RISK MANAGEMENT

Risk Management,
Military Style

Especially in military operations, it’s impossible to
eliminate risk, but it can be minimized. Mamny of their
risk-management technigues can apply to your flying.

BY HUGH V. TILLMAN, LT. COL., USMC (RET.)

o matter what we do in an
N aircraft, we cannot eliminate

risk entirely. Instead, we can
manage that risk and take positive
steps to mitigate or reduce it; in rare
cases, we may even be able to elimi-
nate it. An example of the latter
might be cancelling a trip for poor
weather, or because of a mechanical
issue. But we should be mostly con-
cerned with mitigating and reduc-
ing the risks our flying poses.

Of course, there are many ways

to accomplish these goals. I believe
most of us in general aviation have
sat through a presentation or semi-
nar discussing risk management.
While serving in the U.S. Marine
Corps, I sat through those classes as
well as taught them, and T always

came away with the same question,
“How will this reduce the mishap
rate?” Given the resources avail-
able, along with the missions, the
military’s way of managing risk
can’t be implemented by the aver-
age GA pilot. But it’s worthwhile to
examine the military’s risk-manage-
ment process. Using it as a template,
then taking some simple steps and
applying its techniques over time,
on our own, can help reduce the GA
mishap rate, before someone does it
for us.

SCHEDULING/FITNESS

At least in peacetime, the pilots
and aircrew of a military flight

squadron generally know when
they’re going to be flying and

work their schedules around those
demands. When personal life
intervenes, they submit a request
to be taken off the flight schedule,
but with the full understanding it
might not be granted.

In the GA world, we usually
schedule our flying to stay clear
of major life events, but that’s not
always possible, especially when ac-
tively using an aircraft for personal
or business transportation. If you're
involved with a busy Part 135 opera-
tion, FBO or flight school, you likely
know ahead of time when demand
will be greatest. Having available an
extra instructor or two, or another
standby flight crew, helps spread out
the workload and ensure everyone
operates as efficiently as possible.

Military units are all about pair-
ing the juniors with the seniors
because, one day, the junior crew
member will be senior. More expe-
rienced pilots/aircrew are paired
with the less experienced to teach
and mentor. Every flight is treated
as a learning opportunity for all
involved. On the GA side, does your
Part 135 or FBO do this? Although
taking along a more-experienced
safety pilot might not be practi-
cal for many personal flights, it’s
definitely something to consider if
you're a freshly minted private or
instrument-rated pilot, or if you're
flying new-to-you equipment.

Ensuring we're fit to fly is another
area in which the military’s vast
resources are brought to bear but are
difficult for the GA pilot to replicate.
The military method ensures lots
of intrusive flight physicals and
constant monitoring. But much of
that is impractical in the GA world.
Yes, we get the appropriate medical

A U.S. Marine Corps AV-8B Harrier of VMA-
214 isshown at Eielson Air Force Base during
atrainingexercise. Military flying has unique
risks—forone, they usually carry things that
go boom—butthewaythoserisks are man-
aged pose lessons for personal aviation.
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certificate and keep it current, but
between those visits to an AME,
we'Te on our own.

As discussed earlier, our personal
lives often affect our schedules, but
they also can have an adverse im-
pact on our ability to keep our mind
on the tasks at hand. It’s hard to
think clearly about this afternoon’s
flight home when contemplating a
pending business deal, family up-
heavals or other personal stressors.
Meanwhile, could you stand to lose
a few pounds, lower that cholesterol
a few points or drop that blood pres-
sure a little? Doing so will not only
help you feel better, but also will
reduce your risk when flying.

TRAINING/PROFICIENCY

While serving in the Marines, I
was quizzed each year on a writ-
ten exam, orally quizzed in the
preflight brief and quizzed further
while flying the aircraft. Every
year, once for a standards check
flight and again for an instrument
check. Squadron pilots all take
monthly exams and get classroom
training in systems, tactics and
procedures. Overkill? Not when you
consider the complicated, some-
times-classified systems the mili-
tary deals with.

Many GA operations, especially
Part 135 crews, go through a similar
testing process. For the rest of us, is
a flight review every two years re-
ally enough? It can be, if backed by a
comprehensive training plan.

If you don’t have an all-encom-
passing training plan, create one.
Monthly, sit down to review a sys-
tem or a few emergency procedures.
Make a scheduled trip a learning
experience by taking along a safety
pilot or CF1L. Shoot a complicated ap-
proach in VFR for practice. Discuss
diverts or the ever-favorite topic of
weather.

