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SURVIVAL IN EMERGENCY ESCAPE FROM PASSENGER AIRCRAFT

“Life is short and Art long, the occasion instant,
decision difficult, experiment perilous.”
—Hippocratic aphorism

I. Introduction.

It is doubtful that Hippocrates, in the 4th
Century B.C., envisioned how apt his aphorism
might seem to passengers escaping from a flaming
aireraft. Within a few seconds, they must make
a perilous journey from seat to sanctuary through
fire, smoke and a maze of physical and human
barriers. Such a passenger needs no philosopher
to remind him that the occasion is instant, the
decisions difficult and that life may indeed be
short.

How short he finds it depends largely upon the
number and location of exits, which of these are
blocked by flame or impact damage, the human
help he receives along the way and the intensity
of fire and smoke within the cabin. But in addi-
tion to these extrinsic factors, his chance of sur-
vival is also influenced by physical and mental
attributes of his own that may enable, or prevent,
his effective exploitation of the short time he has
remaining.

Thus the factors influencing his escape may be
grouped as configurational, procedural, environ-
mental and biobehavioral (Table I). The
first three may be studied experimentally as, for
example, in the laboratory testing of fire sup-
pressant devices or the evaluation of exit config-
urations and ecrew procedures in simulated
evacuations.

The fourth involves human behavior under
conditions of extreme physical and emotional
stress not ordinarily reproducible in an experi-
mental setting. To study this “fourth dimension™
of survival, the investigator must turn to the
careful reconstrnction of passenger behavior in
actual accidents. An applicable concept is that
sometimes employed by social anthropologists,
the “natural experiment.”™

A natural experiment is a situation “where
change of a clear and dramatic nature has oc-

curred” and the change itself may be “. . . treated
as an independent variable in an experimental
setting and its effects observed and recorded.”?

TasLE 1.—Some factors influencing survival in
emergency evacuations.

Ezample
Seating density,
aisle width,
size, number,
and location of
emergency

Configurational __ Standard features of
occupant environ-
ment controlling
access to exits and
evacuation flow

rates. exits, slides,
physiecal exit
cues.
Procedural _____ - Regulatory and Experience and

training practices
of crew and other
non-passenger
rescue personnel
which influence
evacuation
procedures.

training of
CTEW.

Heat and toxic
by-products
of eombustion,
secondary ex-
plosion, out-
side light, and
weather.

Environmental_ . Features of the oc-
cupant space and
outside A/C which
control surviv-
ability and evac-
uation time.

Biobehavioral . . _ Biological, psycho-
logical, and cul-
tural attributes of
individual pas-
sengers which
influence agility
and behavior.

Sex, age, phys-
ical condition,
passenger
experience.

In this paper such an approach is used to study
several human factors in three aireraft accidents.
In all, 261 passengers were involved—105 of
whom lost their lives.* The aircraft were jet
transports of types still in service and likely to
be used for some years to come. In each accident,

* Five crew members also died in one of the accidents
(Rome). IHowever, the distinct roles of erew and passengers
in evacuation make the former a small, but distinct, risk
population and one whieh should be treated separately in the
study of survival, In this paper, all statisties refer only to
passengers unless it is specifically noted that crew data are
included.
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Fictre 1.
entered cabin through opened right window exits,

Path (inset) and final position of Denver DC-8,

Smoke from ground fuel fires forward of right wing

Conecentration of smoke was particularly intense in 2nd-

class (aft) passenger compartment due to draft produced by open right rear galley exit.

decelerative forces were mild and structural
deformation impeding escape was minimal. Frac-
tures and other mechanical trauma, with few
exceptions, were minor and sustained during es-
cape rather than at impact: all deaths and major
injuries were caused by fire and smoke, Thus,
variables introduced by crash forces were insig-
nificant and survival was largely determined by
the ability of uninjured passengers to leave their
seats and find an exit before succumbing to fire
or smoke.

II. The Accidents.
A. Denver,

Shortly before noon on 11 July 1961, a United
Airlines DC-S crashed during a landing at

Stapleton Field, Denver. The flight, UAL #8359,
originated that morning in Philadelphia and
made uneventful stops in Chicago and Omaha.
A few minutes after leaving Omaha the crew
discovered that hydraulic fluid had been lost
from the system that controls gear deployment
and on-ground steering. The two senior stew-
ardesses were briefed on the situation by the
flight captain and told that an emergency landing
might be expected. They returned to their sta-
tions and alerted the two junior stewardesses;
together they reviewed the procedures for emer-
gency evacuation.

About 15 minutes before landing in Denver,
the stewardesses were informed that the difficul-
ties had been overcome and that no emergency



Froree 2. Denver IOC-S, View of the left aft main entry door, rendered unusable for exit route heeause of impact

with truck. The impact deformed the floor avea at the door sill. hroke the aft lonnge bulkhead loose. The
ocenpant of the trock was Killed instantly,  The door was not opened during evaenation.  The soot-free ree-
tangular arveas on the lower onesthivd of the door intterior are the imprints of magazines and other lounge
rred when the aireraft struck
the taxiway. TLis pile of debris Dlocked any attempt by the crew to open the door during evacuation.

items which were thrown against the door during the violent swerve which oce
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was anticipated. A little later the captain an-
nounced to the passengers that, despite minor
hydranlie problems, a normal landing was prob-
able.  T'pon landing. they were told. they might
see fire trucks by the runway but not to berome
alarmed sinee this was a routine precaution,
Meanwhile, the stewardesses secured the buffets,
opened the door of the divider separating the
Ist- and 2ud-class compartments, checked the
passengers’ seat  belts and performed other
normal pre-landing duties. The passengers were
given no instructions for a possible emergency
evicarion.

Approaching from the east, the aireraft made
a normal touchdown a few hundred feet beyond
the end of runway 26L. During the roll-out, the
plane veered suddenly to the right and skidded
off the runway, sheering off both main landing
aears and sliding on its belly across several hun-
dred feet of open ground. During this time it
vawed gradually to the right so that toward the
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Ficree 3.

View of the airevaft from the right front after fire and removal of fatalities.
ing gear amd one of the 3 engines which were sheared and tumbled forward as the aireraft struck the 18-
inch abutment of a new taxiway upon which it came to rest.

end of its course it was traveling almost sideways
(Fig. 1). Directly in its path was a newly-
constructed taxiway, the margins of which had
not yet been contoured so that they stood as raw
concrete abutments rising some 15 inches from
the ground. Parked a few feet in front of the
taxiway was a panel truck belongine fo an air-
port survey party. The aireraft was Lhrought to
a sudden halt when it struek the truck and the
edge of the taxiway almost simultaneously. The
truck was crushed beneath the fuselace, almost
directly under the left aft passenger door (Fig.
2) ; its driver was killed instantly.

The aircraft came to rest lying across the raxi-
way at an angle of about 100° to the right of irs
original course with its final Leading slightly o
the east of true north (Figs. 1-3). Soon after
the aireraft stopped, two major fires broke out.
One started from an engine which tore free at
impact and tumbled to a point about 60 feet
forward of the right wing (Fig. 4). Following

In forecround are land-



Fiorre 4. Right front view of Denver DC-S showing detached #4 engine which ignited spilled ground fuel in the
right forward area.

a path of spilled fuel, flames spread back from
the engine toward the aireraft and soon most of
the aren along the right side of the fuselage was
enveloped by a ground-fuel fire (Fig. 5). This
fire produced an acrid black smoke which was
blown toward the aireraft by a 7-knot wind from
the northeast. Wlhen the right window exits
were opened this smoke invaded the passenger
cabin.  Figure 6 is a photograph of the airveraft
taken by an airport employee who was one of
the first to arrive on the scene. It shows the
extent of this outside fire and the spread of
smoke.

The second major fire was at the left wing
root. It lll'nhal'lnl_\‘ originated from the left in-
hoard engine whiel had heen torn loose and lay
crughed wnder the wing.  Although sufficient to
prevent the use of the left window exits, this fire

was of limited extent during the first 5 minutes
after the wircraft stopped. Later it flared out
of control, penetrated the cabin, and within 15
to 20 minutes destroyed most of the fuselage
(Figs. 7, 8).

In the subsequent deseription of the evacnation,
the following points regarding the slide of the
aireraft and fire propagation should be kept in
mind:

1. All decelerative forces were mild and seat
failures did not oceur. The ride across the
open ground, however. was suflicient]ly violent
to toss articles of x'li'lT]li]l_'___r'. handbags and other
objects out of the overhead racks, The most
violent event occurred during the last second
or go when, after the aireraft struck the taxi-
way, it made a final, hard swerve to the right.




Right front view
through which a total of 66 passengers escaped.
Ground fire in this area prevented use of the forward service door and a 7-knot NI wind carried smoke from
this fire into the cabin through the open window exits,

Ficrre 5.

2. During evacuation, the principal environ-
mental hazard was smoke. When the aft galley
door was opened, a chimney-effect developed,
drawing outside smoke into the right window
exits, down through the aft section of the cabin
and out the open door. TFor this reason, the
concentration of smoke was heaviest in the aft
cabin.

3. Although oceasional tongues of flame were
blown in through the right window exits, de-
structive invasion of the cabin by fire occurred
only after 98 passengers had escaped and 16
others had been incapacitated by smolke.

Configuration. The cabin was divided into
1st- and 2nd-class * compartments by a partition
located between the 9th and 10th seat rows (Fig.
9). The 1st-class compartment was in the for-
ward portion of the cabin and contained an

S-seat lounge immediately behind the flight
deck. Separating the lounge from the regular

seating was a service area consisting of closets,
lavatories, and a galley. In the forwe=d cabin

* Throughout this paper “2nd-class” will be used as a
substitute for the varied and sometimes confusing euphemisms

(*eonch,” “tourist,” “economy,” ete.) employed by airlines,

of Denver DC-8 showing the two overwing exits and rvight aft galley service door
A pool of unburned fuel is shown to the right of the cockpit.

were 9 rows of double seats and a 21-inch aisle.
Including those in the lounge, there were 44 pas-
senger seats in Ist-class. The 2nd-class cabin
was located in the aft section of the aireraft. It
consisted of 12 rows of triple seats separated by
an 18-inch aisle and, behind these, a 5-seat lounge
opposite the galley. With the lounge, there was
a total of 77 passenger seats available in 2nd-class.

There were eight potential escape routes in the
passenger cabin. Four were door-type exits
equipped with ceiling-mounted escape slides.
These were located in the extreme forward and
aft sections of the cabin. The passenger board-
ing doors were on the left and the galley service
doors on the right. In the Ist-class cabin were
four overwing window exits, two on each side,
at seat rows 7 and 9. There was no sign or
other visual cue in the 2nd-class cabin indicating
that the window exits were situated forward,
beyond the dividing partition.* However, the
stewardesses did call attention to the window
exit locations during the standard preflight brief-
ings, During take-offs and landings, the door of
the partition separating the cabins was opened

* FAA regulations now require such signs.?



Ficrre 6.
before arrival of fire-fighting equipment.
dispersion.

and some 2nd-class passengers in the forward
rows could see the window exits from their seats.

Althongh the two compartments were about
the same size, the 2nd-class section leld about
two-thirds of the passengers. The 42 passengers
in 1st-class had direct access to six of the eight
potential exits; the 72 passengers in 2nd-class,
had direct access to only two, Thus, the ratio of
passengers to directly accessible exits was T-to-1
in 1st-class and 36-to-1 in 2nd-class.

('rew. The crew of seven consisted of three
male flight-deck personnel and four stewardesses.
Two of the latter served each compartment. At
impact, one of the stewardesses in 1st-class was
seated in an aft-facing jump seat near the board-
ing door, the other was in a lounge seat. In the
2nd-class eabin, one of the stewardesses occupied
a seat in the rear lounge and the other sat in a
forward-facing jump seat next to the rear board-
ing door.

Passengers. Of the 114 passengers aboard the
aireraft, 38 adults and 4 children® were in 1st-

tight front view of the Denver DC-8 taken by airport employee soon after aireraft came to rest and
It shows the

extent of outside fire and the direction of smoke

class. One child, aged 5, was traveling with her
arandmother ;** the other three—a group of two
boys of 13- and 14-years and their 4-year-old sis-
ter—were accompanied by their parents. Among
the adults, there were about twice as many males
(26) as females (12). Adult ages ranged be-

tween 18 and 73 with a mean of 50.4 years for
The only in-

males and 55.6 vears for females.
ass was a partially-paralyzed male,

valid in 1st-cl
aged 63, who was accompanied by his 66-year-old
wife.

In 2nd-class there were 72 passengers of whom
11 were children. One of the latter was a 10-
vear-old boy traveling alone: the other 10 were
accompanied by adults. The largest family-unit
was a mother with her 1-, 4-, and S-year-old

daunghters; another woman was traveling with
#In this paper all passengers under the age of 16 are

elassified as children.

#+ The listing of this child under both her own surname and
that of her grandmother led to a reported total passenger load
of 115 which has been used in all previous official and non-
official documents relating to this accident.




F1GURE
pacted beneath the left wing root.
until evacuation was complete. Tt later tlared out

The resulting fire
of

her infant daughter and 2-year-old son. The
other 5 children were not related and each was
traveling with a single parent. Four of the 11
children were infants carrvied by their mothers,
the other T occupied seats of their own.

Among the 61 adult passengers in 2nd-class
there were almost twice as femnles
as males (24)—the reverse of the situation in
Ist-clase.  Im age, they ranged from 15 to
vears with a mean age of males of 43.7 years and

1y (37)

bl

of females. 46.5 vears. Two of the .ﬂlul-::l:l:‘s
passengers  were semi-invalids—a  G6-yvear-old

male recovering from recent surgery and an ex-
elderly who was poarded
the aid of a fork-lift. The oldest
passenger, aged >6, was a female accompanied by

tremely nbese,
in Omaha with

female,

7. Dost-fire view of Denver DO-S from left front.

enzine was detached and im-
cabin

authaaml )

limited and

The
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did nor penetrate the
alrerafr interior,

initinliy

control and extensively damaged the

her 52-vear-old daughter. Table 2 summarizes
the age and sex composition of the 1st- and 2nd-
class pussenger loads,

and sex will be studied
vival.  As shown

a strong difference in

Later in this paper. age

as  variables influencine  sur
above, there appears to be
nees herween the 1st- and

For the subsequent

the sex ratios and mean

2nel-elass adule passengers,

treatiment of the data, 1t is necessary to decide
whether these observed reices  represent
sampling fluetuation within o single passenger

]u:lnnl;ltiri;l or ‘u! Vil

1

populations based

il samj

les of two separate

on tewvel-elizz, To do =0, a

cli-square test was nsed to exsunine the ditference
Wi

clnsses while their
Student’s-/

1 sex ratios betweel re

age  diflerences were compared by



Fieree S

Aft-fucing view of 2nd-class cabin of Denver DO-8, showing interior destruction and heavy damage to

left side by fire originating in left wing-root area.

tests. The results are shown in Table 3. Sig-
nificant differences were found between the sex
ratios (p <.01) and the age means (p <.10).
These disparities are probably related to different
travel habits of distinet socio-economie gronps.
It, therefore. appears preferable to treat the two
classes separately in the statistical analyses that
follow,

Passenger Seat Location. The original seat
locations of 106 of the 114 passengers were deter-
mined through surviver interviews (Fig. 9).
The eight passengers whose seats could not be
precisely identified were adult fatalities seated
in the 2nd-cluss cabin. One of the five females
in this group sat in seat 13B—hut which of the
five is not known for certain. The remaining
seven, four females and three males, occupied the
six right-hand seats of rows 13 and 14 and the

middle seat of row 12 but their exact order of
seating is not known. There was one vacant
seat in the lst-class compartment and eight in
ond-class.  Thus, the seating density (seats
oceupied/seats available) was 97.7% in Ist-class
and 89.6%¢ in 2nd-class.”

Fracuation.

