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INTERNATIONAL FIRE TRAINING CENTRE 
 

LOW CATEGORY AERODROMES SUPERVISOR (INITIAL) 

TIME MONDAY TUESDAY WEDNESDAY THURSDAY FRIDAY 

0830 Reception of students and 
Course Introduction 

Aims and Objectives of the 
Course 

CAP 642 Safety and Risk 
Assessment 

Fireground 

Fire and Rescue Exercises 

Fireground 

Fire and Rescue Exercises 

Technical Block 

Testing of Appliances and 
Equipment 

Leadership Functions of the 
Supervisor 

Emergency Orders and 
Liaison with other Agencies 

10:00 – 11:00 self study 

1000 - 1015   COFFEE   

1020 – 1230 Aerodrome Categorisation 
CAP 168, Appendix 8A, 8B 
and 8C 

Continued Fireground Fire and Rescue 
Exercises 

Fireground Fire and Rescue 
Exercises 

11:05 Brief on assessment  

The Management and 
Planning of Drills and 
Exercises to Confirm with 
CAP 699 

Management and Control of 
Media, Appliances and 
Equipment 

1200 – Technical Block, Issue 
of PPE 

11:15 – 12:30 Written 
Technical Assessment 

1230 - 1330   LUNCH    

1330 – 1500 Continued Fireground 

Familiarisation of IFTC 
Equipment 

Fireground Fire and Rescue 
Exercises 

Fireground Fire and Rescue 
Exercises 

Return of Loaned 
Equipment 

Tactics and Techniques at 
Aircraft Incidents 
Fixed Wing/Rotary Wing 

Fire screen Assessment De-brief 
End of Course Discussion 
and Dispersal 

1500 - 1515   TEA   

1520 – 1700 Station Training Fireground Fire and Rescue 
Exercises 

Fireground Fire and Rescue 
Exercises 

Fireground Fire and Rescue 
Exercises 
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INTERNATIONAL FIRE TRAINING CENTRE 

 
 

LOW CATEGORY AERODROME SUPERVISOR INITIAL 
 
 
LEADERSHIP FUNCTIONS OF A SUPERVISOR 
 
 
 
 
Throughout this note he means he/she and his means his/hers. 
 
Areas of information in bold type are considered to be of prime importance 
 
 
INTRODUCTION 
 
This Training Note is intended to provide information to students attending the Low Category 
Aerodrome Supervisor Initial courses on the subject of “Leadership Functions” as relevant to the 
Rescue and Fire Fighting Services (RFFS) employed at aerodromes. 
 
 
AIM 
 
To ensure that all Supervisors understand fully what is meant by the term “Leadership Functions”. 
 
 
OBJECTIVES 
 
At the end of the instructional session dealing with this subject and after detailed study of this note, 
you will: 
 

 Understand the leadership requirements of a Supervisor 
 
 
CONTENTS 
 
The subject will be dealt with under the following headings: 
 

 Introduction to Leadership. 

 The functional approach. 

 Needs and Functions 

 Functional Leadership. 

 Leadership functions of the Supervisor 

 Summary. 
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INTRODUCTION TO LEADERSHIP 
 
Leadership training at the International Fire Training Centre is based on the functional approach to 
leadership training developed by Dr John Adair whilst he was serving as a Senior Lecturer at the 
Royal Military Academy, Sandhurst (RMAS).   The Fire Service was one of the first non-military 
organisations to adopt the functional approach, following its introduction into the RMAS syllabus in 
1964.  Although it has been considerably modified by the Fire Service to meet Brigade needs, the 
fundamental principles have been retained. 
 
 
FUNCTIONAL APPROACH 
 
A better approach to leadership and leadership training is made by analysing the functions involved.  
It must be borne in mind that leadership can only be applied to groups who are confronted with the 
need to take action or make decisions.  People who are assembled passively, to watch a film for 
example, are not subject to leadership.  A great deal of research has been made into the psychology 
of small groups both in industry and in the Armed Forces.  From this research it has been found 
that within a group there exist three areas of need: 
 
 
Task Needs 
Groups arise or are formed to undertake tasks which are too difficult, too complex or too 
impractical for one person to accomplish alone.  For example, to win a soccer game, to fly a 
large aircraft, to get to the top of a mountain.  This is the area of task needs. 
 
 
Team Maintenance Needs 
To achieve its objective the group has to be held together as a cohesive team, to work 
together in harness.  For example, eleven star soccer players do not necessarily make a 
winning team.  If they act as prima donnas, eleven lesser players working as a well knit team 
might beat them soundly.  This is the area of team maintenance needs. 
 
 
Individual Needs 
In any group each individual brings his/her personal needs. 
 

 The physical needs of food, shelter, warmth, clothing, money 

 Psychological needs; to be accepted in to the group, to be given status, to be allowed 
to use skills and to contribute to the group, to achieve ambitions. 

 
 
FUNCTIONAL LEADERSHIP 
 
The Supervisor’s Functions: 
 
With the recognition of the three areas of need, it can be seen that the job of the Supervisor is 
to: 

 Be aware of the needs of the group. 

 Perform the functions - thought processes, communications, actions - to satisfy the 
needs of the group. 

 
To be aware of the needs of the group and to perform leadership functions, the Supervisor has 
to have skill and training. 
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Needs and Functions 
The needs may be visualised as three overlapping circles shown below, together with their associated 
functions: 
 

TASK FUNCTIONS 
 

Defining the task 
Making a plan 

Allocating work and resources 
Controlling quality and tempo of work 

Checking performance against the plan 
Adjusting the plan 

 
Figure 1 

 
 
TEAM MAINTENANCE FUNCTIONS INDIVIDUAL FUNCTIONS 
 
Setting standards - example Attending to personal problems 
Maintaining discipline  Praising individuals 
Building team spirit  Giving status 
Praising, motivating, giving a sense of purpose Recognising and using individual abilities 
Appointing sub-leaders  Training the individual 
Ensuring communications within the group, 
training the group 
 

Figure 1 - THE THREE AREAS OF NEED AND ASSOCIATED FUNCTIONS 
 
At first sight it would appear that this diagram omits the most important leadership function of all, 
DECISION TAKING.  This is because, in every act of recognising the existence of a need and in 
performing the appropriate function to meet that need, the Supervisor must perforce take a decision or 
take several decisions.  Thus DECISION TAKING is all pervasive.  The functional approach to leadership 
recognises this fact and the whole aim of the functional approach training system is to enable 
Supervisors to take sound decisions and to put them into effect. 
 
Needs not Isolated 
In Figure 1 the areas of need are overlapping.  Although they are distinct they are not isolated.  Needs 
in one area may have side effects in the other areas.  Functions aimed at one area may have effects 
in other areas.   
For example: 
 

 If an individual in a group is disaffected the team will be weakened and may fail in its task.  If 
the Supervisor does something to satisfy the needs of the disaffected individual, the team will 
be strengthened and will be more likely to achieve its task. 
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 Again, if there is task success because of something the Supervisor does (for example, 
making a good plan), the team will be more strongly motivated to attempt new tasks and each 
individual will feel better integrated within the group. 

 If the Supervisor does something to strengthen the team, by training for example, it will be 
more likely to achieve its task and each individual will feel more confident. 

 
The Supervisor should build up team and individual needs in slack periods in preparation for high task 
priorities.  Team and individual needs can be thought of as batteries to be charged up.  The skilled 
Supervisor recognises that after long task priority periods he/she must seize opportunities to attend to 
team and individual needs to recharge batteries. 
 
 
LEADERSHIP FUNCTIONS OF THE SUPERVISOR 
 
In a Fire Service environment it is considered that the following are the six key functions 
which a Supervisor must perform to meet the needs of the group: 
 
Planning 
Sizing up the situation - determining the extent of the task.  Obtaining all available information.  
Deciding plan of action and priorities.  Estimating assistance.  As action progresses - 
adjusting the plan (see Evaluating). 
 
Briefing 
Explaining the aims and plan.  Giving reasons why.  Allocating tasks to crews/individuals.  
Setting crew standards. 
 
Controlling 
Maintaining crew standards.  Influencing tempo.  Ensuring all actions contribute to the aim. 
 
Supporting 
Encouraging crews/individuals.  Maintaining discipline crews/individuals.  Creating team spirit. 
 
Informing 
Informing crews/individuals of all matters affecting their activities.  Reporting back information 
from crews to higher management. 
 
Evaluating 
Comparing achievement with plan (in order to modify plan and/or take remedial action as 
required).  Checking performance against the plan, if necessary adjusting the plan (see 
Planning).  Helping the crew to evaluate its performance, debriefing after fires or tasks.  Giving 
credit and encouragement for good work.  Pointing out mistakes and weaknesses.  Discussing 
whether methods could be improved. 
 
It should be clear that failure to perform any one of these functions will result in the partial or 
total failure of the group to achieve its aim. 
 
In a fire fighting or rescue environment it is considered that the following are the ten essential 
elements of leadership: 
 

 Communication 
 Informing crews/individuals of all matters affecting their activities.  Reporting back 

information  from crews to higher management. 
 

 Command 
 Being in charge of the situation or taking over from an original leader. 
 

 Control 
 Maintaining crew standards.  Influencing tempo ensuring all actions contribute to the Aim. 
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 Directing 
Recording and monitoring and evaluating progress of incident. 
 

 Delegation 
Granting authority or the right to make decisions to another team member. 
 

 Decision Making 
Addressing the problem of how a task is to be done. 
 

 Knowledge of Risk 
By using pre-determined action plan for different areas of the aerodrome and different fire 
hazards and risks, the Supervisor will have a better knowledge of the action to take for 
given scenarios. 
 

 Safety Requirements 
Ensuring that the fire crew carry out their task with the minimum of risk to themselves. 
 

 Fitness 
Knowing and identifying when a team are exhausted and also knowledge that the 
Supervisor himself/herself may have to work on longer than the fire team. 
 

 Foresight 
Having the ability to anticipate the possible escalation of an emergency situation and plan 
accordingly. 

 
 
THE ADVANTAGES OF SHARING DECISION MAKING 
 
The advantages to be gained by a Supervisor from sharing decision making with subordinates 
(depending on the situation) are: 
 
Individual Needs 
It meets the individual's need to be given status, to contribute to the group, to use skills, to be 
creative. 
 
Team Maintenance Needs 
There are desirable effects on team maintenance needs; group participation in decision making 
develops a structure of sub-leaders, increases communication within the group, improves morale and 
team spirit and makes the group more receptive to change. 
 
Task Needs 
In the area of task needs, sounder decisions may be obtained when the skill and knowledge available 
within the subordinates are employed. 
 
 
FACTORS AFFECTING THE DEGREE OF DECISION SHARING 
 
The question of how far the designated Supervisor should share this leadership function with the 
group will be determined by any or all of the following four factors: 
 
Situation 
How much time is available for the decision? 
Is it a crisis situation (i.e. is Supervisor expected to decide)? 
Does the security principle of 'need to know' preclude participation? 
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Type of Group 
What is the characteristic of the group (e.g. recruits, accounts section, watch on a station, operating 
theatre team)? 
How accustomed are they to discussing matters and working as a team? 
 
The Supervisor 
How much confidence does the Supervisor have in the group, e.g. how long has he/she worked with 
them? 
How much is he/she prevented by outside considerations from allowing them to participate? 
 
The Subordinates 
To what extent do members possess knowledge, skill and experience necessary to participate? 
How well do they understand the AIMS and PURPOSES of their group and the organisation of which it is 
part? 
To what extent are they personally involved in the decisions (e.g. lives, status, pay, leave)? 
Do they understand that they must accept responsibility with authority?  The Supervisor, however, is 
always ultimately responsible for decisions of his group. 
 
 
APPLICATION TO OTHER FUNCTIONS 
 
The possibility of the Supervisor sharing his/her leadership functions with the group should not be 
confined to decision making alone.  Equally valid arguments can be advanced for sharing most, if not 
all, the functions identified in Figure 1 when appropriate and equally valuable benefits will accrue 
across all three areas of need. 
 
 
DELEGATION 
 
Supervisors should consider whether decisions delegated to them should be delegated by them.  
Delegation is not the same as giving out work: 
 
 
 

 
Delegation is the practice of granting authority 
or the right of decision taking in certain defined 
areas, and charging the subordinate with 
responsibility for carrying through an assigned 
task. 
 
You retain accountability. 
 
It is also: 
"An efficient use of peoples' time/gifts/abilities 
and resources" 
 

 
SUMMARY 
 
The Functional Approach to leadership training was developed to enable young people to make the 
transition from civilian life to commissioned service in the Army, but it was not meant to end on the 
graduation parade from Sandhurst.  It was seen to be, and designed to be, of use throughout a 
Supervisors career and it is this aspect of the approach which is of most use to us at IFTC and after.   
 
The functional leadership approach can provide the inexperienced with a quick understanding of the 
basic requirements to lead effectively, and the more experienced with the basis for further 
development.  Provided that the person is reasonably intelligent, displays loyalty towards his 
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organisation and integrity in dealings with the people who work with him/her and has an awareness of 
what is going on, the ability to lead can be improved considerably by observation, analysis, learning 
and practice.   
 
Understanding functional leadership is of course only the beginning.  Leadership is an art, a skill 
about which one learns something new every day and one can develop the skill fully only by being a 
leader, i.e. by being in charge of people in real situations.  However, an understanding of functional 
leadership is a firm basis on which to undertake the responsibility of exercising command as a 
Supervisor in the Fire Service. 
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INTERNATIONAL FIRE TRAINING CENTRE 
 

 

LOW CATEGORY AERODROME SUPERVISOR INITIAL 
 

 

 

AERODROME CATEGORISATION 
 

Throughout this note he means he/she and his means his/hers. 

 

It is considered that all of the document is of prime importance. 

 

 

INTRODUCTION 
 
This training note is intended to provide information to Supervisors employed at Low Category 
Aerodromes on the categorisation of aerodromes for the purpose of provision of rescue and fire 
fighting facilities.  This note should be read in conjunction with the relevant sections of CAP 168, 
Chapter 8 Appendix B, and Chapter 9.  
 

 

AIM 

 
The aim of this training note is to provide Supervisors, employed at low category aerodromes, with the 
knowledge and understanding of the scale of RFF facilities which are required to be provided at a 
licensed aerodrome and to ensure that they are also aware of the circumstances in which this level of 
RFF cover can be varied. 
 
 

OBJECTIVES 

 
At the end of the instructional session dealing with this subject and after detailed study of this note you 
will be able to: 
 

 Define the criteria adopted to provide RFF facilities at Low Category Licensed Aerodromes. 

 

 Define the procedures which need to be adopted in order to maintain operational requirements.  

 

 

CONTENTS OF NOTE 

 
The subject will be dealt with under the following headings: 
 

 Introduction to Cap 168 

 Minimum scales of services to be provided 

 Remission  

 Provision of fire fighting agents 

 Response objective 

 Appliances 

 Personnel 

 Training 

 Emergency Planning 

 Protective clothing 
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INTRODUCTION TO CAP 168 

 
The purpose of CAP 168 is to give guidance on the procedure for the issue or variation of an 
aerodrome licence, to indicate the criteria adopted by the authority for assessing the application, and 
to provide a reference for licence holders so that they can ensure compliance with the requirements as 
they relate to the operational management of the aerodrome and planning of any future developments. 
 
Chapter 8 gives guidance on how the RFFS shall be established at a level commensurate with the size 
of aircraft using the aerodrome and organised, equipped, staffed and trained to ensure rapid an 
effective deployment in the event of an accident. 
 
Chapter 9 provides guidance on the Emergency plan, including development, conducting exercises 
and assessment of the Plan.  
 
Appendix 8A,8B and 8C specifies the minimuim RFFS facilities required specifically at aerodromes 
and heliports. 
 
 

MINIMUM SCALES OF SERVICES TO BE PROVIDED 
 
Facilities shall be provided on a scale commensurate with the size of the aircraft using the aerodrome, 
taking account of its intended use in accordance with Section 3 of CAP 168 Chapter 8. 
 
Category Special – Fixed wing aircraft up to but not including 9 metres in length engaged in flying 
instruction. Fixed wing aircraft engaged in public transport of passengers, beginning and ending at the 
same aerodrome, in aircraft up to 2730 kg maximum total weight authorised. Helicopters of overall 
length, including the tail boom and rotors, up to but not including 15 metres engaged in flying 
instruction. 
 
Category One – Fixed wing aircraft of overall length up to but not including 9 metres, engaged in the 
public transport of passengers. 
 
Category Two – Fixed wing aircraft of overall length equal to, or greater than 9 metres, up to but not 
including 12 metres, engaged in the public transport of passengers. 
 
 

REMISSION 
 
If the level of RFFS varies depending on the season, day or time, this must be clearly indicated. If it is 
intended to offer a different level of RFFS with prior notice, precise details regarding the periods of 
notice shall be included. Pilots using the UK AIP as a planning document should never be in doubt as 
to the level of RFFS provided. 
 
 

PROVISION OF FIRE FIGHTING AGENTS 
 

 

FOAM 
 
The principal fire fighting agent must be foam.  Foams used at Licensed Aerodromes are required to 
meet prescribed performance levels depending on the level of RFF Category of the Aerodrome. 
 
Foam concentrate amounts listed under table 8.B.2 are required to meet specifications which are 
described in detail in Appendix 8B and are required to meet performance “B”.  
 
The performance level is determined by carrying out one of two tests described in Appendix 8B.  Foam 
concentrates which fail to meet performance level A will not be acceptable for use at licensed 
aerodromes. 
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Aerodrome Authorities should ensure that suppliers of foam concentrates provide a certificate of 
assurance to the effect that the concentrate supplied meets the appropriate performance level detailed 
in Appendix 8B. 
 

 

COMPLEMENTARY MEDIA 
 
In addition to the provision of a principal firefighting media there is also a requirement for aerodromes 
to provide complementary media.  This may be either Dry Powder, Halon or CO2.  At aerodromes 
where dry powder is the main complementary media there is also a requirement for a quantity of either 
Halon or CO2 to be provided. 
 
Under these conditions there would be a requirement for 9 kgs of Halon or 18 kgs of CO2. 
 
As an alternative to Halon, aerodromes may elect to provide CO2 in which case the requirement would 
be for a provision of 18 kgs of CO2 
 
Where the main complementary agent is halogenated hydrocarbon or CO2, there shall be a quantity of 
dry powder provided to assist in dealing with a running fuel fire.  The appropriate minimum quantity of 
dry powder shall be 9 kg.  

 
Table 8.B 3 of Appendix 8B of CAP 168 specifies the minimum quantities of principal and 
complementary extinguishing agents for RFF Category Special, 1 and 2 aerodromes.  

 
Under certain circumstances there is a requirement to provide a combination of these agents.  

 
The Civil Aviation Authority (CAA), through CAP 168 Licensing of Aerodromes, has hitherto permitted 
a 50% remission on the minimum amount of dry powder to be carried on fire vehicles at an aerodrome 
if Monnex® is used.  More recently, alternative dry powders have been developed and the CAA made 
the decision that dispensation of the quantity of powder carried on fire vehicles at an aerodrome shall 
be determined from performance against a specifically designed test. A representative fire test rather 
than a laboratory-based test is preferred in order to fully exercise the powder under test. 
 
Where a dry powder which satisfies the requirements of the performance specification identified at 
Appendix 8B is used, a reduction in the quantity provided may be applicable. 
 
At all aerodromes up to a maximum of 50% of the complementary extinguishing agents may be 
replaced by water for the production of foam meeting performance level “B” For the purposes of 
substitution the following rates will apply: 
 
1 kg of Dry Chemical Powder or halogenated hydrocarbon = 0.66 litres of water   
2 kg of Carbon Dioxide                                                        =0.33 litres of water 

 
 

RESPONSE OBJECTIVE 
 
The operational objective of the RFFS is to respond as quickly as possible to aircraft accidents and/or 
incidents in order to create maximum opportunity for saving life. Response times are dependent on the 
size of the aerodrome, location of the fire station(s) and disposition of the vehicles and personnel at 
any given time. The primary objective of those involved with the provision of the RFFS shall be to 
achieve an expeditious response time commensurate with the operational objective defined at 
paragraph 6 of CAP 168, Chapter 8, Appendix 8B.21-23 
 
The response area is considered to be the area including any point of each operational runway and all 
other areas of the aerodrome where aircraft park or taxi immediately prior to, or following, any flight 
which is required to use a licensed aerodrome. 
 
The operational objective of the RFFS should be to achieve a meaningful response to an accident 
involving fixed wing aircraft within three minutes, in circumstances of optimum visibility and surface 
state.  
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The response time to an accident involving helicopters shall be made within two minutes. 
 
The response time objective should be regularly assessed from RFFS normal operating locations and 
not only from positions adopted solely for test purposes. 
 
Response time is considered to be the time between the initial call to the Rescue and Fire Fighting 
Service and the time when the first responding vehicle(s) is (are) in position and producing foam at a 
minimum of 50% of the discharge rate specified in Table 8 B.2. The response time should be 
assessed with reference to the whole of the response area. 
 
To meet the operational objective as nearly as possible in conditions of less than optimum visibility, 
specific training, procedures and/or equipment should be provided.  
 
When RFFS personnel designated as part of the minimum riding strength are engaged in extraneous 
duties they shall be capable of meeting response times whilst carrying out those duties. No extraneous 
duties should create conditions likely to affect individual or crew performance or introduce additional 
hazards. 

 
Appendix 8B of CAP 168 gives guidance on measures which will help to achieve and maintain a 
satisfactory response capability. The aim should be to achieve the best possible response time by 
anticipating problems and potential delays and developing and practising procedures to minimise 
delays from these causes. 

  
 

APPLIANCES 
 
Low category aerodrome operators shall provide a mechanically reliable and serviceable vehicle 
capable of accommodating the RFF personnel and traversing the terrain likely to be encountered in 
response to any incident. All wheel drive will usually be necessary. The specified equipment shall be 
carried either on the vehicle or on a suitable trailer connected to the vehicle. 
 
The vehicle shall be protected from the adverse effects of weather. 
 
Where the aerodrome is licensed for night use, appliances must be provided with specialised lighting 
equipment in order to ensure adequate illumination at the scene of an accident.  Mast mounted 
Halogen flood lights are considered to be satisfactory. 
 
Aerodrome operators should consider the provision of reserve appliances so as to maintain the 
appropriate level of RFF cover when any of the fire appliances are unavailable due to maintenance 
requirements or unserviceability. These reserve appliances are also required to comply with all the 
requirements set out in Appendix 8B .9 of CAP 168 Chapter 8.  

 
The requirement for the provision of foam tenders is extremely important. 
Foam Tenders equipped with monitors should be able to produce foam on the move at slow speeds, 
that is at around 8 to 10 kph (3-5 mph)  
 
Vehicles shall be capable of carrying their full load with maximum traction and mobility on and off 
paved surfaces in optimum weather conditions. They shall be able to operate over all types of terrain 
on or around the aerodrome, at speeds commensurate with safety. 
 
At aerodromes where the RFF category is Special 1, 2 or 3, portable foam-making equipment used 
with vehicle side lines should be capable of producing finished foam at a flow rate commensurate with 
the objective of achieving the discharge rates of foam solution specified in Table 8.B.2. of Appendix 
8B at normal operating pressures. 
 
For equipment resources –Categories 1 and 2 Table 8B. 5 
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PERSONNEL 
 
During promulgated hours of operation and while any other movements of aircraft, which require to 
use a licensed aerodrome, are taking place sufficient trained personnel are to be detailed and 
immediately available to man the RFF appliances and to operate the equipment at the discharge rates 
appropriate to the relevant RFF category. 
 
The RFF personnel are to be deployed in a way that ensures minimum response times can be 
achieved and that continuous agent application at the appropriate rate can be maintained.   
For the lower category aerodromes Appendix 8B.4 specifies the minimum numbers of RFF personnel 
which are to be in the immediate vicinity of the appliance(s) in order to ensure an instantaneous 
response to an emergency call. 
 
 
At aerodromes where the RFF category is Special, 1 or 2, personnel designated to operate the RFF 
facility may be engaged on fuelling of aircraft provided that: 

 

(a) response time(s) are not compromised; 

 

(b) they remain throughout the fuelling operation immediately available to respond. 

This requires the fuelling system to be of the type which allows instantaneous 

shut off, preferably by release of a handgrip; 

 

(c) that fuel-contaminated clothing may be quickly removed and personnel may 

quickly don personal protective clothing appropriate for use in firefighting 

activities; 

 

(d) personnel are fully trained for all relevant duties specific to the fuelling of 

aircraft and the RFFS 
 

 

TRAINING 
 
CAP 168, Chapter 8, and Appendix 8B. 11 give guidance for training on all licensed aerodromes. 
Appendix 8B amplifies training for Lower Category aerodromes.  Additional information can be found 
in CAP 699 Standards of Competence in RFFS. 
  
Licensees shall ensure that participating personnel are trained and competent in the operation of the 
RFF equipment provided at the aerodrome, taking into account the hazards likely to be experienced. 
 
The licensee shall ensure that the health and safety risks arising from training are assessed and 
addressed. 
 
The licensee shall nominate a competent person(s) to conduct training. 
 
At aerodromes of Special, 1 and 2 Categories training may be carried out locally either by an Officer 
employed at the aerodrome or an instructor who hold an appropriate training qualification and a 
current CAA Certificate of Competence equal to or greater than the level of students under instruction. 
 
Certificates of Competence issued by the Authority after approved training are renewable for Low 
Category Supervisors every 4 Years. 
 
Personal training records of all training undertaken are to be maintained for the duration of an 
individual’s employment and for a period of five years after cessation of employment. 
 
For further reference on examples training competence (Initial and Ongoing) Table 8B.6  
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EMERGENCY PLANNNING 
 
Aerodrome emergency planning is the process of preparing to mitigate an emergency occurring on or 
in the vicinity of an aerodrome.  Response areas generally include areas extending 1000 metres from 
the runway threshold. The objective of aerodrome emergency planning is to minimise the effects of an 
emergency, particularly in respect to saving lives and maintaining aircraft operations. The aerodrome 
emergency plan outlines the procedures for co-ordinating the response of different aerodrome 
agencies (or services) and of those agencies in the surrounding community that could be of 
assistance in responding to the emergency. 
 
The Emergency Plan shall include arrangements for alerting the RFFS, notification of other aerodrome 
sections and summoning off-aerodrome emergency services. 
 
The Emergency Plan shall clearly indicate procedures for all emergency situations in which the RFFS 
is likely to become involved, including off aerodrome attendance, inshore rescue operations, chemical 
and/or radiological incidents.  
 
At aerodromes where a significant proportion of aircraft movements take place over water, swampy 
areas or other difficult terrain in the immediate vicinity of the aerodrome and where conventional fire 
appliances may not be capable of an effective response, the Airport Authority should ensure the 
availability of special procedures and resources to deal with any accidents which may occur in these 
areas. 
 
These facilities need not be located on, or provided by, the aerodrome if they can be readily available 
as part of the aerodrome emergency plan. 
 
As the Emergency Plan involves cooperation of off-aerodrome services, licensees should provide 
external emergency services every opportunity to be involved in the planning and exercising of the 
Emergency Plan. As well as familiarisation with the Emergency Plan, off-aerodrome emergency 
services should become familiar with the topography of the aerodrome. 
 
Demonstrations of the effectiveness of Emergency Plan shall be required from time to time. 
 

 

PROTECTIVE CLOTHING 
 
All personnel must be provided with helmets complete with visors, tunics, trousers, gloves and boots.  
Guidance on the selection of appropriate personal protective equipment is available from the Health 
and Safety Executive. 
 
 
At aerodromes licensed for night use, hand lamps and other appropriate portable lighting equipment 
must be provided. 
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8CHAPTER 8

Rescue and fire fighting service (RFFS)

Introduction

8.1 Condition 2 in the public use and ordinary aerodrome licences makes it 
mandatory for licence holders to provide a Rescue and Fire Fighting Service 
(RFFS) appropriate to their aerodrome and as detailed in this chapter.

8.2 This chapter provides the minimum requirements relating to RFFS categories 
3–10.

8.3 Requirements relating to helicopter categories H1-H3 are contained in appendix 
8A. Requirements relating to RFFS category one and two are contained in 
appendix 8B. Requirements for RFFS category special and helicopter category 
special are contained in appendix 8C.

8.4 The objective of this chapter is to provide guidance to licence holders on 
meeting CAA requirements relating to the establishment of a Rescue and Fire 
Fighting Service (RFFS) at a UK licensed aerodrome, and on ensuring the RFFS 
is capable of meeting ongoing regulatory requirements.

8.5 The scale and standards of RFFS including medical resources to be provided at 
licensed aerodromes in the United Kingdom accord with the International Civil 
Aviation Organization (ICAO) Standards and Recommended Practices (SARPs).

8.6 The Air Navigation Order (ANO) requires licence holders to include in the 
aerodrome manual the scale of rescue, first aid and fire service facilities and the 
aerodrome emergency procedures. Guidance on the preparation and contents of 
the aerodrome manual is provided in chapter 2 of this CAP.

8.7 The effects on the environment of RFFS activities should be considered and 
mitigated wherever possible. The main areas of concern the RFFS should 
consider are water and media run-off, and air quality.

RFFS provision

8.8 Rescue and fire fighting equipment and services shall be provided at an 
aerodrome.

8.9 The level of protection normally available at an aerodrome should be expressed 
in terms of the category of the rescue and fire fighting services as described in 
table 8.1 and in accordance with the types and amounts of extinguishing agents 
normally available at the aerodrome.

8.10 The level of protection provided at an aerodrome for rescue and fire fighting 
shall be equal to the aerodrome category determined using the principles in 
paragraphs 8.11 and 8.12.
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8.11 Subject to paragraphs 8.18 and 8.19, the aerodrome (RFFS) category shall 
be determined from table 8.1 and shall be based on the longest aeroplanes 
normally using the aerodrome and their fuselage width.

8.12 If, after selecting the category appropriate to the longest aeroplane’s overall 
length, that aeroplane’s fuselage width is greater than the maximum in table 
8.1 for that category, then the category for that aeroplane shall be one category 
higher.

Table 8.1 Aerodrome category for rescue and fire fighting

Aerodrome 
category (1)

Aeroplane overall length (2) Maximum fuselage 
width (3)

3 12m up to but not including 18m 3m

4 18m up to but not including 24m 4m

5 24m up to but not including 28m 4m

6 28m up to but not including 39m 5m

7 39m up to but not including 49m 5m

8 49m up to but not including 61m 7m

9 61m up to but not including 76m 7m

10 76m up to but not including 90m 8m

8.13 During anticipated periods of reduced activity, the level of protection available 
shall be no less than that needed for the highest category of aeroplane planned 
to use the aerodrome during that time regardless of the number of movements.