I don’t believe a Cessna driver
should be required to complete the

MILITARY RISK MANAGEMENT

The procedures and methods
described in this article’s main
text are derived from Marine
Corps squadrons involved in
high-risk missions. Of course,
“high-risk” (hopefully!) doesn't
describe your everyday flying.
But when applied in the right
amount and way, | am sure they
can be of use to the post-solo
student all the way up to the
experienced Part 135 operator.
The military was driven to cre-
ate these procedures and meth-
ods because at some point,
someone didn’t do these things
and ended up in what’s called a
“smoking hole.” No one wants
to see that happen. Consider
the following questions you
might want to ask yourself as a
way of applying some risk-man-

agement tools to your flying: Top, an MV-22 Ospreysimulatoris pictured. Bottom,

PERSONAL SCHEDULE? a C-130 lands on a dirt airstrip at Ft. Bragg, N.C.

Modern life means our schedules

often are pulled in different directions. When we're using an airplane to help
meet the challenges, we can be tempted to cut corners: skip a detailed preflight
inspection, postpone a visit to the avionics shop, “forget” about recurrent train-
ing. Most of the time, slackening up on your routine won't have consequences.
But when it does, it might be too late to do anything about it.

Civilian pilots generally “self-certify” themselves as being fit for flight. Bus be-
tween visits to the AME, stuff happens. Even if we're not bedridden with some
contagion, there are any number of stressors in our everyday lives—job iy
finances—to take our minds off the task at hand. None of us wouls Sy wieh 20
iliness, but we'd certainly consider doing so when we're just dstaci=s by _ife
We always should be at our best when in command of an airera™ 200 we aen t
when external factors take our mind off the tasks at hand.

TRAINING AND CURRENCY?
You're instrument-rated and about to launch into 500/2 with the
levels and fly that weather all the way to your destination 250

has only an LPV approach. You've shot a lot of ILSes lately, but when |
time you shot a non-precision approach to minimums? Are you e |
current? Night current, too? )

FLIGHT PLANNING?
Are you a “kick the tires, light fires, we'll make it up as we oo™ ke
loathe calling Flight Service and wasting time on hold? Fesl
weather the airlines can? If you had taken a moment to get
briefing, you'd know about that building line of thunderstomms
and that your destination’s only runway is Notamed closed
And you obviously haven't called Flight Service in the last y=
are almost non-existent.

il
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THE AVERAGE GA PILOT CAN'T USE THE SAME TOOLS AND

RESOURCES EMPLOYED BY MILITARY OPERATORS, BUT

HE OR SHE CAN USE OTHERS, TAILORED TO THEIR NEEDS,

GEOGRAPHIC AREA AND EQUIPMENT.

same level of review and training
required of military crews, but I
think we all need more than an
every-two-year check on our knowl-
edge and skill.

Develop a plan that works for
you, which might include the local
FBO’s or pre-solo quiz for its stu-
dents. For Part 135, pick a system or
emergency procedure and review
it en route or in the preflight brief-
ing. Also, AOPA offers very modern,
up-to-date online courses covering
a myriad of topics, all of which are
tied to the FAA’s Wings program.

I recently earned enough credit to
extend my BFR another two years
and saved some money.

PLANNING/BRIEFING

Military pilots may spend days on
a mission plan. At a minimum,
they spend a few hours. Detailed
weather, airspace, formations and
other concerns are all briefed in

great detail. I am not advocating
the GA pilot expend this amount
of effort, nor do I believe it is
necessary. But we can take steps to
build our situational awareness.

Get an outlook briefing the night
before to help shape your or the
passengers’ expectations. Study
the airfields and airspace you'll be
flying in. Check the dates on your
publications. Are they current?

Going back to the military re-
sources theme, every flight flown
by a squadron gets attention from
the Operations Duty Officer, who
gathers, sorts and briefs weather,
Notams and other flight-planning
data. Of course, the GA pilot is
required to do this as well, but can
often face an overwhelming amount
of data.

Modern automation—includ-
ing Duats, various other online
resources, tablet computing and
appropriate software—is mak-
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ing the task more user-friendly

but much of this “help” isn't fully
baked yet. Often, a call to Flight
Service is still necessary, if for no
other reason than to verify TFR
status. I personally have every
ASOS, AWOS and ATIS on speed
dial for every airport near me, This
makes my flight planning a lot sim-
pler and more self-contained. That
might be overkill for some pilots,
but when your iPad can’t get on
the Internet from some dark ramp,
you'll still be good to go.