Forward Section. Immediately after the air-
craft stopped, the 2nd-officer left the cockpit and
opened the forward entry door. Working to-
gether, he and the senior stewardess quickly de-
ployed the escape slide. By this time, a number
of passengers had left their seats and were stand-
ing by the door. Since the distance to the ground
wus only 415 feet, the 2nd-officer decided not to

CCntenlations inelude lounge seats. Stewardesses occupying

lotttiges o recular eabin seats, but not jump seats, are also
eotitted,
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digits)

QFF SCamp

Diagram of the seating and distribution of
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on an alpha-
and age (2

digits) of each passenger are indicated,
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TaBLE 2.—Age and sex of passenger survivors and
fatalities of the UAL DC-8 accident at Stapleton
Field, Denver, 11 July 1961.

Fatalities Total
Pas-
Inside  Died Sur-  senger
Sex & Age  A/C Later  Total wvivars Load
Children
Male:
0-5 0 0 0 2 2
6 -15 1 0 1 3 4
Female:
0-5 2 0 2 4 0
6 -15 1 0 1 2 3
Total 4 0 4 11 15
Adults
(16-55 yrs.)
Male
16-25 0 0 0 2 2
26-35 3 0 3 3 6
36-45 0 0 0 11 11
46-55 1 0 1 13 14
Unknown 0 0 0 3 3
Total 4 0 1 32 36
Female:
16-25 2 0 2 2 4
26-35 1 0 1 6 7
36-45 1 0 1 6 7
46-55 1 0 1 11 12
Total 5 0 5 25 30
(= 55 yrs.)
Male:
56-65 1 0 1 7 8
66-75 0 0 0 4 4
76-85 0 0 0 1 1
Total 1 0 1 12 13
Female:
56-65 1 0 1 9 10
66-75 0 0 0 6 6
76-85 1 0 1 2 3
>85 0 1 1 0 1
Total 2 1 3 17 20
All passengers 16 1 17 97 114

inflate the slide and evacuation began. Outside
the aireraft, the Ist-officer, who had escaped
through a cockpit window, and an unidentified
man held the bottom of the slide as the pas-
sengers disembarked.  Meanwhile, the junior
stewardess went to the galley door, saw the fire
outside and decided not to open it.



When evacuation through the forward board-
ing door was underway, the senior stewardess
went aft and stationed herself near the right
window exits. DBoth of the latter were opened
by passengers soon after the aireraft stopped and
were already in use when she arrived. By this
time, smoke was so dense that she could see no
passengers in the 2nd-class cabin but she called
for people to come toward her. Several passen-

TaerLe 3.—Comparison of age and sex ratios of 1st and
2nd-Class adult passengers of the Denver DC-8.

Males Females
1st-class 26 12
2nd-class 24 37
Chi-square=6.799 p<.01
1st-class 50.4 yrs. | t==1.39 55.6 yrs. [t=1.52
2nd-class  45.7 yrs. ] p<.10 46.8yrs. | p<.10

Fierre 10.
sengers us=ed this exit.
to jump.

Aft galley service door of Denver DC-8 showing deflated escape slide.

11

gers emerged from 2nd-class and she directed
them through the right aft window exit. After
further calls met with no response, she returned
to the forward boarding door and left the air-
eraft.  As noted previously, the left window exits
were not opened due to the fire on the wing.
After evacuation through the forward boarding
door slackened, the captain hoisted himself over
the threshold and re-entered the aircraft. He
and the 2nd-officer went back into the cabin to
help lead stragglers back to the door. They de-
seribed breathing as difficult and, due to smoke
irritation, were at times unable to keep their eyes
open. Once the forward part of the cabin seemed
clear of passengers, the 2nd-officer groped his
way back to the partition between the cabins.
There he encountered a male passenger, who said

A total of 40 2nd-class pas-

The «lide burned after approximately 20 passengers had escaped, forcing the remainder



he was the last person left in that part of the
aireraft: together they made their way back to
the forward boarding door and escaped.
Although accounts varied, the general reaction
among the Ist-class passengers during the evacua-
tion was one of controlled haste with little evi-
dence of irrational behavior or confusion. The
vocal and physical assistance by crewmembers
was apparently a strong source of reassurance.
Znd-Class.  In the 2nd-class cabin evacuation
began after some initial delay owing to various
loose articles such as magazines, clothing and
pillows being ejected from an upper storage
locker on the right side of the cabin during the
areraft’s final swerve. This debris blocked the

ROW

rear, main boarding door (Fig. 2). Because of
this debris the junior stewardess, who was seated
in the adjacent jump seat, did not attempt to
open the door. Subsequent investigation revealed
that deformation of the floor due to the impact
with the truck would have prevented use of the
door in any event.

Meanwhile, the senior stewardess opened the
aft galley service door on the right side of the
rear cabin, tore off the cover of the escane slide,
and pulled down the slide package. As it fell, it
tumbled over the threshold forcing her to kneel
down and lean out the door to retrieve it. After
this delay, she inflated the slide: by this time,
passengers were crowding into the buffet areq

13
14

o
“J
i

15
16

17
18

o
)
)

)

[
lo { ol
V)
[ [

? 19

ECOND CLASS

c\) m -

lo ‘0 L

o | & o

wlolaelao |l
0

0

n

o
S

.0
w
NN |W!

21

D

)
)

GALLEY DOOR
S |

X

S - USED SLIDE
J - JUMPED
? = UNKNOWN

Freure 11. Seat locations of 2nd-class passengers of Denver D(C-S whose statements indicated the aft galley door

slide was intact when they exited and those who were forced to jump.
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behind her. She and a male passenger then
jumped to the taxiway and began aiding pas-
sengers who by then were descending on the in-
flated slide. Meanwhile, the junior stewardess
(who had been nearly covered with the loose
paraphernalia from the storage locker) left her
jump seat and took a position near the galley
door to assist passengers.

Just prior to the opening of the galley door,
the passengers had promptly left their seats and
begun to queue up in the aisle. From all ac-
counts, this was done in an orderly and relatively
calm manner; little shoving or shouting occurred
and many persons took time to collect their
personal belongings. As this line was forming,
dense, black smoke began filtering into the cabin,
making breathing difficult and obscuring vision.
Judging from their statements, many passen-
gers—who up to then had reacted calmly—be-
came frightened for the first time. However,
even as the smoke increased, displays of overt
panie were rare.

Initially, evacuation through the aft galley
door proceeded at a rapid rate. After a few
moments, however, the ground fire destroyed the
slide and forced the remaining evacuees to jump
about 615 feet to the concrete taxiway (Fig. 10).
Survivors stated later that the evacuation then
slowed due to the hesitation of many passengers
to jump into the burning debris of the slide. A
review of their statements reveals that of the 18
passengers who mentioned their mode of exiting
through the galley door, 5 used the slide and 13
jumped. With one exception, all those who
jumped were seated forward of row 19 (Fig. 11).
Since it appears that the evacuation line was
formed in an orderly manner, it may be
assumed that the slide was destroyed about the
time the passengers of row 18 were reaching the
doorway. Thus, about 20 persons were able to
use the slide and the remainder were forced to
jump.

Thirteen 2nd-class passengers, seated in the
two front rows, went forward and escaped
through exits in the 1st-class cabin. Farther
aft, a family of three—seated in the left-hand
portion of row 14—also used the forward exits.
The man, a 60-year-old physician, first led his
wife and daughter into the line headed toward
the aft door. After several feet, progress slowed
and the doctor sensed that they wounld be over-
come by smoke. Ile then led his family out of

13

the aisle and they knelt down in the space be-
tween two seat rows. After a few more passen-
cers filed past, they re-entered the aisle and
crawled forward to the right aft window exit.
The junior stewardess continued to assist pas-
sengers until a man on the ground yelled for her
to jump—that the aircraft was going to explode.
She jumped to the ground and ran approximately
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Fisrre 12, Diagram of exit utilization in Denver DC-S
evacuation.  Numnerals in seats are keyed to exit
numbers.  Figures adjacent to exits denote total
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50 feet away from the aireraft. She then turned
and saw five or six more passengers jump from
the exit: after these, no others were seen to es-
cape. At this time, the flight crew, surviving
passengers, and ground rescue personnel appar-
ently thought that everyone had safely left the
aireraft and only after several minutes was it
noted that some passengers were missing. How-
ever, by now, the fire in the left wing root had
invaded the cabin and rescue workers could not
enter the aircraft. Most witnesses estimated that
the evacuation was completed within 3- to 5-
minutes after the aircraft came to a halt. Of the
98 passengers who escaped, 32 evacuated through
the forward boarding door, 26 through the right
overwing exits, and 40 through the aft galley
service door (Fig. 12).

In a recent study, data relating to FAA and
manufacturer test evacuations of DU-8 aireraft
equipped with ceiling-mounted escape slides were
analyzed.* The results show that in such tests
the average time required to open door exits
(Type I) was 10.0 seconds. The average time
required for the deployment of ceiling-mounnte
escape slides was 34.0 seconds. Once the slide
was deployed, the average evacuation rate was

41.0 passengers per minute. Overwing window
exits (Twvpe TIT) averaged 12.6 seconds for open-
ing, followed by an average of 4.7 seconds for
the first person to pass through the exit and an
evacuation rate thereafter of 32.8 passengers per
minute. These figures include instances where
unusual delays oceurred due to human error or
mechanical failures in opening the exits or de-
ploying the slides.

Usnally suchi tests are carried out under op-
timal lighting conditions, without smoke and
with maximal crew assistance: test subjects can-
not be considered naive since, to some extent,
they must be briefed on test procedures. In
contrast, in actual aceidents, while environmental
factors such as fire and smoke may stimulate
greater urgeney, overall speed of evacuation may
be slowed due to poor visibility, human error
and mechanical failure in opening exits or de-
ploving slides. Therefore, it is likely that, for a
given aircraft and passenger load, evacuation
times are greater in actual aceidents than in
tests. Tor this reason, test results can reasonably
be used only to provide minimal time estimates
of actnal accident evacuations.
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sstimated minimal evacuation times for exits used in Denver DC-8 crash. Time estimates are derived

from ATA evacuation analysis of D8 test evacuation except at aft door where a 10 sec. delay is added for
slide deployment and o rate of 2 sec./passenger assumed after the slide burned.
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In the analysis shown in Fig. 13, test averages
were used to derive a minimal evacuation time
for each exit. It was also assumed that the aver-
age delay entailed by jumping from the galley
service door was 0.5 seconds per passenger and a
further delay of 10 seconds oceurred due to the
previously described difficulty the stewardess had
in getting the slide deployed. From these data
it appears that evacuation of 58 passengers
through the forward exits was completed no less
than 1.5 minutes after the aireraft stopped. The
escape of the 40 passengers through the aft galley
door required at least 2.0 minutes.

It was estimated that the first fire equipment
arrived between 3 and 5 minutes after the crash
and after the evacuation was complete.” Several
by-standers and airport personnel reached the
scene before evacuation was complete and in time
to assist deplaned passengers away from the air-
craft. However, no attempts were made by fire-
men or other rescue personnel to enter the aireraft
to aid passengers. After escaping, some pas-
sengers helped others to get away from the
crash. While still aboard, passengers usunally
did not attempt to help others unless they were
members of their own family. It was reported,
however, that an Air Force Warrant Officer,
seated in 13C, was seen carrying one or more of
the children of the mother of three seated in
row 12. This whole family and the officer were
among the fatalities. Surviving family-units
tended to stay together and only in one case did
members of the same family use different exits.
This was the mother with an infant and a 2-year-
old son seated in row 10 on the left. The mother
carried the infant to the main forward door
while the older child was carried by a male pas-
senger through the right aft window exit,

Survivor Injuries. All of the 1st-class passen-
gers survived. In general, their injuries were
not serious and only 7 (16.7%) out of the 42
were hospitalized. The most seriously hurt were
two females, aged 62 and 64, who were traveling
together and who were seated in row 6 on the
right: they received 2nd- and 3rd-degree burns
of the head and limbs. Other passengers dis-
played a wide variety of sprains and contusions
most of which occurred outside the aircraft.
First-degree burns of the face and hands were
also common. In contrast to its frequency among
2nd-class passengers, none of the 1st-class pas-
sengers were treated for smoke inhalation.

Orthopedic injuries were confined to a dislocated
left elbow in the 51-yvear-old male in 9D and a
fracture of the 2nd metatarsal of the right foot
in the 37-year-old female in 8C. Both these in-
juries were sustained when these passengers
jumped from the wing after escaping through
the aft window exit. Most of the burns were
also incurred outside the aircraft. In general,
injuries were more serious among passengers who
used window exits than those who escaped
through the main door.

Injuries among the 2nd-class passengers were
both more frequent and more serious than those
in Ist-class and 26 (46.4%) of the 56 survivors
were hospitalized. Nineteen (33.9%) received
treatment for smoke inhalation and 16 (28.6%)
for burns. Most of the latter were 1st- and 2nd-
degree burns confined to the face and extremities.
Six passengers received fractures. One of them,
a 79-year-old obese female was thrown from her
seat into the aisle during the final swerve of the
aircraft and suffered anterior fractures of the left
Sth and 9th ribs. Hers were the only injuries
attributable to crash impact and there is some
question as to whether her seat belt was fastened.
The other five passengers with fractures sustained
their injuries in jumping from the aft galley
door after the slide was destroyed. One, the
S6-year-old female in seat 18A, suffered com-
pound tibia-fibula fractures of both limbs and
severe burns in the outside ground fire: she died
17 days after the crash. Another passenger, a
S7-year-old female, suffered a right tibia-fibula
fracture and a broken right wrist. Two pas-
sengers broke their ankles and a third had a
hairline fracture of the left calcaneus. A 46-
vear-old male passenger with a previous history
of heart disease suffered a coronary attack while
helping to carry injured passengers away from
the vicinity of the aireraft.

Body Locations and Necropsy Data. Unfor-
tunately, local rescue personnel removed the
bodies of 16 onboard fatalities without recording
their locations. When questioned Jater, they re-
called that all bodies were found in the 2nd-class
compartment and all lay forward of row 19.
Subsequent examination of the cabin interior re-
vealed that body locations could be established
by the fact that structures beneath a body were
relatively undamaged by fire (Fig. 14). Cor-
roborative evidence consisting of fragments of
clothing, hair, flesh, and body fluid stains was




Fiorre 14, This set of photographs shows th. evidence on which the investigating team based the location of the
casualties found after the fire by the reseue team. The top photograph is how the seat rests, safety belts, and
back appeared after the removal of the victims, The lower photograph shows the probable position of the
person occupying the seat,
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also found at these sites®. In this manner, 16
“body impressions™ were located (Fig. 15): all
were concentrated between seat rows 13 and 20.
Most of the sites were located in or next to the
aisle.  When their body locations are compared
to their original seats. it is apparent that the
fatalities had initially joined the line of passen-
cers heading toward the aft doorway. Since no
survivor who exited in this direction recalled
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Figrre 15. Diagram of aft cabin showing approximate

passing perons who had collapsed, it is inferred
that most of the fatalities were at the end of the
line proceeding aft.

Complete necropsies were performed on seven
of the vietims and gross external examinations
on the remainder by the Denver City and County
Coroner. All bodies displayed extreme 3rd- and
4th-degree burns. No signs of impact trauma
were noted and no other significant pathology
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was observed in the autopsied victims. Blood car-
boxyhemoglobin (COHgb) concentrations were
determined from heart blood samples of all vie-
tims and ranged between 30 and 85 percent.

