
RISK conf'd. 
and pay" may be better. 
However, even with considerable 
familiarity and experience, the 
"fear" may never be completely 
replaced by "fun". 

Why some pilots would and 
some pilots wouldn't do certain 
things might also be partially 
explained by what they use to 
determine the risk. Questions 1 
and 5 are good examples. 

The person who enjoys 
casino gambling and betting on 
the horses would definitely 
answer "yes" to 1, and probably 
"yes" to 5. She would measure 
the risk by the odds and the size 
ofa potential gain. In this case, 
she sees the one-to-one odds that 
she will make $100.00 as a 
terrific opportunity. One that she 
would take any and every time it 
is offered. 

On the other hand, the 
non-gambling conservative 
would probably answer "no" to 
1, and definitely "no" to 5. He 
would measure the risk by the 
odds and the size ofthe potential 
loss. He would look at this as a 
one time event. With one flip of 
the coin his chance of losing is as 
great as winning. 

I'Some [pilots1 would 
accept a risk that 
others would not." 

However we explain why, 
all pilots do not respond the same 
way to risks. 

The third point is that an 
individual pilot wiu, at times, 
do something he normally 
would not do. Here, the decision 
to accept a risk is influenced 
strongly by the potential gain. 
Questions 8 and 10 help to 
explain. "No" is a common 

answer to 8. Evidently most 
pilots would not hover at the 
edge of Niagara Falls for a friend 
to get some terrific photographs. 
But, most of those same pilots 
answer "yes" to 10, and would 
readily hover in the same 
position to attempt a rescue. The 
risk is essentially the same. But 
the benefit is considerably 
different. Obviously the potential 
to save a life is a strong influence 
on taking a risk. 

This varying willingness to 
take a risk in order to achieve a 
gain need not always be related 
to something as dramatic as a 

life-saving mission. The gain 
may be something as mundane as 
trying to impress someone, to get 
a thrill, or simply to save time. 
These are subtle but frequent 
situations. The junior pilot who 
attempts a mission under 
marginal circumstances because 
he has seen the senior pilots do 
it. The gain for this pilot is to 
achieve equal status with the 
pilots he respects. The normally 
conservative pilot who cannot 
resist the opportunity to make a 
high-speed, low-level run along 
the river just for the fun of it. The 
gain is the thrill from the high 
speed and some element of 
danger. The pi/ot who will 
knOWingly load the helicopter 
over maximum gross weight to 
save the time it would take to 
make a second trip. 

Just like the person who 
won't buy a lottery ticket until 
the jackpot gets to be huge, pilots 
will sometimes take risks that 
otherwise they would not. 

"The p'otential to sare 
a "fe is a strong

influence on taking a 
risk." 

Is risk absolute, or is risk 
relative? From what we've 
discussed it is both. Some pilots 
would never accept certain risks. 
Other pilots would. Some pilots 
would accept certain risks if the 
circumstances and benefits are 
right. Assessing and accepting 
risk is an extremely complex 
process that must consider many 
factors, and is often constrained 
by limited time. It is often a 
subjective decision making 
process, and is certainly not an 
exact science. Although 
inconsistent from one another, 
each pilot has an ability to assess 
risk. This inconsistency may be 
due to the fact that currently 
there is no universal civil 
requirement for formal pilot risk 
assessment training. Generally, 
pilots develop this judgement by 
observing Federal Regulations, 
company operational standards, 
and the actions of their peers. 
But each pilot is unique in his 
ability to determine and to accept 
risk. For these reasons we should 
be careful in applying our own 
standards to judge another pilot 
who we consider too wimpy or 
too wild. We should recognize 
that we are all subject to many 
factors, some of which are very 
strong, that affect our ability to 
determine and willingness to 
accept risk. 
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A DAY TO HE E BE 
by WOODY F ANTZ/I TC 

Recollections ofa "routine" 
fUeling operation that blew up in 
the pilot's face. 

On 26 May, 1986, after 
enjoying a nice long 

weekend with my family in 
Tulsa, Oklahoma, I flew from 
Harvey Young Airport to 
Mangham Airport in Fort Worth, 
Texas. It was Memorial Day and 
the flight in my Luscombe was a 
joy. The air was smooth and the 
visiblity was unlimited. I 
remember hating to put old 
number 1985B in the hangar 
because it seemed to be a perfect 
day for flying. 

Gasoline Transfer 
I had recently rejoined Bell 

Helicopter Textron and was 
staying with my mother-in-law in 
Fort Worth until my wife and I 
could find a house and move 
back to Texas. I decided to get 
some fuel at the nearby service 
station and top off the 
Luscombe's tanks. I have an auto 
gas STC from the Experimental 
Aircraft Association and had 
been using auto gas for several 
years. For the last year or so I 
had been using a plastic 
(polyethelyne) jug which would 
hold 16 gallons of gasoline. 