VISITS WITH ATC

Marine Corps aviators at most
bases get a mandatory visit from
the base’s air traffic controllers
when they do their annual instru-
ment ground school. In the GA
world, we can invite the local
controllers to our FBO, flying club
or the next fly-in. Offer them food
and a chance to talk and [ am
sure they will jump at it. While
they are visiting, ask them how
you can help them or where their
friction points are. Working well
with controllers is about building
a trusting relationship. Tt can start
from the moment you check in on
the frequency, correctly or incor-
rectly. Try building some of that
relationship while you are on the
ground sharing a beer with them.
It will go a long way.

Another point is to do the same
with the weather folks. If you still
have an active FSS in your area, get
to know them as well. If you don't,
call up WX Brief and ask them if
they have a spare 10 minutes to
review local weather patterns in
your flying area or review the basics
of fronts, high and low pressure

Planning military flight missions can occur
days or weeks before takeoff. How often does
the average GA pilot engage in planning that
far in advance, or with specialists engaged in
disciplines as diverse as maintenance, ATC,
meteorology and aeromedical?
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" CONTINUOUS TRAINING

MANAGE YOUR MAINTENANCE

oo
Airplanes aren't falling out of the sky due to poor maintenance, / :
but knowing your aircraft’s status is invaluable. Regularly meet °
with your A&P to review AD, inspection and preventive maintenance needs, then heed their advice. Don’t scrimp on repairs,

but take the time to get your hands dirty and understand what’s going on with all those systems.

MAXIMIZE YOUR OPERATIONAL INFORMATION
Put simply, there’s no such thing as too much knowledge about your operations.

characteristics, or review a weather
synopsis with you.

OPERATIONAL RISK MANAGEMENT
Prior to every single flight, a USMC
aviator will complete an operation-
al risk management (ORM) work-
sheet. Over the years, | have seen
this process develop from a simple
question-and-answer format to a
very complicated spreadsheet with
numeric values representing risk
levels. The bottom line is to iden-
tify aspects of your upcoming flight
that involve risk and take positive
steps to mitigate it. On the civilian
side of things, AOPA’s Air Safety In-
stitute offers a very similar online
risk assessment tool. It’s available at
http://flash.aopa.org/asf/flightrisk.
Another option is to just take five
minutes and consider what you are
doing, identify some of the inherent
risks and mitigate them. For exam-
ple, on a long cross-country flight,
add an intermediate fuel stop.
While you're on the ground, use the
opportunity to hydrate yourself. If
you are a student pilot, a Part 135
pilot, or a CFI spending time in a
cockpit, you will sweat. Plus, the

reduced humidity at altitude will
dry you out. Losing so much liquid
from your body has been demon-
strated to impair a pilot’s perfor-
mance and decision making. You
can fight dehydration by carrying
some bottled water, of course, but
you'll also likely increase the need
to stop while en route.

Set some personal minimums and
stick to them. Remember: What is
legal isn't always safe and prudent.

FLY LIKE THE MILITARY?
As a rule, general aviation pilots
don't fly the same missions or
equipment as their counterparts in
the military. They also don’t have
the highly refined support network
back at the local airport, or a well-
defined set of rules under which to
operate. The average GA pilot can’t
use the same tools and resources
employed by military operators, but
he or she can use others, tailored
to their needs, geographic area and
equipment, with similar effective-
ness and a favorable impact on
managing risk.

One of the chief differences is
the military pilot has a lot of the

risk-management tasks performed
for him, or they are built into the
system. By contrast, the average

GA pilot has little to none of these
checks and balances built into their
everyday flying. Thus, it's up to each
individual pilot to use the various
tools available to them—many of
which we've outlined above—to
identify and mitigate the risks their
flying impose.

Although applying the military’s
risk-management protocols to the
average GA operation is impracti-
cal, doing the small things, making
them a habit and payving attention to
the details will reduce vour risk and
assist in making GA safer and sta-
tistically more friendly to those in
charge of budgets and rulemaking.

Hugh Tillman is a former Marine
Corps Squadron Commanding Of-
ficer with over 4300 hours in both
multiengine turbine helicopters and
airplanes. He holds FAA ATP, CFI-I,
(airplane and helicopter) and MEI
certificates, is a former Aviation
Safety Officer and Weapons and
Tactics Instructor. He can be con-
tacted through www.hawaiicfi.com.
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