L. Salt Lale ity

Just after dark on 11 November 1965, a United
Airlines Boeing 727 crash-landed at Salt Lake
City Municipal Airport. The flight was operat-
ing between New York and San Francisco with
several intermediate stops. Prior to let-down at
Salt Lake City, the flight was routine. During
the landing approach, however, the aircraft
touched down 335 feet short of runway 34L. At
impact, the flight recorder noted a vertical de-
celeration of 47gz. Doth main landing gears
sheared and the aft lower fuselage impacted the
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runway with the aireraft in a slightly nose-high
attitude. Skidding on its belly with the nose
gear still intaet and extended, the plane traveled
approximately 2,800 feet from the point of im-
pact. During the final 1,100 feet of skid, it
veered to the right and came to rest headed 1350
degrees to the right of its landing direction and
165 feet east of the runway (Figs. 16, 17). Sub-
sequent investigation revealed “the rate of descent
during final approach exceeded 2,000 [eet per
minute, approximately three times the UAL
recommended rate of descent for landing ap-
proaches,””

A flight recorder indicated an airspeed of 123
knots at touchdown. A straight-line decelerarion
curve from touchdown to complete stop plotted
against the distance between impact and final
position gives a skid duration of about 27 seconds,
with a mean longitudinal deceleration of approxi-
mately 0.25g.

Two ground witnesses, who were near the
south end of the airport, observed the landing.
They stated that about 3- to 5-seconds after im-
pact there was a muflled explosion and, as the
aireraft continued down the runway, a bright
orange-yellow flame shot out from beneath the
belly. Iach said this initial fire occurred near
the tail of the aireraft in the vieinity of the en-
gines. It appeared to subside momentarily as
the aireraft slowed. During the final swerve, the
fire advanced up the fuselage and when the air-
craft stopped it was engulfed in flame to an area
forward of the wing. Shortly after touchdown,
the control tower operators had observed a large
burst of flame and immediately notified the Fire
Department. According to a 1755 MST airport
weather observation, there was a 3-knot northerly
wind.

Configuration. The aireraft cabin was ar-
ranged for one-class service with 5-abreast seating
for 90 passengers. The double seats were on the
left and the triple on the right (Fig. 18). The
galley was on the right and occupied the area
opposite seat rows 7 through 10. At the rear of
the aireraft, there was an additional row of
right-land seats (row 21) in the area opposite
a coat closet.

Seven potential exits were available on this
aireraft. Two of these, the forward passenger
boarding door and the galley service door, were
equipped with door-mounted escape slides. The
boarding door was located on the left, imme-



FicUre 17.

Left (above) and right (below) post-crash views of Salt Lake City 727, showing final attitude
exterior fire damage.
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diately aft of the flight-deck bulkhead; the galley
service door was on the right, opposite seat rows
8 and 9. Four window exits were at rows 12 and
14, two on each side of the cabin. A pressure
door, leading to the ventral stairway used for
passenger loading at some stations, was located
in the aft bulkhead at the extreme rear of the
cabin,
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Fieure 18, Seating diagram (non-seale) of Salt Lake
City 727 showing distribution of passengers, their
sex, survival status, agze (2 digit numeral), and
identificntion number (3 digit numeral) based on
alphabetical listing by passenger surname,

Crew. The crew consisted of three male flight-
deck personnel and three stewardesses, At the
time of impact, two stewardesses were seated in
aft-facing jump seats positioned against the
flight-deck bulkhead. The third
forward-facing jump seat loeated at the door
leading into the ventral stairway.

occupied a

TABLE 4.—Age and sex of passenger survivors and
fatalities of the UAL 727 accident at Salt Lake City,
11 November 1965.

Fatalities Total
Pas-
Inside Died Sur- senger
Sex & Age A/C Later  Total wvivors Load
Children
Male:
0-5 0 0 0 0 0
6 -15 1 0 1 0 1
Female:
0-5 1 0 1 0 1
6 -15 1 0 1 0 1
Total 3 0 3 0 3
Adulls:
(16-55 yrs.)
Male:
16-25 1 0 1 4 5
26-35 4 0 4 12 16
36—-45 9 1 10 10 20
46-55 4 0 4 8 12
Total 18 1 19 34 53
Female:
16-25 1 0 1 2 3
26-35 2 0 2 0 2
36-45 3 0 3 1 4
46-55 5 0 5 0 5
Total 11 0 11 3 14
(> 55 yrs.)
Male:
56-65 8 1 9 3 12
66-75 0 0 0 0 0
76-85 0 0 0 1 1
>85 0 0 0 0 0
Total 8 1 9 4 13
Female:
56-65 0 0 0 1 1
66-75 1 0 1 0 1
76-85 0 0 0 0 0
> 85 0 0 0 0 0
Total 1 0 1 1 2

All passengers 41 2 43 42 85



Passengers. There were 85 passengers aboard
the aireraft (Table 4). Three were children
under the age of 16. One of these was an 11-
year-old boy traveling with both parents. The
other two, aged 2 and 6, were Indian children
from Bolivia who had recently been adopted by
an American missionary couple. The older girl's
fluency in English is not known. The 2-year-old
was held in her foster-mother's lap and the 6-
year-old occupied a seat beside her foster-father.

TaBLE 5.—Sex and age composition of the SLC 727
passenger load.

% Mean
Sex Total Age Age
N Load (Yrs.) Range
Adult Males________ 66 77.7 42,2 20-77
Adult Females______ 16 18.8 41.0 21-66
Chlldren:cocavones 3 3.5 2-11
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Among the adult males were three FAA Air
Carrier Inspectors, a Salt Lake City fireman,
three United States Navy and five United States
Air Force personnel. Four of the latter belonged
to the crew of a multi-engine aircraft involved
in a mid-air collision with a light aircraft a few
weeks previously. Among the adult females was
a UTAL stewardess in uniform, who was traveling
“deadhead” to San Francisco. Known invalids
and semi-invalids among the passengers included
a 63-year-old emphysematous male and a 54-year-
old male with severe gouty arthritis. A 66-year-
old female with a “heart condition™ was boarded
in a wheel chair at Denver: she was accompanied
by her daughter, aged 42.

The adult passengers ranged between 20 and
77 vears of age. The average age of the 66 males
was 422 years and that of the 16 females was
41.0 years (Table 5). In summary, 3.5% of the
passengers were children under 16, 78.8% were
adults between 16 and 55 years, and 17.6% were
over 55. Among the adults, 19.5% were females.

Passenger Seat Location. The distribution of
passengers within the aircraft, as reconstructed
from survivor statements, ticket-lift, and location
of personal effects is shown in Figure 18. Of the
90 seats available, 84 or 93.3% were occupied.
The six vacancies were concentrated among the
middle (D) seats on the right side of the cabin.

Ewvacuation. Upon departing Denver, the
stewardess gave the standard briefing on exit
locations. The flight to Salt Lake City was un-
eventful. While some of the survivors felt that
the final approach was abnormally steep and
others said they heard a short burst of power
shortly before touchdown, few sensed the im-
pending emergency until impact.

The touchdown was uniformly described as
violent. A few seconds later, as the aircraft
skidded down the runway, a fire broke out in the
right aft section of the cabin in the vicinity of
seat 1SE (Fig. 19). The source of this fire was
a fuel line supplying the aft-mounted engines
from the wing tanks. At impact, this line was
ruptured when the right main gear strut was
driven up into the fuselage near the trailing
edge of the wing. The fuel from this line, still
under pressure, was ignited either from broken
generator leads or friction sparks. The resulting
fire quickly burned through the cabin floor.
Passengers, in describing this fire as it penetrated
the cabin, repeatedly compared it to a “blow-
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torch™ or “flame-thrower.” The deadheading
UAL stewardess, seated in 18D, immediately to
the left of the initial fire focus, recalled “sud-
denly there was fire coming out from under the
seat of the lady next to me ... I yelled instrue-
tions to remain seated till the plane comes to
complete stop, but people were on fire and they
kept racing up the aisle. Then the gentleman
sitting on the aisle next to me started running
up the aisle. My seat was on fire so I took off
too.”  Within seconds, other passengers in tlle

FLIGHT DECK

o

;EE&JE!EI@IEJEH'

q S0ans
13 ¢ Bn n 2.2 4
[+]x] [e]v]e]
x[v]3
oofioon
[+ [x] [«]x]s X« SEAT LOCATION OF FATALITY
i G v
[IT;[T 2 - GALLEY DOOR EXIT
3« LEFT FORWARD WINDOW
4 -LEFT AFT WINDOW
5 - RIGHT FORWARD WINDOW
6=RIGHT AFT WINDOW
7« VENTRAL STAIRWTLL
Ficrre 20. DPattern of exit utilization in Salt Lake

City T27.

aft section joined this exodus, VWhen the aircraft
began its final swerve to the right, several people
running up the aisle were thrown off their feet.
As the aireraft stopped, the cabin lights went off,
smoke accumulated rapidly and the only light
available was that provided by the fire in the
cabin and that filtering in from outside the
aireraft.

Effective evacuation could not begin until the
plane came to a halt, approximately 25-30 seconds
after impact. All six of the regular exits were
used in escape (Fig. 20) in addition, two pas-
sengers and the aft stewardess took refuge in the
ventral stairwell from which they were rescued
some 25 minutes later. In Figure 21, the evacua-
tion sequence is diagramed for each exit. The
time estimates are minimal and based on witness
interviews and on the average times for exit
openings, slide deployment, and test evacuation
rates of Boeing T27's of similar configuration.*
It appears that at least 1.5 minutes elapsed be-
tween impact and the escape of the majority of
survivors,

The four window exits and the galley service
door were opened by passengers. Most of those
who used these five exits were seated either along
side them or farther aft. Of the 22 passengers
who used window exits, none was seated farther
forward than row 11. Also, none of the passen-
gers forward of row 6 moved rearward to use the
galley service door. The window exits on the
left were used by 17 survivors and those on the
right by 5. This asymmetry was probably due
to the fire which initially advanced up the right
side of the cabin and tended to drive passengers
to the left. The right aft window exit was
opened by the man seated next to it while the
aireraft was still in motion. Wind coming
through this exit may have intensified the initial
fire Jocated a few rows behind it.

Emergency procedures called for the junior
stewardess, who occupied the center jump seat in
the forward section, to open the galley door.
This stewardess saw the fire erupt in the aft
section and started to leave her seat and go to the
galley Dbefore the aircraft had stopped but she
was restrained by the senior stewardess. The
latter was not aware of the fire because her view
of the cabin was Dblocked by the wind screen.
When the aireraft stopped, the junior stewardess
again attempted to reach the galley but could not
press her way through the crowd of passengers
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Approximate minimal evacuation times for exits vsed in the Salt Lake City 727 accident.
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which had rapidly collected around the main
boarding door. The galley door was promptly
opened, however, by a male passenger seated
across from it in row 9. He was followed by 8
other passengers, most of whom were seated op-
posite the galley. As the escape slide was not
deployed at this exit, these 9 passengers were
forced to jump to the ground, a distance of about
614 feet.

After the aireraft stopped, the senior stew-
ardess attempted to reach the forward boarding
door but was blocked by passengers already
crowded into the area. The 2nd-officer pushed
his way into the cabin. After shoving some pas-
sengers aside, he managed to open the door and
deploy the slide. Evacuation then began and 11
passengers used this exit.

At about the time the forward boarding decor
was being opened, the aft stewardess opened the
rear bulkhead door to see if the stairway exit
could be used. As the door opened, she was
shoved into the stairwell by two men from row

20, one of whom was already badly burned. Once
inside, they found that there was only a 6-inch
opening to the outside because the ventral stair
was resting on the ground (Fig. 22). They
tried but could not completely reclose the pressure
bullkkhead door. However, the intense fire inside
the cabin apparently produced a draft which
drew enough fresh air up through the stairwell
to provide some oxygen and to keep the tempera-
ture in the stairwell within tolerable limits. The
events that followed are best described in the
stewardess’ statement made from her hospital bed
on the night of the crash:

“I was sitting in the aft jump seat which is
located on the aft pressure door. I knew we
had erashed. As soon as we touched the ground
fire émmediately broke out (almost instanta-
neously) at approximately row 19, seat E, right
by the window.

“I started yelling, the *where, when, and how
to evacuate’ plus the ‘seat belts tight, grab
ankles,” till the plane came to a stop. When



the plane came to a stop all lights went out. and fire. T got out of my seat. Tt took a few
The back of the plane was filled with smoke extra seconds to oet my shoulder straps off. I

FIGURe 220 Abore. Left view of Salt Lake City T27 tail section showing ventral stairway resting on ground. The
opening was insuflicient to allow the escape of the aft stewardess and two male passengers trapped within the
stairwell.  Below. Burned out section of floor and fuselage near initial fire focus in left aft cabin aren. Ap-
proximately 235 minutes post-impact, firemen entered through this hole to rescue the three persons trapped in
the stairwell.
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opened the aft pressure door. Immediately two
men ran through the door onto the stairs. At
this time my hair caught fire. I put it out with
my hand and my hat fell off. Then I went to
the access door on the other side of the pressure
door, to see if I could get the access door open
but I conldn’t because my hands were so badly
burned. So, I went halfway down the stairs
to see if it would be possible to get the stairs
down. Through a crack between the stairs and
the tail of the plane I could see that we were
more or less stuck in the dirt and that the
stairs had no space to go down. We were flat
on the ground—I mean the stairs were flat on
the ground.

“Then I knew that the next step for me to
do was to immediately go to another exit and
help evacuate. I was then at the top of the
stairs looking through the cabin. All I could
see was smoke and that most of the cabin was
on fire. I knew if I tried to get through the
cabin to another exit that it would be sure
suicide. I knew I couldn’t get to another exit
without being completely overcome by smoke
and fire. I remembered what we were told in
training school. ‘If there's a solid block of
fire in front of you, don’t go through it.’

“Therefore, all T conld do was wait and pray.
I was then on the stairs in the stairwell. The
two men were right in-front of me at the very
end of the stairs lying down. T curled up
right behind them into a little ball to get away
from most of the smoke and fire and I started
breathing through my jacket.

“At this time I couldn’t see any possible
means of escape for us. We couldn’t get out
through the cabin and we couldn’t get out of
the stairs. 1 thought for sure that I was going
to die. I then began to pray and review my
life. Meanwhile, it was getting hotter and
hotter in the stairwell. The two men weren't
talking so I asked one, ‘Sir, do you think we're
going to get out of here?" His answer was,
“Yes!" It was wonderful to see that he was
optimistic. All of a sudden my mind started
functioning and I realized that there were so
many people: firemen outside and if they only
knew that we were in the tail, they possibly
could get us out. So, I told the two men to
make as much noise as possible; to yell and
beat on the side of the plane. I started beating
as hard as I could on the side of the plane.

“At this time the fire was getting closer and
closer, The aft pressure door was on fire. The
Leat and fire was pretty close to my legs. I
realized if a spark hit my nylons, my whole
legs would go up in flames. So I tried as hard
as I could to get my nylons off and I finally
did. It was a hard struggle since my hands
were so burned. I told the other men that it
was now or never if we were to get out. I
asked them if I could squeeze up where they
were to get away from the oncoming fire and
they let me. There was fresh air coming
through a crack at the end of the stairs. There
was an opening of about 2 inches to my left.
He, Mz, , asked me if I could get my hand
through the opening. I stuck it out and started
‘waving. A fireman came over to me (my
hand) and said, ‘Don’t worry we’ll get you
out.” I told him to hurry because the fire was
almost on us. The firemen started foaming the
tail from the outside. Mr. —— asked for a
fire hose. On his side there was a big enough
opening for the hose so he took it and started
hosing the stairwell from the inside. Then a
fireman came in and took us out through a hole
in front of the number 3 engine.”

From the time the three were discovered fire-
fichters exerted extreme, but unsuccessful, efforts
to save them by attempts to chop and cut through
the tail with axes and blow torches. Meanwhile,
a hole had burned through the fuselage skin near
the point of the initial fire focus. After about
25 minutes, the fire was sufficiently under control
for firemen to enter this hole and rescue them.