The jug was rigged with a 
Schrader valve for applying air 
pressure to dispense the gas and 
pick-up near the bottom of the 
tank. The dispensing hose had a 
ball valve at the end so the gas 

could be shut off when the tank 
was full. 

I had transferred over 400 
gallons ofgasoline via this jug into 
the wing tanks ofmy Luscombe 
without any problems. Thejug was 
always filled by means of a large 
funnel which was fitted with a fine 
mesh screen for filtering. Although 
this setup appeared to be perfectly 
safe, it was an accident waiting to 
happen. 

At 5:30 pm on Memorial Day, 
1986, that accident happened. I was 
filling the jug and had just lifted the 
funnel to see if there was more room 
for gasoline. The jug was inside my 
Chevy Suburban, just behind the 
driver's seat (the rear seats were 
folded down) and I was standing at 
the left rear passenger door. 

Since the gasoline wasn't 

at the top, I added a little 
more to the funnel. While it 
was running out slowly, due 
to the fine mesh screen, I 
lightly touched the the gas 
nozzle to the funnel to avoid 
spilling the last few drops. 

Into Flames 
Suddenly the the gasoline in 

the funnel burst into flames. 
Apparently all the conditions for 
generating static electric sparks 
were perfect and the the mixture 
of air and gasoline vapors at the 
spark was ideal for combustion. 

"This setup appeared 
To be perfectly safe." 

The static electricity was 
generated by the gasoline 

continued on next page 
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REMEMBER 
cont'd. 
swirling inside the container, and 
was discharged through the 
funnel to the grounded hose at 
the service station. 

My first reaction was to get 
the burning funnel away from the 
jug containing all that gasoline. I 
grabbed the funnel and tried to 
throw it. Needless to say, this 
only made the situation worse. I 
realized quickly the fire was out 
of control and that there were 
flames coming up all around me. 
All at once I was on fire too! I 
remember thinking not to inhale 
the flames as I ran from the 
concrete apron to an area of grass 
and dirt. I dove to the ground and 
rolled over and over. 

"The flames 
had engulfed 

my face, 
arms, chest 
and back." 

They couldn't be put out 
by my rolling on the ground 
and I screamed for water. The 
service station attendant 
helped me get under the 
faucet on the side of the 
building. That put out the 
flames and was somewhat 
soothing to me. My polyester 
and cotton shirt had turned 
into burning plastic. 

"The next 
thing I 

remember is 
waking up 
nine weeks 

later!"
 

The flames had engulfed my 
face, anns, chest and back. 

I was conscious of all that 
was going on around me, but had 
no idea how badly I was injured. 

A Care-Flite helicopter took 
me to Parkland Hospital in 
Dallas, where there is one of the 
best bum units in the country. 
Ironically I was taken in one of 
my company's Jet Rangers. 
During the flight I was given 
morphine for my pain, after 
which I passed out. The next 
thing I remember is waking up 
nine weeks later! 

During that time my family 
wasn't given any hope for my 
survival. I had developed serious 
infections, pneumonia, heart 
problems, and other 
complications. 

On top of all that my kidneys 
and liver failed and I was put on 
hemodialysis. The doctors had no 
hope because no burn victim had 
ever survived dialysis since they had 
first started using it in the burn center 
in 1956. As far as I know I'm still 
the only one. The doctors and nurses 
called me the miracle patient. 

The final tally was that I had 
2nd and 3rd degree bums on 
52% of my body. The blue jeans 
I was wearing saved my lower 
body (because natural fibers are 
more protective against fire). My 
arms and hands have skin grafts 
from my legs and thighs. 
Leaving the hospital was only the 
beginning, I could not walk, 
stand up, lift anything or even 
tum over in bed. The 12 weeks 
in bed at Parkland Hospital had 
rendered my muscles useless. 
Atrophy had taken its toll. 

Recovery Proceeded--Not 
a Quitter 

Once I had regained 
consciousness and my condition 
started improving, recovery 
proceeded at a fantastic rate. I 
am not a quitter. I worked hard 
with therapy, pushed myself 
mentally and physically and got 
back to work 4Y2 months after 
the accident. I took another flight 
physical and have been flying the 
Luscombe again, including hand 
propping it. I soloed the 
Luscombe from Tulsa where a 
friend had kept it for me, to its 
new home at Grand Prairie 
Airport the week after 
Thanksgiving. That trip from 
Tulsa to Texas was a little 
emotional for me. I cried as I 
flew over all the familiar 
landmarks and took in all the 
beautiful countryside. I decided 
That everything was going to be 
all right and that I would be able 
to do all the things I could do 
before that terrible day in May. 

---w­
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n the last issue ojthe 
Human AD we asked "How 

do you determine that the 
helicopter you are flying will 
have the performance capability 
necessaryJor you to conduct the 
missions/maneuvers you are 
planning? 11 The answers we 
received could be put into the 
following categories: 

• Past experience. My 
conditions don't change much. 
About all I have to watch is gross 
weight. If that is ok I know I can 
take off, hover, and land. I don't 
go too far from my base, so fuel 
is not a problem. 1fT have 
something out of the ordinary I'd 
refer to the performance charts. 