8.14 Changes in the level of protection normally available at an aerodrome for rescue 
and fire fighting shall be notified to the appropriate air traffic services units and 
aeronautical information units to enable those units to provide the necessary 
information to arriving and departing aircraft. When such a change has been 
corrected, the above units shall be advised accordingly. Notification should be by 
radio and NOTAM.

8.15 A change should be expressed in terms of the new category of the rescue and 
fire fighting service available at the aerodrome.

8.16 Licence holders should develop contingency plans to limit the need for 
changes to the promulgated level of services. This may involve, for example, a 
preventative maintenance plan to ensure the mechanical efficiency of equipment 
and vehicles, and arrangements to cover unplanned leave and absence of the 
minimum level of RFF personnel including supervisory level.

8.17 The RFFS shall be provided throughout the hours a licensed aerodrome is 
available for use by aircraft engaged on flights required to use a licensed 
aerodrome and for 15 minutes after the departure of the last aircraft or until the 
aircraft has reached its destination, whichever is the shorter.
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8.18 It is acknowledged that flights may take place that would not normally require 
the use of a licensed aerodrome or, the occupancy of the aircraft, due to the 
purpose of the flight, is low. Examples include cargo only flights7, training flights, 
positioning flights, end of aircraft life flights or business jets where the number 
of seats is lower8 than a scheduled aircraft configuration. In such circumstances 
it would be reasonable to determine an appropriate level of RFFS provision by 
risk assessment through the aerodrome’s SMS. 

8.19 The use of a Nominated Diversion Aerodrome (NDA) with RFFS one category 
below the aeroplane category is allowed subject to an agreement between 
the aerodrome licence holder and each affected aircraft operator. Prior to 
implementing any RFFS reduction for NDA purposes, or the purposes outlined in 
paragraph 8.18 above, the aerodrome licence holder should: 

1. ensure that, as part of their SMS, the aircraft operator and the aerodrome 
accountable manager have identified the risks, appropriate mitigation 
measures and the ownership of the residual risks;

2. ensure that any agreement is implemented between the aircraft operator 
and the aerodrome licence holder, covering RFFS provision and any other 
operating issues deemed necessary; 

3. ensure that a review of resources and tactics is carried out; 

4. review the impact as part of local community emergency planning 
arrangements; 

5. implement a recording procedure for reduced RFFS category operations.

RFFS principal objective

8.20 The principal objective of a rescue and fire fighting service is to save lives. 
For this reason, the provision of means of dealing with an aircraft accident or 
incident occurring at, or in the immediate vicinity of, an aerodrome assumes 
primary importance because it is within this area that there are the greatest 
opportunities for saving lives. This must assume at all times the possibility of, 
and need for, extinguishing a fire which may occur either immediately following 
an aircraft accident or incident, or at any time during rescue operations.

8.21 The most important factors bearing on effective rescue in a survivable aircraft 
accident are the training received, and the effectiveness of the equipment and 
the speed with which personnel and equipment designated for rescue and fire 
fighting purposes can be put into use.

8.22 Requirements to combat building fires and fuel farm fires, or to deal with 
foaming of runways are not taken into account.

7  However, dangerous goods must be taken account of - see CAP 789, chapter 8 section 4.
8  Any reduction would need to be matched against an assessment that includes a reduction in the number of 

exits requiring the protection of the RFFS.
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Operational objective

8.23 The operational objective of the RFFS is to respond as quickly as possible to 
aircraft accidents and/or incidents in order to create maximum opportunity 
for saving life. Achievement of response times is dependent on the size of 
aerodrome, location of fire station(s) and disposition of vehicles and personnel at 
any given time.

8.24 The operational objective of the rescue and fire fighting service shall be to 
achieve a response time not exceeding three minutes to any point of each 
operational runway, in optimum visibility and surface conditions. The operational 
objective of the rescue and fire fighting service should be to achieve a response 
time not exceeding three minutes to any other part of the movement area in 
optimum visibility and surface conditions.

8.25 The operational objective of the rescue and fire fighting service should be 
to achieve a response time not exceeding two minutes to any point of each 
operational runway, in optimum visibility and surface conditions.

8.26 Response time is considered to be the time between the initial call to the rescue 
and fire fighting service, and the time when the first responding vehicle(s) is 
(are) in position to apply foam at a rate of at least 50% of the discharge rate 
specified in table 8.3.

Note: Optimum visibility and surface conditions are defined as daytime, 
good visibility, no precipitation with normal response route free of surface 
contamination e.g. water, ice or snow.

8.27 A response safe system of work includes a number of elements that must come 
together to deliver an effective and safe response. A comprehensive hazard and 
risk analysis should be conducted over the optimum response routes within 
the aerodrome boundary that RFFS vehicles are likely to use to achieve the 
operational objective. The analysis and system of work should consider:

�� standard operating procedures

�� call handling

�� alerting system

�� position of the fire station or standby area

�� position of training area where a response may be made from

�� suitable access roads and routes

�� visibility and surface conditions

�� a clear route

�� vehicle performance

�� vehicle maintenance
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�� effective equipment

�� competent staff

�� communications

�� an effective safety culture

�� effective leadership and incident command

�� human factors

�� monitoring and review including records

8.28 In assessing an effective response all of these areas will be scrutinised and 
reviewed. Licence holders should not focus on any one aspect in isolation in 
measuring effectiveness.

Continuous agent application

8.29 During flight operations, sufficient trained and competent personnel should be 
designated to be readily available to ride the rescue and fire fighting vehicles 
and to operate the equipment at maximum capacity. These trained personnel 
should be deployed in a way that ensures that minimum response times can be 
achieved and that continuous agent application at the appropriate rate can be 
fully maintained. Consideration should also be given for personnel to use hand 
lines, ladders and other rescue and fire fighting equipment normally associated 
with aircraft rescue and fire fighting operations.

8.30 Any other vehicles required to deliver the amounts of extinguishing agents 
specified in table 8.3 should arrive no more than one minute after the first 
responding vehicle(s) so as to provide continuous agent applications.

Minimum levels of personnel

8.31 In determining the number of personnel required to provide for rescue and 
fire fighting , consideration should be given to the types of aircraft using the 
aerodrome.

8.32 In determining the minimum number of rescue and fire fighting personnel and 
supervisory levels required, a Task Resource Analysis (TRA) should be completed 
and the level of staffing and qualification promulgated in, or referenced to, the 
aerodrome manual. CAP 1150 should be referred to for additional guidance

8.33 The objective of providing an adequate level of competent personnel is to have 
available sufficient staff at all responsibility levels to ensure that:

�� the RFFS is capable of achieving the Principal Objective;

�� all vehicles and equipment can be operated effectively and safely;

�� continuous agent application at the appropriate rate(s) can be fully maintained; 

�� sufficient supervisory grades can implement an Incident Command System;
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�� the RFFS elements of the aerodrome emergency plan can be effectively 
achieved.

8.34 The minimum staffing and supervisory levels resulting from the analysis should 
be detailed in the aerodrome manual. 

8.35 All personnel forming part of the minimum staffing level shall hold a certificate of 
competence appropriate to their task and role as set out in CAP 699, Standards 
for the Competence of Rescue and Fire Fighting Service (RFFS) Personnel 
employed at United Kingdom Licensed Aerodromes. Where an individual is in 
possession of such a certificate, and presents it as part of an application for a 
role at a UK licensed aerodrome, it is the responsibility of the licence holder to 
assess its validity. 

8.36 In exceptional circumstances, e.g. when recruiting or when programmes are 
not immediately available for revalidation, a licence holder may request from the 
CAA permission to utilise uncertificated staff as part of the minimum staffing 
level. This should not be undertaken without the conduct of an assessment of 
competence in the expected role. As a guide, no more than 25% of any working 
shift should comprise uncertificated personnel. The maximum period of use of 
an uncertificated person is six months, after which time they shall be required to 
hold a valid certificate of competence.

8.37 Licence holders are, or should designate a person who is, responsible for 
the overall control and management of the aerodrome RFFS, and this person 
should adopt the role of fire service manager. However, in the event that this 
person does not hold an appropriate RFFS Certificate of Competence, the RFFS 
management structure should provide for a suitably qualified person to take 
command of an emergency response throughout the promulgated hours of 
operation.

8.38 RFFS personnel should be identified by markings in accordance with the national 
Incident Command System. The officer in charge of the aerodrome RFFS should 
wear a conspicuous coloured tunic or tabard in order to become distinguishable 
from the local authority fire officer.

8.39 To produce foam or other extinguishing agent on the move there should be a 
driver and a monitor operator.

Extraneous duties

8.40 No extraneous duty should create conditions likely to compromise individual or 
crew performance or introduce additional hazards. RFFS personnel designated 
as part of the minimum level for response, and who are engaged on extraneous 
duties, shall be capable of meeting the response time objective while carrying 
out those duties. It is not considered reasonable to require personnel designated 
as part of the minimum riding strength to be engaged on duties involving the 
handling of fuel.
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Medical standards

8.41 The objective of requiring medical assessments for aerodrome RFFS personnel 
is to ensure an acceptable standard for the fitness of personnel likely to be 
engaged in operational duties.

8.42 Licence holders are advised to determine an appropriate medical standard to be 
met by personnel employed as aerodrome fire fighters. Licence holders should 
ensure that initial and ongoing medical assessment is conducted by a competent 
organisation.

RFFS training

8.43 All rescue and fire fighting personnel shall be properly trained to perform their 
duties in an efficient manner and shall participate in live fire drills commensurate 
with the types of aircraft and the type of rescue and fire fighting equipment in 
use at the aerodrome, including pressure-fed fuel fires. Pressure-fed fuel fires 
can be either hydrocarbon or liquefied gas and the training facilities should be 
commensurate with the risks.

8.44 RFFS personnel should receive appropriate initial and regular comprehensive 
recurrent training appropriate to their role and task to maintain the skills 
necessary to ensure that RFFS equipment can be put to use effectively. Training 
shall be in accordance with CAP 699, Standards for the Competence of Rescue 
and Fire Fighting Service (RFFS) Personnel.

8.45 The rescue and fire fighting personnel training programme shall include training 
in human performance, including team co-ordination as set out in CAP 699.

Equipment

8.46 Rescue equipment commensurate with the level of aircraft operations should be 
provided on the rescue and fire fighting vehicle(s) and be based on the task and 
resource analysis.

8.47 All responding rescue and fire fighting personnel shall be provided with personal 
protective equipment to enable them to perform their duties in an effective 
manner.

8.48 Account should be taken of the Provision and Use of Work Equipment 
Regulations (PUWER) and the Personal Protective Equipment at Work 
Regulations which require that equipment is:

1. suitable for the intended use;

2. safe for use, maintained in a safe condition and, in certain circumstances, 
inspected to ensure this remains the case;

3. used only by people who have received adequate information, instruction 
and training; and
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4. accompanied by suitable safety measures, e.g. protective devices, markings, 
warnings.

8.49 Guidance on the rescue equipment to be provided at an aerodrome is given in 
the ICAO Airport Services Manual, Part 1.

8.50 Records of all tests and inspections shall be maintained by the licence holder for 
a period of five years. The records should include details of consequential action 
where an inspection has revealed a defect or deficiency.

Appliances

8.51 The objective is to design and procure appliance(s) that are fit for the purpose for 
which they are required.

8.52 The minimum number of foam-producing vehicles shall not be less than that set 
out in table 8.2

8.53 Guidance on minimum characteristics of RFFS vehicles is given in the ICAO 
Airport Services Manual Part 1, which also gives guidance on procurement: 
procurement should be based on a formal specification process that provides a 
phased approach and considers the preliminary preparation of specification, and 
additional contractual considerations.

Table 8.2 Minimum number of RFFS appliances/vehicles

Aerodrome category 3 4 5 6 7 8 9 10

Minimum number of 
foamproducing vehicles

1 1 2 2 2 3 3 4

8.54 A system of preventative maintenance of rescue and fire fighting vehicles should 
be employed to ensure effectiveness of the equipment and compliance with the 
specified response time throughout the life of the vehicle.
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8.55 At aerodromes where operation by aeroplanes larger than the average size in 
the given category are planned, the quantities of water should be recalculated 
and the amount of water for foam production and the discharge rates for foam 
solution should be increased accordingly. Additional guidance is available in 
chapter 2 of the ICAO Airport Services manual, Part 1.

Extinguishing agents

8.56 The objective of an extinguishing agent is to extinguish/suppress a fire on 
which it is applied. Principal agents are provided for permanent control, i.e. for a 
period of several minutes or longer. Complementary agents may provide rapid 
fire suppression but generally only offer a transient control, which is available 
during application. The ICAO Critical Area Concept is not intended to ensure 
extinguishment of the entire fire, it seeks to control only the area of fire adjacent 
to the fuselage. The objective is to safeguard the integrity of the fuselage and 
maintain tolerable conditions for its occupants.

8.57 Both principal and complementary agents should normally be provided at an 
aerodrome.

Principal extinguishing agents

8.58 The principal extinguishing agent should be:

1. a foam meeting the minimum performance level A; or

2. a foam meeting the minimum performance level B; or

3. a foam meeting the minimum performance level C; or

4. a combination of these agents

except that the principal extinguishing agent for aerodromes in categories 1 to 3 
shall meet the minimum performance level B or C.

8.59 The required quantities of extinguishing agents shall be in accordance with the 
aerodrome category, determined by tables 8.1, 8.2, and 8.3 and shall be available 
for immediate discharge from RFFS appliances.

8.60 For RFFS Categories 3-10, the discharge rates for foam shall be met using 
vehicle monitor(s).

8.61 Where different types of extinguishing agents are used on an aerodrome, care 
must be taken to ensure that incompatible types are kept apart, and stored in 
accordance with manufacturer’s guidance.

8.62 Alternative principal extinguishing agents which are not defined in the ICAO 
Airport Services manual (ASM) Part 1, will require evidence that demonstrates 
the agent achieves an equivalent level of performance.
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8.63 The quantity of foam concentrates separately provided on vehicles for foam 
production shall be in proportion to the quantity of water provided and the foam 
concentrate selected.

8.64 The amount of foam concentrate provided on a vehicle should be sufficient to 
produce at least two loads of foam solution.

8.65 When a combination of different performance level foams are provided at an 
aerodrome, the total amount of water to be provided for foam production should 
be calculated for each foam type and the distribution of these quantities should 
be documented for each vehicle and applied to the overall rescue and fire 
fighting requirement. 

8.66 The amounts of water specified for foam production are predicated on an 
application rate of 8.2 L/min/m2 for a foam meeting performance level A, 5.5 L/
min/m2 for a foam meeting performance level B and 3.75L/min/m2 for a foam 
meeting performance Level C. 

Worked example:

8.67 An RFFS Category 6 aerodrome, using performance level B foam, is required 
to have two appliances with a total of 7,900 litres of water and 948 litres of 
foam concentrate (two shots). It is also required to have 1,896 litres of foam 
concentrate in reserve (200% of 948). The total foam concentrate required on 
the aerodrome is 2,844 litres.

8.68 It actually has two appliances with 5,000 litres of water and 600 litres (2 x 300) 
of foam concentrate on each vehicle and 1,644 litres of foam concentrate in 
reserve, making its total 2,844 litres.

Note: By distributing its foam concentrate in this way it enables the vehicles 
to run with full tanks avoiding any free space which could upset the vehicle 
handling characteristics.

Complementary extinguishing agents

8.69 The complementary extinguishing agent should be a dry chemical powder 
suitable for extinguishing hydrocarbon fires, or a gaseous agent or a combination 
of both.

8.70 Dry chemical powders should only be substituted with an agent that has 
equivalent or better fire fighting capabilities, for all types of fires where 
complementary agent is expected to be used.

8.71 The complementary agents should comply with the appropriate specifications of 
the International Organisation for Standardisation (ISO).

8.72 A quantity of gaseous agent or CO2 shall be provided for use on small or hidden 
fires. A minimum extinguisher size is 5 kg for major and 2 kg for smaller vehicles.
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8.73 Where the main complementary agent is a gaseous agent or CO2, a quantity of 
dry powder shall be provided to assist in dealing with a running fuel fire.

8.74 Systems should be capable of delivering the agent through equipment which will 
ensure its effective application.

8.75 The discharge rate of complementary agents should be selected for optimum 
effectiveness of the agent.

8.76 For media substitution a maximum of 50% of complementary media or water 
may be replaced according to the following rates when using performance level 
B foam:

1. 1 kg of gaseous agent or dry powder = 0.66 litres of water.

2. 2 kg of CO2 = 0.66 litres of water.

8.77 If a ‘high performance’ dry powder is used the amount required may be reduced 
by 50%.

Note: High performance dry powders should be produced in accordance with 
the EN 615 standard. In tests 1.5 kg of powder should extinguish a 144B tray 
with a surface area of 4.52 m2.

Reserve supply of agents

8.78 A 200% reserve of foam concentrate and 100% of complementary agents and 
propellant gas shall be available at the aerodrome.

8.79 Extinguishing agent quantities designated as reserve should be held in any 
appropriate manner which easily allows vehicles to be replenished promptly 
(including on vehicles themselves).

8.80 Agent carried on appliances in excess of the minimum quantities can contribute 
to the reserve.

8.81 Where a major delay in the replenishment of the supplies is anticipated, 
the amount of reserve supply should be increased as determined by a risk 
assessment.

Storage of extinguishing agents

8.82 In addition to any statutory or legal requirements, consideration should be given 
to:

1. avoiding prolonged or extreme storage conditions;

2. regular inspection and testing;

3. keeping of log books and records;

4. manufacturers’ recommended service and test intervals.

8.83 Where different generic types of extinguishing agents are used on the 
aerodrome, care must be taken to ensure that incompatible types are kept apart 
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and care is exercised when these have to be used simultaneously against fires 
(e.g. powders and foams). In particular, the mixing of different types of foam 
concentrate may lead to serious sludging and possible malfunctioning of vehicle 
foam production systems. If it is necessary to change the concentrate type 
carried on a vehicle, it is essential that the manufacturers of the concentrate 
and the vehicle are consulted for guidance to ensure that all parts of the foam 
system are thoroughly cleaned prior to the new concentrate being used. This is 
vital to prevent any damage to foam systems or detrimental foam performance 
caused by the inadvertent mixing of incompatible foam concentrate types.

8.84 For extinguishing agents that have a certificate of conformity and have remained 
sealed and stored according to manufacturer’s guidance, a test to assess 
condition is not required within their shelf life unless the manufacturer’s 
guidance recommends it.

8.85 Any stocks of fire extinguishing agents, such as foam concentrates held in bulk 
tanks, including appliance tanks, and drums where the seal has been broken, 
should be assessed for continued satisfactory performance by taking samples 
from each batch and having these analysed at regular intervals by a competent 
person. (By way of guidance, the measurement of those physical and chemical 
properties determined as being important during the selection phase using 
methods outlined in national standards will be appropriate).

8.86 Licence holders should ensure that suppliers of fire extinguishing media provide 
a certificate of assurance for each batch to the effect that the media supplied 
meets all requirements of para 8.101 and any supplementary conditions agreed 
with themselves prior to the occasion of the first purchase (e.g. suitability 
for use in premixed form). Material Safety Data Sheets should be used to 
determine the best practice with respect to hazards, use, storage and disposal 
of extinguishing agents.

Foam production performance testing

8.87 It is essential that the foam produced by an RFFS vehicle, or other such 
appliance, is of an acceptable quality and the delivery parameters such as 
monitor jet range and pattern meet and are maintained to the appropriate 
operational requirement.

8.88 In order to ensure that foam production by an RFFS vehicle is of an acceptable 
standard a Foam Production Performance Test (i.e. an ‘Acceptance Test’) should 
be carried out:

1. when a RFFS vehicle is first acquired by the licence holder for operational 
use at an aerodrome. Acquisition may mean the new or second-hand 
purchase, leasing or hire of a RFFS Vehicle;

2. when significant maintenance, refurbishment or component replacement 
has been undertaken on a RFFS vehicle that could effect a change in the 
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foam quality or production performance of the foam-making system. This 
includes a change of foam-making branches, nozzles or monitors. Only those 
parts of the system that could have been affected by the work undertaken or 
the component change need to be tested.

8.89 The Foam Production Performance Test should confirm the following:

1. the induction percentage for all foam-making devices. (If the foam production 
system is fitted with an Induction Monitoring System, the test results 
obtained from analysis of the foam sample should correspond with those 
provided with the monitoring system, i.e. check for correct calibration and 
accuracy of induction monitoring system). Induction can be checked using 
water instead of foam;

2. the expansion ratio of all foam-making devices;

3. the quarter drainage time of all foam-making devices;

4. the jet range of the main monitor;

5. the spray pattern of the main monitor.

8.90 The test should be carried out to confirm the performance against a specification 
based on ICAO Airport Services manual (Doc 9137), Part I - Rescue and Fire 
Fighting, chapter 8, and should be conducted to an appropriate standard.

8.91 For vehicles equipped with foam monitors capable of producing foam while on 
the move, the tests shall include an assessment of this capability. Where both 
a high and low discharge capability has been provided on larger monitors, this 
provision should be tested in line with manufacturer’s guidance.

8.92 For systems designed to induce at 6%, induction should be in the range 5% to 
7% at the optimum working conditions. For systems designed to induce at 3%, 
the range is 3% to 4% and for 1% systems, the range is 1% to 1.1%. Pre-mixed 
foam systems shall have foam concentrate introduced to within a tolerance of 
1.0 to 1.1 times the manufacturer’s desired induction rate. Care should be taken 
in the use of freeze point depressants where pre-mixed foam systems are 
exposed to low temperatures, since excessive amounts of additives may have 
adverse effects on fire extinguishing performance.

In-service test

8.93 The in-service test should be conducted:

1. to ensure the ongoing capability of the foam production system;

2. at least every 12 months.

8.94 Once the foam production system has been fully tested, and assuming no 
changes have been made, the in-service testing shall consist of periodic checks 
to ensure induction accuracy.
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8.95 The most effective method of continually assuring the induction accuracy is for 
the vehicle to be fitted with a monitoring device which:

1. monitors the induction percentage;

2. records the dates and percentage inductions of foam concentrate;

3. has an alert if the induction rate goes outside set parameters.

8.96 The frequency of the in-service tests should be determined and conducted 
in conjunction with the vehicle maintenance provider. The foam specimen for 
checking the induction percentage can be collected during normal procedural 
‘spot’ tests or training. The most common method of conducting such a test is 
by using a refractometer; however, other methods are available.

8.97 Pre-mixed foam units shall be maintained and hydraulically pressure tested 
in accordance with the intervals set by manufacturer’s guidance. Only foam 
concentrates suitable for use in pre-mixed form shall be used in these kinds of 
pressure vessels.

Foam properties

8.98 Expansion ratio: the amount of air entrained into a foam stream governs 
its expansion, which in turn may affect the fluidity of the finished foam and 
therefore the rate of spread over the surface of burning fuels. The expansion of a 
representative sample of the foam blanket produced should be no less than 6:1, 
a value between 8:1 and 12:1 being preferred.

8.99 Drainage time: the rate at which foam solution drains from a foam blanket 
may be a partial consideration in that foam blanket’s efficiency in progressively 
controlling and extinguishing fires and subsequent post-fire security. Some 
guidance regarding an appropriate level of post-fire security provided by a 
finished foam blanket may be derived from experience of carrying out the ICAO 
fire tests. The time taken for the drainage of 25% of the foam solution from a 
representative sample of the foam blanket produced should be at least three 
minutes, and preferably more than five minutes. Any use of non-aspirated foam 
may need to be quickly supplemented by using aspirating foam to achieve a 
foam blanket of satisfactory stability.

8.100 Certain combinations of types of foam concentrate and branchpipes may 
be found to perform differently from others. Care should be taken during 
the selection process to ensure that the optimum combination of foam and 
equipment is chosen.

Foam performance levels and specifications

8.101 Foam concentrates used to provide the extinguishing agents quantities listed at 
table 8.3 are required to meet either performance level A, B or C as designated 
by ICAO in the airport services manual (Doc 9137), Part I – Rescue and Fire 
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Fighting, chapter 8. The performance level A, B or C is to be certificated by a 
recognised, accredited third party testing authority.

8.102 Training foams do not comply with any recognised national or international 
standards; however, they will be quality assured by the manufacturer. They 
may be formulated to mimic the operational foams for induction, drainage and 
expansion properties; however, their fire fighting properties may be reduced. 
Personnel must understand this feature of training foams before they are used. 
Care should be taken to prevent confusion between the storage and use of 
training foams with their operational counterparts. Where the manufacturer 
can demonstrate that the training foam produces identical test results to those 
expected to be obtained by the operational fire fighting foam, it may be used to 
conduct the foam production performance and in- service tests. 

8.103 The management of training foam should be in line with operational foam as set 
out in this chapter.

Provision of additional water supplies at licensed aerodromes

8.104 Supplementary water supplies, for the expeditious replenishment of rescue and 
fire fighting vehicles at the scene of an aircraft accident, should be provided.

8.105 The objective of providing additional water supplies at adequate pressure and 
flow is to ensure rapid replenishment of aerodrome RFFS vehicles. This supports 
the principle of continuous application of extinguishing media to maintain 
survivable conditions at the scene of an aircraft accident for far longer than that 
provided for by the minimum amounts of water set out in table 8.3.

8.106 Additional water to replenish vehicles may be required in as little as five 
minutes after an accident; therefore, licence holders should conduct an analysis 
to determine the extent to which it, and its associated storage and delivery 
facilities, should be provided.

8.107 The aerodrome should consult closely with the local authority fire and rescue 
service when conducting this analysis, and the following factors are among 
those items which should be considered (but not limited to):

�� sizes and types of aircraft using the aerodrome

�� the capacities and discharge rates of aerodrome fire vehicles

�� the provision of strategically located hydrants

�� the provision of strategically located static water supplies

�� utilisation of existing natural water supplies

�� vehicle response times

�� historical data of water used during aircraft accidents

�� the need and availability of supplementary pumping capacity
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�� the provision of additional vehicle-borne supplies

�� the level of support provided by local authority emergency services

�� the pre-determined response of local authority emergency services

�� fixed pumps where these may provide a rapid and less resource-intensive 
method of replenishment

�� additional water supplies adjacent to airport fire service training areas

�� overhead static water supplies

�� foam concentrate compatibility

Fire station(s)

8.108 All rescue and fire fighting vehicles should normally be housed in a fire station.

8.109 Satellite fire stations should be provided whenever the response time cannot be 
achieved from a single fire station.

8.110 The fire station should be located so that the access for rescue and fire fighting 
vehicles into the runway area is direct and clear, requiring a minimum number of 
turns.

8.111 Guidance on the design and construction of fire stations can be found in ICAO 
Airport Services manual, Part 1 - Rescue and Fire Fighting.

Communications and alerting systems

8.112 A discrete communication system should be provided linking a fire station with 
the control tower, any other fire station on the aerodrome and the rescue and 
fire fighting vehicles.

8.113 An alerting system for rescue and fire fighting personnel, capable of being 
operated from that station, should be provided at a fire station, any other fire 
station on the aerodrome and the aerodrome control tower.

8.114 Communications equipment provided should ensure effective two-way 
communication between parties with an effective range that ensures reception 
within all areas that the RFFS may be required to operate in.

8.115 Radio facilities to enable the RFFS to communicate with responding Local 
Authority Fire Services shall be provided.

8.116 A method of monitoring the movement area for the purpose of alerting and 
deploying the RFFS without delay shall be provided.

8.117 Equipment to provide effective communication between vehicle drivers and 
foam monitor operators shall be provided.

8.118 Radio equipment to enable fire officers to maintain communications when not in 
their vehicles shall be provided.
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8.119 Radio telecommunications (RTF) equipment shall be provided to enable the 
airport fire officer(s) to communicate with the aircraft flight deck. An aeronautical 
radio frequency, 121.600 MHz, is to be used for this purpose. All RTF 
communications on this frequency shall be recorded on suitable equipment that 
has the capability to identify the time the communication took place. Procedures 
shall be in place to store recordings on archival media for a minimum period of 
30 days from the date of the last recorded message. The CAA and Air Accident 
Investigation Branch (AAIB) may require access to the recordings.

8.120 To use 121.600 MHz, the RFFS must obtain prior approval to install and operate 
radio equipment from the relevant licensing authority. The use of 121.600 MHz 
is limited to direct communications between the fire officer and pilot when the 
aircraft is on the ground and only within the period of a declared emergency.

Difficult environs, the 1000 m area and access roads

8.121 Where an aerodrome is located close to water/swampy areas, or difficult terrain, 
and where a significant portion of approach or departure operations takes 
place over these areas, specialist rescue services and fire fighting equipment 
appropriate to the hazard and risk shall be available.

8.122 Emergency access roads should be provided on an aerodrome where terrain 
conditions permit their construction, so as to facilitate achieving minimum 
response times. Particular attention should be given to the provision of ready 
access to approach areas up to 1000 m from the threshold, or at least within the 
aerodrome boundary. Where a fence is provided, the need for convenient access 
to outside areas should be taken into account.

8.123 An assessment of the approach and departure areas within 1000 m of the 
runway threshold should be carried out to determine the options available for 
intervention. In considering the need for any specialist rescue and access routes, 
the following should be considered:

�� the environment of the risk area, in particular the topography and composition 
of the surface

�� the physical hazards and associated risks that exist within the area

�� the options for access and for rescue and fire fighting purposes

�� changes to the response area, e.g. tidal, seasonal

�� the hazards, risks and control measures of the options for rescue

�� the use of external services

�� an analysis of the advantages and disadvantages of the options

�� policies and procedures to define and implement standards

�� competence standards to match the above

�� monitoring and review of the capability
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8.124 Licence holders should ensure the development of special procedures and 
availability of equipment to deal with accidents that may occur in these areas. 
These facilities need not be located on, or provided by, the aerodrome if they 
can be made available by off-aerodrome agencies as detailed in the aerodrome 
emergency plan.

8.125 Where RFFS vehicles respond to incidents using the public highway, an 
assessment of the implications of such a response should be carried out. The 
following should be considered:

1. the legal requirements for vehicles and drivers

2. that suitable policies and procedures are in place

3. competence and training requirements for drivers 

4. pre-planning of routes for suitability

5. the monitoring and review of such responses

8.126 Emergency access roads should be capable of supporting the heaviest vehicles 
that will use them, and be usable in all weather conditions. Roads within 90 
m of a runway should be surfaced to prevent surface erosion and the transfer 
of debris to the runway. Sufficient vertical clearance should be provided from 
overhead obstructions for the largest vehicles.

8.127 When the surface of the road is indistinguishable from the surrounding area, 
or in areas where snow may obscure the location of the roads, edge markers 
should be placed at intervals of about 10 m.