Aside from these three persons, the last pas-
senger off the aircraft was a man in seat 5B.
Just after the plane came to rest, he released
his seat belt, dropped to the floor on his hands
and knees and started crawling forward between
the legs of passengers standing in the aisle. He
passed the main entry door, which at that time
was still unopened, and entered the empty cock-
pit.  He stood up and futilely attempted to
kick out a window, then returned to the floor and
crawled back into the cabin. The crowd was
gone from the main door but due to the dense
smoke, he did not see the exit. Continuing aft,
lie also passed the open galley service door with-
out seeing it. His odyssey finally ended when he
reached the left forward window exit which was
silhouetted by the outside fire.
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Only one instance is known of a survivor re-
ceiving help from someone outside the aireraft.
This was the T7-year-old male in seat 2B. When
interviewed, he was suffering from severe smoke
inhalation and 2nd- to 3rd-degree burns on the
hands and face. Iis impressions were confused
and vague, but he recalled that, at impact, he
was knocked unconscious by some object from
above. When he awoke it was dark and he could
hardly breathe. e loosened his seat belt and
started crawling forward but collapsed again
close to the threshold of the boarding door. He
was rescued by an FAA Air Carrier Inspector

Aft view into Salt Lake City 727

passenger cabin showing interior fire damage.

originally seated in 16B. The inspector, after
escaping through the left aft window exit, had
gone to the boarding door to assist passengers
coming down the slide. \fter no more passengers
appeared, he climbed up the slide and over the
threshold. He saw the elderly man lying on the
floor and pulled him out of the aircraft and down
the slide.

Only seven of the surviving passengers re-
ported hearing any post-impact instruetions. A\
man In the forward cabin heard a stewardess
tell them to remain seated until the aireraft
stopped. Others, in the aft eabin, heard a woman



cry “fire” and a man shouting for them to open
the exits and get out. Apparently, one of the
early effects of the dense, acrid smoke that rap-
idly filled the cabin was to cut short any attempts
to vocalize and many passengers stated that after
a breath or two they could no longer breathe or
utter any sound. One man, a registered pharma-
cist and the only survivor reporting with any
medical knowledge, described the sudden effect
of smoke upon himself as causing a “massive
bronchospasm.” Other passengers recalled that
after a few initial shouts and cries the cabin
suddenly became quiet with only sounds coming
from the flames and the muflled efforts of pas-
sengers struggling toward the exits. This silence
seemed especially eerie, some recalled, because
they had always previously imagined such scenes
of human panie to be accompanied by screaming.

One survivor, who estimated he was the sixth
person out of the left aft window exit, timed the
propagation of fire after he was outside the air-
craft. He estimated that within 90 seconds after
impact the entire cabin was engulfed in flame;
shortly afterward he heard a small explosion and
fire invaded the cockpit. A subsequent analysis
of firefighting activities™ indicated that the first
fire truck arrived about 3 minutes after impact.
The firemen reported that the fire was free-
burning and that flames were coming out of the
fuselage from a large hole on the right side at
about row 18 and from another place in the
vicinity of the right window exits. The cabin
interior appeared totally involved, with the fire
most. intense in the rear section. With the ex-
ception of the survivors in the tail, no one was
observed to escape after the arrival of the fire
equipment. Figure 23 shows the interior fire
damage to the aireraft.

Survivor Injuries. Of the 44 passengers who
escaped, 11 were uninjured. The remainder dis-
played a veriety of trauma ranging from slight
to serious. Seven passengers sustained fractures.
Four were vertebral compression fractures, all of
which occurred in passengers seated in the first
three seat rows of the aireraft. In each case,
only a single vertebra was involved. The frac-
tures were located at C-5, I.-1, and in two cases,
T-12. In addition, both the 1st- and 2nd-officers
received compression fractures of T-11 and one
of the forward cabin stewardesses received a
compression fracture of T-5. Thus, of a total
of 17 passengers ard crewmen seated forward of
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row 4, 7 (40%) sustained compression fractures
of the spine. Of the 7, all used the slide except
the 1st-officer, who crawled through a cockpit
window. Therefore, it is postulated that these
fractures occurred at impact, indicating that the
vertical decelerative forces were more intense in
the extreme forward part of the aireraft. It is
interesting that none of these fractures reportedly
interfered with escape, although one of the male
passengers stated that he was aware that his
“back was broken™ at initial impact.

One male passenger suffered a fracture of the
right caleaneus when he jumped from the right
wing to the ground. Another sustained a frac-
ture of the right radius when escaping through
the forward entry door. Although the slide was
inflated, he chose to jump to one side of it and
landed with weight on his extended right arm.
A female passenger broke her right first meta-
tarsal and left ankle when she jumped from the
galley service door.

The only other significant skeletal injury, a
dislocation of the left sterno-clavicular joint, oc-
curred in a male passenger seated in 1B. This
man reported that as soon as the aircraft stopped
he stood up and entered the aisle. The lights
were out and the cabin was filling with smoke
and there was a crowd of people gathering at the
forward entry door. He heard a man, whom he
thought was a crewman, say “that if everyone
would stand back he could get the door open.”
Hearing this, he braced himself between the
wind-break partition and the cockpit bulkhead
and pressed back into the crowd of passengers
behind him. Shortly afterwards the door was
opened. Apparently his injury occurred during
this effort. Other mechanical trauma consisted
of a wide variety of abrasions, lacerations, and
sprains of a minor nature.

Body Locations and Necropsy Data. When the
fire was extinguished 41 bodies were found on-
board the aircraft. These were examined in situ
and their exact locations recorded (Fig. 24).
Positive identification was made in all cases by
fingerprints, dental records, clothing, jewelry,
and other supplementary information. Gross
external descriptions were made of all vietims
and complete necropsies performed on ten. The
vietims selected for necropsy were recovered from
locations throughout the aireraft and included
those found in places where they might have
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blocked or hindered the escape of other pas-
sengers.

Burns involving more than 50% of the body
surface were found in all 41 bodies. In the ma-

jority (25), 4th degree (charring) burns were
predominant. The remaining 16 displayed ex-

tensive 1st-, 2nd-, and 3rd-degree burns. No
fractures of the skull or extremities were palpable
in any victim nor were any other signs of me-
chanical trauma evident,

The ten necropsied victims displayed no pre-
existing disease which might have influenced
survival.  The major viscera were intact, there
were no signs of hemorrhage, fracture, or other
mechanical tramma. Carbonaceous matter was
present in the larynx and trachea of all vietims.
I eight of the ten necropsies, microscopic exam-
mation revealed carbon pigment present in the
lumen of the smaller bronchi. Varying degrees
of capillary congestion, alveolar ]1911]01‘1]1:1“’6 and
edema were noted in all instances.
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Two males escaped but died later of their in-
juries. The first, aged 61, expired on the seventh
post-crash day and was one of the men who took
refuge in the ventral stairwell. He was originally
seated in 20D, about two rows behind the initial
fire focus. According to estimates by the aft
stewardess and the other surviving passenger,
they entered the stairwell at about 50 seconds
post-impact and by this time the subject was
badly burned and semi-conscious. The severe 3rd-
degree burns of this man's face, arms, and torso
(Fig. 25) give some indication of the intensity
of the fire in the rear cabin at this time.

The second man, aged 43, died 11 days after
the crash. He was seated in 2A, next to the
elderly male whose rescue by the FAA Air Car-
rier Inspector was previously described. Iis
thermal injuries were limited to 2nd-degree
burns of the face and head, and death was due to
respiratory complications of severe smoke inhala-
tion. Although his escape was possibly impeded



by the ddifficulties of his seat mate, his minor
burns hut major vespiratory injuries, when com-
pared to the severe burns of the other ]mSI-t'i‘:l:'-_:]l
fatality, reflect a difference in the relative in-
tensity of the thermal and chemotoxic effects be-
tween the aft and forward portions of the eabin.

Blood ethanol determinations were made on
cardine blood samples from 35 adult fatalities.
Seventeen were negative: another 17 displayed
positive valnes ranging Dbetween 0.1 and 1.0
mg.ml. Only one, at L5 mg./ml., fell within
the range of intoxication where judgment is
ordina:ily  considered impairved.

Since  blood

aleohol production may be associated with post-
mortem changes, the positive values must be con-
sidered with caution and, from the evidence, it
appears that alecohol intoxication was not a sig-
nificant factor in influencing passenger eseape,

Carboxyhemoglobin determinations were made
on heart blood sumples of 35 vietims and from
blood extracted from the lungs of three. All
digplayed saturation levels above 109, which is
ordinarily considered the upper limits of normal.
Individual values ranged from 13 to 82% with a
mean of 56.9 percent,
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. Rome.

The Rome crash occurred at Fiumicino Airport
early in the afternoon of 23 Nov, 1964, The
aireraft, a TWA Héeing T07-331 ¢arried 62 pas-
sengers and a crew of 11. On' departure for
Athens, a series of engine malfunction indications
occurred and take-oftf was aborted. The last 1,800
feet of runway was closed for maintenance and
as the aireraft entered this area the right out-
board engine nacelle struck a steamroller which
was moving slowly across the path of the air-
eraft. At impact, the aireraft’s speed was esti-
mated to be 40 knots. Although no jolt was felt
by the passengers, a fuel line on the nacelle was
torn free and the spewing fuel was ignited. The
aireraft continued along the runway some 800
feet beyond the point of impact. Approximately
22 seconds elapsed between impact with the
steamroller and the time the aircraft came to a
halt. Fuel spilling from the right wing tip surge
vent began to burn. After stopping, the captain
was notified of the fire on the right wing by
another crewman. He immediately cut all en-
eines and activated fire extinguisher controls.

About 20 seconds later the fire spread to a
center fuselage- tank which exploded, ripping
open the floor in the center cabin area. By this
time, ground-fire had spread to the left of the
aireraft, hampering the escape of passengers from
exits on that side. Approximately 20 seconds
after the cabin floor explosion, a second—more
violent—fuel tank explosion occurred in the area
of the right center fuselage. This explosion en-
gulfed the entire aircraft and vieinity in flame,
precluding further survival. It is estimated that
crash rescue and fire-fichting equipment arrived
some 3 minutes and 45 seconds after the accident.
The rapid propagation of fire is shown in Figure
26. The combined effects of fire and explosion
resulted in the almost total destruction of the
passenger cabin.

Configuration. The seating configuration of
this aireraft provided accommodations for a total
of 140 passengers (Fig. 27). In the forward sec-
tion was the 1st-class compartment with a j-seat
lounge opposite the galley and five rows of double
seats. Behind the fifth row was a partition
separating 1st-class from the 120-triple seats of
the 2nd-class compartment.

Eight potential exitways were located in the
passenger cabin: forward. on the left, the pas-
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senger entry door was located immediately behind
the flight-deck bulkhead. On the right side, a
galley service door was located opposite the
lounge. Four overwing window exits—two on
each side—were situated between rows 8-9 and
10-11 in the 2nd-class cabin section. In the rear
of the aireraft, a galley door was located on the
right, and a few feet further aft, a passenger
entry door was on the left.

Crew. The crew members consisted of four
male flicht-deck personnel and in the cabin, a
male purser and five stewardesses. In addition
to the regular four man flight-deck crew, a TIWA
Dispateh Coordinator was riding in the cockpit
to monitor enroute procedures. The purser and
one stewardess occupied the forward jump seats
situated on the aft wall of the flight-deck bulk-
head. Another stewardess was seated in the for-
ward lounge. In the 2nd-class cabin, two
stewardesses were seated in jump seats adjacent
to the rear passenger-entry door and a third was
in seat TE.

Passengers. There were 62 passengers aboard
the aircraft (Table 6). Six were children under
the age of 16. Two, a boy aged 5 and a T-year-old
girl, were accompanied by their mother. Two
other boys, aged 9 and 10, were with their 17-
yvear-old sister and their mother. An S-year-old
boy and a 13-year-old girl were traveling with
their parents and a 16-year-old sister. Other
family groups consisted of two married couples,
another couple with their 20-year-old daunghter,
and a 38-year-old woman and her 65-year-old
mother. The wife of the 2nd-oflicer was traveling
in the 2nd-class cabin section. Since this was an
international flight, a number of nationalities
were represented among the passengers. Persons
of U.S. citizenship comprised over one-half (38)
of the passenger load and included all of the
children. Among the remaining 24 adults, citi-
zens of France (6), Italy (6), and West Germany
(4) were most heavily represented. Three Ethi-
opian Air Force personnel were traveling to-
gether, as were two female students from
Australia, Canada, the Philippine Republie, and
India were each represented by a single passen-
ger. The linguistic abilities of the passengers are
not known. The crew included personnel fluent
in English, French, Italian, Swedish, and Ger-
man. None of the survivor accounts mention
evacuation difficulties induced by inability to
communicate,



Among the passengers was a complete “dead-
head™ cabin erew consisting of five stewardesses
and a male purser. The performance of these
personnel during the evacuation is not clear from
survivor accounts. There is some indication that

TasLe 6.—Age and sex of passenger survivors and

fatalities of the TWA 707 accident at Fiumicino
Airport, Rome, 23 November 1964.
Fatalities Total
Pas-
Inside  Died Sur-  senger
Sex & Age A/C Later  Total wivors Load
Children
Male:
0-35 1 0 1 0 1
6 -15 1 2 0 3
Female:
0-5 0 0 0 0
6 -15 2 0 2 0 2
Total 1 2 6 0 6
Adults
(16-55 yrs.)
Male:
16-25 1 1 2 4 6
26-35 0 2 2 3 5
36-45 1 + 5 4 9
46-55 1 2 3 0 3
Unknown 0 0 0 1 1
Total 3 9 12 12 24
Female:
16-25 6 2 8 0 8
26-35 2 0 2 1 3
36-45 5 4 9 1 10
46-55 1 0 1 1 2
Total 14 6 20 3 23
(= 55 yrs.)
Male:
56-63 2 3 5 2 i
66-75 0 0 0 0 0
Total 2 3 5 2 7
Female:
56-65 1 1 2 0 2
66-75 0 0 0 0 0
Total 1 1 2 0 2
All passengers 24 21 45 17 62

at least some of them reverted to their crew roles
and aided in evacnation. In the subsequent
statistical analysis, however, they will be treated
s passengers.
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Among the remaining passengers, there were
several others with aviation experience including

several TWA personnel on vacation. Two pas-
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and passenger distribution of the Rome 707, Sex,
age (2 digit number), casualty status, and exit used
are shown for each passenger.

sengers were members of the United States Air
Force, three belonged to the Ethiopian Air Force,
and two were professional pilots of Saudi Arabia



Air Lines. The station manager for Lufthansa
Air Lines’ Rome Office was aboard with his wife.
Four male passengers were listed as engineers
and a fifth was a director for an export company.
In general, the passengers on this flight appear
to have been more experienced and knowledgeable
of air travel than those involved in the Denver
and Salt Lake City aceidents.

The 56 adult passengers ranged in age from
16 to 70 years. The mean age of the 31 adult
males was 40.6 years, that of the 25 adult females
was 35,7 years. In summary, 9.7% of the pas-
sengers were children under 16. 75.8% were
adults between 16 and 55 years, and 14.5% were
over 55 years, Among the adults 44.6% were
female.

