important task was to have a replacement application that continues and 


improves the core mission of flight following with no interruption in service. AFF is continually developing 


AFF 2.0 to integrate additional features as time and resources are available. The new viewer has improvments 


based on end user feedback. Some of these features are improved background maps, rapid viewing of aircraft sta-


tus, and improved search capabilities.  


 


The short notification to the field due to the urgent circumstances has caused justifiable concern. The AFF 


staff will continue coordinating with the IBM Help Desk and the National Fire Applications Support Help 


Desk on any updates. The AFF staff will work with stakeholders and leadership to mitigate any issues. AFF 


will continue working with IAT to develop formal training for the new viewer and update the video demo to 


include new features as they are released.  


 


AFF is one of several approved methods for flight following. If for any reason AFF is not available, flight 


following is still required and must be performed using another approved method. 


Contact:  Bob Roth at  rroth@fs.fed.us or (406) 829-6712. 


 
 
 
 
 
 
 
 


           /s/ Ralph Getchell                                                      /s/ Ron Hanks  _            
Chief, Division of Technical Services          Branch Chief,    
Aviation Management Directorate    Aviation Operations  
          National Business Center      U.S. Forest Service  
      U.S. Department of the Interior         U.S. Department of Agriculture 
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No. IATNG 14-01       Date:  December 6, 2013 
    


SUBJECT:   A-100 Basic Aviation Safety Course 
 
 
In a collaborative effort, OAS Training Division worked with 
subject matter experts from DOI bureaus and the USFS to 
update and consolidate the existing B3 curriculum into one 
course: A-100 Basic Aviation Safety.  The new course has 
been available for use for “bricks and mortar” delivery and is 
now available online. 
  
The course replaces five older courses –  
A-101 Aviation Safety 
A-105 Aviation Life Support Equipment (ALSE) 
A-106 Aviation Mishap Reporting 
A-108 Preflight Checklist & Briefing/Debriefing 
A-113 Crash Survival 
  
 
DOI and USFS personnel who are required to take the B3 curriculum will now be required to take 
the A-100 Basic Aviation Safety course in order to maintain their qualifications. The next revision of 
the OPM-04 and the Interagency Aviation Training Guide will reflect these changes. 
  
Personnel who previously completed the B3 curriculum will maintain currency in accordance with 
existing policy requirements.  They are not required to take the A-100 prior to the date their B3 
recurrence would be due.  However, users are encouraged to take it sooner if able. 
  
Bureau and agency aviation training instructors are encouraged to immediately begin using the 
new course materials and discontinue the use of the older modules.  As of January 1, 2014, credit 
will no longer be given for the older modules.  Instructors may request course materials by sending 
an email to iat_admin@ios.doi.gov. 
 
 
 
 


/s/ Rick Gividen    
Chief, Training Division 


Office of Aviation Services 
U.S. Department of the Interior 


/s/ Donna Kreiensieck 
Aviation Training Program Manager 


U.S. Forest Service 
U.S. Department of Agriculture 


 