8.128 With regard to access, licence holders should consider the following:

1. providing direct access to the operational runway(s);

2. designating access routes to the response area;

3. the maintenance of roads and access routes;

4. eliminating the possibility of any vehicle blocking the progress of responding 
emergency vehicles;

5. taking account of the gross weight and maximum dimensions of the RFFS 
vehicle(s) expected to use them;

6. that roads are capable of being traversed in all conditions;

7. exit gates or frangible sections in the security fence;

8. exit points will need to be clearly identified. Retro-reflective tape or markers 
will be of assistance where the aerodrome may need to be accessible during 
the hours of darkness or conditions of low visibility;

9. any delethalisation requirements; 

10. providing sufficient vertical clearance from overhead obstructions for the 
largest vehicle.
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Maintaining the response capability in low visibility conditions

8.129 To meet the operational objective as nearly as possible in less than optimum 
conditions of visibility, especially during low visibility operations, suitable 
guidance, equipment and/or procedures for rescue and fire fighting services 
should be provided.

8.130 RFFS vehicles should approach any aircraft accident by the quickest route 
commensurate with safety, although this might not necessarily be the shortest 
distance to the scene. Traversing through unimproved areas can take longer than 
travelling a greater distance on paved surfaces, therefore a thorough knowledge 
by RFFS personnel of the topography of the aerodrome and its immediate 
vicinity is fundamental. The use of grid maps and careful selection of routes is 
essential for success in meeting the response objective.

8.131 RFFS vehicles should be equipped with an airfield chart clearly showing 
all taxiways, runways, holding points and vehicle routes marked with their 
appropriate designation. The chart(s) should be accompanied by written 
instructions clearly detailing the action that the driver should take in the event 
that the vehicle should break down or that the driver should become unsure of 
the vehicle’s position on the aerodrome.

8.132 Consideration should be given to the provision and use of technical equipment, 
e.g. surface movement radar, infrared vision systems, taxiway centreline lighting, 
vehicle positioning equipment and other navigation aids that could enhance 
RFFS response to the location of an accident site in low visibility conditions.

8.133 Once low visibility operations have been initiated it may be necessary to 
restrict the operation of vehicles and persons in the aircraft manoeuvring area. 
Procedures developed for ATC to assist the RFFS in case of an accident or 
incident should be initiated. 

8.134 RFFS and associated external emergency response personnel should be 
made aware of the existence of any areas that may from time to time become 
impassable because of weather or other conditions, and of the location of 
obstacles both permanent and temporary.

8.135 Operational procedures should be developed through which ATC stop or divert 
all aircraft and non-essential traffic that conflicts with responding RFFS vehicles. 
RFFS personnel should continuously monitor the minimum visibility operating 
conditions in order to maintain response capability under such conditions.

8.136 Further guidance can be found in CAP 168, chapter 2 appendix 2B low visibility 
operations.

Work in Progress (WIP)

8.137 The extent to which WIP is likely to affect the response capability or operational 
performance of the RFFS and other emergency services should be considered 
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during the work planning process. Where it is considered the proposed 
works might have an impact, suitable mitigations should be developed 
and, if necessary, adjustments to the emergency plan should be made and 
promulgated, prior to the commencement of work.

Recording of incident data

8.138 Data from incidents attended by the RFFS can be useful in a number of ways. They 
can be used to inform task and resource analysis, procurement, response policies 
and procedures. Whilst it is at the discretion of licence holders how and what data 
they record it is suggested that the following are key fields. A template spreadsheet 
containing these fields is available from CAA by emailing aerodromes@caa.co.uk and 
requesting an ‘RFFS Incident Reporting Data Template’.

Example template

Date Incident identifier

Type of incident Time incident closed

Type of aircraft No. of PAX on board

Location of incident No. of PAX  evacuated

Time of call No. of PAX  rescued

Called by Slides deployed

Time in attendance Slides used

Size of fire By how many pax

Fire fighting agents used Was PEMS used (passenger evacuation management 
system)

Amount of agents used; initial 
extinguishment and prolonged 
control

Hazardous materials involved 
What 
How much

Time of burn before agent applied Source of ignition

Category reduced Category restored

Rffs vehicles attending Fire fighting equipment used

Frs vehicles attending Rescue equipment used

No. Of rffs personnel Damage to aircraft

Actions by others, FFG. or rescue Area of damage sq m

Fatalities Time to evacuate

Casualties Follow up actions 
date closed

RFFS vehicle accidents/incidents
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Inspections and audits of the RFFS by the caa’s aerodrome 
inspectors 

8.139 The objective of audits and inspections by the CAA is to establish and ensure 
continued regulatory compliance and the ability of the RFFS to achieve the 
principal and operational objectives. The CAA will perform an initial inspection/
audit of an aerodrome’s RFFS unit prior to, and then subsequent to, the issue of 
an aerodrome licence. Once the licence has been issued, the CAA will undertake 
regular inspections/audits.

8.140 The CAA Inspectors will seek:

1. evidence that the licence holder has made a full assessment of the 
operational requirements;

2. evidence that the necessary procedures and practices have been 
documented and are in place for an effective response to aircraft accidents or 
incidents;

3. documentary evidence relating to the qualifications of personnel employed in 
the RFFS, including Certificates of Competence;

4. records of training received and assessments made, including those for 
training exercises conducted with other emergency services;

5. records of inspections, test and maintenance of all vehicles and equipment.

8.141 The licence holder may be required to demonstrate the effectiveness of any of 
the objectives contained within this chapter. This may include any element, or all 
elements, of the aerodrome emergency plan.
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AAAPPENDIX 8A

Surface level heliports

Introduction

1. This appendix specifies the minimum RFFS requirements, which are specifically 
applicable to heliports where the category is H1, H2, or H3. This appendix has 
been compiled in such a way as to assist a licence holder in demonstrating 
compliance with the requirements at the levels stated.

2. A heliport is defined as ‘an aerodrome or a defined area intended to be used 
wholly or in part for the arrival, departure and surface movement of helicopters’.

3. Throughout this appendix the term ‘heliport’ is used; however, it is intended that 
these specifications also apply to areas for the exclusive use of helicopters at an 
aerodrome primarily meant for the use of aeroplanes.

4. The principal objective of a rescue and fire fighting service is to save lives in the 
event of a helicopter accident or incident.

5. This must assume at all times the possibility of and need for extinguishing a fire 
which may:

1. exist at the time a helicopter is touching down, lifting off, taxying, parked, etc;

2. occur immediately following a helicopter accident or incident; or 

3. occur at any time during rescue operations.

6. For this reason, the provision of adequate means of dealing promptly with 
an accident or incident occurring at, or in the immediate vicinity of, a heliport 
assumes primary importance because it is within this area that there are the 
greatest opportunities to save lives.

7. The most important factors bearing on effective rescue in a survivable helicopter 
accident are the training received, the effectiveness of the fire fighting 
equipment and the speed with which personnel and equipment designated for 
rescue and fire fighting purposes can be put into use.

8. Guidance material on rescue and fire fighting services for heliports can be found 
in:

1. ICAO Airport Services manual (Doc 9137), Part 1 – Rescue and Fire Fighting

2. ICAO Heliport manual (Doc 9261)

9. The scale and standards of RFFS to be provided at licensed heliports in the 
United Kingdom accord with the ICAO Standards and Recommended Practices 
(SARPs). The provision of RFFS for helicopters at unlicensed onshore sites can 
be found in CAP 789, Requirements and Guidance Material for Operators.
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Minimum scale of services to be provided

10. The heliport management shall provide, and staff, an effective RFFS capability 
that can respond to a helicopter accident/incident pending the arrival of external 
emergency services.

11. The provisions shall be available whenever flights required to use a licensed 
heliport are taking place. They shall be maintained for at least 15 minutes after 
the time of departure of any aircraft requiring the use of a licensed heliport or 
until the aircraft has reached its destination, whichever is the shorter.

12. Changes in the level of protection normally available at a heliport for rescue 
and fire fighting shall be notified to the appropriate air traffic services units and 
aeronautical information units to enable those units to provide the necessary 
information to arriving and departing aircraft. When such a change has been 
corrected, the above units shall be advised accordingly. Notification should be by 
radio and NOTAM.

Level of protection

13. The level of protection to be provided for rescue and fire fighting shall be based 
on the overall length of the longest helicopter normally using the heliport and in 
accordance with the heliport fire fighting category determined from table 8A.1.

14. The level of protection to be provided at a heliport (heliport RFFS category) shall 
be determined from table 8A.1 appropriate to the overall length of the longest 
helicopter using the heliport irrespective of its frequency of operations. However, 
during anticipated periods of operations by smaller helicopters, the heliport fire 
fighting category may be reduced to that of the highest category of helicopter 
planned to use the heliport at that time.

Table 8A.1 Heliport Fire Fighting Category

Category Helicopter fuselage length  Maximum 
fuselage width

HS (Special) Up to but not including 8 m 1.5 m

H1 From 8 m Up to but not including 24 m 2 m

H2 From 15 m Up to but not including 16 m 2.5 m

H3 From 16 m Up to but not including 20 m 3 m
Note: Helicopter length, including the tail boom and the rotors.

15. To determine the appropriate heliport fire fighting category the higher category 
of fuselage length or fuselage width should be applied.

16. See appendix (Appendix 8C for guidance on HS (Special) category helicopters.

17. For a helicopter take-off and landing area located on an aerodrome licensed for use 
by fixed wing aircraft, the RFFS at the aerodrome will be acceptable for helicopter 
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operations provided that the amounts are at least equal to those required for H1, H2 
or H3 operations, as appropriate and as shown in tables 8A.2 and 8A.3, and that the 
response time can be achieved.

Extinguishing agents

18. Principal and complementary agents shall be provided at a heliport, as specified 
in tables 8A.2 and 8A.3. Principal agents provide a level of post-fire security i.e. 
for a period of several minutes or longer. Complementary agents have rapid-fire 
suppression capability but provide control only during application and for a short 
period thereafter.

19. Hose line(s) of sufficient length(s) appropriate to dealing with fires involving the 
sizes and types of aircraft normally using the heliport, and which include a hand 
controlled foam-making branch, shall be provided.

20. The discharge rate of complementary agents should be selected for optimum 
effectiveness of the agent used.

21. Complementary Fire Fighting Agents shall comply with the appropriate 
specifications of the International Organisation for Standardisation (ISO).

22. Dry chemical powder and gaseous agents are normally considered more efficient 
than carbon dioxide for aircraft rescue and fire fighting operations.

23. Where the main complementary agent is a dry chemical powder, there shall be 
a minimum quantity of 9 kg of gaseous agent or 18 kg of CO2 provided with a 
suitable applicator for use on engine fires.

24. Where the main complementary agent is gaseous agent or CO2, there shall be 
a minimum 9 kg of dry powder provided to assist in dealing with a running fuel 
fire.

25. A 200% reserve of foam concentrate and 100% of complementary agents shall 
be available at the heliport.

26. For media substitution a maximum of 50% of complementary media or water 
may be replaced according to the following rates when using performance level 
B foam:

1. 1 kg of gaseous agent or dry powder = 0.66 litres of water.

2. 2 kg of CO2 = 0.66 litres of water.

27. If a ‘high performance’ dry powder is used the amount required may be reduced 
by 50%.

Note: High performance dry powders should be produced in accordance with 
the EN 615 standard. In tests 1.5 kg of powder should extinguish a 144B tray 
with a surface area of 4.52 m2.
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Table 8A.2 Minimum usable amounts of principal fire extinguishing agents required for 
surface level heliports

Heliport 
category 
(rffs)

Foam meeting performance level b Discharge rate foam 
solution (litres/
minute)Water (litres) Foam concentrate (litres)

At 3% At 6%

H1 500 15 30 250

H2 1 000 30 60 500

H3 1 600 48 96 800

Heliport 
category 
(rffs)

Foam meeting performance level c Discharge rate foam 
solution (litres/
minute)Water (litres) Foam concentrate (litres)

At 3% At 6%

H1 350 11 21 175

H2 700 21 42 350

H3 1,070 33 65 535

Table 8A.3 Minimum usable amounts of complementary fire extinguishing agents required 
for surface level heliports

Heliport 
category 
(RFFS)

Complementary agent

Dry chemical powder or gaseous agent or carbon dioxide 
CO2

or a combination (in proportion)

H1 23 23 45

H2 45 45 90

H3 90 90 180

Response time

28. Response time is considered to be the time between the initial call to the rescue 
and fire fighting service and the time when the first responding vehicle(s) is (are) 
in position to apply foam at a rate of at least 50% of the discharge rate specified 
in table 8A.2.

29. At a surface level heliport, the operational objective of the rescue and fire 
fighting service should be to achieve response times not exceeding two minutes 
in optimum conditions of visibility and surface conditions.

30. The response area is considered as Final Approach and Take-Off area(s) (FATO), 
designated aiming point(s) and Touchdown and Lift Off area(s) (TLOF), including 
all areas used for the manoeuvring, rejected take-off, taxiing, air taxiing and 
parking of helicopters.
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31. To ensure an effective response as close to the operational objective in less 
than optimum conditions, the heliport fire service should provide and instigate 
suitable guidance and/or procedures.

32. It is recognised that the two-minute response time may not always be achievable 
to all areas of an aerodrome/heliport where helicopters may arrive or depart, 
especially training areas, which may be designated outside the aerodrome 
boundary. In these cases the RFFS should respond as safely as possible. In the 
case of training areas designated outside the aerodrome/heliport boundary, the 
operator of the helicopter has a duty of care to ensure that the appropriate RFFS 
requirements and response are provided.

Minimum number of staff designated as RFFS personnel

33. Trained personnel shall be designated to respond and operate the RFFS provision 
whenever flights required to use a licensed heliport are taking place. The minimum 
number of personnel and level of supervision are defined in table 8A.4.

34. Licence holders should assess the medical and fitness suitability of all personnel 
detailed to respond as part of the RFFS.

Table 8A.4

Heliport RFFS 
category

Minimum number of 
personnel

Minimum supervision level

H1 Two To be determined locally

H2 Three Lower category aerodrome 
supervisor

H3 Four Lower category aerodrome 
supervisor

Extraneous duties

35. No extraneous duty should create conditions likely to compromise individual or 
crew performance or introduce additional hazards. RFFS personnel designated 
as part of the minimum level for response, and who are engaged on extraneous 
duties, shall be capable of meeting the response time objective while carrying 
out those duties.

Vehicles and ancillary equipment

36. A vehicle fit for purpose shall be provided and be readily available for immediate 
use to carry personnel and RFFS equipment to the scene of the incident. Non-
self-propelled appliances (trailers) are permissible but they must be connected to 
a suitable towing vehicle during helicopter movements.
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37. Where soft or other difficult terrain is immediately adjacent to, or comprises part 
of the response area, a suitable all-wheel drive vehicle will be required to ensure 
an effective response. In other situations the vehicle must be suitable for the 
terrain at the specific site.

38. For night operations, sufficient lighting equipment for adequate illumination of an 
incident must be provided. This equipment may be carried on the vehicle, or by 
any other suitable means.

39. A method of monitoring the helicopter movement area for the purpose of 
instantaneously alerting and deploying the facility shall be provided.

40. A reliable method of summoning assistance from off-aerodrome local 
emergency services shall be provided.

41. Communications equipment should be provided, which will have a transmitting 
range effective within the response areas.

42. Where a considerable proportion of helicopter movements take place over water 
areas, the provision of a rescue craft should be considered. The objective should 
be to recover the maximum anticipated number of occupants of the largest 
helicopter in use in the most expeditious manner.

43. Rescue equipment commensurate with the level of aircraft operations should be 
provided. (See table 8A.5.)

44. All responding rescue and fire fighting personnel shall be provided with personal 
protective equipment to enable them to perform their duties in an effective 
manner.

45. Account should be taken of the PUWER and the Personal Protective Equipment 
at Work Regulations which require equipment is:

1. suitable for the intended use;

2. safe for use, maintained in a safe condition and, in certain circumstances, 
inspected to ensure this remains the case;

3. used only by people who have received adequate information, instruction 
and training; and

4. accompanied by suitable safety measures, e.g. protective devices, markings, 
warnings.

46. Records of all tests and inspections shall be maintained by the licence holder for 
a period of five years. The records should include details of consequential action 
where an inspection has revealed a defect or deficiency.
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Table 8A.5

Equipment resource RFFS categories H1, H2 & H3

Axe, aircraft non-wedging  
Saw, general purpose  
Crowbar 
Side cutting pliers 
Set screwdrivers  
Fire-resistant blanket 
Ladder/steps (appropriate to helicopter size) 
General purpose line

Bolt cropper 
Hacksaw (with spare blades)  
Harness knife (with sheath)  
Tin snips 
Adjustable wrench 
Hook, grab or salving 
Powered cutting tool (H3 only)

Medical provisions

47. Minimum quantities of medical equipment resources appropriate to the sizes 
and types of aircraft should be provided. Advice can be found on the Health and 
Safety Executive (HSE) website. 

Training

48. Licence holders shall ensure that participating personnel are trained and 
competent in the operation of the RFFS equipment provided at the heliport. The 
training should be competence-based.

49. The licence holder shall nominate a competent person(s) to conduct training.

50. Personnel shall receive training prior to initial participation and periodically 
thereafter. The licence holder or the nominated competent person will determine 
periodicity. Examples of areas where training should be provided are detailed in 
table 8A.6.

51. Assessment of the competency of the person(s) determining, evaluating and 
conducting training shall be the responsibility of the licence holder.
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Table 8A.6 Example training competence (initial and ongoing)

1 Licence holder’s safety policies

2 Hazards arising from aircraft operation and safety-related procedures

3 Triangle of fire

4 Extinguishing agents - use and methods of application

5 Fire appliance operations, driving training for emergency response

6 Ancillary equipment, selection, storage and handling, use, inspection and testing, 
maintenance and record-keeping

7 Personal protective equipment

8 Helicopter construction

9 Helicopter familiarisation

10 Response area topography

11 Fire and rescue procedures

12 Fixed wing, and rotary aircraft (tactics and techniques) – appliance positioning, 
external/internal fires, access, forcible entry, assistance with evacuation

13 Initial emergency medical aid and casualty handling

14 Personal training record(s)

15 Emergency plans

16 Preservation of evidence

Emergency planning/emergency orders

52. Emergency orders, which form part of the heliport manual, shall include 
arrangements for alerting the facility, for the immediate notification of other key 
aerodrome personnel and for summoning externally based emergency services. 
These orders shall detail procedures for anticipated emergency situations, 
including accidents/incidents which occur in the approach and departure areas. 
The areas within which a response will be made shall be shown in the heliport 
manual.

53. Off-aerodrome emergency services should be given the opportunity to 
familiarise themselves with the emergency procedures as well as the 
topography of the aerodrome.



CAP 168 Appendix 8A: Surface level heliports

February 2014 Page 392

Inspections of the RFFS by the CAA’s aerodrome inspectors

54. The RFFS should operate as an effective unit. The licence holder shall be 
required by the CAA to demonstrate that effectiveness from time to time.

55. The CAA Inspectors may also require to see documentary evidence relating to 
the training of personnel employed in the RFFS e.g. certificates of competence, 
records of training and assessment including those for training exercises 
conducted with other emergency services.

56. Records of all tests and inspections of extinguishing media shall be maintained 
by the licence holder for a period of five years. The records should include details 
of consequential action where an inspection has revealed a defect or deficiency.
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ABAPPENDIX 8B

Rescue and fire fighting service (RFFS) requirements at 
category I and II aerodromes

Introduction

1. This appendix specifies the minimum RFFS requirements, which are applicable 
to aerodromes where the category is I or II. This appendix has been compiled in 
such a way as to assist a licence holder in demonstrating compliance with the 
requirements at the levels stated.

Minimum scale of services to be provided

2. The aerodrome management shall provide and staff an effective RFFS capability 
that can respond to an aircraft accident/incident pending the arrival of external 
emergency services.

3. The RFFS should be available whenever flights required to use a licensed 
aerodrome are taking place. It should be maintained for at least 15 minutes after 
the time of departure of any aircraft requiring the use of a licensed aerodrome or 
until the aircraft has reached its destination, whichever is the shorter.

4. Changes in the level of protection normally available at an aerodrome for rescue 
and fire fighting shall be notified to the appropriate air traffic services units and 
aeronautical information units to enable those units to provide the necessary 
information to arriving and departing aircraft. When such a change has been 
corrected, the above units shall be advised accordingly. Notification should be by 
radio and NOTAM.

5. A change should be expressed in terms of the new category of the rescue and 
fire fighting service available at the aerodrome.

Note: Licence holders should develop contingency plans to limit the need for 
changes to the promulgated level of services. This may involve, for example, a 
preventative maintenance plan to ensure the mechanical efficiency of equipment 
and vehicles, and arrangements to cover unplanned leave and absence of the 
minimum level of RFF personnel including supervisory level.

Level of protection

6. The level of protection to be provided shall be based on the overall length of the 
longest aeroplane using the aerodrome.

7. The level of protection to be provided at an aerodrome shall be determined 
from table 8B.1 appropriate to the overall length of the longest aeroplane using 
the aerodrome irrespective of its frequency of operations. However, during 
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anticipated periods of operations by smaller aeroplanes, the category may 
be reduced to that of the highest category of aeroplane planned to use the 
aerodrome at that time.

Table 8B.1 RFF category

Aerodrome 
category (RFF)

Aircraft overall length

I Up to but not including 9 m

II From 9 m Up to but not including 12 m

Remission

8. Remission enables aerodromes to provide RFFS facilities to one category below 
that determined by the size of the largest aeroplane.

9. Where the number of movements of the aeroplanes in the highest category 
normally using the aerodrome is less than 700 in the busiest consecutive three 
months, the level of protection provided shall not be less than one category 
below the determined category.

10. Aerodromes currently promulgating RFFS Category 1 or 2 may apply remission 
on only one category higher than their promulgated category.

Extinguishing agents

11. Principal and complementary agents shall be provided as specified in tables 8B.2 
and 8B.3. Principal agents provide a level of post-fire security i.e. for a period of 
several minutes or longer. Complementary agents have rapid fire suppression 
capability but provide control only during application and for a short period 
thereafter.

Table 8B.2 Min quantities of principal fire extinguishing agents required

Aerodrome 
category 
(RFFS)

Foam meeting performance level B Discharge rate 
foam solution 
(litres/minute)Water 

(litres)
Foam concentrate (litres)

At 3% At 6%

I 230 7 14 230

II 670 20 40 550

Aerodrome 
category 
(RFFS)

Foam meeting performance level C Discharge rate 
foam solution 
(litres/minute)Water 

(litres)
Foam concentrate (litres)

At 3% At 6%

I 155 5 10 155

II 450 14 27 370
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12. Hose line(s) of sufficient length(s) appropriate to dealing with fires involving the 
sizes and types of aircraft normally using the aerodrome, and which include a 
hand controlled foam-making branch, shall be provided.

Table 8B.3 Min quantities of complementary fire extinguishing agents required

Aerodrome 
category 
(RFFS)

Complementary agent (Kg)

Dry chemical 
powder

or gaseous agent or carbon dioxide 
CO2

Or a combination (in proportion)

I 45 45 90

II 90 90 180

13. Complementary fire fighting agents shall comply with the appropriate 
specifications of the ISO.

14. Dry chemical powder and gaseous agents are normally considered more 
efficient than carbon dioxide for aircraft rescue and fire fighting operations.

15. Where the main complementary agent is a dry chemical powder, there shall be 
a minimum quantity of 9 kg of gaseous agent or 18 kg of CO2 provided with a 
suitable applicator for use on aircraft engine fires.

16. Where the main complementary agent is gaseous agent or CO2, there shall be 
a minimum 9 kg of dry powder provided to assist in dealing with a running fuel 
fire.

17. The discharge rate of complementary agents should be selected for optimum 
effectiveness of the agent.

18. A 200% reserve of foam concentrate and 100% of complementary agents shall 
be available at the aerodrome.

19. For media substitution a maximum of 50% of complementary media or water 
may be replaced according to the following rates when using performance level 
B foam:

1. 1 kg of gaseous agent or dry powder = 0.66 litres of water.

2. 2 kg of CO2 = 0.66 litres of water.

20. If a ‘high performance’ dry powder is used the amount required may be reduced 
by 50%.

Note: High performance dry powders should be produced in accordance with 
the EN 615 standard. In tests 1.5 kg of powder should extinguish a 144B tray 
with a surface area of 4.52 m2.
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Response time

21. The operational objective of the RFFS should be to achieve a response time 
not exceeding three minutes to any part of the manoeuvring area in optimum 
visibility and surface conditions.

22. Response time is considered to be the time between the initial call to the rescue 
and fire fighting service and the time when the first responding vehicle(s) is (are) 
in position to effect fire fighting and rescue operations.

23. Any other vehicles required to deliver the amounts of extinguishing agents 
specified in table 8B.2 should arrive no more than one minute after the first 
responding vehicle(s) so as to provide continuous agent applications.

Minimum number of staff designated as RFFS personnel

24. Trained personnel shall be designated to respond and operate the RFFS provision 
whenever flights required to use a licensed aerodrome are taking place. The 
minimum number of personnel and level of supervision are defined in table 8B.4.

Table 8B.4

RFFS category Minimum number of 
personnel

Minimum supervision level

I Two To be determined locally

II Three Lower Category Aerodrome 
Supervisor

25. Licence holders should assess the medical and fitness suitability of all personnel 
detailed to respond as part of the RFFS.

Extraneous duties

26. No extraneous duty should create conditions likely to compromise individual or 
crew performance or introduce additional hazards. RFFS personnel designated 
as part of the minimum level for response, and who are engaged on extraneous 
duties, shall be capable of meeting the response time objective while carrying 
out those duties.

Vehicles and ancillary equipment

27. A vehicle fit for purpose shall be provided and be readily available for immediate 
use to carry personnel and RFFS equipment to the scene of the incident. Non-
self-propelled appliances (trailers) are permissible but they must be connected to 
a suitable towing vehicle during aircraft movements.

28. Where soft or other difficult terrain is immediately adjacent to, or comprises part 
of the response area, a suitable all-wheel drive vehicle will be required to ensure 
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an effective response. In other situations the vehicle must be suitable for the 
terrain at the specific site.

29. For night operations, sufficient lighting equipment for adequate illumination of an 
incident must be provided. This equipment may be carried on the vehicle, or by 
any other suitable means.

30. A minimum quantity of ancillary equipment resource appropriate to the sizes 
and types of aircraft should be provided. table 8B.5 provides a generic list of 
equipment for Categories 1 and 2 aerodromes that has been identified as 
acceptable. However the licence holder may carry out an assessment and 
provide alternative equipment, which can facilitate effective access to the types 
of aircraft operating or likely to operate at the aerodrome.

31. A method of monitoring the aircraft movement area for the purpose of 
instantaneously alerting and deploying the facility shall be provided.

32. A reliable method of summoning assistance from off-aerodrome local 
emergency services shall be provided.

33. Communications equipment should be provided, which will have a transmitting 
range effective within the response areas.

34. All responding rescue and fire fighting personnel shall be provided with personal 
protective equipment to enable them to perform their duties in an effective 
manner.

35. Account should be taken of the Provision and Use of Work Equipment 
Regulations (PUWER) and the Personal Protective Equipment at Work 
Regulations which require that equipment is:

1. suitable for the intended use;

2. safe for use, maintained in a safe condition and, in certain circumstances, 
inspected to ensure this remains the case;

3. used only by people who have received adequate information, instruction 
and training; and

4. accompanied by suitable safety measures, e.g. protective devices, markings, 
warnings.

36. Records of all tests and inspections shall be maintained by the licence holder for 
a period of five years. The records should include details of consequential action 
where an inspection has revealed a defect or deficiency.
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Table 8B.5

Equipment resources – categories I and II

Axe, aircraft non-wedging  
Saw, general purpose  
Crowbar 
Side-cutting pliers 
Set screwdrivers 
Fire-resistant blanket 
Ladder/steps (appropriate to aircraft size) 
General purpose line

Bolt cropper 
Hacksaw (with spare blades)  
Harness knife (with sheath)  
Tin snips 
Adjustable wrench  
Hook, grab or salving  
Breathing masks (filter) 

Medical provisions

37. Minimum quantities of medical equipment resources appropriate to the sizes 
and types of aircraft should be provided. Advice can be found on the Health and 
Safety Executive (HSE) website.

Training

38. Licence holders shall ensure that participating personnel are trained and 
competent in the operation of the RFFS equipment provided at the aerodrome. 
The training should be competence-based.

39. The licence holder shall nominate a competent person(s) to conduct training.

40. Personnel shall receive training prior to initial participation and periodically 
thereafter.

41. The licence holder or the nominated competent person will determine 
periodicity. Examples of areas where training should be provided are detailed in 
table 8B.6.

42. Assessment of the competency of the person(s) determining, evaluating and 
conducting training shall be the responsibility of the licence holder.
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Table 8B.6 Example training competence (initial and ongoing)

1 Licence holder’s safety policies

2 Hazards arising from aircraft operation, dangerous goods and safety-related 
procedures

3 Triangle of fire

4 Extinguishing agents - use and methods of application

5 Fire appliance operations, driving training for emergency response

6 Use of equipment, selection, storage and handling, inspection and testing, 
maintenance and record-keeping

7 RFFS personnel safety and personal protective equipment

8 Aircraft construction and evacuation assistance

9 Aircraft familiarisation

10 Aerodrome familiarisation and topography

11 Fire fighting and rescue operations

12 Fixed wing and rotary aircraft (tactics and techniques) – appliance positioning, 
external/internal fires, access, forcible entry, assistance with evacuation

13 Emergency first aid and casualty handling

14 Personal training record(s)

15 Emergency plans

16 Emergency communications systems

17 Preservation of evidence

Emergency planning/emergency orders

43. Emergency orders, which form part of the aerodrome manual, shall include 
arrangements for alerting the facility, for the immediate notification of other 
key aerodrome personnel and for summoning externally based emergency 
services. These orders shall detail procedures for anticipated emergencies 
including accidents/incidents which occur up to 1000 metres from the runway 
threshold. The areas within which a response will be made shall be shown in the 
aerodrome manual.

44. Off-aerodrome emergency services should be given the opportunity to 
familiarise themselves with the emergency procedures as well as the 
topography of the aerodrome.
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Inspections of the RFFS by the CAA’s aerodrome inspectors

45. The RFFS should operate as an effective unit. The licence holder shall be 
required by the CAA to demonstrate that effectiveness from time to time.

46. The CAA inspectors may also require to see documentary evidence relating to 
the training of personnel employed in the RFFS e.g. certificates of competence, 
records of training and assessment including those for training exercises 
conducted with other emergency services.