Passenger Seat Location. The 62 passengers

occupled 44.3% of the 140 available cabin seats,
a much lower density than observed in the Den-
ver DC-8 (94.29%) or the Salt Lake City 727
(93.3%) crashes where nearly all the passenger
seats were occupied. The Ist-class compartment
leld 12 passengers while the remaining 50 were
seated in 2nd-class (Fig. 27).
Survivor statements and a time-
motion re-enactment of their experiences and ob-
servations permitted a partial reconstruction of
the evacuation. The initial take-off roll was
normal and among the passengers, the first aware-
ness of a potential emergency came when reverse
thrust and braking action were applied. Most
survivors sensed the swerving of the aireraft
during roll-ont but were not aware of impaet
with the steamroller. These events were well
described by the Lufthansa station manager
seated in 3D:

“We taxied out for a normal take-off, T
knew the runway was limited to 2,000 meters,
We ‘spooled up’ the engines for a rolling take-
off. I canmnot state exactly, but after 6 or 8§
seconds, I noticed that the take-off was going
to be interrupted. My wife was looking out
the window, I told her to hold onto ler seat as
braking was to be expected. T had noticed that
something was wrong from the change of the
tone of the engines and the immediate loss of
speed.  Unfortunately, the airveraft did not
seem to remain on the center line. My wife,
looking out the window, said My God, a trac-
tor’ and immediately afterwards the motor was
burning. I looked out from my position (3D),
the engine farthest from the fuselage was

L eacuation.
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burning, it was a frightening sight because it
seemed the reverse was still O.IC and all the
flames were pushed forward of the wings. T
told my wife to keep calm. I had noticed
before we hit the tractor, the aircraft had
made a jump of about half a meter in the air,
coming down again the braking was terrible,
not smooth at all, like a grass field.”

The man seated in 9F saw the fire break out
on the right wing after striking the steamroller,
While the aireraft was still moving, he left his
seat and went forward to tell the pilot about the
fire. When he reached the door, the purser and
stewardess were still in the jump seats and they
told him to sit down until the aireraft stopped.
He then yelled, “Fire!" Thus alerted, the purser
left his seat and had begun opening the door
before the aireraft stopped. As soon as it had
stopped, the 2nd-officer left the flight deck and
entered the cabin. He noted that at this time the
lounge area was already crowded with people.
He pulled down the ceiling-mounted slide but
Lhaving been inadvertently reversed in installa-
tion, it fell reversed and he got down on his
knees and was turning it around when the first
explosion ocenrred.  The stewardess, seated in
the lounge, left her seat when the aireraft came
to rest and moved forward to the main door. At
the time of this first explosion she was thrown out
of the cabin over the back of the 2nd-officer and
landed spread-eagled on the ground. The 2nd-
officer believes that she was blown out by the ex-
plosion, but the male passenger who ran forward
to warn the crew of fire, stated that he pushed
her out and then jumped. This passenger de-
cribed the initial explosion as “small” but that
after he was out and had run several steps a
“big” explosion occurred.

After the stewardess was thrown from the air-
craft, the 2nd-officer saw flames shooting forward
from the cabin area. Ile abandoned his attempt
to inflate the slide and dropped to the ground.
Thereafter, he was occupied in helping passengers
already outside the aircraft—some of whose cloth-
ing was afire.

The forward galley service door was found open
but no one is known to have used it to escape.
According to survivors, the stewardess in the
forward jump seat went to this exit after the air-
craft stopped. Tt is assumed that she opened the
door and seeing the extent of the fire decided that
it could not be used for evacuation. Apparently
she remained in the galley area and directed pas-



sengers forward until she suceumbed to the effects
of smoke and fire.

Due to the fire on the right wing the window
exits on that side were not opened. The left
forward window exit was opened by a man seated
adjacent to it as soon as the aireraft stopped mov-
ing. He had seen the fire on the right wing while
the aireraft was still moving at 20-30 miles per
hour. The seat in front of him was reclined, he
pushed it forward, removed the exit window,
placed it on the seat and shouted to other pas-
sengers to get out. Ile exited and ran to the
end of the left wing tip and jumped from the aft
edge to the ground shortly before the first explo-
sion. He started running and, within seconds, a
second explosion oceurred, engulfing the entire
aireraft.

The left aft window exit was opened by a 25-
year-old USAF officer seated next to it. Accord-
ing to his statement, he opened it with the aid of
another male passenger shortly after the aireraft
stopped. After passing through the exit, he
jumped from the aft inboard section of the wing
to the ground. As he touched ground, he heard
the first explosion. He then ran approximately
100 feet and stopped. As he looked back the
second and major explosion occurred.

In the aft cabin, both the galley service and
main bosrding door were opened by the stew-
ardesses seated in the jump-seats near the latter.
While the aireraft was still in motion, the stew-
ardess in the inboard seat went forward to the
calley door. By the time the aireraft stopped,
she had opened the door. As she pulled down the
ceiling-mounted slide, she saw that smoke and
flames were already intense around the exit so
she decided not to inflate the slide. Instead, she
returned to the aft boarding door which she found
open with the slide deployed but not inflated. A
female pasenger was standing in the exit, ap-
parently hesitant to make the 10-foot jump to the
ground. The stewardess pushed the woman out of
the exit and then descended herself with the aid
of one of the support straps of the uninflated
slide. She ran away from the exit but, hearing
a woman screaming behind her, returned and,
with the aid of an unidentified man, helped pull
the woman away from the aireraft.

The aft entry door had been opened by the
other stewardess while her companion was open-
ing the galley exit. She remembered pulling the
slide down but before she could inflate it she was
either blown (by the first explosion) or pushed

from the exit by a passenger. She was briefly
stunned by the fall and next remembered trying
to get up, then falling down again. Finally,
she was helped away from the exit by an un-
identified male passenger.
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Figure 28 shows the pattern of escape as re-
constructed from survivor statements and phys-
ical evidence. According to this reconstruction,
14 passengers used the left forward entry door,
11 the left overwing exits, 4 the aft galley door,
and 9 the aft entry door. In the case of some
persons whose bodies were found outside the air-
craft, the exit used was dedunced from the relation-
ship of body location and initial seat location,

Figure 29 shows the minimal estimates for
evacuation through each exit in relation to the
major events affecting survival. These estimates
are based on a time-motion re-enactment of es-
cape activities of certain crew and passengers
conducted under controlled conditions in an intact
Boeing T07.* The entire sequence from impact to
final explosion may be divided into three, roughly
equal, intervals of approximately 20 seconds each.

During the first interval, from impact with
the steamroller to the time the aireraft stopped,
some passengers became aware of the fire in the
right wing area and alerted the cabin crew. The
left forward window exit was opened during

35

this interval but not used until the aircraft had
stopped.

The second interval occurred between the time
the aireraft stopped and the first explosion.
During this time, initial evacuees utilized the left
window exits. There was no fire or smoke inside
the cabin and passenger behavior was generally
described as being calm. Aside from those using
the window exits, passengers were leaving their
seats and proceeding to the forward or aft doors,
all of which were opened by crewmembers
promptly after the aireraft stopped.

The third interval was initiated by the first
explosion and terminated by the second, more
violent, one. The effects of the first explosion
were limited to the central fuselage area hut were
probably of sufficient violence to injure or per-
haps totally incapacitate those passengers in the
immediate vicinity. It also produced intense
heat and smoke within the cabin and triggered
more urgent escape attempts among the survivors.
By the time it occurred, it is likely that most of
the passengers using the overwing exits were al-



ready ontside the airveraft.  This explosion was
al=o sufliciently violent to cnusze the crewmen to
abandon further attempts to deploy the escape
slides: evacuation throueh the main doors heoan
with people juniping to the gromnd. a distanee of
10-12 feet.  Meanwhile, the ajreraft,
oronnd fire had spread ad was present in the
vieinity of the exitwayvs, Many of the pussengers,
who Jumped from the doorways, were injured at
intpact with the ground: elothing of others caught
fire, ||iIlt|t‘l'inj_:‘ esea e from the nunediate area.

At the thme of the final explosion, evacuation
was i full progress.  Twenty-four passengers
were still onhoard.  Seventeen were outside the
adveraft, but died in the enveloping fire. Four
others who were also outside the aireraft l}_\' this
time died later in hospitals. The 1T survivors,
some with the aid of other passengers, crew, or
oronnd resene personnel. had put enoncl distance
between themselves and the adveraft to escape
lethal Dlast or hurn injury at the time of the
second t'x}:ln.-'in]].

Im this accident (as in the other two) the
crewmen  performed or attempted to perform
their assigned evacnation duties in an exemplary
manner.  The distance between the cround and
doorways prevented any attenipts by persons out-
side the aiveraft fo re-enter for rescue efforts
which, in any case, would probably have heen
futile.  Few of the survivors could reeall in-
stanees of lelping or being lielped by others
while still inside the aireraft. Several, however,
when once outside returned to help others away
from the hurning aiveraft.

ontside

Nupeivor Injuries. Of the 17 survivors, 10 were
treated for minor injuries and rveleased: the re-
maining 7 were hospitalized.  Four of these were
treated solely for burns, two for fractures only.
and one sustained Inoms and  fractnrves. The
burns were mostly 2nd- to Srd-degree involving
the face aud extremity areas to not more than
25% of the total body surface. All of the frac-
tures were of the lower extremities. Doth the
burns and fractures were sustained during escape.
In contrast to the other two accidents, none of
the survivors displayed serions symptoms of
smolke inhalation. Al of the survivors were
adultg, 14+ were male and 3 were female. The in-
juries of the four passengers who died later ave
deseribed in the section below,

Dody Locations and Necropsy Data. The body
locations of the 24 fatalities who died aboard the
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aireraft ave shown in Figure 30, Most were con-
centrated in the extreme forward ad aft sections
of the fuselage, COIlgh elevations ranged wven-
erally from 138 to 4007 (mean 23.07) al-
thongh two were only 2.0 and 104%. In general,
death was artributed to thermal burns ould or
asphyxin,  Carbonization was extreme in all cases.
Skeletal fractures were generally consistent with
the tvpe of five artifact found in the pathological
investication of T, S, air earvier and military
airverafr fire aceldentz.  One iliopelvie fracture
was atrribured to the collapse and impingement
of heavy aiverafr struetures onto the body ar the
time of the second explosion.

The locations of the 17 bodies fornd outside
the aireraft are shown in Fioure 31.
tion of all these bodies was extreme and death
was attribnted to thermal bhurns and ‘or asplyxia.
Five of these Lad fractures of the lower extrem-
ities consistent with falling or jumping to the
pavement and similar to those observed in the
survivors. Many other skeletal fractures, par-
ticularly of the skull and upper extremities were
of the type eenerally observed in badly burned
bodies and elassilied as five artifacts, The car-
boxyhemoglabin values in these {atalities werve
below 10.0% in most eases.  Three, however, ex-
ceeded this level with valnes of 2467, 26.07¢,
and 35,587, Two vietims died within 24 honrs
of the crash of severe 2nd- and Srd-degree burns
involving S07¢ of the body surface. .\ third post-
crash vietim, a Sd-vear-old male, died approx-
imately one week after the accident. Ilis initially
reported injuries were relatively minor: 1st and
2nd-degree bhurns of the face, hands, and rvight
leg with a simple fracture of the vight ealeaneus.
The exact cause of his death was not reported.
The last fatality was a 40-yvear-old female who
died approximately one month after the acei-
dent.  =She sustained 2nd- to Jred-degree hurns of
the legs, arms, and face involving 50-60%¢ of the
total body snrface, an anterior fracture of the
1th vib and a lefr Colles fracture. Iler husband
and three ehildren died aboard the airerafr, The
exact cause of her death was not reported: it
brought the passenger death toll to 43, or 72.6%
of the total passenger load.

(“arboniza-

I11.

Curhion Nonewide.  Carboxyvhemoglobin deter-
minarions were performed on =3 vietims of the
three aceidents. The values display a gradient

Analysis of Data.



TASSEMGER WO, SEX

$oucurik

- W e owee .
5

- e m a o
¥

FicUrre 30.

L
108

bl
2
c
i

b33
1]

r
11

ki
L3

0c
1c
ur
i

Distribution

MAT JURAL [TV
PhiLippines
France
Australis
US4,
US.A,
U.S.AL
Ethiopis
US4,
L34,
U.S.A.
Prance
U.5.A,
U.5.A.

India

Traly

Tealy

Tealy

U.S.A.

Weat Cermany
U.S.A.
U.S.a.
U.S.A.
U,5.4,
Cermany

of

bodies

37

found

within

the Rome 707,



PASSENGER MO, SEX AGE SEAT NATIONALITY
4 4 38 12n U,5.A.
5 S 49 hA U.5.4A,
6 3 45 F U.5.A.
8 g 68 16A -
10 ¥ 22 104 Australia
11 =3 70 1] I, 5.4,
15 =] 29 124 U.S.4,
18 § (3] 277 U.5.4.
5 d i L&F L
36 £l 22 1BA U.5.4,
38 d 55 174 U.5.4.
4 ¥ 39 14D U.5.4.
47 g 17 L4c U.5.4,
48 d 10 144 U.5.A.
49 d 9 148 U.5.A.
53 d 43 BA U.5.A,
60 d 26 19p Cuanada

Ficvre 31. Distribution of bodies found outside the Rome T07T.

38



> T DENVER, DC-8 ®
a 1 - /
5 | X=63.3% SD.=16.7% /
., | N=I6 /
I i L
H /
; T / SALT LAKE CITY, 727
5 X=36.9% S.D.=14.1%
' N=36
4 -
2 /
w 3 + V
- 2 -
i f
< O
S /
W 6 + )
5 ) ROME 707, ON BOARD FATALITIES
o , | / X=23.0% S.D.=I.3%
o 5 / N=I8
Z 2 4
' [
° ]
6 ., ROME 707, OFF BOARD FATALITIES
5 -
3 / X=109% SD.10.8 %
3 4 N=|3
2 .
| 4
0 | | | | | 1

O 10 20 30 40 50 60 70 80 90 100
PERCENT CARBOXYHEMOGLOBIN

Figree 32, Distribution, means, and standard deviations of carboxyhemoglobin levels in 83 Denver, Salt Lake
City, and Rome accident victims.

39



with those of Denver the highest, Salt Lake City
intermediate, and Rome lowest (Fie. 32). Among
the Rome victims, the COT el values of onboard
fatalities were higher than those who died outside
the aiveraft. The ditferences between the means
of the groups are statistically significant.

At Denver, the values were all above 30, the
level at which definite symptoms of CO poisoning
such as vertigo, shortness of breath, and impair-
ment of judement normally appear® About
three-fourths of the Denver concentrations ex-
ceeded 50%, the threshold of collapse and uncon-
sciousnoss.  In three vietims, the levels were
creater than 807 indicating that they may have
died of ('O poisoning before fire reached them.
Among the Salt Lake City vietims, the carbo-
xvhemoglobin concentrations cluster between 40-
and 60, the range in which symptoms normally
vary from confusion to complete collapse. The
highest value, 857, was found in the 11-year-old
boy, and is the only one high enough to suggest
death by carbon monoxide: his body was found
beneath those of his parents and, protected from
fire, e may have lived longer than the average
fatality.

Since altitude hypoxia and earbon monoxide act
synergistically,’ both the Denver and Salt Lalke
City passengers may have heen more than nor-
mally susceptible to earbon monoxide poisoning.
Both flichts originated near sea level, in-flight
cabin pressures were in the neighborhood of 5,000
feet, and the crashes occurred at high altitudes
(Salt Lake City—4300 ft., Denver—i.280 ft).
In unacclimatized subjects. tolerance to earbon
monoxide is reduced by approximately one per-
cent for each 350 feet of increase in altitude.!
Thus. those victims who normally resided at low
altitudes may have become disoriented or lost con-
seiousness at carboxyhemoglobin levels 10-15%
less than usually observed.

The carboxyhemoglobin concentrations of the
Rome crash vietims were the lowest observed in
the three accidents. Those of the onboard fa-
talities averaged 23.07 and most fell below the
values where symptoms are ordinarily observed,
Most of the off-board fatalities had concentra-
tions of less than 1092, indicating no significant
exposire.