• We frequently go up into 
the Sierra Nevada Mountains. 
We always check the Hover 
Performance Charts for our 
weights and expected altitude/ 
temperature combination. We 
also, of course, plan for a 
standard reserve at fuel stops. 

• Our company collects 
engine data daily (NI, TOT, 

Torque, PA, and OAT) for time 
history and trend information. 
We also have a cockpit engine 
GOINO-GO chart that can give 
us a quick indication if the 
engine is above or below 
specification. 

• I do a considerable amount 
of flight training in a Jet Ranger. 
Whenever I fly with a heavy pilot I 
ask him to do a weight and balance 
calculation for takeoff and landing 
fuel. The weight is not the concern. 
It's the center ofgravity that 
interests me. As fuel bWl1s down I 
know that the longitudinal center of 
gravity can approach the forward limit 

• I plan on a fuel burn 
rate of 27 gallons per hour, 
and a landing fuel reserve of 
15 gallons. 

• At all-up-weight 
(AUW), maximum power 
delivery is critical. Our pre­
mission checks often include 
performing a Torque Limiter 
check to insure 100% is 
available. Single engine 
power available is assumed to 

be accurate if each power 
plant performs within limits on 
single engine power assurance 
checks. 

• Mission training 
includes insuring a mission 
profile does not exceed 
aircraft or aircrew limitations. 

• Asking others who have 
already been there and have done it. 

Ifour survey, and the 
distribution of responses is 
representative, most helicopter 
preflight performance planning is 
based on past experience. Few pilots 
have a need to refer to performance 
charts for every flight. Many operate 
in a situation where the ambient 
conditions, aircraft configuration, 
and mission do not change much 
from flight to flight. Pilots who fly 
the same aircraft or type often know 
which limitation is sensitive, and can 
consistently estimate when it is 
critical. Using past experience for 
pefionnance planning is not 
unreasonable. It has been done 
successfully for years. 

continued on next page 
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r-----------------------------------------------, 

What role should management and supervision play in risk management? _QUESTION: 

What are some strengths and weaknesses that your management and supervision have in 
managing risk? _ 

Please specify your type of operation and size of your organization: _ 

Mail to: HELlPROPS Administrator, Bell Helicopter Textron, 

L _ P.O. Box 482. MS 082735, Ft. Worth, TX 76101 

----------------------------------------~ 



ANSWERS conf'd. 
weight and balance computation, closely watched nor is as easily 
a check ofIGE and aGE Hover 

This approach, of course, 
noticed. The responses we 
received tend to indicate that few 

depends on the pilot being 
Performance charts, and an alert for things that are out of 
engine power assurance check. except the larger operators, with 
Weare suggesting that a 

the ordinary and that will 
their own maintenance 

professional would know when 
make a significant impact on 

capability, conduct frequent 
engine power assurance and 

performance. It assumes the 
actions such as these are necesary pilot will get accurate 

trend checks. and appropriate, and how to information, and know how to 
perform them. Helicopter pilots rely
 

heavily on their ability to make
 
verify the aircraft will meet 

Consider the following: performance limitations. 
informal computations of weight - FAR 91.9 ...no person The information the pilot 

may operate a civil aircraft withoutand center of gravity, and to 
complying with the operating 

gets is often inaccurate. Pilots' 
make estimates of flight 

limitations specified in the approved 
frequently depend on others to 

performance. Because this 
informal estimating is easy and 

provide information. But even 
Rotorcraft Flight Manual... with the best intentions, some 

reliable, and because some of the -FAR 91.103 ...Each pilot inpeople give inaccurate 
command shall, before beginning information is often inaccurate, 
a flight, become familiar with all 

information. "Information" such 
many pilots do not use, or are not 

available information concerning 
as the actual weight of 

adept at using, the flight manual 
that flight. 

passengers and payload is often a 
data to compute actual weight 

- BHT-206B3-MD-1...When 
best guess. Any subsequent 

and balance or to estimate 
weight is loaded into the baggage 

weight and balance computation, 
performance. Consequently, 
unintentionally or otherwise, 

then, is only as good as that best 
compartment, indiscriminate guess. Our survey indicates that 

pilots using informal crew, passenger, and cargo pilots are attentive to weight, 
loading can no longer be computations frequently exceed 
assumed, and the pilot shall 

altitude, temperature, wind, 
limitations such as maximum 
gross weight. 

center-of-gravity, and expected 
compute gross weight CG to flight performance. However we 

We are not suggesting that assure loading is within limits. suspect that actual aircraft and 
engine performance is not as every flight demands a written -......­
r--y----S'----p~~=~~ili~:~~~;~~~;~~~' 
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