47. Records of inspections, test and maintenance of vehicles and equipment 
provided for the use of the RFFS should be available for audit.
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ACAPPENDIX 8C

Initial emergency response (IER) requirements for 
RFFS category special aerodromes – aeroplanes and 
helicopters

Aerodrome emergency procedures

1. A responsible person should be designated to promulgate clear and concise 
emergency procedures.

2. Emergency orders, which form part of the aerodrome manual, shall include 
arrangements for alerting the IER facility, for the immediate notification of other 
key aerodrome personnel and for summoning externally-based emergency 
services. These orders shall detail procedures for anticipated emergency situations 
including accidents/incidents which occur up to the aerodrome boundary.

3. Off-aerodrome emergency services should be given the opportunity to familiarise 
themselves with the emergency procedures and the topography of the aerodrome.

4. The IER should operate as an effective unit. The licence holder shall be required 
by the CAA to demonstrate that effectiveness.

IER personnel and training

5. A minimum number of competent IER personnel shall be detailed to operate 
the IER equipment, and should be available for immediate response during flying 
operations. A competent person should conduct an assessment of the hazards and 
associated risks following which IER personnel should be provided with sufficient 
training to carry out their role.

6. IER Personnel should be competent in at least the following:

�� the aerodrome emergency procedures;

�� the aerodrome topography;

�� achieving a response as expediently as possible;

�� application of the necessary procedures to deal with the types of 
emergencies appropriate to the operation, hazards and risks;

�� the selection, use, and maintenance of equipment;

�� the application of the extinguishing agents;

�� Initial Emergency Medical Aid (IEMA) and casualty handling.

7. Records of all training should be maintained.
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IER vehicle and equipment

8. A vehicle that is mechanically reliable, fit for purpose, and which is capable 
of accommodating IER personnel should be provided. The vehicle, including 
any towed equipment, should be capable of traversing the terrain likely to be 
encountered in response to any incident; all-wheel drive may be necessary. 
Specified equipment should be carried either on the vehicle or on a suitable 
trailer connected to the vehicle.

9. Radio communications equipment should be provided and should have a range 
that will ensure effectiveness within the expected response area.

10. A minimum quantity of ancillary equipment appropriate to the sizes and types of 
aircraft should be provided.

11. Account should be taken of the PUWER and the Personal Protective Equipment 
at Work Regulations which require that equipment is:

1. suitable for the intended use;

2. safe for use, maintained in a safe condition and, in certain circumstances, 
inspected to ensure this remains the case;

3. used only by people who have received adequate information, instruction 
and training; and

4. accompanied by suitable safety measures, e.g. protective devices, markings, 
warnings.

Fire fighting agents

12. The tables below identify the quantities of fire fighting agent that are 
recommended. The agent should be available for immediate discharge from the 
vehicle/pressure unit.

Table 8C.1

Minimum usable amounts of extinguishing agents

Foam meeting performance level B Complementary agent

Water 
(litres)

Foam concentrate 
(litres/min)

Discharge rate of foam 
solution (litres/min)

Dry powder or 
gaseous agents (kg)

or CO2 (kg)

90 6 @ 6% 
3 @ 3%

60 18 36

Foam meeting performance level C Complementary Agent

Water 
(litres)

Foam concentrate 
(litres/min)

Discharge rate of foam 
solution (litres/min)

Dry powder or 
gaseous agents (kg)

or CO2 (kg)

60 4 @ 6% 
2 @ 3%

40 18 36
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Table 8C.2

Minimum usable amounts of extinguishing agents compressed air foam system

Foam meeting performance level B Complementary agent

Water 
(litres)

Foam concentrate Discharge rate of foam 
solution (litres/min)

Dry powder or 
gaseous agents (kg)

or CO2 
(kg)

Induction rate Expansion ratio

60 0.2–0.4% 8–9:1 60 18 36

Foam meeting performance level C Complementary agent

Water 
(litres)

Foam concentrate Discharge rate of foam 
solution (litres/min)

Dry powder or 
gaseous agents (kg)

or CO2 
(kg)

Induction rate Expansion ratio

40 0.2–0.4% 8–9:1 40 18 36

13. Dry powders and gaseous agents are normally considered more efficient than 
CO2 for aircraft rescue and fire fighting operations. When selecting dry powder 
for use with foam, care must be exercised to ensure compatibility.

14. It is acceptable to replace all or part of the amount of water for foam production 
by complementary agents. For the purpose of agent substitution the following 
equivalents should be used: 1 kg of complementary agent = 0.66 L water for 
production of a foam meeting performance level B.

Inspections of the IER by the CAA’s aerodrome inspectors

15. At aerodromes where the RFF category is special, the CAA will, prior to 
initial licensing, be required to be satisfied that initial emergency response 
arrangements are satisfactory and will audit the arrangements as part of the 
normal audit process.
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9CHAPTER 9

Emergency planning

Introduction

9.1 The guidance contained in this chapter is developed from UK best practice, 
the requirements of Civil Contingency legislation and ICAO Standards and 
Recommended Practices (SARPs). Further information is contained in the ICAO 
Airport Services manual, Part 7, Airport Emergency Planning (Doc 9137–AN/898).

9.2 Aircraft accidents have the potential to involve a large number of casualties 
and fatalities. However, although they may be considered as disasters for 
the purposes of emergency planning, it would be incorrect to suggest that 
all aircraft accidents have the capability to achieve disaster proportions. Many 
will be capable of being dealt with locally using the facilities provided by the 
aerodrome or with limited support from category I responders. Nevertheless, an 
incident involving even the smallest aircraft can be life-threatening, not only to 
the occupants but also to those in the vicinity of the incident. Whilst the scale of 
response to a disaster may be much greater than that required for the majority 
of aircraft accidents, the principles of prevention, preparedness, response and 
recovery do not change.

9.3 Even though the licence holder will have demonstrated to the CAA inspectors 
the ability of the aerodrome to meet the fire, rescue, and medical requirements 
specified earlier in this publication, the mere provision of equipment, supplies or 
personnel to the required standard does not necessarily constitute an efficient 
operational unit. The licence holder should also be able to demonstrate that the 
aerodrome’s emergency arrangements are effective, and that appropriate use 
can be made of all available resources, in particular external emergency services, 
if an aircraft accident or other incident were to occur.

9.4 An aerodrome may generate hazards in addition to those that relate directly to 
the operation of aircraft, e.g. the handling of bulk fuel storage. Licence holders 
should make plans to deal with emergencies that arise from these activities. The 
quantities of equipment, extinguishing agents and personnel required to deal 
with such emergencies may exceed those provided by the aerodrome for the 
scale of RFFS required to protect the movements of aircraft only.

9.5 Where an aerodrome accepts flights involving the carriage of dangerous goods, 
the RFFS should develop appropriate policies and procedures to deal with types 
of dangerous goods likely to be encountered in an incident, and ensure that 
RFFS personnel are adequately trained and protected.

9.6 The terminology used in this chapter is drawn from ICAO SARPs and the 
different arrangements that exist within the devolved administrations within the 
UK. As such there may be local differences of the terms used. It is important that 
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whatever terms are used locally they are set out in the plans and understood by 
all stakeholders.

Civil Contingencies Act 2004

9.7 The Civil Contingencies Act 2004 and supporting regulations and statutory 
guidance establish a clear set of roles and responsibilities for those involved 
in emergency preparation and response at the local level. The Act divides local 
Responders into two categories, imposing a different set of duties on each.

9.8 Category I organisations are at the core of the response to most emergencies 
(e.g. emergency services, local authorities, NHS bodies). Category I responders 
are subject to the full set of civil protection duties.

9.9 Category II organisations are less likely to be involved in the heart of planning 
work but will be heavily involved in incidents that affect their sector. Category 
II responders have a lesser set of duties – co-operating and sharing relevant 
information with other category I and II Responders.

9.10 Aerodrome operators responsible for aerodromes through which, according to 
the most recent data available, at least 50,000 passengers or 10,000 tonnes of 
freight per year were transported are included as category II Responders under 
Civil Contingencies regulations.

9.11 The mechanisms for multi-agency co-operation at the local level are generally 
based on local police areas (with the exception of London), and bring together all 
the organisations who have a duty to co-operate under the Civil Contingencies 
Act, along with others who would be involved in the response. In England these 
are Local Resilience Forums (LRF), in Scotland Strategic Co-ordinating Groups 
(SCG), in Wales the Wales Resilience Forum (WRF) and in Northern Ireland the 
Civil Contingencies Group (CCG). For this guidance these will be known by the 
term Local Emergency Management Arrangements (LEMA).

9.12 Regardless of whether a duty exists under the Civil Contingencies Act 2004 
or not, licence holders should liaise with their LEMA to ensure that there is 
appropriate and adequate consideration of the risks and response required to 
aircraft incidents.

9.13 The arrangements at an aerodrome may include setting up an Emergency 
Planning Committee. Either there should be a link from the emergency 
planning arrangements at an aerodrome to the LEMA by direct membership, 
or representation through a member of the LEMA who has the aerodrome 
emergency planning included in their terms of reference or responsibilities.

9.14 Detailed guidance regarding emergency planning and the Civil Contingencies 
legislation can be found on the www.gov.uk website.

http://www.gov.uk
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Emergency planning objectives

9.15 The objective of aerodrome emergency planning is to anticipate the effects 
an emergency might have on life, property, and aerodrome operations, and to 
prepare a course, or courses, of action to minimise those effects, particularly in 
respect of saving lives.

Emergency planning arrangements

9.16 The list at table 9.1 is intended to assist an aerodrome licence holder in choosing 
those organisations that should be represented on the aerodrome’s emergency 
planning committee. However, the list is not comprehensive and some 
aerodromes may need expertise from organisations not shown, while others 
may find some of the organisations shown to be inappropriate.

Table 9.1 On- and off-aerodrome services from which planning committee members could 
be selected:

Aerodrome RFFS Local Ambulance Trust

Aerodrome Police Coastguard and Offshore Rescue

Aerodrome Security Doctors

Airline Operators Local Authority Fire and Rescue Service

Customs and Excise First Aid Organisations

Occupational Medical Local Hospital Trust

Mechanical Transport Police

Telecommunications Press

Works Facilities Religious Leaders

Environment Agency

9.17 The tasks that the emergency planning arrangements may consider are:

1. terms of reference of the planning committee

2. development of an emergency plan and orders

3. tactics

4. liaison

5. co-operative training

6. exercise planning

7. post-accident/incident and post-exercise reviews

8. review and monitoring

9. recording
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9.18 A senior member of the aerodrome management team with the direct support 
of the licence holder should chair any meetings. Records of the meetings should 
be taken and retained and the person accountable for the emergency planning 
arrangements shall be identified within the aerodrome manual.

Aerodrome emergency plan

9.19 The aerodrome emergency plan should set out how an emergency situation 
or incident can be managed in order to minimise the effects it may have on 
life, property, and aerodrome operations, and how the best use of appropriate 
available resources should be applied to achieve that aim.

9.20 An aerodrome emergency plan shall be established at an aerodrome, 
commensurate with the aircraft operations and other activities conducted at the 
aerodrome.

9.21 The aerodrome emergency plan shall provide for the co-ordination of the actions 
to be taken in an emergency occurring at an aerodrome or in its vicinity.

9.22 The plan shall co-ordinate the response or participation of all existing agencies 
which, in the opinion of the appropriate authority, could be of assistance in 
responding to an emergency.

9.23 The plan should provide for the co-operation and co-ordination with the rescue 
co-ordination centre, as necessary.

9.24 The aerodrome emergency plan document should include at least the following:

1. the types of emergencies planned for;

2. agencies involved in the plan;

3. responsibility and role of each agency, the emergency operations centre and 
the command post, for each type of emergency;

4. information on names and telephone numbers of the offices or people to be 
contacted in the case of a particular emergency; and

5. a grid of the aerodrome and its immediate vicinity.

9.25 The plan shall observe human factors principles to ensure optimum response by 
all existing agencies participating in emergency operations. The principles should 
include:

1. the effects of human performance on the plan, for example workload, 
capabilities, functions, decision aids, environmental constraints, team versus 
individual performance;

2. training effectiveness;

3. staffing including numbers, skills levels and organisational structure;

4. personnel selection;
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5. safety and health aspects, for example hazardous materials, safety systems 
and protective equipment.

9.26 A fixed emergency operations centre and a mobile command post should be 
available for use during an emergency. The mobile command post may be 
provided as part of the supporting emergency services response.

9.27 The emergency operations centre should be a part of the aerodrome facilities 
and should be responsible for the overall co-ordination and general direction of 
the response to an emergency. However, local arrangements will dictate the 
exact location and nature of this facility.

9.28 The command post should be a facility capable of being moved rapidly to the site 
of an emergency, when required, and should undertake the local co-ordination of 
those agencies responding to the emergency.

9.29 A person should be assigned to assume control of the emergency operations 
centre and, when appropriate, another person the command post. These would 
normally be category I responders.

9.30 Adequate communication systems linking the command post and the 
emergency operations centre with each other and with the participating 
agencies should be provided in accordance with the plan and consistent with the 
particular requirements of the aerodrome.

9.31 The plan shall include the ready availability of and co-ordination with appropriate 
specialist rescue services to be able to respond to emergencies where an 
aerodrome is located close to water and/or swampy areas and where a 
significant portion of approach or departure operations takes place over these 
areas. Further guidance on search and rescue can be found in the document 
‘Search and Rescue Framework for the United Kingdom of Great Britain and 
Northern Ireland’ available on the Maritime and Coastguard Agency website.

9.32 Emergency orders shall clearly translate the emergency plan into a course or 
courses of action to be followed for a given emergency or incident, that will 
ensure the achievement of the emergency planning objectives.

9.33 Emergency instructions should provide details to individuals, or to departments, 
of the actions required to initiate the emergency plan.

9.34 The aerodrome emergency plan and orders shall include procedures for leading 
passengers evacuated from aircraft to secure areas away from the scene of an 
incident.

Emergency orders

9.35 Emergency orders should be drawn up detailing the lines of communication 
that will ensure all the agencies (or services) appropriate to the emergency are 
notified and alerted. These orders should be confined exclusively to actions to 
deal with emergencies or incidents.
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9.36 The licence holder should liaise with local emergency responders and establish 
responsibilities for incident command, particularly for the scene immediately 
adjacent to the aircraft. Any agreements should be recorded in the aerodrome 
manual.

9.37 Emergency Instructions should be drawn up and displayed, detailing the 
actions to be taken by any particular person or service under each emergency 
situation, to ensure that the emergency orders are completed. They should 
contain separate sections for display and use by the various persons or services 
concerned, e.g. air traffic control, aerodrome rescue and fire fighting service, 
aerodrome telephone exchange, police, etc.

9.38 Each department, section or individual should have on display, or immediately 
to hand, the emergency instructions that apply to their role in each emergency 
procedure.

Medical equipment

9.39 The objective is to ensure that sufficient medical services are provided. This 
objective should have regard to the type and configuration of aircraft, and the 
facilities should be based on a formal assessment. The assessment should 
ensure that the available emergency medical services provided are adequate and 
take into account the largest aircraft using the aerodrome.

9.40 Licence holders shall assess the level of medical supplies to be held on the 
aerodrome for emergency purposes. The licence holder should seek the advice 
and co-operation of the local NHS Trust and responding ambulance services. 
Consideration should also be given to whether additional supplies should be 
made available to cater for an accident involving more than one aircraft.

9.41 Additional guidance on the provision of medical equipment and services can be 
found in the ICAO Airport Services Manual Part 7 Airport Emergency Planning 
appendix 3 (Airport Medical Services).

9.42 Portable casualty shelters and blankets for use during inclement weather 
conditions should be considered, taking into account the numbers of casualties 
that could reasonably be expected.

9.43 Portable lighting should be provided for illuminating an accident scene, 
particularly triage and casualty handling areas.

9.44 Licence holders should ensure that records appertaining to the medical facilities, 
covering specification, tests and inspection, and maintenance, are retained 
and can be made available for CAA inspection if requested. The records should 
include details of consequential action where an inspection has revealed a defect 
or deficiency. The records shall be retained for a minimum period of five years.
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9.45 Where the journey time for the first Local Authority ambulance could exceed 
15 minutes the provision of an on-site ambulance should be considered or 
alternative arrangements agreed with the NHS.

Supporting services, operating companies or agents

9.46 Circumstances at any individual aerodrome may require particular services to be 
involved in the event of an accident or incident. Appropriate services should be 
identified within the pmergency plan.

9.47 Liaison with the LEMA should be established to identify appropriate supporting 
services.

9.48 The roles of supporting services are set out in the guidance to the Civil 
Contingencies Act 2004.

9.49 It is important that full details of the aircraft are available, i.e. number of persons 
aboard, details of any dangerous goods or unusual freight (radio-active materials, 
livestock, etc.) and in this respect the aircraft operating company or its agents 
should be responsible for providing any documents, passenger lists and 
manifests concerning the aircraft involved.

9.50 The post-accident arrangements for any survivors who are not injured, as well as 
for passengers’ relatives and friends who may be at the aerodrome waiting for 
the aircraft to land and may be unaware that an accident has occurred, is a joint 
responsibility between the aerodrome, the airline and/or its agents, and  
category I responders and should be set out in the emergency plan.

9.51 Following an aircraft accident, specialist equipment e.g. additional lighting or 
heavy lifting gear may be required that may not normally be readily available. The 
emergency committee should consider the potential need for this equipment 
and arrange for it to be available should circumstances require it. Care should be 
taken to ensure that the type and use of this equipment does not introduce the 
risk of fire in areas which may have become contaminated by fuel spillage.

9.52 Incidents involving aircraft will attract the attention of the press and media. 
Aerodrome licence holders may wish to appoint a member of staff to liaise with 
members of the local and national press.

Assembly of assisting services

9.53 An aerodrome emergency plan must consider that category I responders are 
not likely to be familiar with the aerodrome layout, or the incident may occur 
in weather conditions that could hamper the ability of emergency services to 
find the accident site. A system must be devised whereby emergency services 
familiar or unfamiliar with the aerodrome can be easily guided to the accident or 
incident. One such system is to distribute a plan of the aerodrome overlaid with 
a grid, such that each square has an individual identifier. Consideration should be 
given to escort arrangements.
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9.54 Suitable assembly or rendezvous points should be established, to which 
incoming vehicles should report, and from which they can be escorted to 
the accident or incident site with the minimum of delay. In all cases a person 
should be posted at the aerodrome main gate and the rendezvous point, and a 
telephone should be made available at both locations.

9.55 The arrangements and facilities for assisting services should be matched against 
the emergency plan, be suitable and fit for purpose.

Definitions of emergencies and incidents

Aircraft accident/aircraft accident imminent

9.56 Aircraft accidents which have occurred or are inevitable on, or in the vicinity of, 
the aerodrome.

Aircraft ground incident

9.57 Where an aircraft on the ground is known to have an emergency situation other 
than an accident, requiring the attendance of emergency services.

Full emergency

9.58 When it is known that an aircraft in the air is, or is suspected to be, in such 
difficulties that there is a danger of an accident.

Local standby

9.59 When it is known that an aircraft has, or is suspected to have, developed 
some defect but the trouble would not normally involve any serious difficulty in 
effecting a safe landing.

Weather standby

9.60 When weather conditions are such as to render a landing difficult or difficult to 
observe.

Unlawful acts

9.61 Action to be taken in the case of any unlawful act will be contained in the 
aerodrome’s contingency plan, which will be drawn up in conjunction with the 
local police using department for transport guidance.

Off-aerodrome accidents

9.62 Emergency orders should contain details of the action to be taken in the case of 
aircraft accidents occurring outside the aerodrome boundaries.
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Other duties

9.63 The emergency arrangements are generally focused on an aircraft accident 
or incident. Equipment and techniques recommended are generally directed 
towards this goal. However, the plans may include other incidents that occur 
such as domestic fires, road traffic crashes and hazardous materials. Emergency 
orders should include the action to be taken by aerodrome-based responders 
and, where appropriate, external emergency services, in the event of such calls 
being received.

9.64 The classification ‘domestic’ is given to any incident:

1. on the aerodrome not included in paragraphs 9.56 To 9.61;

2. outside the aerodrome boundary (other than aircraft accidents) which is liable 
to constitute a danger to flying or aerodrome property;

3. which the aerodrome rescue and fire fighting service might attend where the 
response is according to an agreement with the local emergency services;

4. which is in response to calls from the public or police on humanitarian 
grounds.

Command and control

9.65 The importance of an agreed framework for command and co-ordination should 
not be underestimated. This enables each agency to tailor its own response and 
interface with the plans of other agencies without disrupting its own procedures.

9.66 There is further information on managing the local multiagency response to, 
and recovery from, emergencies on the www.Gov.Uk website. This section 
describes the three management tiers and briefly mentions the arrangements 
for managing an incident site.

9.67 Whether it should be fully implemented at an aircraft accident should be 
determined by the severity and numbers of casualties. At the start of any 
incident for which there has been no warning, the operational level should be 
activated first, with the other levels coming into being with the escalation of the 
incident, or a greater awareness of the situation.

9.68 An aerodrome should have a clear and coherent policy that sets out the approach 
for delivering effective aircraft incident command and liaison with external 
emergency services.

Bronze – the operational level

9.69 Bronze is the level at which the management of immediate ‘hands-on’ work is 
undertaken at the site(s) of the emergency. Personnel first on the scene will 
take immediate steps to assess the nature and extent of the problem. Bronze 
commanders will concentrate their effort on the specific tasks within their 

http://www.gov.uk
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areas of responsibility – for example, the police will concentrate on establishing 
cordons, maintaining security and managing traffic. In most instances, the police 
will co-ordinate the operational response at the scene to ensure a coherent and 
integrated multi-agency response.

9.70 A key function of a Bronze commander will be to consider whether 
circumstances warrant a Silver level of management. Where the Silver level 
of management is established, Bronze commanders become responsible for 
implementing the Silver commander’s tactical plan within their geographical area 
or functional area of responsibility.

Silver – the tactical level

9.71 The purpose of the Silver level is to ensure that the actions taken by Bronze 
are co-ordinated and coherent in order to achieve maximum effectiveness and 
efficiency. Silver will usually comprise the most senior officers of each agency 
committed within the area of operations, and will assume tactical command of 
the situation, usually from an incident control point located nearby or directly 
adjacent to the scene. They will address issues such as the setting up of an outer 
cordon, and the location of key functions or facilities such as a survivor assembly 
point, casualty clearing station and media liaison point.

9.72 In those cases where it becomes clear that resources, expertise or coordination 
are required beyond the capacity of Silver (e.g. where there is more than one 
incident), it may be necessary to invoke the Gold level of management to take 
overall command and set the strategic direction.

Gold – the strategic level

9.73 If it becomes necessary to implement multi-agency management at the Gold 
level, a Strategic Co-ordinating Group (SCG) (commonly referred to as ‘Gold 
Command’ or simply ‘Gold’) would be formed, which brings together Gold 
commanders from relevant organisations to establish the policy and strategic 
framework within which Silver will work. Chairing the SCG will normally fall 
to the police. However, depending on the circumstances it may be more 
appropriate for another agency to take the lead (for instance, the local authority 
may take the lead in the recovery phase).

9.74 Depending on the nature, extent and severity of the emergency, either the 
regional tier or central government may become involved. The SCG will then 
become the primary interface with these other levels of response. 

Control of the incident site

9.75 The UK government has issued guidance on how an incident site should be 
managed including the use of cordons. This guidance can be found under 
‘preparation and planning for emergencies’ on the www.gov.uk website.

http://www.gov.uk
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Testing and exercises

9.76 The plan shall contain procedures for periodic testing of the adequacy of the plan 
and for reviewing the results in order to improve its effectiveness.

9.77 The plan shall be tested by conducting:

1. a full-scale aerodrome emergency exercise at intervals not exceeding two 
years; and partial emergency exercises in the intervening year to ensure that 
any deficiencies found during the full-scale aerodrome emergency exercise 
have been corrected; or

2. a series of modular tests commencing in the first year and concluding in a 
full-scale aerodrome emergency exercise at intervals not exceeding three 
years and reviewed thereafter, or after an actual emergency, so as to correct 
any deficiency found during such exercises or actual emergency.

Note: The exercises should be set to rotate the time of the year and daylight or 
darkness.

9.78 Where an aircraft accident occurs to which the response has adequately tested 
all or part of the plan, a licence holder may use that experience as part of the 
above exercise process. 

9.79 Guidance on exercises is available from the following sources:

�� ICAO Airport Services manual Part 7, Airport Emergency Planning, chapter 13

�� under ‘preparation and planning for emergencies’ on the  
www.gov.uk website

Rendezvous point signs and directional arrows

Signs used on the public highway

9.80 Signs placed on a public highway will need to conform to the dimensions and 
colour scheme as defined by the Department for Transport (DfT) ‘Working 
drawings for traffic signs’; details are available on the www.gov.uk website. 
Examples of these signs are:

http://www.gov.uk
http://www.gov.uk
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Figure 9.1
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Signs used on the aerodrome

9.81 Rendezvous point signs should be displayed at the point(s) designated by the 
aerodrome emergency orders. Signs should be clearly visible from any direction 
from which vehicles are likely to approach.

9.82 Signs located on the aerodrome should be large enough to be seen from 
a distance and comprise bright, white letters ‘EMERGENCY SERVICES 
RENDEZVOUS POINT’ on a contrasting green background with a contrasting 
yellow border.

Figure 9.2

EMERGENCY
SERVICES

RENDEZVOUS
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9.83 Sufficient signs bearing RVP directional arrows should be placed in such a 
manner that ‘off-aerodrome’ responders are directed to the RVP.
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Figure 9.3
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9.84 Where appropriate, signs should be illuminated.

Assessment of the aerodrome emergency plan

9.85 CAA Inspectors will require to be assured of the suitability of the licence holder’s 
emergency plan. Consequently, inspectors will wish to see documentary 
evidence relating to the arrangements put in place by the licence holder. 
Inspectors may attend an exercise pre-briefing, testing or debriefing, or may 
choose to attend emergency exercises conducted by the aerodrome. Notification 
of a proposed full-scale exercise must be given to the CAA inspector at least six 
months in advance.
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INTERNATIONAL FIRE TRAINING CENTRE 
 
 

LOW CATEGORY AERODROME SUPERVISOR INITIAL  
 

THE MANAGEMENT AND PLANNING OF DRILLS AND EXERCISES 
 
 

Throughout this note he means he/she and his means his/hers. 
 

Areas of information in bold type are considered to be of prime importance. 
 
 

INTRODUCTION 
 
The United Kingdom Civil Aviation Publication 168 Chapter 8 Appendix 8B sets out guidelines for 
emergency training at Aerodromes.  Advice on the composition of training programmes and the 
conduct of training may be obtained from the Aerodrome Standards Department (Fire Service 
Branch).  Station training should be specifically designed to meet the individual airports requirements 
and should include drills and exercises. 
 
 

AIM 

 
The aim of this subject is to give Supervisors an understanding of the importance of planning drills and 
exercises as part of a station training programme to comply with CAP 699. 
 
 

OBJECTIVES 

 
At the end of the instructional session dealing with this subject and after detailed study of the training 
note and associated material you will: 
 

 Know the difference between a drill and an exercise 

 Understand the need for training objectives 

 Apply exercise planning considerations 

 Apply pre-planning considerations 

 Know the stages of consideration 

 Know the need to review and report 
 
 

CONTENTS 
 
The subject will be covered under the following headings: 
 
Drill and Exercise 
Planning the Training 
Definition of Training Objectives 
The Need for Training Objectives 
Exercise Planning Considerations 
Stages of Consideration 
Review and Report 
Overall Considerations of a Training Programme 
Additional Considerations 
Summary 
APPENDIX A Training Manual Contents 



 

IFTC/CM/05/96/21/LOW CAT AERODROME SUPERVISOR INITIAL/TRAINING NOTE/Page 2 of 8/THE MANAGEMENT & 
PLANNING OF DRILLS AND EXERCISES/ISSUE 3/July 2016 
G:\fire training global\aviation\LowCat\Initial\Training Notes\PLANDRIL 

 

DRILL AND EXERCISE 
The difference between a drill and an exercise is: 
 

Drill 
The means whereby personnel receive practical training on specific emergency equipment, means of 
access and procedures pertinent to their role in an emergency.  Drills serve as a means of 
establishing and practising a routine.  They are not intended to allow individuals any scope for 
improvisation, although observations are to be encouraged, which can be subsequently investigated. 
 
The overall purpose of drills is to: 
 

 Maintain competence of personnel in the use of specific emergency equipment which they 
might reasonably be expected to operate in an emergency situation. 

 Practice emergency procedures and communications. 

 Familiarise personnel with appliances, equipment, procedures and test and inspections (TB 
1/94). 

 Maintain emergency equipment in a state of operational readiness. 
 
 
Prior to the commencement of the Drill, the Supervisor should have considered the following: 
 

 Training notes defining the objective and the means of achievement should be developed and 
used for each drill.  The training notes should specify the duty of each member of the team to 
ensure that they understand their own duties and those of others involved. 

 All personnel must be made aware of the meaning and purpose of instructional terms used. 

 The person in charge of the training should be a nominated competent person and is 
responsible for ensuring that training carried out under their direction is performed in a safe 
manner using approved practices, and sound equipment. 

 

Exercise 
An organised or pre-arranged event in which personnel can demonstrate their ability to apply lessons 
learned during drills and from instruction. 
 
An exercise is also a means for identifying the strengths and weaknesses in emergency procedures, 
and assisting in the identification of training needs. 
 
The effectiveness of a drill programme should be determined by conducting regular exercises. 
 
The purpose of an exercise is to: 
 

 Practice procedures and test equipment. 

 Evaluate the effectiveness of an Aerodrome’s emergency procedures and the handling of 
emergencies. 

 Apply the lessons learned in drills. 

 Assess competence in workplace application. 

 A scenario should be developed which defines the problem and the parameters within which 
each exercise should be conducted. 

 All affected personnel should be briefed as to the parameters within which the exercise should 
be conducted. 

 In the interests of safety, all exercises should be preceded by a repeated announcement such 
as "Exercise, Exercise". 

 Suitably briefed, experienced and knowledgeable personnel should observe the exercise in 
order to verify its effectiveness. 

 Full account should be taken of the prevailing operational and climatic conditions in order that 
the safety of personnel is not jeopardised. 

 A debriefing session of appropriate personnel should be held in order to consider lessons 
learned from the exercise. 

 A record of the exercise should be entered in the station logbook. 
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AERODROME EMERGENCY EXERCISES 
 
A full report should be prepared highlighting strengths and weaknesses, and identifying further actions.  
A copy of this report should be submitted to appropriate personnel (CAA Aerodrome Standards Dept) 
and Aerodrome management who should ensure that agreed actions are implemented. 

 

 

PLANNING THE TRAINING 

 
A training system is designed to train a person for a specific job. 
 