The highest concentrations, indicating rela-

tively long exposnre times, ocenrred at Denver

where fire was not present within the eabin, At
Salt Lake City, there was Hire onboard throughout

the evacnation and the intermediate COHgb
values sngeest significant exposnre prior to death
by fire. At Rome, where the thermal element pre-
dominated. they were lowest, indicating extremely
short exposure time with fire and blast as the
principal lethal agents. When the mean ecarbo-
xyhemoglobin concentrations of the vietims are
plotted against fatality percentages, an inverse
relationship is noted. (Fig. 33). This suggests
that, within limits, the earboxyhemoglobin means
may serve as an index of the overall lethality of
the thermal, as opposed to gaseous, elements of
the accident environment,

Passenger Response. In reviewing the col-
lected statements of the survivors, one is struck
by the difference in their overall assesments of
passenger behavior in the three accidents. The
behavior of Denver passengers was generally de-
seribed as more ealm and orderly than that re-
ported at Salt Lake City or Rome. A rough
indieation of the passenger reaction might be pro-
vided by the use of the word “panic™ in the spon-
taneous written statements of the survivors.
While the rubrie “panic™ includes many varied
and distinet kinds of behavior,® as used by lay-
men, it generally refers to the overall frequency
of disorderly, self-serving, irrational reactions
motivated by fear. TUnfortunately, the state-
ments of the Rome passengers were available only
as translated summaries and the analysis below
is limited to the Denver and Salt Lake City acci-
dents. In these latter, the written statements
were reviewed and each occurrence of the word
panic noted. Of course, it could be used in both
a positive and negative sense—the first to in-
dicate that panic was evident, the latter that it
was not. The results are shown in Table 7.

At Denver, of 47 statements available, no pas-
senger mentioned panic as oceurring but 5
(10.69%) stated that panic waes nof present. In
contrast, among 29 Salt Lake City survivors 11
(37.99%) described panic, and only 2 (6.9%)
stated that 1t did not occur. Thus, the use of the
word correlates well with other, more objective,
assessiments of the intensity of the thermotoxic
environment,

TasLE 7.—Frequence of the use of the word “panie”
to describe evacuation behavior in written statements
of Denver and Balt Lake City survivors

“Not Mentioned” “Panie’ “No Panic”

Denver lst-class 19 0

2nd-class 28 0
Salt Lake City 16 11
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Relationship between mean carboxyhemoglobin concentrations of victims and fatality percentages in

the three accidents.

Seat-to-Fxit Distance. Present FAA certifica-
tion regulations require the manufacturer to dem-
onstrate that his fully-loaded aircraft can be
evacuated in 90 seconds or less when half of the
available exits are used.’® Within these limita-
tions, the size, number, and location of exits in a
given aireraft are largely determined by design
considerations, economic factors, and the results
observed in experimental evacuations: While ac-
tual exit configurations vary from one type of
aircraft to another, there is always some asym-
metry of exit distribution in relation to passen-
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ger seating so that some passengers must travel
farther than others to reach a potential exit.
In the actual aceident, the primary exit configura-
tion may also be drastically altered by factors
such as fire or structural deformation which may
block certain exits and foree nearby passengers to
pass to more distant ones. To some extent, the
time that a given passenger is exposed to the
lethal cabin environment will be a function of the
distance he must travel to reach an exit. The
hiypothesis that probability of survival might be
influenced by seat-to-exit distances, therefore ap-
pears a reasonable one.



The testing of this hypothesis is complicated
by several factors. In most instances, only the
exits nsed by survivors are known for certain.
Unless they were interviewed hefore they expired
or were observed by other survivors, the exits
nsed by oft-Loard  fatalities must he inferred.
Likewise, there is no way to determine exactly
which exits the onboard fatalities were attempting
to reacli before they died, The problem is further
complicated by the fact that paszencers do not
The reaszons
For
example. some passengers state that they by-
passed potentinl exitways becanse they “joined
the crowd™ headed for a more distant one: others,
unfamiliar with the partieular aireraft’s con-
figuration and despite the standard pre-flight
briefing on exit locations, were simply unaware of
nearby exits. AMany of this latter group, par-
ticularly at Denver, stated that they more or less
automatically headed back in the direction from
which they boarded the aireraft. Sometimes such
choices are more logical—a given exit may be
blocked or appear to be blocked by fire, its loca-
tion may he hidden by smoke or, although later
used, it might have been unopened at the time
the passenger passed it. In the Salt Lake City
aceident, some survivors, noting a crowd around

alwayvs make for the neavest exit.
for such seemingly illogieal choices vary,

the window exits, chose to 1gnore them and went
to the more distant galley door.

In reviewing survivor statements, one is im-
pressed by the rarity of instances in which a
passenger, once impelled toward a given exit,
changes his mind and chooses another. Mute
testimony of this is also found in the Salt Lalke
City accident where a large pile of bodies was
found a few feet forward of the galley door (see
Fig. 24). This door was opened early in the
evacuation and successfuly used by several pas-
sengers. Many of those whose bodies were found
close to it were originally seated aft of the door
and must have passed it on their way forward.
Some of these passengers were probably overcome
by smoke while waiting for the forward entry
door to be opened. None appeared to have re-
versed his direction in an attempt to reach the
open galley door a few feet behind him.

In the three accidents considered here, two
measurements were devised to study the seat-to-
exit distance as a funetion of survival. The mea-
surements chosen were vrelative, rather than
absolute distances, since a relative distance is
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easier fo compute and also lhecanse it minimizes
the difficulties in comparing data from differently-
sized aireraft.

The basie unit of measnrement is the “seai-
row unit.” Two ratings for each passenwer were
computed :

A Neat-to-Fadt Distance (STED)—The number
of seat rows .a',.r-fmf,';-lr; lLis oiwen. :-I_'!.'.'Il'ilfill;__" BB G
vivor from the exit he used or, in the case of a
fatality, the exit he was attempting to use us
inferred from physical or witness evidence.

h, Neat-to-Usable-[Swit Distance (SUDY—For
both survivors and fatalities, the number of seat
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rows, including his own. separating a passenger
from the nearest usable exit. A “usable exit” is
defined as one successfully used by at least one
survivor.

Both these measurements ignore distances in-
curred by the necessity to pass non-occupant
spaces such as galleys, closets, lavatories, and
lounge areas. Thus, 1st-row passengers, who used
the front main entry doors in the Salt Lake City
and Denver accidents, were given SED ratings of
1.0 although the Denver evacuees, in passing the
galley and lounge areas, traveled several feet
farther to reach the exit. Another problem was
posed by the lounge seating areas. On the
Denver DC-8 both lounges were occupied by
passengers at the time of the crash; no lounges
were available on the Salt Lake City 727 and, al-
though a forward lounge was available on the
Rome 707, it was not occupied by any passengers
at the time of the crash. This difficulty was
resolved by assigning ratings of “O" to the
lounge-seated passengers of the Denver DC-8.

In the case of fatalities, computation of the
SUD rating offered no problems since the only
information required was the original seat loca-
tion and the nearest usable exit. The SED rat-
ings for onboard fatalities were inferred after a
review of the body location in relation to the
fatality’s original seat. The assumption was

TaBLE 8.—Means of SED and SUD ratings of survivors
and fatalities of the Denver, Salt Lake City, and Rome
accidents. The probability (p) values between means
are based on student’s-{ tests.

#

N P
Denver (2nd-class)
SED Survivors 55 4,62 <. 001
Fatalities 17 7.81
SUD Survivors 55 3.46 <.05
Fatalities 17 4.76
Salt Lake City
SED  Survivors 42 3.67] <.001
Fatalities 43 6. 83
SUD Survivors 42 3.07 n.s.
Fatalities 43 3. 56
Rome:
SED Survivors 17 4. 06
Fatalities:
Onboard 24 4.62] n.s
Offboard 21 4,47 ™
All 45 4,55
SUD Survivors 17 2,29
Fatalities:
Onboard 24 3.71] <.02
Offboard 21 3.56] "°
All 45 3.

43

made that the passenger traveled directly from
his seat to his final location and died attempting
to reach the nearest usable exit beyond his line
of travel. A specific example of the computation
of these ratings is shown in Figure 34. It dia-
grams the body location, initial seat, and relevant
exits of the female fatality seated in 14B of the
Salt Lake City 727. This woman's seat location
was determined through interview with her com-
panion seated in 14A. According to the latter,
the victim left her seat and ran forward shortly
after the aircraft stopped. Ier body was found
in the aisle near the sixth row. She was assigned
an SUD rating of 1.0 since she was seated in a
row in which a window exit was located (note
that the SED, SUD definitions offered above re-
quire the passenger’s own seat row to be counted
in computing the rating). The closest usable exit
to her body was the galley service door. She had
already passed this door, however, and an SED
“14” was given based on the assumption that she
was attempting to reach the forward entry door.
Table 8 gives the mean SED and SUD ratings
for survivors and fatalities of the three accidents.
The means were compared by Student's-# tests
and the resulting probability values are also
shown in the table.

The distribution and means of the SED ratings
of survivors and fatalities are shown in Figure
35. At Denver, no Ist-class passenger traveled
more than six seat-row units to gain an exit and
the average passenger in this compartment passed
2.5 rows. The 2nd-class survivors had, on the
average, farther to go (mean SED = 4.6) and
with several traveling as far as 10-12 seat-row
units. Most of the latter were those seated in the
extreme forward portion of the 2nd-class cabin
who escaped through the front main entry
door. The mean SED ratings of the fatalities
was 7.8, about twice that of the survivors. The
range of the ratings was more limited among the
fatalities, with most seated between T and 9 seat—
row units from the exit they attempted to use,
the right aft entry door.

As at Denver, the mean SED distance of Salt
Lake City survivors was 3.7 seat-row units, or
about half that of the fatalities (mean = 6.8
seat-row units). At Rome, the differences were
the least observed in the three accidents with a
mean for survivors of 4.06 compared to 4+.62 for
onboard fatalities and 4.47 for those who died out-
side the airveraft. The differences in SED means



of survivors and fatalities were statistically sio-
nificant (p <.001) in the Denver and Salt Lake
City aceidents, but not in the Rome crash, The
small difference obgerved at Rome may be dne in
part to an underestimate of the SED meansz of
fatalities. Several of the offhoard fatalities, who
had been seated close to window exits, were found
near the left main entry door and may have ac-
tually nsed this door in making their escape. In
the abzence of contrary evidence, however, it was
necessary to assume that they used the window
exits neavest then in compnting their SISD pat-
ings.  In all three accidents, however, it is clear
that fatalities were more apt to attempt more dis-
tant exits than survivors. 3

When the SED and SUD means are compared
further differences of interest are revealed. In
all three accidents. the SUD means are smaller
than the corresponding SED means. The larger
SED values are a reflection of the previously dis-
cussed fact that many passengers, through cholee
or necessity, traveled to more distant exits. Also,
as in the case of the SED ratings, survivors dis-
play smaller SUD mean values than fatalities al-
though the magnitude of the SUD differences are
not as great as those observed in the SED ratings.
This finding indieates that initial seat location
gave the survivors some slight advantage in es-
cape but that their advantage was magnified
greatly by less eflicient exit exploitation by the
fatalities during evacuation.

To summarize, the effect of distances on sur-
vival, as measured by the SED and SUD ratings
appears as follows:

a. In all three aceidents, survivors, on the aver-
age, sat closer to potentially usable exits than
fatalities.

b. Among both groups, survivors and fatalities,
many passengers tended to sacrifice some of their
initial locational advantage by ignorving nearhy
exits in favor of more distant ones,

¢. These tendencies toward less effective exit
utilization were more pronounced amonge fatal-
ities than survivors.

In two of the three
accidents, Denver and Rome, the aireraft cabin
was divided into 1st- and 2nd-class compart-
ments: in the third, Salt Lake City, passenger
It hias alrveady Dheen
pointed ont that significant ditferences in age and
sex composition occurred between the Ist- and

Trarvel Cluass and Sureival,

service was single class
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2nd-class passenver loads at Denver and. for this
reasol, they have been considered separately. On
the Rome 70T, no significant differences in sex
ratios or mean aces were found between the two
compartments and the two chisses were combined
for analysis.  In Table 9 below, the fatality rates
of the travel elasses are compared for these two
All of the 17 Denver fatalities oc-
cnrred among 2nd-class passengers. However,
at Rome, fatalities were uniformly distributed
with about two-thirds killed in each elass,  Chi-
square analyses indicate that the Denver dispar-
ities are statistically significant.

aceidents,

TasLe 0.—Distribution of fatalities and  survivors
pecording to travel elass in the Denver and Rome
accidents,

Denver:

lst-class 2nd-class
Survivors. _ __ 42 33
Fatalities_ . _ 0 17
Chi-square="4. 868 p <. 005

Rome:

Survivors_ _ 3 14
Fatalities_ _ _ _ 0 30

Chi-square=(}, 0102 Not significant

The question arises as to whether the differences
in travel class fatalities at Denver may he related
to the difference in age and sex ratios of the two
classes.  As will be shown helow, age and sex did
not demonstrably affect survival within the 2nd-
class compartment at Denver, it is therefore
donubtful that it would affect inter-class survival.
In this accident. the primary factors controlling
survival would appear to be environmental, pro-
cednral and confieurational sinee, as pointed out
previously, the infiltration of smoke seems to have
heen heaviest in the 2nd-class eabin while crew
sistance and direction was more etfective i 1sf-
class.  Ratio of passengers to potential exit was
alzo more favorable in the 1st-class compartment
and the lack of cues indieating that the window
exits were located furcher lessened
the probability of survival in 2nd-clazz. Many

as=

i lsr-elass
lst-class passengers at Denver were aware of the
fire hazard since 1t was initially concentrated in
the forward arean ont=ide the aiveraft.  In con-
trast, at Rome, the five and explosions were
focu=ed in rthe center of the aiverafr and prob-
ably had a nniformn etfect on hoth forward and
afr sections of the aireraft.  Also. in this accl-

dent. erew assistance, while heroie was probably
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less effective dne to the shorter time available
and the intenzely lethal environment,

Influence of Sex on Supeival. Among the 261
passencers of the three aceidents, there were 90
adult females, 147 adult males. and 24 children
under 16 years of age. The fatality rates. ex-
pressed as percentages of these three groups were
A0 for males, 46.77 for females, and 66.07
for children. Considering adnlt passengers alone,
the disparity in males and females is of border-
line significance (Table 10).

TapLe 10.—Chi-Square analysis of relationship between
sex and survival in adults. (Combined data from all
three aceidents.).

Survivors Fatalities
Males_ eira a7 a0
Females________ 18 42

Chi-Square=3. 7630, p <.10, 1 d;

In the previous sections, it was pointed ont that
the three accidents differed strongly both in en-
vironmental factors and in passenger reaction.
With these differences in mind. it is of interest to
further analyze the rvelationship between sex and
survival by considering the individual aceidents
in detail.  In Table 11, these data are presented
for all passengers except for those in Ist-class
at Denver among whom there were no fatalities
of either sex.

The vesults show that at Denver the sexes fared
about equally well, although the overall sample
was small. In contrast, at both Salt Lake City
and Rome, female mortality was much higher. In
the former accident + of 12 females survived, in
the Rome acceident, 3 of 22, Stated in percent-
ages, only 17.9% of the adnlt females of these two
aceidents survived comparved to 53.6% of the
males.  Chi-square analyses performed on the in-
dividual accident data indicate that sex was not a
statistically significant factor in survival at Den-
ver wherens at Rome and Salt Lake City. the
sex-influenced differences in fatality rates were
statistically significant.

Parental Status. In view of the high mortality
(667 ) among children aboard, it may be asked
whether part of the greater female mortality was
i confribution of mothers who died while at-
tempting to help their children escape. Exclnd-
ing the Denver Ist-class passengers, there were 11
females accompanied by children in the three ac-
cidents (Table 12): 6 of these, or 54%, were fa-
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TaprLe 11.—Chi-Squnare analysiz of relationzhip between
sex and survivability. (Figures in parentheses are
survivors not accompanied by children.).

