28‐year‐old First Officer: “I was just finished with line training, and flying out of a city far
from my hometown. It was an early morning departure, and with the low salary only being
paid per block hour, and I had to endure all expenses for accommodation, I could only
afford to sleep at a hostel. The hostel had very thin walls and you could hear other people
having *** during the late night hours in other rooms. I woke up having only slept 4 hours,
but could not report unfit, as this would result in me losing money on the trip from my
home country as a whole. This at a time when all cash reserves were exhausted.”

The 1st Risk Culture Survey
in Commercial Air Transport

43 year‐old Maintenance Engineer: “An engineer releasing a B737 aircraft with burn‐thru
damage after a lightening strike, approximately a dime size hole in pressurized area. The
engineer was sent to a remote station due to AOG. His motive was that there was no
facilities there and it would be very much easier to repair the a/c at home base and in
addition the passengers would get stranded over night.”
29 year‐old First Officer: “Destination (second main base of operator) had strong headwinds
but runway in use was covered by low clouds on final. After one unsuccessful attempt we
diverted to alternate (main base). Upon arrival to alternate, the company had already
placed a flight plan to return back to destination. 4 flights in total had diverted. All were
"pushed" to try again even though there was no clear improvement. After waiting for 2
hours we departed again. Only way to land was by executing a circling approach with 20kts
tailwind and breaking off at less than 1000ft and turning base at 3 miles. This was at night
and in a mountainous area. All 4 flights attempted the procedure. Some made it on the first
try, some felt "forced" to try again and again until they made it on 3rd attempt.”
46 Year‐old Maintenance Engineer: “An engineer made the decision to cut a fire detection
wire to prevent false alarms in the flight deck. The pilots and engineering management
were also aware of the decision. The decision was made to enable an aircraft to return to
the home base the same day, to avoid an overnight stay for the flight crew and to avoid
looking bad to the customer. Significant pressure was put on the engineer by the operations
manager for the airline. The LAME has since left the industry to avoid being put in the same
position again.”
51 year‐old Safety Manager: “I have had to participate in a senior management level
decision making process on whether individual pilots should be allowed to fly a return leg
post‐incident and pre‐investigation and also post‐investigation when it has been difficult to
identify the root cause and where the preventative action proposed is itself a risk. Factors to
be considered is peer group opinion, objective thinking around the incident or individual,
ensuring you have all of the facts, review training records and finally, if possible, speak to
the individual concerned preferably in a one‐to‐one situation.”

“Risk Management: It’s not rocket science. It’s
much more complicated than that.”
Professor Emeritus John Adams
“CULTURE: the unwritten rules of the social game”
Professor Emeritus Geert Hofstede

Hudai Toros Memorial Bursary is named after my great uncle,
who died in a Spitfire accident in 1944. The ‘Risk Culture
Survey’ is repeated every year and respondents can enter a
bursary draw to attend a Cranfield Course of their choice. The
winner of last year’s bursary was Mr. Timothy Cullen, a Lead
Avionics Technician from Alaska Airlines, who attended our
‘Aviation Safety Management’ Course in April 2017.

“Warm‐blooded, passionate, inherently social beings though we think we are,
humans are presented in this context as hedonic calculators calmly seeking to
pursue private interests. We are said to be risk‐aversive, but, alas, so inefficient in
handling information that we are unintentional risk‐takers; basically we are fools.”
Dame Mary Douglas

WHAT, WHY, WHEN & HOW
The concept of introducing ‘Risk Culture’ as a new
dimension of ‘Safety Culture’ in Commercial Air Transport
Industry is mainly based on the ‘Safety Culture’ framework
introduced by Professor James Reason in 1997 and its 4 key
components (i.e. Just, Reporting, Learning & Flexible
Culture). The idea was also derived from ISO 31000 ‘Risk
Management – Principles & Guidelines’ and two guidance
documents on ‘Risk Culture’ published by the Institute of
Risk Management (IRM) in the UK.
It is envisaged that better understanding the challenges
faced by frontline operators and the factors encouraging
risk‐taking behaviour will enable the key policy/decision
makers in commercial organisations and regulatory
authorities to put in place better risk mitigation measures.
In 2016, as part of ‘Future Sky Safety’ (FSS), (an EU funded
research project) a survey was conducted to measure the
European pilots’ perception of safety culture. Over 7000
pilots (approximately 14% of the population) responded to
this survey and just over 500 respondents, clearly stated
that they have to take risks that make them feel
uncomfortable about safety. Unfortunately, the survey
didn't provide insight into what kinds of risks respondents
have to take. So the 1st Risk Culture Survey in Commercial
Air Transport complemented the FSS Survey to explore
what some of those risks are and the factors driving people
to accept such risks.
An online questionnaire was launched on the 1st of April
2016, a few months after the FSS survey, and continued
until the end of the year. It explored how frontline
operators such as pilots and engineers as well as their line
and senior managers perceive risk. More importantly, the
survey also focused on if operational risk decisions are
made individually or collectively. The study was supported
by the International Federation of Airworthiness, the UK
Flight Safety Committee, Aircraft Engineers International
and the Australian Licensed Aircraft Engineers Association.
The design of the questionnaire took into consideration
some of the data previously collected in 2014 as part of an
annual survey conducted by one of the European Cockpit
Associations. The ‘Risk Culture Questionnaire’ aimed to
collect mainly qualitative data to understand professionals’
experience on what kind of risks are/should be accepted
and rejected. The other two main areas of focus were
firstly, if the operational targets such as ‘on‐time
performance’ and ‘dispatch reliability’ would encourage
frontline operators to take significant risks and secondly
what other factors (i.e. organisational, individual, legal)
influence risk decisions.
A total of 165 responses were received from professionals
of 29 different nationalities, working for over 50 different
organisations located in 6 different regions around the
world. While the results may not necessarily be statistically
significant, the qualitative data provided insight into the
type of risk decisions that professionals have to make on a
regular basis and what the influencing factors are.

DEMOGRAPHICS

OVERVIEW OF THE RESPONSES
Nowadays, it could be argued that strict rules and regulations and compliance monitoring processes in commercial
air transport limit the possibilities for professionals to take risks. However there will always be circumstances
where a pilot or an engineer/technician must use judgement based on his/her technical knowledge and perception
of risk before making a decision such as releasing an aircraft to service or accepting it.

Participants were asked to share their
experience of ‘Accepted vs Rejected Risks’
and specify who the decision maker was
in their scenario.

In order to enter a bursary draw,
participants were asked to provide
their email addresses voluntarily. The
majority of the respondents provided
their contact details while reporting
some interesting risk scenarios
including their own decisions.

For a detailed presentation covering the full results please contact email@riskculture.org
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