The successful design of a course of training is based on a careful analysis of what people do in a 
role.  This analysis enables training objectives to be stated and the course content to be selected. 
(CAP 699) 
 
When the content has been decided you have then to consider how it can be best assimilated by the 
learner.  This is a matter of organising the available instructional methods and aids according to: 
 
a The abilities of the learner 
 
b The nature of the material to be learned 
 
c The role of the individual 
 
When training has been carried out, valid and reliable assessments have to be given.  These 
assessments define acceptable performance levels and indicate whether or not the training objectives 
have been achieved.  This feedback may lead to changing any (or all) of the elements which make up 
the complete system. 
 
Training objectives, therefore, are essential to the training system. 
 

The person 

Define objectives 

Construct programme or lesson 

Devise assessments 

Implement programme or lesson 

Assessment 

The role 

 

DEFINITION OF TRAINING OBJECTIVES 
 

Training objectives are statements which specify exactly what a trainee has to do at the end of 

each stage of training to demonstrate that he has reached the required level of performance. 

 

Training objectives have three components which state: 

 

1 Performance 

 What the team member has to perform 

 

2 Conditions 

 The condition under which the performance is to be assessed 

 

3 Standards 

 The standards for acceptable performance; including margins of error allowed, time 

limits and other factors 
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Training objectives must therefore be related to the performance levels required of the team 

member at each stage of his training for a given role.  Normally they will be set for: 

 Initial training 

 Specialist training 

 Continuation training and refresher training 

 
 

THE NEED FOR TRAINING OBJECTIVES 
 
Training objectives force us to state clearly what we want to teach and how we intend to assess that it 
has been learned. 
 
If they are stated unambiguously and in terms of what people can do (i.e. performance) and then 
made available to both Team Leader and Team Members, everyone concerned in the learning 
process knows exactly what it is he/she is expected to do. 
 

The Team Member 
If the objectives are not made clear to the Team Member he may concentrate on unimportant aspects 
and fail to grasp the essential points (i.e. what he MUST KNOW). 
 

The Team Leader 
If they are not equally clear to the Team Leader he may teach material which is unnecessary to attain 
them and may also fail to teach some material which is necessary. 
 
They give the best guide to what should be taught since they specify exactly what the trainee is 
required to do at any given stage of the training.  Reference to them clearly indicates the essential 
knowledge, skills and attitudes to be acquired. 
 

Efficiency and Effectiveness 
Objectives help to ensure that training is efficient and effective. 
 

 Efficiency 
 For a course to be efficient it must bring all Team Members up to the required standards of 

competence.  We cannot be sure of this unless trainees demonstrate it in such a way that it 
can be observed and measured.  Since objectives state what team members must be able to 
do after a period of instruction they provide a benchmark to measure efficiency. 

 

 Effectiveness 
 For a programme to be effective it must be totally relevant to the purpose for which the team 

member is being trained. It is not effective if trainees can do things well which they are not 
required to do in their role.  Objectives are derived from role requirements.  It is also 
ineffective if team members cannot do the roles for which they are being trained. 

 

EXERCISE PLANNING CONSIDERATIONS 
 
Before an exercise is carried out the training area should be inspected for suitability and safety. 
 

The Training Area 
The training area should be suitable for training in that it contains no uncontrollable hazards to the 
trainee.  Check that the aircraft or building has no unprotected sharp edges, live exposed or 
unprotected power sources, if outdoors that the surface is reasonably non-slip and level.  If uneven 
ground is used for the purpose of the session all reasonable precautions must be taken to safeguard 
the trainee.  Snow and ice can seriously affect the safety of the trainee. 
 
 

Environment 
It is an offence to discharge certain substances into the atmosphere, i.e. smoke and halons, and 
cause contamination of pollutants into the soil, foam concentrates, aviation fuels and diesel. 
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The Equipment 
The equipment to be used for the exercise must be in serviceable condition and must have been 
checked prior to the drill or exercise either by the Supervisor or delegated members of the fire team.  
Remember the fire team cannot be held responsible for faults that fall under the jurisdiction of the 
Supervisor.  As far as practically possible check the equipment personally and check B.A. sets and 
ancillary equipment prior to wearing.  Be continually alert for faults developing.  Those planning and 
participating in drills should ensure that adequate resources are readily available in the event of a real 
emergency during the drill. 
 

Pre-Planning Considerations 

 What type of exercise or drill is required? 

 What areas are available for drills and exercises? 

 Are there any restrictions within these areas? 

 What day and time is suitable? 

 How long will the drill or exercise last? 

 How much manpower is available? 

 How much equipment is available? 

 What risk is there to property or persons in the vicinity of the drill or exercise? 

 Have all safety considerations been met? 

 Will weather conditions affect the exercise? 

 

STAGES OF CONSIDERATION 

 

The Start 

Firstly, make the trainee aware of the purpose of the training session by stating the Aim or 

Objectives of the session. 

 

Safety considerations 

1 Check safety of training area, equipment and protective clothing.  Protective clothing 

should be suitable for the exercise and be in good condition. 

2 Brief the team or sub leaders to the nature of the hazard and exercise. 

3 Confirm they understand the brief and safety procedures. 

4 Ask questions as to the brief. 

5 Supply First Aid equipment, Burn Kit and Resuscitator as required. 

 

The Middle 

Observe team procedures 

Equipment handling 

Selection of equipment 

Tactics 

Safety 

 

Afterwards 

Equipment restored and serviceable 

De-brief of exercise/drill 

Evaluate individual/team performance 

Records of training: Individual retained for 5 years 
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REVIEW AND REPORT 

 

The Supervisor must review and report on the efficiency and effectiveness of all aspects of a 

fire team/crew’s activities including the individual team member.  The Supervisor should have 

verbal and written skills to enable him/her to formulate detailed recommendations to the 

appropriate Line Manager. 

 

Review and report any defects of the training, exercise plan or equipment to the 

Supervisor/Trainer/Manager. 

 

OVERALL CONSIDERATIONS OF A TRAINING PROGRAMME 
 
Personnel need to know what needs to be done and why and also be able to practically carry out those 
tasks with maximum effectiveness and efficiency. 
 
It is extremely important that a right balance is maintained between technical and practical training. 
 
It is recommended that the programme aims to provide around 25% technical training and 75% 
practical.  This is not cast in stone; the important thing is that any training programme meets the needs 
of the individual aerodrome’s operations. Guidance on implementation of a station training programme 

is found in CAP 168/Chapter 8/Section 11/Appendix 8B/Table 8B6 and CAP 699. 
 
RFFS operatives shall receive detailed theoretical and practical training relevant to their role. 
Examples of topics to be included in a balanced training programme are: 
 

a. Technical 
 

 Chemistry of Combustion 

 Extinguishing Agents – Use and Methods of Application 

 First Aid Fire Extinguishers 

 Fire Hose 

 Fire Appliances and Equipment 

 Selection, Storage and Handling, Use, Inspection and Test, Maintenance and Record Keeping 

 Personal Protective Equipment 

 Aircraft Construction 

 Aircraft Familiarisation 

 Aerodrome Topography 

 Radio communications and procedures  
 

b. Fire and Rescue Procedures 
 

 Hazards arising from aircraft operation and safety-related procedures 

 Fixed Wing Aircraft (Tactics and Techniques) incl. Appliance Positioning, External/Internal 
Fires, Access, Forcible Entry, Assistance with Evacuation 

 Rotary Wing Aircraft (Tactics and Techniques) incl. Appliance Positioning, External/Internal 
Fires, Access, Forcible Entry, Assistance with Evacuation 

 First Aid and Casualty Handling 
 

c. Statutory Obligations 
 

 Licensee’s Safety Policies 

 Air Navigation Order 

 Licensing Requirements (CAP 168) 

 Aerodrome Manual 

 Emergency Planning 

 Fire Safety 
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 Health & Safety at Work etc. Act 

 Duty of Care 

 Theoretical, Practical, Written and Oral Assessment 

 Issue and amendment of personal training record(s) 
 

Respiratory Protective Equipment 

 
Personal protective equipment and respiratory protective equipment (RPE) appropriate to the hazard 
and risk shall be provided. Guidance on the selection of the appropriate equipment is available from 
the Health and Safety Executive 
 
Where the provision of respiratory protective equipment forms part of the fire fighters personal 
protection at an aerodrome it requires a special place and significance within the station training 
programme. 
 
All wearers are required on a regular basis to wear RPE under conditions which simulate those likely 
to be encountered at an actual incident 
 
Regular training and the carrying out of routine servicing and maintenance of the equipment is 
essential.  

 

ADDITIONAL CONSIDERATIONS 

 

 Virtually every aircraft accident situation will produce casualties of varying severity and it is 
essential that training sessions incorporate the sensible practical handling of casualties. 

 

 Many Training Aids are now available to assist and to motivate personnel during training sessions.  
Serious consideration should be given to any training aids which are relevant and which will assist 
in improving the quality and interest of the training programme. 

 

 Training is required for all personnel who may be expected to form part of the RFFS response. It is 
the responsibility of the Supervisor to carefully monitor the training records on a regular basis in 
order to ensure that all personnel are undergoing the same training programme.  

 

 The care, maintenance, test and inspection of equipment and the upkeep of station records are an 
important aspect of training.  It is also the responsibility of the Supervisor to ensure that these tasks 
are completed as appropriate for each training exercise carried out.  

 

 The Civil Aviation Authority requires under CAP 168 that aerodromes maintain records of all 
training undertaken by personnel are to be maintained for the duration of an individual’s 
employment and for a period of five years after cessation of employment.  These records should 
indicate in detail the specific type of training undertaken by the individual and information on where 
and when that training was carried out. The required training records need to be maintained in such 
a manner that they are available for inspection by the Authorities Inspectors at all times. 

 

SUMMARY 
 
Personnel will only be able to operate effectively and efficiently as a team if there is in place a well 
managed balanced technical and practical training programme. 
 
The Station Training Programme needs to be developed and maintained by the nominated, competent 
person taking into account the specific needs of the airport and its operations. 
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INTERNATIONAL FIRE TRAINING CENTRE 

 

 

LOW CATEGORY AERODROME SUPERVISORS INITIAL 

 

 
TACTICS AND TECHNIQUES – The role of the Officer in Charge 
 
 
 

Throughout this note he means he/she and his means his/hers 
 

Areas in bold type are considered to be of prime importance 
 
 
Any reference throughout this note to aircraft also means helicopter 
 
 

INTRODUCTION 
 
This training note is intended to provide information to Supervisors employed at low category aerodromes 
on general aircraft and helicopter firefighting and rescue procedures including the appropriate tactics and 
techniques. 
 
As the scale of aircraft operations at low category aerodromes varies greatly throughout the United 
Kingdom this training note has been drawn up in an effort to provide a single reference document from 
which Supervisors employed at low category aerodromes can use, irrespective of their own particular 
levels of operation. 
 
This training note should be read in conjunction with other training notes covering operational matters 
including tactics and techniques for dealing with specific situations such as engine, undercarriage and 
internal fires etc. 
 
 

AIM 
 
The aim of this training note is to: 
 

 Discuss in some detail the responsibilities of Supervisors employed at low category aerodromes and 
the problems likely to confront them at the scene of an aircraft/helicopter accident/incident. 
 

 Identify the matters associated with the successful intervention and the maximum saving of lives. 
 
 

OBJECTIVES 
 
At the end of the instructional session dealing with this subject and after detailed study of this note you will 
be able to: 
 

 Define the specific responsibilities of a Supervisor en-route and upon arrival at an aircraft/helicopter 
accident or incident.  
 

 State the action required post fire and rescue, and scene management 



 

IFTC/CM/05/96/18/LOW CATEGORY AERODROME SUPERVISOR/INITIAL/TRAINING NOTE/Page 2 of 6/TACTICS AND 
TECHNIQUES ROLE OF THE OFFICER IN CHARGE/ISSUE4/JULY 2016 
g:\firetr.glb\aviation\low cat\Initial\training note\Tactics and Techniques -oic 
 Copyright © 2000 Serco International Fire Training Centre, Teesside. Version 1.0

. 

CONTENTS 
 
The subject will be dealt with under the following headings: 
 

 Introduction to responsibilities in relation to aircraft/helicopter accidents and incidents. 

 Required knowledge and pre-preparation. 

 Training requirements. 

 Fire fighting and rescue.  The responsibilities of the Officer in Charge. 

 Post fire and rescue. 

 Scene management. 

 Summary. 
 
 

INTRODUCTION TO RESPONSIBILITIES IN RELATION TO AIRCRAFT/HELICOPTER ACCIDENTS 

AND INCIDENTS 
 
The principal objective of an airport rescue and firefighting service is to save lives in the event of an 
aircraft accident or incident.  This provision must assume at all times the possibility of, and the need to, 
extinguish a fire which may; 
 
a exist at the time an aircraft is landing, taking off, taxiing, parked, etc.  or 
 
b occur immediately following an aircraft accident or incident; or 
 
c  occurs at any time during rescue operations. 
 
The rupture of fuel tanks in an aircraft crash and the consequent spillage of highly volatile fuels and other 
flammable liquids used by aircraft, present a high degree of probability of ignition if these parts come into 
contact with hot metal parts of the aircraft or because of sparks caused by the movement of wreckage or 
disturbance of the electrical circuit.  Fires may also occur through the discharge of accumulated 
electrostatic charges at the time of ground contact or during fuelling operations.  An outstanding 
characteristic of aircraft fires is their tendency to reach lethal intensity within a very short time. In 
helicopters this is aggravated by their light construction. This presents a severe hazard to the lives of 
those directly involved and hinders rescue efforts. 
 
For this reason, the provision of adequate and special means of dealing promptly with an aircraft accident 
or incident occurring at, or in the immediate vicinity of, an aerodrome, assumes primary importance 
because it is within this area that there are the greatest opportunities of saving lives. 
 
The most important factors bearing on effective rescue in a survivable aircraft accident are the training 
received, the effectiveness of the equipment and the speed with which personnel and equipment, 
designated for rescue and fire fighting purposes, can be put into use. 
 
The saving of life will not happen by chance, it can only possibly occur if all personnel involved in the 
rescue and fire fighting operations know exactly what to do and have been thoroughly trained to do it. 
 
 

REQUIRED KNOWLEDGE AND PRE-PREPARATION 
 
As previously stated an outstanding characteristic of aircraft fires is their tendency to reach lethal intensity 
within a very short time.   
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Unless the correct action is taken without hesitation and the right techniques employed in accordance with 
the prevailing circumstances, the Aerodrome Fire Service will fail to be effective and serious loss of life 
may occur.  When an aircraft becomes involved in an accident there is no room for the Officer in Charge 
to embark upon a system of trial and error.  
 
The successful extinguishment of fire and the rescue of those involved will not happen by chance. It must 
be right first time. In order for the Officer to be in a position to get it right first time it is important that they 
possess the knowledge which will be essential for them to be able to make the right assessments and 
judgements when required. 
 
The following is a brief outline of material and matters of which the Officer in Charge must ensure that 
they have a comprehensive working knowledge. 
 

 A thorough working knowledge of the requirements and implications of the Civil Aviation Authority's 
publication CAP 168 with particular reference to Chapter 8.  It is a licensing requirement imposed 
under the Air Navigation Order that aerodromes ensure the provision of the minimum RFFS facilities 
at all times the aerodrome is available for aircraft which require to use a licensed aerodrome. 
 

 A thorough knowledge of the necessary training requirements appropriate for the level of aircraft 
operating at the particular airport and relevant to the level and types of RFFS resources provided. 
(see training section below) 
 

 A thorough knowledge of communication requirements including the provision of appropriate 
resources to allow adequate communications at the scene of an aircraft accident and an assurance 
that all personnel who may need to communicate orders have been properly trained to do so. 
 

 A study of  known previous relevant aircraft accidents to ensure that any lessons to be learned have 
been considered and, where appropriate, the development and/or practice of tactics and techniques 
necessary to overcome any previously experienced difficulties.  
 

 It is essential that all those involved with the emergency response both on and off the airport are 
familiar with the requirements as set out in the aerodrome emergency orders.  The Officer in Charge 
of the RFFS should arrange for periodic exercises to be conducted both in order to ensure that all are 
familiar with their respective required roles and also to ensure that any difficulties experienced during 
exercises are the result of either further exercises or amendments to the orders where this is 
considered appropriate. 
 

 The Officer in Charge should have a working knowledge of the Civil Aviation Authority's publication 
CAP 576 (Aerodrome Model Emergency Orders) and CAP 168 Chapter 9 and of course intimate 
knowledge of the specific aerodrome emergency plan. 
 

 The Officer in Charge must ensure that both they and all responding emergency personnel have a 
detailed knowledge of the topography of the aerodrome.  It is essential that where changes occur 
either of a temporary nature due perhaps to works in progress or those of a more permanent nature 
are promulgated without delay to all concerned. 
 

 Where changes may have a major impact on either the response to, or the ability of, the RFFS to 
deal with an incident, such as in the case of a disruption in the water supplies, the Officer in Charge 
should ensure that revised procedures are introduced and, where appropriate, exercises conducted 
to test the adequacy or otherwise of the revised procedure(s) or alternative facilities. 
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TRAINING REQUIREMENTS 
 
No fireground operation or other emergency of any significance can be successfully dealt with unless each 
member of the RFFS possesses a thorough knowledge of, and has developed the ability, to use the 
appliances and equipment provided.  For this reason, no matter how simple the RFF facilities may be, 
adequate and regular training in every aspect and phase of aircraft fire and rescue techniques is essential. 
 
Guidance on training is provided by the Civil Aviation Authority in its publication CAP 168 Chapter 8 
Appendix 8B,C (Rescue and Firefighting (RFF) Facilities at RFF category Special, One, and Two 
Aerodromes), and should be carried out by a competent person nominated by the licensee.  
Training is an essential element of the work of the aerodrome RFFS and should at all times be conducted 
in a manner and under conditions which simulate as realistically as possible those likely to be encountered 
at a real incident.  Training that is not realistic, or which does not stretch physically or mentally is not only 
time, effort and money wasted, but also convinces personnel that they are prepared to deal with a real 
incident when in reality they are ill prepared. 
 
Invariably lives will only be saved when those involved in the fire fighting and rescue operations have been 
trained to high standards both in the technical and practical aspects of their roles.  It is imperative that only 
the highest level of training is aimed for.  This level will ensure that when personnel are confronted at a 
real incident with dangerous, difficult and stressful conditions they will have been adequately prepared to 
cope.  Training at such a level is also essential so that Officers are able to command their personnel and 
associated resources in such a way that maximum opportunities are afforded for the effective 
extinguishment of any fire and the rescue of any persons involved. 
 
Training should be carried out by a competent person nominated by the licensee, consideration should be 
given to CAP 168 Chapter 8, Appendix 8B Paragraph 4.8.  
 
Training of the required standard is expensive both in terms of time and resources. Such expense must 
be regarded as an essential investment in the future.  The lives of the travelling public and the crews of 
the aircraft which use the aerodromes may ultimately depend on the success or otherwise of the RFFS. 
 
 

FIRE FIGHTING AND RESCUE - THE RESPONSIBILITIES OF THE OFFICER IN CHARGE 
 
It is impossible in a paper such as this to lay down hard and fast rules as to what the Officer in Charge of 
the RFFS must do on arrival at the scene and no attempt has been made to do so.  However the above 
sections and the training which the Officer will have received prior to being appointed to such a position, 
together with previous experience, will assist in making a quick subjective assessment of the situation and 
in accordance with that assessment decide on the priorities. 
 
Operational actions and decisions can only be made at the time using technical knowledge, practical 
experience and sound judgement.  These attributes are essential for any Fire Officer confronted with the 
scene of an aircraft accident/incident.  It is the ability of the Officer in Charge to assess the situation and 
make sound decisions in a calm manner which will instil confidence in the other members of the RFF crew 
and which in turn will permit them to act quickly yet calmly and with confidence. 
 
The following provides a brief list of matters which will need to be considered by the Officer in Charge at 
the various phases of an aircraft incident. 
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En-route 
 

 Confirm the text of the message with particular reference to the location of the incident and the type 
of aircraft involved. 

 Decide on the most appropriate route to the incident. 

 Confirm that the appropriate emergency procedures have been initiated. 

 Ascertain wind direction. 

 Consider utilisation of radio frequency 121.6 if this is available 

 Make mental observation of signs whilst en-route e.g. any sign of fire? 

 Are crew and passengers self evacuating? 

 What type of aircraft is involved?  

 Are any other persons, aircraft, vehicle or buildings involved? 
 
On Arrival 
 

 Consider the utilisation of radio frequency 121.6 if this is available. 

 Book in attendance at incident site. 

 Deal with any external fires or fuel spillages as required. 

 Check that RFFS appliances and personnel in attendance are deployed in the optimum positions and 
manner and are effectively getting to work.  Ensure that the appropriate media is being used, at the 
correct application rate and that media is not being wasted. 

 Ensure that passengers and crew who have evacuated from the aircraft are removed from the 
immediate vicinity of the incident to a place of safety and preferably upwind of the incident.  
Consideration must be given at an early stage to transporting these people away from the incident 
site to a place of safety and security. 

 Ensure that personnel evacuating from the aircraft are given every assistance to do so. 

 Check that all available exits are in use and, where appropriate, that consideration has been given to 
the provision of ladders, lighting, cutting and lifting equipment etc. to assist the evacuation. 

 Prioritise the necessary actions in accordance with the prevailing conditions and resources available. 

 Ensure that you ascertain the position as to the casualty/survivor situation as a matter of priority. 

 As appropriate, send informative messages via R/T and ensure that emergency procedures have 
been initiated. 

 Consider water supplies and establish availability of additional resources if considered necessary. 

 In conjunction with the Police arrange for the accident site to be cordoned off and that unofficial 
personnel are restricted from entering the area. 

 Attempt at an early stage to identify precise number of persons involved with the incident.  This must 
also include any other likely casualties in adjacent property, aircraft or vehicles. 

 Consider any help necessary which may be available from other Departments on the aerodrome. 

 Ensure that you liaise with other emergency services on their arrival at the scene. 

 Ensure that checks are made of all personnel employed at the scene in order to ensure that 
exhaustion and stress are kept to tolerable levels. 

 
Please note that this list is intended only as a guide and is not a definitive list.  Prioritisation may differ 
according to the circumstances prevailing at the time of the incident. 
 
 

ACTION POST FIRE AND RESCUE 
 

 Ensure that post fire security is being maintained. 

 Check that crews are relieved as appropriate. 

 Send informative messages to ATC as appropriate with particular reference to availability of RFFS 
cover in respect to aerodrome category. 
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 Ensure that incident site is secure and that action is being taken to preserve evidence for 
consideration by the Air Accidents Investigation Branch (AAIB) 

 Consider hazards arising from carbon fibres and other hazardous materials present at the scene and 
ensure that where appropriate personnel are provided with respiratory protection. 

 Where appropriate prevent fuel leaking from aircraft. 

 Stabilisation of fuselage. 
 
 

SCENE MANAGEMENT 
 
The prime objective of the RFFS service is the saving of life and this specific objective needs to be 
uppermost in the mind of the Officer in Charge from the moment the initial call is received.  It is essential 
that the situation is appraised whilst en-route to the incident, immediately on arrival at the scene and 
throughout the incident until all persons have been accounted for and any fire brought under control. 
 
Only an ongoing appraisal such as this will allow the Officer in Charge to decide on what actions are 
appropriate and to prioritise these actions in accordance with the prevailing conditions and resources 
available at the scene. 
 
The saving of life will not happen by chance, it will only happen if resources are deployed in the right 
manner, at the right place and at the right time, this is the critical task and one from which the Officer in 
Charge must not be deflected. 
 
 

SUMMARY 
 
An aircraft fire can break out suddenly and reach maximum and intense proportions in a very short time.  
Fires and other serious incidents happen for a variety of reasons and result in incidents taking place at 
various locations.  Sometimes the incident will happen on the runway or at other times in difficult and 
dangerous terrain.  Aircraft themselves vary considerably in design and complexity and accordingly the 
demands made upon RFFS crews and the Officer in Charge in particular can vary enormously. 
 
This note has been drawn up having considered a considerable number of previous aircraft accidents in 
detail and it is hoped that this material will assist the Officer in Charge in planning and deciding the 
appropriate tactics and techniques required to deal with a specific incident. 
 
The saving of live will not happen by chance. It is essential that all those involved in RFFS will ensure that 
technically and practically they are prepared to the highest possible standard.  



 

IFTC/CM/05/96/09/AVIA2003/LOW CAT AERODROME SUPERVISOR/INITIAL/TRAINING NOTE/Page 1 of 14/TACTICS & 
TECHNIQUES - INCIDENTS INVOLVING U/CARRIAGES, ENGINES, INTERNAL FIRES AND THEIR ASSOCIATED 
HAZARDS/ISSUE2/July 2016  

G:\firetr.glb\aviation\low cat\initial\training note\undercarriages,engines etc.  Serco Internal 
 
Copyright © 2000 Serco International Fire Training Centre, Teesside. Version 1.0

INTERNATIONAL FIRE TRAINING CENTRE 
 
 

LOW CATEGORY AERODROME SUPERVISOR INITIAL  
 
 
 

TACTICS & TECHNIQUES - INCIDENTS INVOLVING UNDERCARRIAGES, 
ENGINES, INTERNAL FIRES AND THEIR ASSOCIATED HAZARDS/PROBLEMS 
 
 
Throughout this note he means he/she and his means his/hers. 
 
Areas in bold type are considered to be of prime importance 
 
 
INTRODUCTION 
 
This training note is intended to provide information to students attending Low Category Supervisor 
initial programmes on the subject of “Incidents Involving Undercarriages, Engines, Internal Fires and 
their Associated Hazards” as relevant to the Rescue and Fire Fighting Services (RFFS) employed at 
aerodromes.  This training note should be read in conjunction with other notes covering operational 
matters such as tactics and techniques, and firefighting media’s. 
 
 
AIM 
 
To ensure that all students attending this course can define the required tactics and techniques to be 
employed at the scene of an aircraft incident involving an undercarriage assembly, engine or internal 
fire. 
 
 
OBJECTIVES 
 
At the end of the instructional session dealing with this subject, after detailed study of this note, the 
associated notes and the practical fireground sessions covering this subject you will: 
 

 Explain the need for sound technical knowledge and practical competency. 
 

 Be able to state the required tactics and techniques for dealing with incidents involving aircraft 
undercarriage assemblies, engines and internal fires. 

 

 State the required action at the scene following firefighting and rescue operations. 
 
 
CONTENTS 
 
The subjects will be dealt with under the following headings: 
 

 Undercarriage Fires and/or Overheated Wheel Assemblies 

 Engine Fires 

 Internal Fires 
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UNDERCARRIAGE FIRES AND/OR OVERHEATED WHEEL ASSEMBLIES 
 
POSITIONING OF APPLIANCES ON ARRIVAL 
 
On arrival it is critical that the appliance and equipment are positioned in the right place. As 
the prevailing circumstances will sometimes dictate where the appliance must be positioned 
there can be no specific instructions regarding this matter, however as a general principle 
appliances should be: 
 

 Positioned either nose or tail if possible in order that crews can see the aircraft and any 
passengers. 

 

 As close to the aircraft as is conducive to the prompt deployment of the sideline(s) or 
where appropriate the maximum effectiveness of the monitor. 

 

 Positioned so that the sideline(s) and monitor, where provided, can be used in such a way 
as to protect the aircraft fuselage from any fire and, if necessary, begin to attack the fire in 
order to bring it under control. 

 

 Positioned in a manner which ensures that they are unlikely to be affected by any sudden 
movement or collapse of any part of the aircraft structure.  

 

 Positioned in a manner which allows the appliance to be removed from the incident for 
replenishment. 
 

The priority at aircraft fire situations is to protect any passengers and crew who may still be on board 
the aircraft.  If the extent of the fire is such that flames and/or heat is impinging onto the aircraft 
fuselage the rapid extinguishment of the fire will be essential to survival.  In the first instance this can 
only be achieved by the application of aspirated foam either via the side line(s) or vehicle mounted 
monitor.  Where a monitor is available this should be brought to bear in a manner which deals quickly 
with any fire immediately adjacent to the fuselage and then seeks to sweep any remaining fire away 
from any obvious escape routes.  Following this initial priority action the root cause of the fire and the 
seat of the fire can be dealt with using the sideline(s) and secondary media as appropriate.   
 
Fires involving undercarriage assemblies and situations where the assemblies have become seriously 
overheated are not uncommon. Rapid and effective intervention by RFFS crews is essential if the 
incident is to be confined to the undercarriage assembly itself. 
If dealt with speedily these incidents can usually be successfully dealt with, often with no further 
damage to the aircraft or injury to personnel. 
 
In the event of a serious fire occurring, personnel need to be aware that there is a possibility of the 
undercarriage assembly collapsing thereby allowing the aircraft to pitch violently and suddenly to one 
side. RFFS personnel should therefore ensure that they and all their equipment are clear of any 
potential danger area. 
 
In the event of a serious fire there is also a risk that the fire will spread to other parts of the aircraft. An 
early full visual inspection of the aircraft including the interior is required. 
 
The ability of a fire involving an undercarriage assembly to cause a rupture of the mainplane fuel 
tanks and then to develop quickly into a major conflagration is perhaps obvious.  Due to this ever 
present risk consideration must be given to the cooling of adjacent fuel tanks with water sprays. 
 
On arrival at some incidents the aircraft engines may still be running.  All RFFS personnel should be 
aware under these circumstances of the additional hazards from engine propellers, jet engine air 
intake and exhaust efflux zones. 
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Where an undercarriage assembly has merely become overheated due to excessive braking for 
example it may be appropriate for the RFFS to just stand by at the incident until any residual heat has 
been allowed to cool naturally. Guard branches should be maintained until the OIC and aircrew are 
satisfied that sufficient cooling has occurred to permit the RFFS to stand down. 
It must be remembered that incorrect use of media in these situations could cause thermal shock to 
the undercarriage assembly by spot cooling. This must be avoided. 
 
Where a serious fire is in progress, on arrival the Officer in Charge may consider, subject to the 
availability of a vehicle mounted monitor, that a short application of aspirated foam via the monitor is 
the appropriate action.  Any such use should be quickly reinforced by the use of the aspirated foam 
sideline(s).  
 
The standard action for a small fire involving an undercarriage assembly is to deploy hose lines fore 
and/or aft of the undercarriage assembly involved and ensure that all crew members are dressed in 
full protective clothing with visors down. However, prevailing wind conditions and lack of R.P.E. may 
dictate a change of tactics.  
 
Undercarriage fires which involve pressurised fuel, tyres, oils and grease may be best dealt with using 
a dual agent attack. The required technique requires that a spray of foam solution or water spray is 
applied to the fire area in order to encapsulate the fire, into this spray a quantity of either Dry Powder, 
Carbon Dioxide or Halon 1211 is injected and directed into the heart of the fire and extinguishment 
rapidly takes place.  It is essential to maintain the cooling spray for some time until any residual heat 
has been removed. 
 