Survivors Fatalities
Denver: (2nd-class only)
Male_ .. ____. 19(18) 5(8)
Female. .. ._. 20(24) 8(7)
- 1 All adults=0, 060
ChizSquere [ Non-Parents=0, 066
Sailt Lale City:
Male_ 38(37) 28(27)
Temale______ 4(4) 12(10)
. All adults=4, 243%=*
hi-Souare
Chi "(lu“lr"} Non-Parents=2, 853%
Rome:
Mok oo 14(14) 17(16)
Female_ . ____ 3(3) 22(19)

All adults==5, T15%*#*

‘e y
Chi-Square } Non-Parents=—4, 881 %%

*p<.10
**p <. 05
¥k <, 02
talities—only slightly higher than the overall
female fatality rate. This is further offset by the
mortality of fathers, 2 out of 4 of whom died.
teferring back to Table 11, the figures in paren-
theses are the mortality statistics for the various
oroups with parvents of both sexes eliminated.
When the Chi-square analyses are repeated, using
the “non-parent™ statisties, slightly smaller values
are obtained. The results ave still statistieally
significant in the Rome aceident and of borderline
significance (p. <.10) for Salt Lake City. To
some extent, this reduction in significance is prob-
ably a function of smaller sample size. In sum-
mary, it appears that mortality among females
with children had only a small effect on the
higher overall rate and other factors must account
for the proportionately greater munber of deaths
among adult females,

TasrLe 12.—Distribution of fatalities and survivors
among parents accompanied by children in the three
accidents,

Survivors Fatalities

Denver .. ____.- Fathers 1 0

Mothers 5 1

Salt Lake City  Fathers 1 1

Mothers 0 2

Rome Fathers 0 1
Mothers 0 3

=ub Total Fathers 2 2
AMothers 5 (]

Total i 3



According to recent anthropometrie surveys.
adult American females have an average body
welght of about 142 pounds compared to a 168-
pound average for males.® Such a size disad-
vantage, nlong with its correlates in hoth absolute
and relative strength. would be expected to op-
erate strongly against females in evacuation in
which active competition for exits occur, In addi-
tion to their size disadvange, females may have
other, less obvious ones. Typically, for example,
they are less experienced and less frequent air
travelers than males. Also, their elothing is prob-
ably more restrictive and more flammable than
that of males. Mothers traveling with young
children might natnrally he expected to preoccupy
themselves with efforts to save their children and
thereby increase their own peril. Although less
evidence is available, it would not be unexpected
to find that even deeper-seated physiological,
psychiologieal, and cultural factors might also con-
dition female response to disaster. Thus, many
factors could operate together to lessen female
probability of survival,

Influence of Age on Survival. In general, as
age increases, agility and strength diminish, re-
flexes slow, and quite often decisions are made
with more lhesitation. All these factors, acting
together, might be expected to put older passen-
gers at a disadvantage during an emergency
evacuation. Tt isalso probable that elderly people
travel less frequently than younger so that, as a
group, they are less experienced air passengers.
Children. quite naturally, may also be considered
more vulnerable hecause of their physical and
emotional immaturity as well as their lack of air
travel experience. TFor these reasons, it seems
worthwhile to examine the influence of age on
survival.

The ages of all but 3 of the 261 passengers
were obtained from interviews, hospital records,
or death certificates. The data used were, with
few execptions, based on stated age rather than
caleulations to the nearest birthday. Means based
on stated age mayv be slightly lower than nearest
birthday, or chronological age, since persons near-
ing their next birthday commonly give an age
based on their last birthday: e.g., a person 1-day
away from his 35th may state his age at 34, Such
errvors, however, would tend to offset all the means
uniformly and may be considered negligible when
comparing one passenger group with another.
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The 261 passengers were first divided into three
eroups based on stated age. Those of 15 years
or less were classified as children. The adults
were subdivided into a “young™ group with ages
from 16-55 vears and an “old™ group, aged 56
vears or older. The distribution of survivors and
fatalities within the three age gronps is shown in
Table 15.

Tasre 13.—Distribution of survivors and fatalities
among children, young adults, and old adultz in 261
passengers

Young Old
Children Adults Adults
(1-15 yrs)) (1655 yr=)) (> 55 vra)
Survivors. _____ 11 109 38
Fatalities_ __ _ __ 13 70 20

Chi-Square=2. 784 not signifieant (2 d)

The overall incidence of fatalities was 54.2%
among children, 39.17¢ in young adults, and
S45% in old adults, The Chi-square analysis in-
dicates that these differences are not statistically
sionificant.  Again, however, as in the case of sex,
significant trends in the age data may he obscured
by Inmping the statisties from all three accidents.

Reserving the children for later study, we will
first examine age as a factor in adult survival.
Table 14 gives the means, standard deviations, and
observed ranges of age among adult females of
the three accidents (the Denver data includes
only 2nd-class passengers).

TaBLe 14.—Relationships between age and survival of
adult females in the Denver, Salt Lake City, and
Rome accidents.

Females
N x S8D. OR ¢t p
Denver (2nd-elass)
Survivors. _ __ 20 46.75 17.56 18-78 -0.02 > .05
Fatalities_ _ _ _ 8 47.00 24,96 21-86
Salt Lake City:
Survivors_ _ __ 4 35.25 17.17 21-58 -0.83 > .05
Fatalities_ _ __ 12 42,01 .27 24,66
Rome:
Survivors. _ __ 3 41.00 7.21 35-49 +1.19 > .05
Fatalities_ _ __ 22 34.95 13.71 16-65

In all instances the means fall in the mid-
decades of life. with Denver fatalities averaging
47 years and Rome fatalities at about 35 years.
The mean ages of survivors and fatalities at
Denver are almost identical, at 46.75 and 47.00



years. respectively. At Salt Lake City, the fe-
male fatalities averaged abont S years older than
female snrvivors while at Rome the trend was
veversed with survivors older by about 6 years.
Student’s-# test failed to demonstrate significant
differences in the age means of survivors and
fatalities in any of the three aceidents. Sample
<izes, however. are small—especially in the case
of Rome and Salt Lake City survivors, and it
might he arened that lack of suflicient numbers
in rhese IO = obsenred  otherwise Si;_"llilil":lllt
differences,  Suel an argument is partially coun-
teved with the obzervation that the differences
obzerved arve diverwent: female survivors were
older ar Rome, younger at Salt Lake City, and
about equal to fatalities in age at Denver. It age
were 2 factor a consistent trend in one direction
or another would be expected, despite small
sample sizes. In summary, it appears that age
plays no signifieant role in determining survival
amonge female adults,

The age means of adult male survivors and fa-
talities arve given in Table 15. As in the case of
females, the means ave concentrated in the mid-
decades. At Denver, survivors averaged about
6 years older than fatalities but the difference
was not found to be statistically significant. This
trend was reversed at Salt Lake City and Rome
where survivors were significantly yvounger than
fatalities—the difference amounting to almost 12
vears at Rome. In these two accidents, it ap-
pears that younger males were definitely favored.

Thus far, two groups, adult females and old
males (Table 16), have been identified as having
statistically poorer chances of survival in the two
accidents, Rome and Salt Lake City, where speed,
strength, and agility would be expected to play a
dominant role in reaching an exit.

It might be asked which of these two groups
faved better. Thirteen out of 20 (635 ) of the
old males died compared to 34 of 41 (829) of
the adult females. These differences are not, how-
ever, statistically significant (Table 16).

Of the 24 children involved in the three acei-
cdents, 4 were in the 1st-class eabin at Denver and,
along with the other Ist-class oceupants, all es-
caped. In the 2nd-class at Denver. there were
11 children, 4+ of whom died aboard, thus com-
prising about one-quarter of the 17 fatalities.
When compared to adult survival (Table 17),
liowever, the incidence of fatalities does not ap-

TasLe 15.—Relationships between age and survival of
adult males in the Denver,Salt Lake City, and Rome
accidents.

Males
N x S8D. OR & p
Denver (2nd-class)
Survivors. .. 10 46,88 14,45 26-81 0.74 >.,05
Fatalities.._.. 5 41.60 14,01 28-60
Salt Lake City:
Survivors. .. 38 39.57 12.41 21-77 —2.08 <.05%
Fatalities_ ___ 28 45,85 11,85 20-63
Rome:
Survivors. ___ 14 33.76 10.01 18-56 —2.68 <.02*
Fatalities__ __ 17 45.61 14,63 22-70

#3tatistically significant

pear excessive, especially in light of the fact that
3 of the 4 child-vietims belonged to a single
family.

TapLeE 16.—Distribution of fatalities and survivors

among adult females and old males in the Rome and
Salt Lake City accidents.

Old Males Adult Females

Survivors_ __ ___ 7 i
Fatalities_ ___ __ 13 34
Chi-Square=1. 534  Not significant (1 dp)

At Salt Lake City and Rome, in contrast, there
were nine children aboard, all of whom were fa-
talities. Table 18 compares the mortality data of

TasLe 17.—Distribution of survivors and fatalities
among children and adult passengers in the Denver
2nd-elass eabin.

Children Adults
Survivors_ __ ___ 4 13
Fatalities_ ___ __ T 48

Chi-square=0, 485 Not significant (1 dj)

children with the combined totals for old males
and adult females for these two aceidents. Among
the latter, the incidence of fatalities was T7%
compared to 1009 among children. Chi-square
analysis of this difference is not significant (Table
18). When compared with the statistically best
survivors, young males, the differences are highly
significant (Table 19). Thus, children can be
identified as being statistically high fatality
risks along with old males and females.

In summavy, sex and age appear to have played
a role in determining survival at Rome and Salt
Lake City, but not at Denver. In the former two
accidents, adult males under 53 years of age fared
better than children, elderly males, and females



TarLeE 18.—Distribution of fatalities and survivors
among children and old males and adult females in
the Salt Lake City and Rome accidents.

Old Males
Children Adult Females
Survivors______ 0 12
Fatalities_ ___ __ 9 49

Chi-square==0. 976 Not significant (1 d,)

TasLe 19.—Distribution of fatalities and survivors
among children and young adult males in the Salt Lake
City and Rome accidents.

Children Young Adult Males
Survivors. .. _.. 0 47
Fatalities. . _ ... 9 30

Chi-square==9, 77 p <.005 (1 dy)

to a statistically significant degree. Among the
latter three groups, elderly males have the best
survival record, followed by the females who, in
turn, fared better than the children. The dif-
ferences within the three latter groups are not
statistically significant but small sample sizes
might to some extent obscure stronger trends.
The results are summarized in Table 20.

TasLE 20.—Percentage of fatalities in age and sex groups
in the Denver, Salt Lake City, and Rome accidents.

Young  Old
Adult  Adult Children
Males  Males Females

Percent Percent Percent Percent

Denver (2nd-class)__ 22,2 20.0 21.6 36.6

Salt Lake City__.____ 33.4 61.5 75.0 100.0

Rome,oeasssaselo 50.0 71.4 88.0 100.0
Injury Severity Among Survivors. Survivor

injuries have been described in detail in the sec-
tions dealing with the individual accidents. In
the following analysis an attempt is made to
quantitate overall injury severity as it relates to
the accident environment and the age and sex of
survivors. To do so, the hospital records of the
145 adult survivors were reviewed and, compar-
ing these with survivor statements, specific in-
juries that appeared to have been caused by initial
impact. were eliminated. Five such injuries were
identified : the vertebral compression fractures sus-
tained by four Salt Lake City passengers and the
rib fractures of the elderly female in the Denver
2nd-class cabin who was thrown from her seat
during the final swerve of the aircraft. The re-
maining injuries reported in survivors are those
which occurred during escape—either within or
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outside the aircraft. A severity rating was then
assigned for each survivor using the 10-point
AVCIR injury severity scale® modified to in-
clude burns and smoke inhalation. Since those
passengers who escaped but died later have
been included among the fatalities, the actual
ratings varied between 1- and 5-degrees of se-
verity. The distribution of these ratings is shown
in Table 21 below.

TasLE 21.—DModified AVCIR injury severity ratings of
145 adult survivors of the Denver, Salt Lake City,
and Rome accidents.

N Percent
1. Trivial or none_______ 73 50.3
20 Minoricee cueosscuns 27 18.6
3. Moderate._....______ 29 20.0
4 Bevere.. cusisicoiaa 11 7.6
5. Serious:.ccccmsasauas 5 3.5
6. Critical______________ 0 0.0
145 100.0
About half of the passengers escaped with-
out significant injury, the remainder were

treated for injuries varying from minor (18.6%)
to serious (3.5%). As might be expected, how-
ever, some interesting variations in severity are
noted when the individual accidents are con-
sidered in detail. For example, Figure 36 shows
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Frevre 36. JMean injury severity rating of 145 adult
survivors of the three accidents. (Numbers in

parentheses=X,).

the mean injury severity rating for survivors of
each of the accidents: the Ist- and 2nd-class Den-
ver passengers are considered separately. In the



first three groups, Denver Ist-class, Denver 2nd-
class, and Salt Lake City there is a near linear
rise in mean injury severity which generally
parallels the total fatality rates and the overall
intensity of the thermotoxic environment. The
means for Rome drop below expectation, pos-
sibly because of small sample size, but more prob-
ably because these 17 survivors were the least in-
jured of those who managed to escape the air-
eraft, the more seriously hurt being those caught
outside by the second explosion.

Since the number of individuals in the various
injury categories is small, the passengers were
grouped as “injured” and “uninjured” in order
to perform Chi-square analyses comparing adult
males and females (Table 22). At Denver, the
differences in injury incidence are significantly
higher among females in the 1st-class cabin and

TasLE 22.—Comparison of injury severity in male and
female passengers of the three aceidents.

Male Female

Denver (1st-class)
Uninjured____________ 24 7
Injured. _____________ 2 5

Chi-square=4, 248 p<.05*

Denver (2nd-class)
Uninjured.____________ 13 12
Injured - caacaaca 6 17

Chi-square=2. 367 p=.05
Salt Lake City:
Uninjured. oo oo cucoeanae 9 1
Injured_ _____________ 29 3
Chi-square==0. 312 p> .05
Rome:
Uninjured____________ 7 0
Imjared. oo e 7 3
Chi-square=0, 903 (1dp

* Statistieally significant

not significant in 2nd-class. At Salt Lake City
and Rome, the results were not statistically sig-
nificant as would probably be expected since the
number of female survivors is small. It will be
recalled that sex was not a significant factor in
survival at Denver, but was significant at Rome
and Salt Lake City, yet the findings are reversed
in regard to injury. A possible explanation is
found, perhaps, in the very low incidence of sur-
vival among adult females in the latter two acci-
dents. In them, the lethal agents—smoke, fire,
ansl blast—wvere intense within the cabin through-
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out most of the evacuation. The factors selecting
ngainst females thus operated throughout the
accident and produced fatalities rather than in-
jured survivors. At Denver, in contrast, intra-
cabin environment was comparatively mild and
nearly all of the survivors received their injuries
when forced to jump and run the gauntlet of
flame outside the aireraft. The outside fire en-
vironment at Denver, while intense enough to
produce some injury, was not suflicient to cause
death (except in the S8§-year-old woman who
died later).

Table 23 compares the nge means of injured
and uninjured survivors of the three accidents.
At Denver, the age means are nearly identical for
bothh male and female survivors in the 1st-class
cabin and for males in the 2nd-class cabin. There
is o strong and statistically significant difference
among the females in 2nd-class, with the injured
women averaging about 17 years older than those
uninjured. Again, the sample sizes for females
are too small for any meaningful comparison at
Salt Lake City and Rome. Salt Lake City males,
however, do display a significant difference with
the uninjured averaging about 10 years younger
than the injured. At Rome, nninjured males were
also slightly younger but the results are not sig-
nificant. As previously mentioned, it is probable
that the second explosion at Rome killed the more
seriously injured of those already outside the air-
craft, thus obscuring some otherwise strong age

TaBLE 23.—Age comparisons of injured and uninjured
survivors of Denver, Salt Lake City, and Rome
accidents.

Males Females
Mean Mean
N Age N Age
(yrs.) (yrs.)
Denver (l1st-class)
Uninjured____..__ 24 50. 4 7 55.1
Injured_ _________ 2 50.5 5 56.8
Denver (2nd-class
Uninjured________ 13 47.4 12 37.2 ¥
Injured. ____.__.__. 6 45.8 17 54.5

Salt Lake City

Uninjured________ 9 3L, 0} *k o 47.0
Injured_______._... 29 41.9 3 35.0
Rome
Uninjured..-_._-- T 34.0 0
Injured. _________ 7 36.7 3 43,7
*Student's—t=3. 136 p<.01 (27 dp)

**Student's—t=2.77 p<.01 (36 dy)



differences in the males. The significant age dif-
ference in Salt Lake City males is not unexpected
since age was also a factor in determining male
survival. The Denver results are more difficult to
explain since it is hard to see why age would af-
fect 2nd-class female injuries, but not those of
2nd-class males or 1st-class passengers of either
Sex.

In the analysis of mortality statistics it was
shown that, as a group, old males, adult females,
and children were poorer survival risks than
voung adult males. In Figure 37, the mean injury
severity ratings of the two groups are compared.
Both groups show the same pattern of linear rise
observed in the overall severity ratings (Fig. 36),
but the combined mean of children, females, and
old males is consistently higher than those of
voung males, indicating that this group is liable
to suffer more frequent and more severe injuries
than the young males as well as contributing a
significantly larger share of fatalities.

Effects of Nationality. In the Salt Lake City
and Denver crashes only a few of the passengers
aboard were non-U.S. Nationals. In Rome, 9
nationalities were represented with U.S.A. fur-
nishing 32 (51.6%) of the total adult passenger
load (Table 24). Other nationalities represented

TasLe 24.—Survivors and fatalities of Rome Crash
grouped by nationality and sex.

Survivors Fatalities
Nationality
Male Female Male Female

USA_ ____________ G 2 12 12
Australia___________ 0 0 0 2
Canada____________ 0 0 1 0
Franee_____________ 2 0 1 3
/7.3 AR 3 0 1 2
W. Germany_ ______ 1 1 0 2
BEthioplave o vonne s 2 0 1 0
India______________ 0 0 1 0
Philippines_________ 0 0 0 1

Survived Died
“English-Speakers’ __ 8 27
“Non-English-Speakers" 9 12

Chi-square=2, 483, not significant

among adults were French (6), Italian (6), Ger-
man (4), Ethiopian (3), Australian (2), Cana-
dian (1), Filipino (1), and Indian (1). These
categories are too small for statistical analysis
but, to see if linguistic or cultural differences may
have had some detectable influence, the English-
speaking nationalities (U.S.A., Canada, and Aus-
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tralia) were lumped and compared with those
passengers from non-English-speaking nations.
Only 22% (8 out of 36) of the “English™ survived
compared to 459 (9 of 20) of “non-English™
group. However, these differences are not sta-
tistically significant. No differences are apparent
in the differential survival of the sexes within the
various national groups.

Survival Gradients in the Rome Accident. The
passengers of the Rome accident ecan be divided
into three groups: (1) survivors, (2) offboard
fatalities, and (3) onboard fatalities. The 17
survivors represent those passengers who had put
enough distance between themselves and the air-
craft to escape the later—more intense—explo-
sion. The 19 whose bodies were found outside
the aircraft and the 2 who died later in hospitals
had succeeded in finding an exit but were still
too close to survive the second blast and flash fire.
The 24 fatalities found onboard had heen unable
to get to an exit when the explosion occurred.
Figure 38 presents the seat-exit distance, adult
sex ratios, and ages of male adults of the three
categories.

Four children died onboard ; two died offboard
and none survived. Among the adult females, a
similar decline is noted with 15 fatalities onboard,
7 oftboard, and 3 survivors. In adult males, the
gradient is reversed with 5 fatalities onboard, 12
offboard, and 14 survivors. Stated differently,
the ratio of adult males to adult females increases
from 0.33 for onboard fatalities to 4.67 for sur-
vivors with the offboard fatality ratio inter-
mediate at 1.71.  Among males, a similar gradient
exists in respect to age, with the ratio of those
under 40 to those over 40 being 0.20 for on-
board fatalities, 1.00 for offboard fatalities and
2.50 for survivors. Mean values for seat-exit
distance decline from 4.6 among onboard fatali-
ties to 4.5 for offboard fatalities, and 4.1 for
SUrVIvors.

Thus, the existence of such gradients within
the passenger population of a single accident pro-
vides some internal support of the overall findings
that age, sex, and seat-exit distance interact to
determine survival probability.

Test Evacuations and Accidents. Many safety
regulations, as well as exit configurations, equip-
ment requirements, and evacuation procedures are
based on the study of simulated evacnations con-
ducted by FAA and industry. Conduct and de-
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Frorre 37, Mean injury severity ratings of young males (16-55 years) compared to eombined mean for children,
females, and old males (56-+years). (Numbers in parentheses=NXN.).

sion of these tests vary but, in general. they con- Institute (CAMI) in 1967. The purpose of
form to certain criterin regarding composition of  these tests was to evaluate the comparative ef-
passenger load, test procedure and environmental fectiveness of existing single-door and window
simulation set forth by the TFederal Aviation  exits with a new, double-door (Type ) exit, A
Administration.” While every reasonable attemapt  detailed deseription of the test procedires has
is made in such tests to simulate actual emergeney been wgiven elsewhere™  Ilere it 1s sullicient to
condifions, it is obvious that they must neces-  note that 250 unpaid volunteers were used in each
sarily fall short in some respects. The volunteer test.  In both tests, evacuation was conducted
subjects, for example, to some extent must be pre- from a wooden mock-up of the Lockheed version
briefed or otherwise aware of the test's purpose: of the proposed SST* wooden ramps were sul-
the use of real fire and smoke is alzo, naturally,  stituted for escape slides, and evacuation was con-
out of the question. In general, haste, but not frolled by professional airline stewardesses and
panic is the human behavioral element elicited flight-decl crew. \ge and sex composition of the
but, as we hiave seen, it is the confusion, dizorder, passenger loads were within lmits (7077 male,
and panie of actual emergency that influences the 506z female, 5-107¢ less than 12 vears, 5%¢ above
outcome of emergency evacuation in ferms of the 60 years) prescribed in FAR 121:201, In the
differential survival rates wmong varions seg- first test, evacuation was from the richt side of
ments of the passenger population. the aireraft using all seven available exits (4 door

. . . - a - =Y. 3 S 2 R )~
To compare accident and test evacuations, data A1 3 window) s in the second fest. evacuation

were taken from two of a series of evacuation

*This version is very similar in interior searing arrangement

studies condueted !J,\' FAA's Civil Aeromedieal to the Doeing 88T under construetion,
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was from the left side nsing three double-door
exits (Fig, 39), Passengers and crew were clear of
the aireraft in 70.6 seconds in the first test and
49.0 seconds in the second test. The evacuation
order from each exit was documented by high-
speed motion pietures with individaal passengers
identified by numbered cliest placards. Initial
seating within the cabin was random except that
families were allowed to sit together.

The SED and SUD distances have not heen
computed and compared for these two tests, but
inspection of the seating diagrams in which each
occupant is coded according to the exit he used
makes it apparent that evacuation was orderly.
In general, the passengers broke into clean-cut
bloes, each proceeding to the nearvest exit. Of the
560 passengers involved, only two, the occupants
of seats I and F. row 56, of the first test appear
to have traveled unnecessarily far to reach an
exit. This orderliness contrasts strongly with
the patterns of exit selection observed in the
aceidents considered in this study.

Using the filmed evacunation zequences, the
passengers were divided into groups of ten decile
inits according to their order off the aireraft.
The number of adult males, adult females, and

children within each decile unit was then deter-
mined. The cumulative percentages of adult fe-
males (Fig. 40a) and children (Fig. 40b) were
then plotted against those of the adult males. If
sex and age play no part in determining the
order of evacnation, we would expect the relation-
ship to be isometric and linear. In other words,
when a given percentage of adult males were
outside the aireraft an equal percentage of the
more vulnerable groups should also have been
deplaned. An examination of the figures shows
that, in the tests, this appears to be the case.
For example, when 55% of the adult males had
evacuated, about 50%% of the adult females were
ontside the aireraft in the first test and about
G0% in the second. In both tests, about 60%% of
the children were off the aireraft at this point.
Had an explosion occeurred at this point killing
those still inside the cabin, a little better than a
fair and proportionate share of women and
children would have survived. In contrast, at
Salt Lake City when 55¢% of the adult males
had escaped, only 23% of the adult females and
none of the children were outside the aireraft.
At RRome, about 857 of the adult males (inelud-
ing those who died outside) were out of the air-
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percentages in the three accidents,

craft when the explosion ocenrred but only 407
of the adult females and one-third of the children
had deplaned at this time. Among Denver 2nd-
class passengers, however, the point for adult
females falls nearly on the regression line and
that of the children only a little below. In other
words, Denver passenger behavior appears sim-
ilar to that of the test subjects insofar as it is
reflected in these statisties.

o
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The final figure (Fig. 41) shows the differences
in mean age of those adult males still onboard
and those already outside the aireraft during the
two test evacuations, At any stage of the evac-
uation, points falling above the line indicate that
those who had deplaned were older than those still
onboard: points falling below the line indicate the
reverse. For example, when 50% of all adult
male passengers had been deplaned, the mean
age of those males outside was about 1 year less
than those still inside in the first test, but about
2 years greater in the second. With the excep-
tion of the mid-portion of the first test, older
males tended to have precedence in evacuation.
At Salt Lake City and Rome, in contrast, the
mean age of those fatalities still onboard the air-
eraft exceeded that of the survivors by 6-8 years.
Denver, again, conforms closely to the evacuation
test observations with younger fatalities and
older survivors.

IV‘

In aireraft accidents in which decelerative
forces do not result in massive cabin destruction
and overwhelming trauma to passengers, survival
is determined largely by the ability of the unin-
jured passenger to make his way from a seat to
an exit within time limits imposed by the thermo-
toxic environment. In this paper, three such
“evacuation accidents™ have been analyzed from
the standpoint of biobehavioral factors influ-
encing escape. Based on descriptive evidence,
the three accidents could be graded into a series
based on the environmental lethality: (1) mild.
Denver DC-8. “primarily smoke,” (2) infer-
mediate: Salt Lake City 727, “smoke and cabin
fire,” and (3) ewxfremer Rome T0T, “fire and
blast.” This continuum is also objectively re-
flected in the overall death tolls, the severity of
survivor injuries, and inversely, in the blood car-
boxyhemoglobin values of the fatalities. Judg-
ing from subjective assessments, based on witness
statements, passenger behavior generally paral-
leled the environmental intensities, heing rela-
tively calm at Denver and extremely panicky at
Rome.

Summary and Conclusions.

In all three accidents, the distance between in-
itial seat location and the nearest usable exit
tended to be greater among fatalities than sur-
vivors. This leads to the not unsurprising con-
clusion that it is better to sit closer to an exit
than farther away. Of more significance, how-
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ever, is the fact that many passengers sacrificed  and sex on survival probability was more ap-
an initial advantage by attempting to escape from  parent in the Salt Lake City and Rome accidents

more distant exits and thereby became fatalities.  than at Denver. In the latter accident, where the
While some such decisions may have been “ra-  evacuation was carried out with a minimum of
tional"—that is, made because nearby exits ap-  panie, initial seat location (which determined

peared to be blocked, crowded, or otherwise  position in the evacuation line) was a greater
inaccessible, evidence indicates that many were  factor than age and sex in determining fatalities.
based on lack of familiarity with exit configura- When the reconstructed evacuation patterns of
tions or through panic. Such findings suggest  these three accidents are compared to the sim-
that more intensive preflight briefings on exit  ylated emergencies of evacuation tests, shortcom-
use and location are important, They also reflect ings of the latter become apparent. The tests,
the necessity of positive and direct crew assistance  despite elaborate attempts to simulate the real sit-

throughout the actual evacuation. uation, fall far short if the factors of age and sex
In general, young adult males are the best sur-  as related to evacuation order are used as indices

vival risks: adult females, elderly males, and  in determining the disorder and confusion of ac-
children are more prone to injury and also more  tual emergency evacuations. While such tests are
apt to become fatalities. The influence of age  valuable in establishing minimum evacuation
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times for a given configuration, the findings of the
present study should encourage extreme caution
in any attempt to extrapolate test results to ac-
tual emergencies. At present, test subjects gen-
erally make for the nearest exit when the signal
for evacuation is given. That they do so almost
unerringly is apparent from a detailed examina-
tion of Figure 39 which shows that with a few
exceptions the nearly 300 occupants in each test
divided themselves into clear-cut bloes based on
the location of the nearest opened exit. Missing in
the tests is the confusion and chaos produced
through many passengers choosing more distant
exits. Perhaps more realistic and valuable data
could be obtained if some disorder were *pro-
gramed” into such tests by randomly preassigning
exits to subjects without regard to their initial
seat locations.

The three accidents considered here do not
form a random sample of emergency evacunations.
Each year, several dozen passenger aireraft are
evacuated under emergency conditions with the
occupants escaping unharmed or with injuries
limited to relatively minor mechanical trauma.
The stimuli triggering such emergencies nare
usually minor or non-existent—small cabin fires
or suspected bombs are examples. Extreme
events, as occurred at Denver, Salt Lake City, and
Rome, are fortunately rare but, unfortunately,
are the ultimate tests of the effectiveness of the
engineering and human factors which interlock
to form an evacuation system. The results offer
no cause for complacency on one hand nor despair
on the other. These accidents ocenrred in the
early 1960's; had they happened a decade ear-
lier—when ropes were still in vogue as escape de-
vices and crew training in emergency procedures
a sometimes neglected and haphazard process—
the toll of injury and death would have un-
doubtedly been higher.

However, the results must also be measured
against the future as well as the past. Given the
thermotoxic environment of these three acecidents
in the 1970's, will the escape devices and crew
procedures now available be sufficient ?

Inflatable slides may be taken as a specific
example. From the time of their introduction in
the late 1950's to the present, steady improve-
ment in mounting and inflation methods have sig-
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nificantly decreased the time reqnired for their
deployment. Yet in these three accidents, less
than 15% of the 261 passengers involved iere
able to escape on fully-inflated and functioning
slides (about 20 at Denver, through 2nd-class
ealley door; about 15 at Salt Lake City, through
front passenger loading door: none at Rome).
Several of the slides exploded and burned after
they were deployed and at Denver, in particular,
the burning slide debris below the threshold con-
tributed significantly to the injuries of later pas-
sengers who were forced to jump. Larger, longer,
and more rapidly inflatable slides have been
developed for the larger aireraft of the 1970’s and,
while technologically impressive, merely repre-
sent a “scaling up” necessary to meet the require-
ment of higher threshold-to-ground distances and
bigger passenger loads. Significant progress in
fire-proofing materials used in slides has not been
made. Such scaled-up slides, once deflated and
burning, will provide larger fires into which pas-
sengers will be forced to jump from greater
heights.

The findings that females, the elderly, and
children face greater survival risks is not unex-
pected and is probably not a peculiarity of air-
craft disasters. “Women and children first” is a
cry, that down through the ages, has undoubtedly
been more often uttered than honored and in
ship wrecks, fires and natural disasters these
more vulnerable individuals have probably always
contributed disproportionately to the toll of vie-
tims.  Yet the statistical evidence demonstrates
that chances of survival are to some extent af-
fected by as vet ill-understood biobehavioral
factors. For example, are adult females poorer
survival risks merely Dbecause they are smaller
and less strong than competing males, because
they wear more flammable attire, or because they
react differently in crisis situations? If the latter
Liypothesis is found to be true, are the sexual dif-
ferences in behavior due to less passenger ex-
perience and lack of familiarity with the aireraft
or to deeper psychosocial and cultural factors?
The solution of such problems will require more
intensive “in depth™ studies of passenger behavior
in actual erisis.  The potential contribution of
behiavioral seientists as direet participants in the
investigation of accidents such as these will be
valuable.
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