The fire and rescue services should remain at the scene until all residual heat has dissipated. 
 
 
HAZARDS/PROBLEMS ASSOCIATED WITH INCIDENTS INVOLVING UNDERCARRIAGE 
ASSEMBLIES 
 
There are a number of hazards associated with incidents involving undercarriages.  The 
following list includes those most commonly experienced. 
 
Aircraft structure collapse 
Danger exists from the collapse of undercarriage assemblies either as a result of spot cooling, 
damage that may have been sustained during a heavy landing or from any damage sustained 
during a rejected take off. 
 
Evacuating passengers and crew 
Evacuating passengers and crew, if not quickly brought under some form of control and 
removed from the immediate danger areas, can hamper the work of the RFFS crews.  If not 
evacuated away from the aircraft these personnel could also be vulnerable to injury from flying 
debris, etc.  Where the aircraft undercarriage assemblies are fully or partially collapsed the 
aircraft emergency escape methods may not be adequate to allow a swift evacuation.  In such 
cases it may be necessary to consider the deployment of ladders and personnel to assist with 
the evacuation of passengers and crew.  Once passengers and crew have vacated the aircraft 
they should be directed away from the danger area to a place of relative safety. 
 
Critical positioning of RFFS personnel and appliance 
Owing to the potential of an undercarriage assembly to collapse and/or the incident to develop 
into a serious fire situation, the correct positioning of RFFS appliance and equipment in the 
early stages of the incident is critical. 
 
Thermal shock caused by spot cooling 
It is essential that firefighting media is applied in such a way as to prevent thermal shock by 
spot cooling. 
 
Danger zones including aircraft swing areas 
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RFFS personnel should be conscious of the particular danger areas at this type of incident 
where it is necessary for personnel to be deployed underneath the aircraft itself.  The main 
danger areas to be considered are: 
 

 Engine propellers, jet engine air intake and exhaust efflux zones. Personnel should also be 
aware that some of the aircraft surfaces may move without warning and cause injury, these 
areas include the ailerons, flaps and reverse thruster mechanisms. 

 

 The fuselage itself - should the undercarriage assembly collapse the aircraft will tend to list 
downwards on the side of the collapse and may also cause the aircraft to swing in one 
direction. The nature and amount of movement will vary according to point of collapse, 
aircraft type and number of undercarriage assemblies employed and also the weight of the 
passenger, cargo and fuel load at time of incident. This situation must be considered a 
possibility and borne in mind when positioning personnel and appliances. 

 

 The Hub Disintegration Area is an indefinable area to the side of, and extending fore and aft 
of, the undercarriage assembly at an angle of approximately 45o. In view of the inherent 
dangers to personnel this area should be avoided due to the possible fragmentation of the 
hub assembly. 

 
Pressurised systems 
During undercarriage incidents there is the ever present danger of pressurised systems 
releasing all or some of their contents.  Fractured hydraulic lines and the sudden release of 
fluid are a potentially serious hazard to crews employed in close proximity to undercarriage 
assemblies which are either involved in a fire or which have received accident related damage. 
Hydraulic systems may release fluids at pressures of up to 200 Bar and the need for crews to 
be wearing full protective clothing including visors down is of paramount importance.  
 
Release of carbon fibres and other hazardous materials. 
In any fire situation involving modern aircraft there is a danger that aviation fuel, hydraulic oils 
and carbon fibres may be released.  All releases of flammable materials are a potential source 
of fire and should be covered using aspirated foam.  This blanket should be maintained 
throughout the duration of the incident.  Owing to the hazards associated with ingestion of 
carbon fibres and other toxic materials crews working downwind or in conditions of smoke 
and dust should be required to wear R.P.E. 
 
Heat transfer 
Because undercarriage assemblies are usually located either directly under fuel tanks and/or 
the main passenger compartment, a serious risk exists in respect to heat transfer. 
Considerable diligence in checking the surrounding aircraft structure for signs of heat transfer 
is essential. 
Where the fire situation is such that fuel tanks and the aircraft structure itself are threatened, 
cooling branches should be immediately deployed.  On some aircraft types the undercarriage 
bay design may provide easy access for the fire to penetrate the passenger cabin itself.   
Where necessary, manned and charged hose lines should be positioned inside the aircraft, but 
only after a Risk Assessment has been conducted considering the protection of crews. 
 
Possibility of large volume fuel spillage 
Due to the location of some undercarriage assemblies, i.e. immediately beneath the fuel tanks, 
there may also be the possibility of a large volume fuel spillage depending on the size of the 
aircraft. All fuel spillage’s should be contained and covered with a blanket of aspirated foam. 
This blanket should be maintained throughout the incident. 
Where running fuel is involved at any fire situation the application of dual agents has proved 
to be an effective method in aiding extinguishment and should be considered. 
 
Burning tyres 
Burning tyres can prove extremely difficult to deal with and copious amounts of water are 
usually necessary to deal successfully with these incidents. The application of dual agent in 
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the form of foam solution sprays or water spray and either dry powder or halon have proved to 
be an effective method in dealing with this situation. 
 
 
 
 
Heat build up owing to friction 
At incidents at which aircraft have been subjected to a full or partial wheels-up landing it is 
likely that friction will have caused a build up of heat to the underside of the aircraft.  In such 
cases cooling sprays should be applied to the affected area and an inspection of the interior of 
the aircraft carried out as a matter of priority. 
 
 
 
ACTION POST FIRE AND RESCUE 
 
Owing to the possibility of residual heat remaining for some time after the fire appears to have been 
extinguished guard branches should be maintained until there is no doubt that such heat has 
completely dissipated.  Ground staff may be able to assist by advising in respect of what are normal 
and abnormal heat levels. 
 
Many larger aircraft are likely to be fitted with fusible plugs.  Although not a hazard directly they can 
operate up to 30 to 40 minutes from the aircraft coming to rest owing to a build up of heat within the 
wheel system.  The bang is quite loud.  The weight is subsequently distributed unevenly to the 
remaining wheels of the undercarriage assembly.  Owing to the close proximity of the heat source it is 

reasonable to expect fusible plugs on other wheels to follow on that assembly. 
 
At least one side line and an adequate supply of foam/water should be retained adjacent to the 
aircraft throughout the incident. 
 
It is essential to ensure that post fire security is maintained.  This is best achieved by the maintenance 
of a visible aspirated foam blanket over all areas where fuel and/or debris may be present.  This 
blanket should be maintained until the incident is closed by the Officer in Charge. 
 
 
SUMMARY 
 
Fires involving undercarriage assemblies and situations where the assemblies have become seriously 
overheated are not uncommon. Rapid and effective intervention by RFFS crews is essential if the 
incident is to be confined to the undercarriage assembly itself. 
If dealt with speedily these incidents can usually be successfully dealt with, often with no further 
damage to the aircraft or injury to personnel. 
 
In order for such an incident to be dealt with effectively and efficiently it is essential that all 
Supervisors employed on low category aerodromes posses the appropriate level of sound technical 
knowledge and practical competency. 
 
Only by maintaining such a level of competency will they be able to understand and put into practice 
the required tactics and techniques for dealing with incidents involving aircraft undercarriage 
assemblies. 
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ENGINE FIRES 
 
The subject will be dealt with under the following headings: 
 

 Training. 

 Action on arrival at the scene. 

 Hazards associated with incidents involving aircraft engines. 

 Action post incident. 
 
 
TRAINING 
 
Fires and related incidents involving aircraft engines are not uncommon, and if fitted, the majority of 
those which do occur can usually be dealt with by means of an on-board fire protection system.  
Where the fire is such that the on-board system has been unable to extinguish the fire it is important 
that the incident is responded to quickly and handled efficiently and effectively if major damage to the 
aircraft and risk to crews and any passengers on board is to be avoided. 
 
Incidents involving aircraft engines require specific tactics and techniques. Risks to rescue and 
firefighting (RFF) crews and to the aircraft crew and any passengers will be minimised if a clear plan 
exists to deal with such incidents and all fire-fighters involved are familiar with the required tactics and 
techniques and are well trained in their execution. 
 
As part of the routine station training programme visits to all aircraft types using the aerodrome are a 
priority.  
RFFS personnel should be familiar with the main engine types and their configuration for all aircraft 
which use the aerodrome on a regular basis.   
Personnel need to be familiar with the fire access panels for each engine type and the method of, and 
procedures and equipment required, for accessing these panels. 
On aircraft where fire access panels are not provided, personnel should be familiar with any service 
panels which provide access to the accessory section. 
 
Supervisors should ensure that station training programmes cover, as far as is practicable, all aircraft 
using the aerodrome on a regular basis and the full range of potential aircraft engine fire scenarios. 
 
In the event of a serious fire involving one of the engines, personnel need to be aware that there is a 
serious possibility of the fire quickly spreading to, and involving, the main fuel tanks, the aircraft 
fuselage and the interior of the aircraft.  For larger aircraft operating into the aerodrome the pre 
incident plan must include procedures both for an early visual inspection of the aircraft interior and for 
the cooling of any adjacent fuel tanks. 
 
Training programmes must consider the possibility of aircraft engines still running on arrival of the 
RFFS and personnel should be aware of the additional hazards from engine propellers and jet engine 
air intake and exhaust efflux zones. 
 
 
ACTION ON ARRIVAL AT THE SCENE 
 
It is impossible for a training note such as this to cover every possible action needed at every incident 
involving engines which may occur. The initial responsibility for dealing quickly and effectively with 
any aircraft fire related incident or accident rests clearly with the Officer in Charge of the aerodrome 
RFFS.  The following is intended to provide a base of information which will enable officers to make 
decisions in a rational manner whilst at the same time taking into account the situation prevailing at 
the time of arrival at the incident. 
 
Due to the potential of a serious engine fire to rapidly escalate into a major incident involving both the 
interior and exterior of the aircraft, RFFS appliances on arriving at the scene should be positioned in a 
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manner which allows the engine and surrounding area to be covered by the appliance sideline(s) 
and/or monitor when fitted. 
 
If, on arrival at the scene, a fire is in progress and it appears that the aircraft engines are still running 
the Officer in Charge should make immediate contact with the Captain of the aircraft and request that 
engines are closed down. 
 
The Officer in Charge should consider the need to evacuate the aircraft if this is not already under 
way on arrival at the scene. 
If necessary, aircraft passengers and crew should be evacuated to a safe area away from and upwind 
of the incident. 
 
In cases where the engine involved is either mounted towards the rear of the fuselage or mounted 
integral to and at high level at the tail plane section, sufficient clearance must be allowed to prevent 
any part of the fuselage coming into contact with either the appliances or personnel should collapse of 
any part of the rear aircraft structure occur. 
 
RFFS personnel should be dressed in full protective clothing with visors down.  Where facilities are 
provided, those who may be affected by smoke and fumes should be wearing either breathing 
apparatus or other suitable respiratory equipment. 
 
The Officer in Charge of the incident should ensure that personnel and equipment are in the correct 
positions, that the right fire fighting agents and techniques are being deployed and that media is not 
being wasted. 
 
Rapid and effective intervention by RFFS crews is essential if the incident is to be confined to the 
engine and/or the immediate surrounding area. 
Where appropriate an inspection of the aircraft interior should be carried out at the earliest opportunity 
to either ensure that fire has not penetrated the cabin or to organise internal firefighting should this be 
necessary. This should only be carried out after a Risk assessment and the appropriate PPE and 
RPE is available.  
 
If it appears that the fire is such that the use of only a complementary agent would be sufficient then 
either Halon 1211, CO2 or even Dry Powder should be the first consideration.  Guard branches via the 
sidelines should however be deployed fore and aft of the engine involved but not used unless 
essential.  
 
Where there is any doubt that the use of a complementary agent will be successful, spray branches in 
conjunction with the complementary agent selected should be brought into immediate use. 
 
Where it appears probable that the temperature of the radiated heat is sufficient to transfer to either 
the interior of the aircraft or to the fuel tanks, cooling sprays should be brought into action without 
delay. 
 
If the incident is one in which the engine fire appears to have been extinguished by the on-board 
systems, RFF crews should not, unless the application of cooling sprays is absolutely necessary, 
apply fire fighting agents.  Guard branches should be deployed and the engine and surrounding areas 
should be allowed to cool naturally. Guard branches should be maintained until the Officer in Charge 
and aircrew are satisfied that sufficient cooling has occurred to permit the RFFS to stand down. 
 
Following extinguishment of the fire, RFFS crews with guard branches should standby at the incident 
until the Officer in Charge and aircrew are satisfied that it is sufficiently cool to allow removal of the 
aircraft and RFFS crews to stand down. 
 
 
HAZARDS/PROBLEMS ASSOCIATED WITH INCIDENTS INVOLVING AIRCRAFT ENGINES 
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Personnel should be aware that there are a number of hazards associated with incidents 
involving aircraft engines. 
 
Engine propellers, engine air intake and exhaust areas. 
A number of fatalities occur each year as a result of personnel inadvertently coming into 
contact with rotating propellers.  The majority of these incidents occur at lower category 
aerodromes.   
RFFS personnel need to be aware of the dangers when dealing with propeller engined aircraft.  
In addition to the risk of personnel coming into contact with the propellers there is a similar 
danger in respect to equipment. 
At the rear of turning propellers there is a tremendous force of air caused by the backwash.   
Any debris or items of equipment either picked up by, or down wind of, the propellers, are 
likely to become high speed projectiles and therefore represent a serious hazard to RFFS 
personnel. 
 
Personnel should not work either in front of, or to the rear of, a running engine.  On the air 
intake side there is sufficient force to draw personnel into the blades with almost certain 
instantaneous fatal results.  Similarly, to the rear of a running engine there is sufficient energy 
to force personnel and/or equipment some considerable distance.  These areas must be 
avoided at all times when engines are running. 
A ladder positioned across the air intake of a jet engine may provide some protection to 
personnel working in that area during rescue operations. 
 
It should be remembered that engines retain high levels of residual heat for some considerable 
time after they have been shut down and that this will represent a hazard to personnel working 
in close proximity. 
 
In many engines combustible metal is used in their construction.  Where such material is 
present there is the possibility of a violent reaction resulting in spitting molten metal where 
water and certain other fire fighting agents come into contact with the burning metal.  In order 
to ensure the safety of personnel it is essential that full protective clothing, including gloves 
and helmet with the visor down, are worn throughout the incident. 
 
Aircraft structure collapse. 
In situations, such as the Trislander aircraft,  where rear mounted engines are involved, there 
is a danger that heat may be conducted in such a manner that the integrity of the aircraft 
structure at that point may be threatened.  Equipment and personnel should be kept well clear 
of any serious fire involving rear mounted engines.  The use of ladders so that personnel can 
work within reach of the fire and in a safe position should be considered. 
 
Evacuating passengers and crew. 
Evacuating passengers and crew should be removed from the immediate danger areas as 
soon as possible.  If not evacuated away from the aircraft these personnel could also be 
vulnerable to injury should the incident develop. 
 
Critical positioning of RFFS personnel and appliances. 
Due to the potential of a high rear mounted engine to collapse in the event of a serious fire 
situation the correct positioning of RFFS appliances and equipment in the early stages of the 
incident is critical. 
 
Damage to aircraft engines by fire fighting agents. 
Aircraft engines are complex and expensive and when subjected to certain fire fighting agents 
extensive strip down procedures may be required.  Where a serious fire is underway crews 
should not hesitate to use whatever resources are necessary to bring the fire under control.  
Where the fire necessitates the use of either dry powder of halon some corrosion may result.  
Aircraft operators should be informed of any action taken so that they can decide what follow 
up preventative maintenance is required. 
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Release of carbon fibres and other hazardous materials. 
In any fire situation involving modern aircraft there is a danger that aviation fuel, hydraulic oils 
and carbon fibres may be released.  All releases of flammable materials are a potential source 
of fire and should be covered using aspirated foam.  This blanket should be maintained 
throughout the duration of the incident.  
 
Possibility of large volume fuel spillage. 
Past experience has shown that during landing and rejected take off phases, debris from any 
damaged aircraft structure can penetrate the underside of fuel tanks and cause large fuel leaks 
to develop.  Officers should be aware of this risk and ensure that any fuel spillage is covered 
with a blanket of aspirated foam without delay. 
Where running fuel is involved at any fire situation the application of dual agents has proved 
to be an effective method in aiding extinguishment and should be considered. 
 
Moving surfaces. 
Whilst moving around and under the aircraft, personnel should be aware of the potential 
dangers from moving surfaces.  These include flaps and ailerons, these may move without 
prior warning.  
 
 
ACTION POST INCIDENT 
 
Due to the possibility of residual heat remaining for some time after the fire appears to have been 
extinguished, Officers should ensure that guard branches are maintained until there is no doubt that 
such heat has completely dissipated.  Ground staff may be able to assist by advising in respect to 
what are normal and abnormal heat levels. 
 
After each operational incident it is sound practice to review the incident with the aircraft operator, 
RFFS personnel, ATC and other relevant personnel and consider if there are any lessons to be 
learned and any need for changes to procedures and training programmes. 
 
Revise procedures and training programmes as necessary, practice and review. 
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INTERNAL FIRES 
 
This subject will be dealt with under the following headings: 
 

 Introduction to aircraft internal fires. 

 Tactics and Techniques. 

 Hazards associated with aircraft internal cabin fires. 

 Action post incident. 

 Summary. 
 
 
INTRODUCTION TO AIRCRAFT INTERNAL FIRES 
 
Fires involving the interior of passenger carrying aircraft are among the most hazardous and complex 
which the aerodrome fire service will ever be called to deal with.   A substantial “fire loading” is to be 
found within the passenger cabin area of many modern public transport aircraft.  
 
Fires involving the interior of an aircraft can, if not dealt with in their incipient stages, develop rapidly 
and quickly fill the aircraft cabin with dense and toxic smoke.  Experience has shown that even when 
such an event occurs in either the take-off or landing phase, panic amongst the passengers can 
quickly develop which may itself hamper an orderly and speedy evacuation.  In situations where, 
either due to the internal fire situation, or a developing external fire, all of the cabin exits are not 
readily available, the situation may rapidly become one in which loss of life may occur. 
 
On arrival at the scene the aerodrome RFFS may be faced with a situation which calls for both 
external and internal fire fighting to take place simultaneously.  Access into the aircraft cabin may be 
hampered by passengers and crew leaving the aircraft via the only available exits under their own 
efforts. 
 
The priority at any incident at which the interior of the aircraft is either at risk or already involved in fire 
is the saving of life. 
The saving of life will not happen by chance.  It can only possibly happen when RFFS personnel are 
trained to the highest possible standard and are able to operate effectively and efficiently as a team. 
Also the correct RPE is provided to deal with this type of incident.  
 
The physical conditions which are likely to be encountered inside a burning aircraft fuselage include 
extreme levels of humidity and heat, difficulty advancing through the cabin due to debris and collapse 
of overhead bins and services, highly stressful in that bodies of passengers may be blocking aisles 
etc.  Such conditions require a high level of physical fitness and emotional stability.  It is the 
responsibility of fire fighters of all ranks to ensure that they maintain themselves in peak physical 
condition. 
 
Incidents involving aircraft interiors require specific tactics and techniques.  Risks to rescue and 
firefighting (RFF) crews and to any surviving aircraft crew and passengers will be minimised if a clear 
plan exists to deal with such incidents. 
It is imperative that all fire fighters involved are familiar with the required tactics and techniques and 
are well trained in their execution. 
In the event of a serious external fire, personnel need to be aware that there is a serious possibility of 
the fire quickly spreading to, and involving, the interior of the aircraft.   It should be noted that an 
external fire can penetrate the integrity of the fuselage and enter the main passenger cabin in less 
than one minute from the commencement of the fire. 
 
The pre incident plan must include the priority of attacking any fire adjacent to the main fuselage and 
procedures for an early visual inspection of the aircraft interior. 
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TACTICS AND TECHNIQUES 
 
Outside the aircraft 
 
The initial responsibility for dealing quickly and effectively with any aircraft fire related incident or 
accident rests clearly with the Officer in Charge of the first attendance. 
 
The following is intended to provide a base of information and guidance which will assist Officers as 
they arrive at the scene. 
 
At such an incident the initial positioning of appliance and equipment is critical.  The appliance must 
be positioned so that the sideline(s) and the monitor (if fitted)and any other equipment can be 
effectively used, and used in such a way that they will not prejudice the survival of any passengers 
and crew who are able to effect their own escape. The first task of the Officer is therefore to ensure 
that the appliance is correctly positioned on arrival and that the crew immediately gets to work 
appropriate to the situation observed.  
 
The appliance and equipment must be positioned so that any subsequent collapse of any part of the 
aircraft structure will not damage the appliances or equipment and render them non operational.  
RFFS personnel should be aware of the possible early collapse of substantial parts of the aircraft 
structure during such a serious incident. 
 
At aerodromes where a vehicle mounted monitor is provided the Officer in Charge should ensure that 
this is " knocked off" at the earliest opportunity and the sideline(s) brought into use to both maintain 
fire security and to cool the fuselage as necessary.  Cooling of the roof of the aircraft should be 
avoided throughout the incident as this may, where extreme levels of heat within the cabin occur, 
prevent the interior from ventilating through the roof of its own accord. 
Aircraft passengers and crew who are able to evacuate the aircraft under their own efforts should be 
directed away from, and upwind of, the incident to a place of relative safety. 
 
Urgent and serious attention should be given to making available and opening any exits which have 
not been brought into use by the aircraft occupants. 
 
A close check on the exterior of the aircraft must be maintained throughout the incident with particular 
reference fore and aft of the mainplane and tail overhang areas.  Any sign of rippling may indicate an 
imminent collapse of that part of the aircraft structure and must result in the immediate withdrawal of 
personnel working inside the fuselage. 
 
On no account are supplies to branches in use inside the aircraft to be cut off during the incident. 
 
Officers should ensure that all RFFS personnel are dressed in full protective clothing with visors 
down. 
 
Water supplies at serious aircraft fire situations are critical and it is the responsibility of the Officer in 
Charge to ensure that the correct fire fighting agents and techniques are being deployed and that 
media is not being wasted. 
 
Action inside the aircraft 
 
The priorities inside the aircraft are to render the conditions survivable for any passengers and crew 
who have been unable, for whatever reason, to evacuate the aircraft. 
 
Entry into the aircraft by fire fighters wearing full protective clothing and RPE to the appropriate level, 
with a hand controlled spray branch should be attempted with urgency. 
 
Fire fighting action should be directed to extinguishing burning material and directing smoke and heat 
from the aircraft via open doors, emergency exits and venting points and to the searching for, locating 
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and removal of survivors.  RFFS Personnel must remember that the atmosphere inside an aircraft 
cabin in which fire either has, or is taking place, is toxic.  The removal of survivors to fresh air and to 
medical attention is of critical importance if they are to stand any hope of longer term survival. 
 
Where entry into the aircraft is made RFFS personnel should keep as low as possible to the floor as 
temperatures at higher levels may rapidly and unexpectedly reach non survivable proportions.  It is 
also at low levels that there is the greatest opportunities for locating survivors. 
 
Ventilation of the aircraft by all possible means should be considered at the earliest possible time.  
Before venting takes place guard branches must be strategically positioned to prevent any sudden 
spread of fire or flash-over which may occur upon the introduction of a fresh supply of oxygen into the 
cabin. 
 
Following extinguishment of the fire, personnel with charged sidelines which are capable of producing 
a pressurised water spray should be maintained within the fuselage for the duration of the incident. 
 
 
HAZARDS/PROBLEMS ASSOCIATED WITH AIRCRAFT INTERNAL CABIN FIRES 
 
Safety at Operational incidents is of prime importance to the Supervisor. There are a number 
of hazards associated with incidents involving aircraft internal fires and it is essential that 
these are considered throughout the incident.  Typical hazards include: 
 
Aircraft structure collapse. 
In situations where a serious internal fire develops there is an ever present risk of major parts 
of the fuselage collapsing.  Generally the collapse will occur at the rear of the main plane 
section, i.e. where there are large sections of the fuselage unsupported.  Personnel working 
externally should ensure that they do not work or park the appliance and equipment in 
positions which could be affected by any subsequent collapse.  Crews working inside the 
aircraft should advance with great care and at all times ensure that the floor area in front of 
their direction of travel is safe. 
 
Evacuating passengers and crew. 
If not quickly brought under some form of control and removed from the immediate danger 
areas, evacuating passengers and crew can hamper the work of the RFFS crews.  If not 
evacuated away from the aircraft these personnel could also be vulnerable to injury should the 
incident develop.  
In situations where passengers and crews discover that other members of their family or 
colleagues have not yet escaped, they may be inclined to attempt a re-entry for the purposes 
of rescue.  The exercise of strong control over those who have evacuated safely is therefore of 
paramount importance. 
 
Critical positioning of RFFS personnel and appliances.  
Due to the potential of any external fire to rapidly and adversely affect the integrity of the 
fuselage the immediate correct positioning of the appliance and equipment on arrival is 
essential. 
Where the fire is affecting only the interior of the aircraft on arrival it is essential that the 
appliance and equipment position in such a way as to facilitate the rapid deployment of crews 
inside the aircraft. 
 
Dense toxic smoke and rapid build up of explosive vapours. 
Any fire involving the interior furnishings of any aircraft is likely, even in the early stages, to 
produce large volumes of dense toxic smoke and explosive vapours.  If the lives of any 
passengers remaining on board are to be saved it is essential that the fire is located and 
attacked without delay.  The ventilation of the aircraft cabin in a manner which allows fresh air 
to displace the dense, toxic and hot gasses at an early stage will do much to enhance the 
survivability of any passengers or crew members who have been unable to evacuate the 
aircraft without assistance. 
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Pressurised and electrically live aircraft systems.  
Crews working inside the aircraft should be aware that both portable and fixed pressurised 
systems and live electrical circuits may be present during an internal fire situation.  As it may 
not be possible in the early stages to either identify or isolate such systems, protection to 
personnel is best afforded by crews working as close as possible to the floor ensuring that 
they are wearing full protective clothing including helmet with visor down and RPE, fire 
resisting gloves and water spray branches to effect cooling.  In some instances it may be 
necessary to arrange for the disconnection of the aircraft batteries in order to remove 
electrical power from some of the onboard systems. 
 
Rapid propagation of the fire. 
Due to the potential for the release of explosive vapours and a rapid build up of heat there 
exists an ever present danger of a dramatic propagation of the fire. 
Serious danger to personnel on board the aircraft exists should this type of situation develop.  
Personal protection in the event of a flashover can best be afforded by personnel working 
close to floor level and protecting themselves by means of a spray branch. 
Flashovers and excessive build up of flammable and explosive vapours can be avoided only 
by early and correct ventilation of the aircraft interior together with the application of cooling 
water sprays. 
 
Release of carbon fibres and other hazardous materials.  
In any fire situation involving modern aircraft there is a danger that aviation fuel, hydraulic oils 
and carbon fibres may be released.  All release of such materials is a potential hazard and 
should be covered using aspirated foam.  This covering blanket should be maintained 
throughout the duration of the incident.  
Due to the hazards associated with ingestion of carbon fibres and other toxic materials, crews 
working inside the aircraft, downwind or in conditions of smoke and dust should wear suitable 
respiratory equipment. 
 
Possible unfamiliar aircraft internal configuration 
Whilst a sound training programme will have done much to educate RFFS crews in respect of 
aircraft internal layouts the possibility always exists for the incident to involve an interior 
which is unfamiliar to the RFFS crew.  Where such a situation exists, it is essential that the 
aircraft is searched, and that personnel move about inside the aircraft, methodically and with 
great care. 
 
Protracted Incident. 
Internal fires, particularly those involving rescue work and recovery of bodies can develop into 
very protracted incidents.  Work inside the fuselage can be extremely stressful and involve 
high temperatures and humidity. 
 
Requirement for extensive water supplies. 
A serious situation resulting in re-development of the fire and even loss of life can rapidly 
develop if adequate water supplies are not maintained throughout the incident.  At an early 
stage in an incident involving the interior of an aircraft an adequate water supply must be 
established. 
 
 
ACTION POST INCIDENT 
 
Where an internal fire has taken place it is almost certain that considerable damage will have been 
caused to the structure of the aircraft.  Internally there is likely to be considerable amounts of debris 
which may include carry-on luggage, overhead bins, electrical wiring, pressurised gas cylinders etc.  
Such a situation means that damping down operations may need to continue for some time.   
Guard branches should be maintained until there is no doubt that any residual heat has completely 
dissipated. 
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On occasions when fire fighters have been subjected to the type of traumatic conditions likely to be 
experienced at a aircraft incident in which loss of life has occurred a variety of personal feelings and 
conditions may arise. 
These may include but need not be confined to:  
 

 Feelings of guilt, anger, shame and fear, especially as to how the duties were carried out at the 
time of the incident. 

 

 Physical problems such as tiredness, sleep difficulties, dizziness, shaking, sickness, diarrhoea, 
various aches and pains. 

 

 Flashbacks of the incident from occasional to being unable to stop thinking about it.  Poor 
concentration and motivation. 

 

 Emotionally feeling withdrawn from personal relationships, feeling angry and trying to avoid 
anything which brings back memories of the accident. 

 
If fire fighters experience any of the above symptoms following a particular incident they are strongly 
advised to discuss them with either their airport manager or private Medical Practitioner (GP).  
Under no circumstances should personnel feel that they are the only person to be experiencing such 
symptoms, this will almost certainly not be the case.  
If the above symptoms become part of a fire fighters experience they should seek help at the earliest 
opportunity. 
 
 
SUMMARY 
 
Internal fires are the most difficult situations with which any aerodrome firefighter is likely to be 
confronted with.  Such incidents tend to be extremely protracted and require vast quantities of water.  
If an internal fire is to be successfully dealt with and the maximum opportunities provided for the 
saving of life all members of the fire fighting team must be: 
 

 Physically fit. 
 

 Fully aware of the detailed tactics and techniques necessary for dealing with such an incident. 
 

 Aware of the potential hazards likely to exist at the scene of an aircraft incident at which the interior 
of the aircraft is involved. 
 

 Skilled in the whole range of practical skills necessary in order to undertake such a task. 
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INTERNATIONAL FIRE TRAINING CENTRE 
 
 
 

LOW CATEGORY AERODROME SUPERVISORS INITIAL  
 
 
 

TACTICS AND TECHNIQUES (HELICOPTERS) - Roles of the Officer in 
Charge 
 
Throughout this note he means he/she and his means his/hers. 
 
Areas in bold type are considered to be of prime importance 
 
 
INTRODUCTION 
 
This training note is intended to provide information to students attending Low Category 
Supervisors programmes on the subject of incidents involving helicopters.  This training note 
should be read in conjunction with other notes covering operational matters such as, Aircraft 
Firefighting Rescue procedures, incidents involving Engines, Undercarriages, and Internal 
fires and their associated hazards.  
 
AIM 
 
To ensure that Supervisors employed on low category aerodromes understand the specific 
fire fighting tactics and techniques required and the associated hazards and problems likely to 
be encountered when dealing with an incident involving a helicopter. 
 
 
 
OBJECTIVES 
 
At the end of the instructional session dealing with this subject, after detailed study of this 
note and the practical sessions on the fireground you will be able to: 
 

 Describe in detail the various tactics and techniques required when dealing with a 
helicopter with rotors, engines still turning and shut down. 
 

 Describe the associated hazards that can be encountered at the scene of an incident 
involving a Helicopter. 

 
 
 
CONTENTS 
 
The subject will be dealt with under the following headings: 
 

 Introduction 

 Tactics and techniques 

 Associated hazards and problems. 

 Summary 
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INTRODUCTION 
 
Incidents involving helicopters can, if not dealt with speedily and effectively by the Rescue 
and Fire Fighting Services (RFFS), quickly develop into a serious fire situation in which loss of 
life may occur.  
 
Previous experience has shown that the construction of the helicopter which results in the 
passenger cabin being sandwiched between the fuel tanks and the engine and gearbox 
components can, on occasions, have an adverse effect on the survivability of passengers. 
Following a serious incident, the most important factors that can improve the chances of 
survival are: 
 

 The previous training and experience of the RFFS crews involved 

 The effectiveness of the extinguishing agents, equipment, tactics and 
techniques employed 

 The speed with which the RFFS respond, gain control over any resulting fire 
situation and effect rescue 

 
The role of the helicopter is diverse and includes the following: 
 

 Police Surveillance 

 Various military functions including troop transport 

 Fire Fighting 

 Casualty evacuation and emergency transport between hospitals 

 Search and rescue operations 

 Public (scheduled and non scheduled) and private transport including flying 
training 

 Offshore operations 

 Pleasure flights 
 
 
HELICOPTER CATEGORIES 
 
 

Category    Helicopter overall length 
 
 

H1     up to but not including 15 m 
     (Public or flying training) 
H2     from 15m up to but not including 16m 
 
H3     from 16m up to but not including 20m 
 
 
 

TACTICS AND TECHNIQUES 
 
General 
Owing to their particular design characteristics, incidents involving helicopters represent a 
number of different potential hazards to RFFS personnel.  In an effort to alleviate much of the 
uncertainty Supervisors should ensure that both they and the personnel under their command 
are as familiar as possible with all aircraft types which use their aerodrome on a regular basis. 
 
Because of the relatively light construction of helicopters in comparison to fixed wing aircraft, 
any incident which results in an impact is likely to result in the helicopter sustaining structural 
damage.  Such damage may include break up of the fuselage and its associated components 
and owing to the fact that there is no mainplane, may also result in the aircraft rolling onto its 
side.  In situations when the helicopter comes to rest on its side there is a marked increase in 
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risk that this will result in any subsequent fire quickly penetrating the cabin and also 
hampering the rescue of any remaining occupants. 
 
Approach 
The approach to any incident involving an aircraft can be extremely hazardous depending on 
the nature and seriousness of the particular incident.  It is impossible to set down precise 
instructions and the following is therefore intended to provide guidance in order to assist the 
decision making process on arrival. 
 
Whilst on the final approach to the scene the Supervisor should consider the need to speak 
with the Captain of the aircraft.  This communication may be possible to achieve via Air Traffic 
Control or 121.6 if available. 
 
The Supervisor should consider all prevailing conditions on approach to the incident and 
decide at the time on the most appropriate position for the appliances and equipment. 
Factors to be urgently considered on arrival include: 
 

 position of aircraft 

 damage sustained by aircraft 

 type of aircraft i.e. military or civil 

 any passengers or crew visible on arrival 

 fire situation on arrival 

 are engines running? 

 are rotors turning? 
 
On arrival at the scene of an incident involving a helicopter the Officer in Charge should take 
particular care when deciding on the initial positioning of the appliance.  It must be 
remembered that rotor blades invariably extend a considerable distance from and around the 
main body of the aircraft. 
 
Helicopter Incidents at Which Engines Are Running and Rotors Turning 
If on arrival at the scene aircraft engines and the rotors are still turning, urgent consideration 
must be given as to the need to approach close to the aircraft.  In such situations urgent 
contact with the aircraft crew should be established and only action required to save life or 
prevent fire from affecting the fuselage should be taken.  In this case great care must be 
exercised in approaching the aircraft paying particular regard to both main and tail rotors.  
Personnel should approach in a crouching position bearing in mind that as the rotors slow 
they will continue to sag and in many cases sagging below average head height level.  
Extreme care must be taken when fire fighting and working rescue equipment under such 
conditions, with equipment at the scene being carried below waist level. 
 
If the pilot of the aircraft is conscious personnel should approach in their full view and follow 
all instructions.  In a case where the pilot is not immediately visible or is apparently 
unconscious personnel should approach from the rear of the aircraft and to the opposite side 
of the tail rotor. 
 
Personnel must avoid engine air intake and exhaust efflux areas.  Where possible, approach 
and depart from the helicopter from any downhill side. 
 
Helicopter Incidents at Which Aircraft Engines and Rotors Have Been Shut Down Prior 
to Arrival 
If on arrival at the scene it is apparent that the aircraft engines and rotors have been shut 
down, action, in the case of civilian helicopters, can in general follow the tactics and 
techniques used for fixed wing aircraft.  However the Supervisor should bear in mind devices 
peculiar to helicopters such as flotation devices and ADELT system.  In addition, it should be 
noted that owing to the particular design features of a helicopter any fire occurring may 
quickly enter the cabin if not speedily dealt with. 
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If the lives of any passengers and crew remaining on board are to be saved, urgent action is 
required to protect the cabin.  In such situations an initial attack using a vehicle mounted 
monitor (where this is available) to isolate the passenger cabin from any external fire may be 
appropriate. 
 
General Action at the Scene 
Owing to the fact that helicopter design results in the use of light construction materials, it is 
imperative that the fuselage is immediately isolated from any fuel fire taking place.  All fuel 
spillage’s which have occurred must be covered with aspirated foam and this blanket 
maintained throughout the duration of the incident. 
 
An entry into the aircraft cabin and cockpit areas to carry out rescue is the priority which must 
be considered simultaneously to controlling the fire.  Any evacuating crew and/or passengers 
should be removed to a place of safety upwind of the incident. 
 
 
The Supervisor should ensure that all RFFS personnel are dressed in full protective clothing 
with helmet chin straps secured.  Where personnel are required to work in smoke and/or 
fumes or it is suspected that other airborne contamination may be present an appropriate 
level of respiratory protection should be worn. 
 
Initially and in order to ensure a rapid knockdown of any fire, the appliance mounted monitor 
(where available) should be put to work immediately on arrival with a supporting aspirated 
foam side line(s) being simultaneously deployed.  In order to conserve media, any monitor 
used should be "knocked off" immediately when the fire is brought under control and the side 
line(s) charged and brought into operation.  Once the initial fire has been extinguished, 
supplies of fire fighting media should be preserved by their carefully considered use. 
 
Charged guard branches (aspirated foam) must be maintained throughout the duration of the 
incident. 
 
At incidents where pressurised flammable liquids or running fuel fires are involved the use of 
a dual application of foam/dry powder - foam/CO2 - foam/Halon should be considered. 
 
Care must be taken when working with pressure jets to ensure that any flotation devices fitted 
to the aircraft are not inadvertently activated. 
 
Owing to the potential for a fire to subsequently ignite or re-ignite whilst rescue operations are 
in progress, a charged line should be taken into enclosed cabin areas by rescue crews and a 
manned charged guard line maintained outside. 
 
Under no circumstances should the water supply feeding the hose line at work inside the 
aircraft be cut off. 
 
Some helicopter structures contain substantial amounts of the combustible metal 
‘magnesium’.  This metal will burn readily once its ignition temperature is reached and will 
react violently in the form of spitting white hot molten metal if it comes into contact with water 
and most other fire fighting agents except class "D" powders. 
 
If possible, magnesium should be kept cool in order to prevent it from reaching its ignition 
temperature.  Alternatively, once ignited and under prevailing dry conditions, it can be allowed 
to burn quietly without interference, a protective spray should however be used to protect any 
surrounding structure. 
 
Fires involving large passenger carrying or laden cargo helicopters may be protracted, 
particularly if casualties are trapped inside the wreckage.  Where such a situation exists 
urgent consideration should be given to the provision of additional water supplies. 
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Associated Hazards 
 
ADELT, Automatic Deployable Emergency Location Transmitter. This unit is generally located 
at the rear of the helicopter and is deployed at 8 metres per second. Care should be 
exercised when in this area. 
 
Flotation Devices, Inflatable bags which are activated by water to keep the helicopter afloat 
following ditching in water. Some have hard covers that are ejected with force. Do not 
approach from side on. 
 
Possible large amounts of Man Made Mineral Fibres (MMMF) compared with aircraft. 
 
High centre of gravity can result in helicopter rolling onto its side in a crash situation resulting 
in only half the exits being available for rescue or evacuation.   
 
Height and access problems for some engines. 
 
 
Summary 
 
Due to the particular design features of helicopters which can result in early penetration of the 
passenger compartment by fire, Supervisors at low category aerodromes should ensure that 
a comprehensive aircraft familiarisation and ongoing training programme is in place.  
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INTERNATIONAL FIRE TRAINING CENTRE 
 

 

 

LOW CATEGORY AERODROME SUPERVISOR INITIAL 
 

 

STATION TRAINING 
 

Throughout this note he means he/she and his means his/hers. 

 

Areas in bold type are considered to be of prime importance 

 

 

INTRODUCTION 
 
This training note is intended to provide information to Supervisors employed on Low Category 
Aerodromes on the subject of Station Training.  At lower category aerodromes, often relatively large 
numbers of people form part of the rescue and fire fighting team and yet few will ever form part of the 
crew who attend an incident.  Training on site in order to maintain efficiency and effectiveness of the 
rescue and fire fighting response is therefore a major responsibility of the Supervisor. 
 
 

AIM 

 
The aims of this training note are to: 
 

 Examine and discuss the importance of station training in order to ensure that all personnel 
employed on RFF duties operate as an efficient team at operational incidents. 

 Examine, discuss and emphasise the need for station training to be comprehensive and interesting 
so that the maximum potential for the saving of life at the scene of an aircraft related incident is 
achieved. 

 
 

OBJECTIVES 

 
At the end of the instructional session dealing with this subject and after detailed study of this note you 
will: 
 

 Recognise the importance and need of regular station training for the RFF personnel under your 
supervision. 

 Be able to formulate a comprehensive, balanced and realistic station training programme to cover 
all operational requirements and ensure the efficiency and effectiveness of RFF personnel under 
your supervision in accordance with CAP 168 and CAP 699. 

 
 

CONTENTS OF NOTE 

 
The subject will be dealt with under the following headings: 
 

 Introduction 

 Safety 

 Overall Considerations of a Training programme 

 Respiratory Protective Equipment 

 Additional Considerations 

 Summary 
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INTRODUCTION 

 
In addition to formal training delivered by an Approved Training Provider for the purposes of acquiring 
a Certificate of Competence, it is essential that fire fighters receive familiarisation training during 
interim periods and each licensee should appoint a competent person to establish and oversee the 
training programme. The programme should continuously demonstrate that all personnel possess and 
practice the necessary skills, knowledge and understanding to complete required tasks, safely, 
expeditiously and effectively to prove competence of application in the workplace. 
 
One of the difficulties associated with a station training programme is that although there will be 
frequent standbys for a range of incidents rarely will the RFF resources be called upon to put their 
knowledge, understanding and skills to the ultimate test.  This situation is aggravated further at lower 
category aerodromes which may rely on trained part time staff and volunteers to form part of the 
minimum RFFS staffing levels. 
 
It is essential that when the RFFS are called upon to attend an incident in which lives depend upon 
their response, that they get it right first time. 
 
It will only happen when all of the personnel know what is required and are able as a team to carry out 
the required tasks to maximum effectiveness and efficiency. 
 
It is the responsibility of the Supervisor of the RFFS at Lower Category aerodromes to ensure that a 
balanced training programme is in place which meets the needs of the aerodrome’s operational 
circumstances and anticipated needs. 
 
It is important that the person nominated to conduct the training does everything possible to prevent 
the training sessions from being dull and repetitive. An ongoing challenge is to maintain the 
enthusiasm and interest of the crews so that they want to carry out the training programme, by 
fostering a desire to learn. 
 
This is not an easy task but by using imagination and constantly reviewing the risks on the airport and 
making the training programme relevant to the risks, personnel involved invariably become 
enthusiastic. 
 

Enthusiasm is contagious, but it does need to start with the Supervisor. 
 
 

SAFETY 

 

SAFE PERSON CONCEPT 

 
In normal management, the intent is to make the workplace safe because this safeguards everyone. 
However, an operational incident can be an inherently dangerous workplace and may be impossible to 
make safe. Aerodrome Rescue and Fire fighting Services must, therefore, direct their efforts to 

making the fire fighter safe. This approach is known as the Safe Person Concept. 
 
In keeping with safety training, considerations should also include the Licensee’s Safety Policy, 
Personal Protective Equipment and legislation pertinent to the aerodrome and RFFS, Air Navigation 
Order (ANO), Licensing Requirements (CAP 168), Health and Safety at Work etc. Act and Duty of 
Care. 
 
Safety aspects must be included during practical training sessions. This may include risk 
assessments, safety briefs, etc. 
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OVERALL CONSIDERATIONS OF A TRAINING PROGRAMME 
 
Personnel need to know what needs to be done and why and also be able to practically carry out those 
tasks with maximum effectiveness and efficiency. 
 
It is extremely important that a right balance is maintained between technical and practical training. 
 
It is recommended that the programme aims to provide around 25% technical training and 75% 
practical.  This is not cast in stone; the important thing is that any training programme meets the needs 
of the individual aerodrome’s operations. Guidance on implementation of a station training programme 

is found in CAP 168, Chapter 8; Appendix 8A, 8B 8C and CAP 699. 
 
RFFS operatives shall receive detailed theoretical and practical training relevant to their role. 
Examples of topics to be included in a balanced training programme are: 
 

a. Technical 
 

 Chemistry of Combustion 

 Extinguishing Agents – Use and Methods of Application 

 First Aid Fire Extinguishers 

 Fire Hose 

 Fire Appliances and Equipment 

 Selection, Storage and Handling, Use, Inspection and Test, Maintenance and Record Keeping 

 Personal Protective Equipment 

 Aircraft Construction 

 Aircraft Familiarisation 

 Aerodrome Topography 

 Radio communications and procedures  
 

b. Fire and Rescue Procedures 
 

 Hazards arising from aircraft operation and safety-related procedures 

 Fixed Wing Aircraft (Tactics and Techniques) incl. Appliance Positioning, External/Internal 
Fires, Access, Forcible Entry, Assistance with Evacuation 

 Rotary Wing Aircraft (Tactics and Techniques) incl. Appliance Positioning, External/Internal 
Fires, Access, Forcible Entry, Assistance with Evacuation 

 First Aid and Casualty Handling 
 

c. Statutory Obligations 
 

 Licensee’s Safety Policies 

 Air Navigation Order 

 Licensing Requirements (CAP 168) 

 Aerodrome Manual 

 Emergency Planning 

 Fire Safety 

 Health & Safety at Work etc. Act 

 Duty of Care 

 Theoretical, Practical, Written and Oral Assessment 

 Issue and amendment of personal training record(s) 
 

 

Respiratory Protective Equipment 

 
Personal protective equipment and respiratory protective equipment (RPE) appropriate to the hazard 
and risk shall be provided. Guidance on the selection of the appropriate equipment is available from 
the Health and Safety Executive 
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Where the provision of respiratory protective equipment forms part of the fire fighters personal 
protection at an aerodrome it requires a special place and significance within the station training 
programme. 
 
All wearers are required on a regular basis to wear RPE under conditions which simulate those likely 
to be encountered at an actual incident 
 
Regular training and the carrying out of routine servicing and maintenance of the equipment is 
essential.  

 

ADDITIONAL CONSIDERATIONS 

 

 Virtually every aircraft accident situation will produce casualties of varying severity and it is 
essential that training sessions incorporate the sensible practical handling of casualties. 

 

 Many Training Aids are now available to assist and to motivate personnel during training sessions.  
Serious consideration should be given to any training aids which are relevant and which will assist 
in improving the quality and interest of the training programme. 

 

 Training is required for all personnel who may be expected to form part of the RFFS response. It is 
the responsibility of the Supervisor to carefully monitor the training records on a regular basis in 
order to ensure that all personnel are undergoing the same training programme.  

 

 The care, maintenance, test and inspection of equipment and the upkeep of station records are an 
important aspect of training.  It is also the responsibility of the Supervisor to ensure that these tasks 
are completed as appropriate for each training exercise carried out.  

 

 The Civil Aviation Authority requires under CAP 168 that aerodromes maintain records of all 
training undertaken by personnel are to be maintained for the duration of an individual’s 
employment and for a period of five years after cessation of employment.  These records should 
indicate in detail the specific type of training undertaken by the individual and information on where 
and when that training was carried out. The required training records need to be maintained in such 
a manner that they are available for inspection by the Authorities Inspectors at all times. 

 

 

Summary 
 
Personnel will only be able to operate effectively and efficiently as a team if there is in place a well 
managed balanced technical and practical training programme. 
 
The Station Training Programme needs to be developed and maintained by the nominated, competent 
person taking into account the specific needs of the airport and its operations. 
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INTERNATIONAL FIRE TRAINING CENTRE 
 

 

LOW CATEGORY AERODROME SUPERVISOR INITIAL 

 

 

CAP 642 – AIRSIDE SAFETY AND RISK ASSESSMENT 

 

 

 
Throughout this note he means he/she and his means his/hers. 

 

Areas in bold type are considered to be of prime importance 

 

 

INTRODUCTION 
 
This Training Note is intended to provide information to Supervisors employed on Low Category 
Aerodromes on the subject of Safety and Risk Assessment as appropriate in respect to the provision 
of rescue and fire fighting facilities. 
 
For a full explanation of this subject reference should be made to the Civil Aviation Authority’s 
publication CAP 642  “Airside Safety Management” 
 
 

AIM 

 
The aim of this training note is to provide Supervisors employed at low category aerodromes with an 
introduction to Safety and Risk Assessment in order that they are aware of the implications of this 
important aspect of aerodrome management. 
 
 

OBJECTIVES 

 
At the end of the instructional session dealing with this subject and after detailed study of this note you 
will: 
 

 Recognise the importance of carrying out a risk assessment in respect to all the duties which the 
aerodrome fire service may be called upon to attend together with the hazards associated with any 
training programmes involved. 
 

 List the five key stages of a risk assessment. 
 

 

CONTENTS OF NOTE 

 
The subject will be dealt with under the following headings: 
 

 Introduction 

 Other relevant CAA publications 

 General legal duties relating to Health and Safety at Work 

 Airside Safety Management 

 Risk Assessment Process 
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INTRODUCTION 
 
The advice and guidance provided in CAP 642 is designed to demonstrate what is regarded as an 
acceptable way of doing things at an aerodrome.  It is relevant to all levels of operations and it 
illustrates how various risks might be identified.  It provides advice about how airside safety can and 
should become an integral part of a structured aerodrome management system. 
 
Aerodrome Operators are ultimately responsible for ensuring that safety arrangements are appropriate 
to their own particular level and type of operations and CAP 642 assist this process by illustrating the 
sort of things which need to be considered by the aerodrome operator in the interests of airside safety. 
 
CAP 642 is intended as a guide to accepted practice for all those engaged in working on and around 
operational areas of aerodromes and heliports: In fact, anywhere where aircraft are attended and 
handled, i.e., it applies to everyone working airside. 
 
CAP 642 is not a legal document but represents an accepted way of organising and operating safe 
working practices and is endorsed by the industry which includes both aerodrome and aircraft 
operators. 
 
The CAA, as part of the ongoing aerodrome licensing process, in conducting its routine inspections 
and audits will lean heavily on these guidelines.  It is particularly important that those having specific 
supervisory responsibility at an aerodrome, such as the Fire Officer, have a basic understanding of the 
aims and objectives of CAP 642. 
 
The purpose of this training note is to give an introduction into the subject of Risk Assessment and to 
assist with providing a basic understanding of CAP 642. 
 
It is intended that this will encourage Supervisors employed at low category aerodromes to study and 
implement the practices and procedures outlined in CAP 642 as appropriate to their own particular 
level of operation. 
 

 

OTHER RELEVANT CAA PUBLICATIONS 

 
The CAA publishes a number of documents, which are important in respect to airside safety 
management. Some of these are of particular importance to the aerodrome fire officer.  These 
publications contain regulations, guidance and information and include the following: 
 

CAP 32 United Kingdom Aeronautical Information Publication (UK AIP) 
CAP 168 Licensing of Aerodromes 
CAP 360 Air Operators Certificates 
CAP 382 Mandatory Occurrence Reporting Scheme 
CAP 393 Air Navigation: The Order and the Regulations 
CAP 403 Flying Displays: A Guide to Safety and Administrative Arrangements 
CAP 413 Radiotelephony Manual 
CAP 428 Safety Standards at Unlicensed Aerodromes 
CAP 437 Offshore Helicopter Landing Areas - Guidance on Standards 
CAP 483 Safe Transport of Dangerous Goods by Air – Guidelines on Training 
CAP 512 Ground De-Icing of Aircraft 
CAP 637 Visual Aids Handbook 
CAP 655 Aeronautical Ground Lighting 
CAP 668 Dangerous Goods: Operator Responsibilities 
CAP 669 Transport of Dangerous Goods by Air: Training Programme 
CAP 675 Transport of Dangerous Goods by Air 
CAP 680 Aerodrome Bird Control 
CAP 700 Operational Safety Competences - A UK Code of Practice 
CAP 712 Safety Management Systems for Commercial Air Transport Operations 
CAP 726 Guidance for developing and auditing a formal Safety Management System 
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CAP 728 The Management of Safety 
CAP 729 Guidance on Aerodrome Development Procedures 
CAP 738 Safeguarding of Aerodromes 
CAP 748 Aircraft Fuelling and Fuel Installation Management
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GENERAL LEGAL DUTIES RELATING TO HEALTH AND SAFETY AT WORK 

 
In addition to the above CAA documents there are other equally important publications and legislation 
which have an impact on safety management issues.  Perhaps the most important document of all as 
far as safety is concerned is the Health and Safety at Work Act.  Everyone including both employer 
and employee needs to be aware of their own legal responsibility under this legislation.  These 
responsibilities can be summarised as follows: 
 

 Every employer has a duty to ensure, so far as is reasonably practicable, the health and safety of 
any individual who might be affected by any work activity within the control of the employer. 

 

 Every employee has a duty to take reasonable care for the health and safety of himself and other 
persons who might be affected by his acts or omissions at work. 

 

 Very briefly these duties require employers to provide systems for managing health and safety, 
safe places of work, suitable work equipment and welfare facilities for their employees.  This 
should help to ensure that employees conduct their activities so far as not to put themselves or 
other people at risk.  Employees have duties to co-operate with employers in relation to health and 
safety and to comply with, for example, any training or information or systems of work provided by 
their employers. 

 
Employers are required to: 
 

 Eliminate hazards where possible and to assess and reduce risks to their employees from any 
remaining hazards.  It must be emphasised that assessing risks is the cornerstone of a good health 
and safety management system as well as being a legal requirement. 
 

 Have arrangements for effective planning, organisation, control, monitoring and review of 
preventative and protective measures or, in other words, a system for managing health and safety. 
 

 Comply with the requirements and prohibitions placed upon them by health and safety legislation. 
 

 

AIRSIDE SAFETY MANAGEMENT 

 
CAP 642 provides the basis for an effective aerodrome safety management system.  It is divided into 
7 parts. 
 

 Part 1 The Management of Health and Safety of people airside.  It covers general legal duties 
relating to health and safety at work and then discusses in some detail the potential hazards on the 
aerodrome apron. 
 

 Part 2 Airside Safety Management System.  Describes how to set a policy, organise staff, plan and 
set standards, measure performance and explains how to learn from experience, conduct an audit 
and review. 

 

 Part 3 Airside Planning.  Covers the planning process, communication, the master plan, 
contingency plans, ground handling policy, apron equipment initiatives and safeguarding.  It also 
includes advice on how to plan individual projects, how to manage them.  It includes advice with 
regard to contractors working on the aerodrome including how the activities of contractors can be 
controlled and managed. 

 

 Part 4 Airside Vehicle Operation and Driving.  Deals in detail with the operation of vehicles airside.  
It includes guidance on airside driving including appropriate rules, training and the monitoring of 
standards 
 

 Part 5 Aircraft Movements.  Deals in some detail with the matter of aircraft operations and 
specifically includes air-bridge operations, aircraft parking safety practices, self manoeuvre of 
aircraft on the apron, engine hazards, aircraft departure and other relevant safety considerations 
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 Part 6 Training for Safety.  Deals with the various aspects of training and provides model training 
procedures for staff. 

 

 Part 7 Performance Management.  Includes matters such as the fostering and maintenance of 
safety discipline, active performance management, the investigation of accidents and incidents, 
enforcement of regulations and the implementation of remedial action. 

 
CAP 642 provides a number of sample documents, recommended training programmes and 
checklists etc. 

 

 

RISK ASSESSMENT 
 
The paragraphs set out below are an extract from CAP 642.  It is important to understand that the 
carrying out of a risk assessment is essential if we are to be satisfied for example that the level of 
provision of rescue and fire fighting services is adequate.  A risk assessment merely means that we 
have given serious thought to what problems are likely to occur, what effect these may have on 
individuals and that we have taken steps to minimise the risk. 
 
As an example we could look at the risk to fire fighters of exposure to fire during an aircraft accident 
situation.  To do this we would need to have some understanding of the probability of a fire occurring, 
the intensity of any fire and the effect that this may have on any individual during exposure.  We would 
then need to consider how essential that exposure is, and having decided that the exposure to intense 
fire situations is an essential part of a firefighters role we then must consider what action we should 
take to minimise the effect.  Matters such as adequate training under realistic conditions, appropriate 
fire fighting equipment and protective clothing are some of the matters, which would need to be 
considered. 
 

 Appendix A of Part 1 CAP 642 
 
The general legal requirement for a risk assessment is set out in Regulation 3 of the Management of 
Health and Safety at Work Regulations 1992.  This broadly states that.  “Every employer shall make a 
suitable and sufficient assessment of the risks to the health and safety of his employees, and others 
who might be affected by his work activities, to which they are exposed whilst at work.  For the 
purposes of identifying the measures he needs to take to comply with the requirements and 
prohibitions imposed upon him by or under the relevant statutory provisions”. 
 
What is a suitable and sufficient risk assessment?  An assessment is nothing more than a careful 
examination of what, in the work place, could harm people.  The aim is to weigh up whether you have 
taken enough precautions, or whether you should do more to prevent harm.  Certainly there is no such 
thing as a standard assessment. 
 
A risk assessment is not an end in itself, but is a practical management tool aimed at securing the 
effective control of risks and should be used as the basis for effective risk management. 
 
The following may assist in completing a risk assessment.  The examples given below would be 
particularly relevant whilst conducting a risk assessment of the aerodrome apron area.  They are 
classed as the five key stages of a risk assessment. 
 

 Identify the hazards 

 Decide who might be harmed 

 Evaluate the risks 

 Record your findings 

 Review your assessment from time to time and revise it if necessary 
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IDENTIFY THE HAZARDS 

 
For example, there are many hazards on the aerodrome apron area.  It is necessary to include 
hazards that might cause chronic ill health as well as those that cause immediate injury.  The following 
gives examples of some of the issues, which a risk assessment might cover. 
 
a Exposure to noise from aircraft engines, auxiliary power units and other sources. 
 
b Working in close proximity to operating aircraft engines. 
 
c People being struck by vehicles. 

 

 

DECIDE WHO MIGHT BE HARMED 

 
Identify those groups of people or individuals that are at particular risk.  These would include the 
employer’s own employees as well as others, such as contract cleaners, contract baggage handlers 
and contract security staff working on or near the employer’s aircraft.  Think about those who may be 
particularly at risk.  Passengers are unlikely to be familiar with apron activities and therefore will need 
special consideration. 

 

 

EVALUATE THE RISKS 

 
For each hazard it is necessary to consider whether the risk has been adequately controlled by asking 
questions such as: 
 
a Has relevant specific legislation been complied with?   For example, considering the examples 

given above, there is specific legislation relating to noise (The Noise at Work Regulations 1989) 
whilst Regulation 17 of the Workplace (Health Safety and Welfare) Regulations 1992 relates to 
organisation of etc of traffic routes. 

 
b Where there is no specific legislation, are the generally accepted industry standards followed? 
 
c If so, are there any additional control measures that should be put in place? (This is because the 

law requires employers to ensure the health and safety of people so far as is reasonably 
practicable) 

 
If there are no specific legal requirements (other than the general duties of the Health and Safety at 
Work etc Act 1974) employers should consider the following in relation to risk assessments: 
 
a If possible avoid the risk altogether. 
 
b Combat risks at source. 
 
c Wherever possible adapt work to the individual. 
 
d Take advantage of technological and technical progress. 
 
e Risk prevention measures need to form part of a coherent policy and approach. 
 
f Give priority to those measures which protect the whole workplace. 

 
g Employees need to understand their role. 
 
h The employer needs to develop and maintain the existence of an active health and safety culture 

affecting the organisation as a whole. 
 
Control measures taken should be commensurate with the risk. 
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RECORD YOUR FINDINGS 

 
Employers should record significant findings of their risk assessment if they employ five people or 
more. 
 

 

REVIEW YOUR ASSESSMENT FROM TIME TO TIME AND REVISE IT IF NECESSARY. 

 
Assessments should be revised to take account of significant changes in the work place, and should in 
any case be reviewed periodically. 
 
 

 General issues relating to risk assessment 
 
It is important that any completed risk assessment, the precautions to be taken and methods for the 
continued monitoring of the risk are communicated to the workforce. 
 
Not only should the ‘normal’ situation be considered, but also the foreseeable future including the 
effect that any ambient conditions (darkness, twilight, rain, high wind etc) may have on risks.  In 
deciding what precautions may be necessary, the capabilities, experience and training of employees 
should also be taken into account. 
 
Where employees of different employers (or self employed people) work in the same workplace their 
respective employers would have to consider risks not only to their own employees but also to other 
persons employed.  The various employers could co operate to produce an overall risk assessment. 
 
However, employers who control a number of similar workplaces where similar activities are 
undertaken may produce a generic ‘model’ risk assessment reflecting the common hazards and risks 
associated with these activities.  They should, however, take care to ensure that while based on a 
‘model’, each risk assessment is tailored to the specific circumstances of each workplace. 
 
The approach to risk assessment should be flexible and adaptable to all situations, for example, from 
a busy aerodrome handling numerous wide-bodied jets. Through regional aerodrome with only a few 
flights per day, down to an aerodrome that handles only light aircraft, and should specifically address 
the needs of each particular case.  If new technology is introduced in the future, there will be a need to 
consider whether it introduces any significant hazards, which would impact on the risk assessment, 
and amend it accordingly. 
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INTERNATIONAL FIRE TRAINING CENTRE 
 

 

LOW CATEGORY AERODROME SUPERVISOR INITIAL COURSE 
 

 

EMERGENCY ORDERS - LIAISON WITH OTHER AGENCIES. 

 
Throughout this note he means he/she and his means his/hers. 

 

Areas in bold type are considered to be of prime importance 

 

 

INTRODUCTION 
 
This training note is intended to provide information to Supervisors employed on Low Category 
Aerodromes on the subject of Emergency Orders and the need for liaison with other authorities.  This 
is a particularly important matter at lower category aerodromes as the local provision of resources to 
deal with an aircraft related emergency are often extremely limited.  This note should be read in 
conjunction with CAP 168 (Licensing of Aerodromes). 
 

AIM 

 
The aim of this training note is to: 
 

 Examine and discuss the Emergency Organisation arrangements required at Licensed Low 
Category Aerodromes within the United Kingdom. 

 
 

OBJECTIVES 

 
At the end of the instructional session dealing with this subject and after detailed study of this note you 
will: 
 

 Have a working knowledge of the mandatory requirements regarding emergency organisation at 
licensed aerodromes.  
 

 Be able to incorporate this knowledge into the station training programme so that all RFF personnel 
become aware of the requirements. 

 

 

CONTENTS OF NOTE 

 
The subject will be dealt with under the following headings: 
 

 Formulating Emergency Orders 

 Emergency Orders 

 Classification of Emergencies 

 Consideration of other duties undertaken by the RFFS 

 Methods of alerting the emergency services 

 Accident locations 

 Rendezvous point(s) 

 Standby point(s) 

 Off Aerodrome Occurrences 

 Aerodromes adjacent to water, swampy areas or environments 

 Command and Control 
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 Incident Zoning  

 Medical Requirements 

 Additional Resources 

 Exercise to test the Emergency Orders 

 Summary 

 Appendix 1; Sample Planning Committee  
 
 

FORMULATING EMERGENCY ORDERS 
 
It is the responsibility of the aerodrome operator to form an Emergency Planning Committee to 
formulate the Emergency Plan. The committee, chaired by a senior member of the aerodrome 
management, should have the direct support of the Chief Executive or Managing Director. 
 
External emergency services and other related agencies, who through statutory obligation or 
agreement, will respond to aerodrome emergencies, should, at every opportunity, be involved with the 
planning and exercising of the Emergency Plan.  Their roles, responsibilities and procedures during an 
aerodrome response should be clearly detailed in the Emergency Orders.  
 
The make up of a typical aerodrome emergency organisation committee is provided at Appendix 1. 
The size and make up of the committee will of course need to be relevant to the size and type of 
operation of the particular aerodrome. 
 
 

EMERGENCY ORDERS 

 
Emergency Orders, which form part of the Aerodrome Manual, must include arrangements for alerting 
the Rescue and Fire Fighting Service, for the notification of other aerodrome sections and for 
summoning externally based emergency services.  The Orders must detail procedures for anticipated 
emergency situations including accidents/incidents which occur up to 1000 metres from the runway 
threshold. The areas within which a response will be made shall be shown in the Aerodrome Manual. 
 
They must specify the level of RFF facilities provided.  
 
The emergency orders should detail the specific action which any agency responding to an ‘on’ or ‘off’ 
aerodrome emergency will take, should an emergency occur.  
 
The orders must state the action to be taken during all periods of depletion of any of the fire, rescue 
and medical resources.  
 
The Emergency Orders should be issued to all departments and attending organisations.  An issue list 
with details of all amendments issued should be maintained.  

 
At Lower Category Aerodromes (RFF Special, 1 and 2) Inspectors will need to be satisfied that off-
aerodrome emergency services are familiar with the emergency planning arrangements and 
topography of the aerodrome. See CAP 168, Appendix 8A, B, C. 

 
It is a condition of the aerodrome licence that a fully tested and effective organisation is in place to 
deal with any aircraft related emergency which may occur. 
 
 

CLASSIFICATION OF EMERGENCIES 

 

It is important to ensure the appropriate response to any emergency situation which occurs.  In 

order to do this, emergency incidents are classified under a number of different headings. 

 

 

 

 



 

IFTC/CM/05/96/02/LOW CAT AERODROME SUPERVISOR/TRAINING NOTE/EMERGENCY ORDERS/Page 3 of 
9/ISSUE3/JULY 2016 
g:\firetr.glb\low cat\training note\emergency orders 
 Copyright © 2000 Serco International Fire Training Centre, Teesside. Version 1.0

 Aircraft Accident 

 

An aircraft accident classifies an accident which has either occurred or which is inevitable on, 

or in, the vicinity of the aerodrome.  

 

 Ground Incident 

 

A Ground Incident is defined as being where an aircraft on the ground is known to have an 

emergency situation other than an accident which requires the attendance of the emergency 

services. 

 

 Full Emergency 

 

A full emergency is the correct classification “When it is known that an aircraft is, or is 

suspected to be, in such trouble that there is a danger of an accident” 

 

A full emergency usually calls for the response of either all or a majority of the emergency 

services involved in the airport emergency plan. 

 

 Local Standby 

 

A Local Standby is called for “When it is known that an aircraft has developed, or is suspected 

as having developed, some defect but which would not normally involve any serious difficulty 

in effecting a safe landing. 

 

A local standby normally involves only the resources of the aerodrome RFFS. 

 

 Weather Standby 
 
A Weather Standby is called for “When weather conditions are such as to render a landing difficult or 
difficult for ATC to observe”.   
 

 Domestic Calls 
 
Often, the airport RFFS will respond to any fire situation on, or adjacent to, the airport which may 
constitute a danger to either flying operations or to aerodrome property itself pending the arrival of the 
Local Authority Fire Brigade (LAFB). 
 
A number of aerodromes also have an arrangement with the Local Authority to attend calls within the 
vicinity of the airport where their resources are able to make a faster response than the LAFB.  Where 
this arrangement is in force it may be necessary to restrict flying activities if the RFF cover falls below 
the required minimum levels.  
 

 Unlawful acts 
 
Procedures for incidents such as bomb alerts and unlawful seizures require close consultation and co-
operation with the Local Police Authority.  
 
 

CONSIDERATION OF OTHER DUTIES UNDERTAKEN BY THE RFFS 
 
When the Emergency Orders are being drafted, consideration must be given to all other tasks which 
the aerodrome RFFS may be called to perform.  Typically at lower category aerodromes these tasks 
may include fire cover during fuelling operations, attending road traffic accidents in the vicinity of the 
aerodrome, snow related duties, special service calls, apron patrols, first aid calls and other 
extraneous duties. 
 
Any RFF personnel who are part of the RFF response and who are working away from the fire station 
require an adequate means of being alerted in the event of an emergency call. Different aerodromes 
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have selected a variety of methods to achieve this requirement; some have opted for audible and 
vibrating personal pagers whilst others have elected to ensure that a driver and appliance, in constant 
radio contact with both the Fire Station and ATC, are maintained in close proximity where RFF 
personnel are working. 
 
It must be remembered that the RFF service is required to make an immediate response to any 
aircraft incident which occurs.  
 
 

METHODS OF ALERTING THE EMERGENCY SERVICES 
 
Within the Emergency Orders there needs to be specific instructions on how the various emergency 
services involved will receive the initial call including details of who is to actually initiate the call.  This 
seemingly simple operation is critical if lives are to be saved and yet on occasions it goes sadly wrong. 
 
There are a number of different ways in which an emergency call will be received at an aerodrome.  
There will also be a variety of ways in which this call will be relayed to the aerodrome RFFS, the local 
emergency services and other agencies involved in the emergency plan. 
 
It is important that each aerodrome develops what is the most expedient method for all those involved.  

 

 

ACCIDENT LOCATIONS 

 
In order to ensure that there is no confusion in respect of the accident/incident location it is standard 
practice to prepare and issue an aerodrome grid map. 
 
It is essential that all services involved in making an emergency response utilise the same reference 
map when responding. 

 

 

RENDEZVOUS POINT(S) 

 
At least one location on the airport should be designated in the Emergency Orders as the official 
location for the assembly of responding Off Airport Emergency Services. 
 
This location(s) must be clearly identified with directional signs and indicators leading to the location.  
These signs must be strategically positioned on routes which will be taken by responding emergency 
services. 
 
Where personal contact is not possible immediately on arrival, a radio or telephone link should be 
provided in order that the various Officers in Charge of appliances/vehicles from the local authority 
emergency services can contact the flight information service or ATC in order to report their arrival. 
 
In order to proceed beyond the rendezvous point all non-airport emergency vehicles will require to be 
escorted by an aerodrome vehicle equipped with radio.  
 
 

STANDBY POINT(S) 

 
Standby points are to be designated for use by the aerodrome fire service so that in the event of full 
emergencies and local standby’s they can take up these pre-determined positions.   The objective of 
standby points is to reduce the response times of the aerodrome RFFS to any incident which occurs. 
 
 

OFF-AERODROME OCCURRENCES 

 
The Emergency Orders must clearly state the radius and scale of attendance for any accidents and 
incidents which occur off the aerodrome. 
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It should be borne in mind that any depletion of the aerodrome RFF cover is likely to mean that flying 
activities will need to be reduced.  
 
 

AERODROMES ADJACENT TO WATER, SWAMPY AREAS OR ENVIRONMENTS 

 
Some aerodromes, because of their location and operating environment, require special procedures to 
be incorporated into the emergency orders. 
 
In some cases it may be necessary to involve specialist rescue services such as Air Sea Rescue, The 
Coast Guard, River Rescue Units etc. and details of the procedures to be adopted will need to be 
incorporated into the emergency orders. 
 
Alternative plans for occasions when these other emergency response facilities are not available 
should also form part of the plan. 
 
All resources which form part of the plan will need to be incorporated into the emergency exercises 
from time to time. 
 
 

COMMAND AND CONTROL  

 
The importance of an agreed framework for command and control should not be underestimated. This 
will allow each agency to tailor its own response and interface with the plans of other agencies without 
disrupting its own procedures. In its planning each agency will need to recognise the three 
management tiers, strategic (gold), tactical (silver), and operational (bronze). This type of system has 
been adopted by many emergency services. Whether it will be fully implemented at an aircraft 
accident will be determined by the severity and numbers of casualties.  

 
Below is a bulleted summary outlining some of the responsibilities of each position of the three 
management tiers. CAP 168, Chapter 9, Section 4 gives further guidance for each position: 
 

Operational Level 
 

 At the start of any incident for which there has been no warning this level is activated first. 

 It is the normal day-to-day arrangement for responding to any incident. 

 Emergency services will take appropriate immediate measures and assess the extent of the 
problem under the command of their respective Incident Officers. 

 They will concentrate on their specific tasks within their areas of responsibility and act on 
delegated responsibility from their parent organisations until other levels of command are 
established. 

 Command of the resources belonging to any agency and applied within a geographical area, 
or used for a specific purpose, will be retained by that agency. 

 Each agency must liaise fully and continually with others deployed within the same area to 
ensure an efficient and combined effort. 

 Where appropriate, the police will normally act as co-ordinator of this response at the scene. 

 These arrangements will usually be adequate for the effective resolution of most incidents 
 
 

Tactical Level 
 

 This level is introduced to determine priority in allocating resources, to plan and co-ordinate 
when a task will be undertaken, and to obtain other resources as required. 

 Most of the Tactical functions will be discharged at, or close to, the scene of the incident. 

 Some agencies, particularly local authorities prefer to operate from their administrative offices 
but will send a liaison officer to the scene. 

 Planning must also take into account that resources may be required to be deployed over a 
diverse area. 
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 Tactical Commanders should not become involved with the activities at the scene being 
discharged by Incident Officers, but concentrate on the overall general incident management. 

 Inter-agency meetings should be held at regular intervals attended by each Tactical 
Commander and normally chaired by the police. 

 If it becomes apparent that resources, or expertise beyond the level of the Tactical 
Commander are required, or should there be a need to co-ordinate more than one 
incident/scene (where tactical command has been established), it may be necessary to 
implement a Strategic level of management. 

 

 

Strategic Level 
 

 Establishes a framework of policy within which Tactical Commanders will work, gives support 
to the Tactical Commander(s) by the provision of resources, gives consideration to the 
prioritisation of demands from any number of Incident Officers and determines plans for the 
return to a state of normality once the incident is brought under control. 

 The requirement for strategic management may be confined to one particular agency; 
however, certain incidents require a multi-agency response at the Strategic level in order to 
effect resolution 

  

 

INCIDENT ZONING 

 

In order to effect overall control at the scene of a serious incident the establishment of 

different Zones has been agreed. 

 

Zone 1 is the area which contains the aircraft and any wreckage within which the fire service 

will operate in order to establish control of any fire and commence rescue. 

 

Zone 2 is to be positioned upwind of Zone 1 and is designated the Casualty Clearance Zone.  

Here priorities are made with regard to treatment and stabilisation of injuries.  

 

Zone 3 will be located at the nearest hard standing to Zone 2 and is designated as the 

Ambulance Loading Point  
 
Each emergency service will perform its specialist function with regard to saving life, rescue, and fire 
fighting etc under the command of their respective Officers.  However it is essential that this action is 
co-ordinated from a central control point. 
 
The Incident Control point will be established at a point adjacent to Zones 1 and 2.  At this point the 
Incident Control Officer (normally a Police Officer) will exercise overall control of the incident. 
 
In order to function properly the Incident Control Officer will require communications to Zones 1, 2 and 
3 and additionally the ability to communicate with hospitals and other organisations which may be, or 
become, involved. 
 
At a serious incident each of the emergency services would normally require to establish their own 
control vehicle and Officer who would then co ordinate with the Incident Control Officer.  
 
 

Medical Requirements 

 
The Emergency Orders should provide the details for summoning emergency medical assistance 
including the Local Authority Ambulance Service, any attending doctors and also alerting local 
hospitals of the type and numbers of casualties involved in an incident. The notification arrangements 
should include organisations such as The Red Cross, Women’s Royal Voluntary Service (WRVS), 
Post Traumatic Stress Counsellors and any nearby military establishments who may be able to assist. 
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At each aerodrome the emergency orders will need to identify buildings which, in an emergency, can 
be used for Casualty Reception, a Temporary Mortuary, the safeguarding of personal effects retrieved 
from the incident scene, a Reception Centre for grieving and shocked relatives, and accommodation 
for any staff who may be suffering from post traumatic stress. 

 

ADDITIONAL RESOURCES 
 

Depending upon the location of an aerodrome it may be possible and even advantageous to draw 
upon the resources of other organisations in the event of a major incident. 
 

Aerodromes should consider the extent of, and types of, resources which may be required to deal with 
a major and protracted incident.   
 

Any resources that are planned to be utilised as part of the emergency response need to be integrated 
into the airport emergency plan and incorporated into emergency exercises from time to time.  
 
 

EXERCISES TO TEST THE EMERGENCY ORDERS 

 
At aerodromes licensed only for the purposes of flying/training activities using twin seater aircraft, 
regular liaison visits by the local emergency services and regular communications exercises may 
prove to be an adequate arrangement in order to test the effectiveness of the aerodrome emergency 
orders.  At other low category aerodromes practical exercises should be held in conjunction with the 
local emergency services from time to time.  Such exercises will demonstrate the effectiveness of the 
orders and where necessary allow improvements to the orders to be made. 
 
These exercises should alternate between daylight and darkness hours where the aerodrome is 
licensed for night use and should involve the attendance of all emergency services that will be 
expected to respond during an actual accident situation. 
 
Smaller exercises should be held in order to test any problem areas identified during the main exercise 
or to test a specific aspect, such as, for example, the communications arrangements. Relevant 
names, telephone numbers and addresses should be reviewed and amended accordingly as they may 
change; resulting in a breakdown in the notification process. This would be a critical reason for 
conducting regular communications exercises. 
 
As soon as practicable following all emergency exercises a de briefing session should be held. 
All organisations involved in the emergency exercises should be present in order that any problems, 
shortfalls etc can be identified and discussed.  
 
Where serious matters of policy deficiency are identified a further exercise to test any revision of policy 
should be held as soon as possible. 
 
Full details of the exercise including the planning, conduct and de brief should be retained for auditing 
by the CAA Inspectors. 

 

 

SUMMARY 
 

The production of Emergency Orders is a licensing requirement, and as such must detail procedures 
for dealing with all types of emergency situations.   
 

They must contain procedures associated with standby and rendezvous points, the aerodrome grid 
map and the attendance off-aerodrome by the RFFS. They need also to include procedures for 
alerting RFF personnel when they are employed away from the fire station. 
 

The Orders must include details of specialist equipment and services which have been evaluated and 
which may be called upon during the various types of emergency the aerodrome may encounter. 
They must include details of provision of RFF facilities and the action to be taken during times of 
depletion.  
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They must include details of medical supplies and how these will be transported to the scene of any 
accident which may occur. 
 
Regular exercises are required to be held in order to test the effectiveness of the Emergency 
Organisation and plans.  These exercises must be followed by a detailed debrief and the results 
retained for audit. 
 
Emergency Orders are notification and initiation of every department’s action in book form, held by 
every department so that each is aware not only of its own tasks but also those of others. 
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APPENDIX 1 
 
 
 

Table 9A.1 On and off aerodrome services from which Planning Committee Members could 

be selected. 
 
 

Aerodrome Services Local Authority and other services 

Aerodrome Police Ambulance 

Aerodrome Security Coastguard & Offshore Rescue 

Airline Operators Doctors 

Customs & Excise Fire Service 

Medical First Aid Organisations 

Mechanical Transport Hospitals 

RFFS Police 

Telecommunications Press 

Works Religious Leaders 
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INTERNATIONAL FIRE TRAINING CENTRE 
 
 

LOW CATEGORY AERODROME SUPERVISOR INITIAL COURSE 
 

 

THE MANAGEMENT AND CONTROL OF APPLIANCES, 

MEDIA AND EQUIPMENT 

 
Throughout this note he means he/she and his means his/hers. 
 

Areas in bold type are considered to be of prime importance 
 
 

INTRODUCTION 
 
This Training Note is intended to provide information to Supervisors at Lower Category Aerodromes 
on the Management and Control of Appliances Media and Equipment with regard to servicing 
procedures, record keeping and audit requirements. 
 
 

AIM 
 
The aim of this training note is to provide Supervisors, employed at Low Category aerodromes, with 
the knowledge and understanding of the requirement for inspection and maintenance of appliances 
and equipment, together with media control and the need to maintain accurate records with regard to 
stock efficiency and audit requirements. 
 
 

OBJECTIVES 
 
At the end of the instructional session dealing with this subject and after detailed study of this note, 
you will be able to: 
 

 Define the need, content and time periods with regard to inspections, servicing and maintenance 
of appliances and equipment 

 State minimum requirements to be provided to maintain and manage media in accordance of 
category requirements at a low category aerodrome. 

 Define protective clothing requirements and understand the importance of the protection it 
provides 

 Maintain and provide adequate records regarding the above objectives in respect of efficiency and 
audit requirement 

 
 

CONTENTS 
 

 Appliance Inspections 

 Media Requirements and Stock Control 

 Extinguishers 

 Protective Clothing 

 Equipment Servicing 

 Record Keeping 

 Summary 

 Appendix 
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APPLIANCE INSPECTIONS 
 

At Lower Category Aerodromes the fire fighting appliance must be readily available at all times 

that the aerodrome is open for use.  To ensure this commitment can be maintained the 

following inspections need to be carried out daily, prior to any flying at the aerodrome: 

 

 Check extinguishing agents availability 

 Check availability, condition and security of  RFF equipment including hose line and 

hand branch 

 Check personal protective equipment 

 Check vehicle including lubricant and coolant levels, tyres, battery and electrical 

system 

 Start engine and check general operation of all controls 

 Check radio equipment and alerting system 

 

All appliance inspections will be recorded in the appropriate format and maintained 

accordingly. 

 
 

Adverse Weather and Winter Conditions 

 
The vehicle and equipment should be protected from the adverse effects of weather.  In addition to 
allowing for inspections to be carried out more efficiently, the equipment carried will have its effective 
operational service life extended considerably.  Whilst provision of a purpose built fire station may not 
be available at some lower category aerodromes, the advantages offered by a lesser car port type 
canopy structure should not be overlooked or dismissed. 
 
During winter conditions the importance of draining pumps and plumbing becomes a regular 
requirement especially at night.  If access to these areas is difficult it is a relatively minor engineering 
cost to pipe these points to the side of the appliance terminating in a pet cock, thus an awkward task 
then becomes a simple operation easily carried out and not prone to be avoided because of difficult 
access.  The result of these procedures not being carried out can be very expensive, and at the very 
least, a vehicle becoming unavailable for licensing purposes when it will be needed most. 
 

Pressure Units 

 

Daily and monthly inspections are required to determine on/off valve movement: 

 

 delivery connections 

 media levels 

 cylinder pressures 

 gauge serviceability 

 tyre pressures 

 condition of trailer mounted equipment 

 

This equipment may also be subjected to a hydrostatic pressure test 
 
 

MEDIA REQUIREMENTS AND STOCK CONTROL 

 

At lower category aerodromes, a 200% reserve of foam concentrate and 100% reserve of 

complementary agent shall be available. 

 

It is important that reserve stocks of foam concentrate and complimentary media are stored in 

dry conditions which are not subject to extreme variations of temperature.  It is a good working 

practise to store all reserve stock just off floor level, i.e. on pallets.  This provides the ability 

for a good air flow circulation. 
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At lower category aerodromes it is a licensing requirement to provide a foam concentrate 

which meets level B performance.  A certificate of assurance confirming that the foam 

provision is to this standard is required to be retained for auditing requirements. 
 
All stocks of reserve media should be stored and used in rotation, i.e., first in, first out, to avoid expiry 
dates. 
 

EXTINGUISHERS 

 
All extinguishers provided for RFF operation and use is subject to periodic inspections as laid down in 

the Fire Service Manual Volume 1 Fire Service Technology, Equipment and Media, Inspection 

and Testing of Equipment.  Records of all inspections and maintenance are required to be retained 
for auditing requirements. 
 

 

PROTECTIVE CLOTHING 

 
Protective clothing can be a real problem at aerodromes where there are large numbers of personnel 
who form part of the RFF service. 
 

Personal protective equipment shall be provided in accordance with the Health and Safety 

Executive. 
It is essential that the protective clothing fit the individual intending to wear it and donned in order to 
give protection immediately on arrival at the scene of an incident. 
 
It is recommended that the protective clothing is laid on the seat ready to be donned on receipt of a 
call, boots, with over trousers where provided, should be stood adjacent to the appliance in order that 
they can be put on before responding. 
 
Protective clothing is subject to various conditions during emergencies which may easily reduce their 
protective quality. To maximise effectiveness, it is important that protective clothing is not used for 
purposes other than that for which it was designed. Protective clothing should also be serviced and 
stored in accordance with the manufacturer’s instructions.  
 

EQUIPMENT SERVICING 

 
All rescue equipment provided for RFF operation and use is to be subjected to periodic inspections as 

indicated from the manufacturers. In addition, the Fire Service Manual Volume 1 Fire Service 

Technology, Equipment and Media, Inspection and Testing of Equipment, publishes guidance on 
the testing and inspection of most items of Fire Service equipment.  At Lower Category Aerodromes 
the rescue equipment carried is not as comprehensive as that of a larger airport therefore the need for 
this equipment to be both functional and serviceable is vital. CAP 168, Appendix 8A, B, and C includes 
a table showing the minimum quantity of ancillary equipment for Category Special, 1 and 2 
aerodromes. The use of this equipment for purposes other than RFF requirements should be 
prohibited. 
 
All small rescue gear should be stowed in a protective container or valise and kept in an oiled 
condition.  Larger items such as salvage hooks and stretchers require protective maintenance to both 
wood and canvas fittings.   If carried aloft on the appliance, considerable protection from the elements 
can be provided by the use of an adequately labelled plastic pipe of sufficient diameter (SOIL PIPE) 
with both ends securely capped.  Provision must of course be made for this type of modification to be 
securely mounted with appropriate brackets to the appliance. 
 
As a general guide, all equipment should be checked for serviceability at least once every three 
months: 
 

More specific and detailed reference can be found in the Fire Service Manual Volume 1 Fire Service 

Technology, Equipment and Media, Inspection and Testing of Equipment.  Manufacturers’ 
instructions will also provide guidance on maintenance and testing. 
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RECORD KEEPING 

 
Record keeping is an important element at any aerodrome if it is to be run effectively and efficiently. At 
licensed aerodromes, the RFFS capability will be routinely assessed, with inspectors requiring 
evidence which shows ongoing compliance with the licensing requirements. 
 
If kept in a standard manner, records provide documentary evidence and results of particular tests, 
inspections and examinations.  In many instances the records serve as a reminder to the Supervisor 
that periodic tests or inspections are due to be carried out, therefore accuracy and legibility are 
essential. 
 

Accurate and legible records also serve to provide statistical evidence with regard to the 

working life and general efficiency of the equipment or appliance concerned. 

 

To broadly cover the working environment of a lower category aerodrome the following 

records are considered appropriate: 

 

 Appliance - inspections 

 

 Appliance or pressure unit foam/water tests 

 

 Rescue equipment tests and inspections 

 

 Extinguisher tests and inspections 

 

 Hose tests and inspections 

 

 Reserve stocks of media 

 

 Training records 

 

 RFF Personnel records 

 

 Accident book 

 

 A confirmation statement that all RFF personnel have read, understand and employ in their 

work practices any company safety policy with regard to risk assessment and agreed safety 

procedures. 

 

To embrace these requirements at a lower category aerodrome where the Supervisor has many 

other duties to perform, the provision and upkeep of a hard backed daily record will go a long 

way with regard to appliance daily and weekly inspections, appliance availability and named 

riding positions, test, inspection and maintenance of other equipment require separate 

records. 
 

 

Suggested Formats: 
 
Suggested example entries for hard backed daily log: 
 

                                                24th July 1997                                                                Page 1 

0800   J Black, H Johns and F Wrench on duty and manning Fire 1.  Daily checks  

 carried out,   all in order. 

1400  Weekly checks carried out by F Wrench.  All items satisfactory 

1700  Crew off duty.  Aerodrome closed to aircraft which require to use a licensed 

 aerodrome. 
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Other records such as test, inspection and maintenance records can be in plain simple format and 
identified within a single book.  
 
These records should include details of consequential action where an inspection has revealed a 
defect or deficiency. 
 
The following is an example of how a delivery hose test record could be set out:- 
 
 

(Sample record) 
 

 
Hose Identity No 
 

 
Date Due 

 
Date carried out 

 
Result Remarks 

 
Signature 

      
1 01-07-01 07-07-01 Satisfactory  J Cash 
2 04-03-01 12-03-01 Satisfactory  J Cash 
3 20-07-01 21-07-01 Failed Out of 

service 
J Cash 

      

 
With a slight variation on headings, all equipment tests can be recorded in a single book. 
 

Standard tests and inspections are laid down by the Fire Service Manual Volume 1 Fire Service 

Technology, Equipment and Media, Inspection and Testing of Equipment.  In respect of ladders 
and lines this may be difficult to achieve at a lower category aerodrome because of the weight test 
requirements being carried out by a competently trained person. 
 
To return ladders and lines to the manufacturer would prove to be an expensive procedure with regard 
to the annual test.  3 monthly visual inspections however could be adequately carried out on station. 
 
A good working liaison with your local brigade may prove to be advantageous in this respect with them 
undertaking to carry out the annual test on your behalf. 
 
Whichever procedure is applied, records of all tests and inspections shall be retained for a period of 
five years.  
 
 

SUMMARY 
 
All equipment provided for RFF operation and use is subjected to periodic inspections. Influences 
such as operational use, training and weather conditions require rescue and personal protective 
equipment to be routinely maintained, inspected and tested to ensure serviceability. A general guide 
for periodic inspections is at least once every three months, subject to time frames indicated by the 
appropriate references. 
 

The Fire Service Manual Volume 1 Fire Service Technology, Equipment and Media, Inspection 

and Testing of Equipment gives guidance on the testing and inspection of most items of Fire Service 
equipment.  Manufacturers’ instructions also provide guidance on maintenance and testing. 
 
Accurate records of periodic inspections and stock control provide documentary evidence of ongoing 
compliance with the licensing requirements at low category aerodromes. 
 
Records of all tests and inspections shall be retained for five years. 
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INTERNATIONAL FIRE TRAINING CENTRE 
 
 

LOW CATEGORY AERODROME SUPERVISOR INITIAL 
 
 

TIP SHEET 
 
 

EXERCISE PLANNING 

 

 
PRE PLANNING CONSIDERATIONS 

 

 
TYPE OF EXERCISE/DRILL/LECTURE 

 

 
AIMS AND OBJECTIVES 
 
 
DAY AND TIME AVAILABILITY 
 
 
DURATION 
 
 
PERSONNEL 
 
 
EQUIPMENT AVAILABLE 
 
 
WEATHER (TIME OF YEAR) 
 
 
SAFETY – RISKS 
 
 
DE-BRIEF/FEEDBACK 
 
 
PAPERWORK 
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INTERNATIONAL FIRE TRAINING CENTRE 
 

 

LOW CATEGORY AERODROME SUPERVISOR INITIAL 

 
 

EXERCISE PLANNING CONSIDERATIONS 

 

 
AREA DESCRIPTIONS 
 
 
AREA PLAN 
 
 
EXERCISE/DRILL SCENARIOS 

 
 

PURPOSE OF EXERCISE/DRILL 
 
 
BEFORE: BRIEF FOR EXERCISE/DRILL 

  EQUIPMENT AVAILABLE 

  DELEGATION OF DUTIES 

  SAFETY ASPECTS 

 
 

DURING:  OBSERVE TEAM PROCEDURES 

  EQUIPMENT HANDLING 

  SELECTION OF EQUIPMENT 

  TACTICS 

  SAFETY 

 
 
AFTER  EQUIPMENT RESTORED AND SERVICEABLE 

  DE-BRIEF OF EXERCISE/DRILL 

  EVALUATE INDIVIDUAL/TEAM 

  PERFORMANCE 
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