High Life 069 PCN Home | Post to PCN | G-Group | Calendar | PCN Ads | Sign Up | FAQs 1/2/2011

PCN Services – High Life Newsletter, News, Events, Deaths, Illness Notices & PCN Ads & Calendar. Note: Notices
from major sections are distributed by separate email address to allow our subscribers the ability to customize and filter
notices not desired.
Large web community for one of world’s largest airlines

High Life
For all Delta people who have truly touched the High Life/

Dear PCN,

Group Section……

Mark’s Remarks:

Post Holidays!
This High Life skipped a week due to our family gathering and also because of
receiving not enough posts.
+++++++++++++++++++++++++++
May this year be a great one for you and yours!

++++++++++++++++++++++++++++
As I reflect back upon the over year and a half that the PCN has been together, I am
thankful for the merge of David Robert’s list and the ole RSP to form our new larger
and growing group. I had no idea that the PCN would be so well received, but am
thankful to you for that. Since we use the google groups for distribution, for us

managers, it adds a number of benefits but one is the exact number receiving our
notices. Often times a group like this is held soley in a non-dynamic data base and
address get old or people drop and the “undelivered mail” list continues to grow. Here
at the PCN we have over 2600 “active” subscribers and growing and the nice thing is
our list is dynamically kept current, meaning we always know how many are receiving
notices. For all of that I am thankful. And of course thankful to you for sending in the
posts that make up the bulk of our newsletter.
Some HL’s are full of news, and others tend to lack a lot of things happening. Well,
that is not too unlike our own local newspaper. Often times I throw it down in disgust
because of the lack of worthy content. You may do the same on occasion with the HL.
The secret to our group’s connection and newsletter is simply one word and that is
contributions. As you contribute you make our letter interesting and better.
Our mission is quite openly stated in many places but by way of a reminder primarily
we are a connection agent. We simply communicate and bring together this large
group of former pilots and employees of Delta through this medium called PCN.
+++++++++++++++++++++++++++++++++++
Life360
This new software program may benefit those with a droid or I-Phone as it tracks
where the phone is (anywhere in the world) and displays it on your home PC. Some of
their services like family find are free and others are at a premium. I put this on my
droid so my wife can keep an eye on me.
++++++++++++++++++++++++++++++++++
For all of you who have an item, service or offer to promote:
3 categories are completely FREE!

PCN Ads – up and running!
Every one submitting an Ad gets a private login and complete control over their ads. URL’s
and images are allowed and you will see it is a very nice format for entering online ads.

Check it out and get your item, thing wanted, service or house, posted!

PCN Ads

+++++++++++++++++++++++++++++++++++

Calling the PBGC for BSW:
I wish I had a direct number for the Atlanta office (which you need to ask for when
calling the PBGC) but I do not. Simply call the national PBGC number at the Atlanta
office.
PBGC in DC- 1-800-400-7242 Any questions regarding your benefits or obtaining your
benefit statement worksheet, talk to the Atlanta office.
Following is not good anymore: (extension 2000 or PBGC in ATL at 404 - 607 8836)
+++++++++++++++++++++++++++++++++
Tools for our members:
PCN Main Website: http://pcn.homestead.com/home01.html
PCN Ads –
http://pilotcommunication.net/Ads/
PCN Tool Bar (for IE browser) - http://pcntools.ourtoolbar.com/
PCN Calendar http://pcn.homestead.com/Calendar.html

News Section……

Delta News (Recent stories of interest): Yahoo, AJC

Other Airline News (Recent stories of interest):
Arbitrator Rules Against United Continental
By TheStreet Staff

01/01/11 - 04:13 PM EST

Stock quotes in this article:UAL

NEW YORK (TheStreet) -- An arbitrator has ruled against United Continental Holdings(UAL_) in a dispute
between the newly merged airline and Continental's pilots, according to published media reports.
United Continental had wanted to use regional affiliate United Express for some flights from Continental's hubs
in Houston, Newark, N.J. and Cleveland and put Continental's name on those flights, the Associated Press
reported Friday.
But Continental's pilots' union had said that its contract required that Continental pilots fly planes with more
than 50 seats on them, the AP added.

Arbitrator Richard Bloch agreed with the union in a ruling issued Thursday, the AP said.
Shares of United Continental Holdings closed down 19 cents Friday at $23.82.

Finance Section ((Claims, PBGC, HCTC,Insurance,Planning,Tax, Estate) - section containing items with
financial consequence to our group)):

+++++++++++++
Remaining financial items for retirees to watch:
After Aug 2007 these are retirement items remaining with financial consequence.
1. PBGC 2nd look re-calc at qualified annuity benefits - completed 8/24/07
2. PBGC make up lump payment for underpayments since termination: most reported
received 1/31/08
3. Final claim distribution by DAL through BSI - pending (now likely Mar '11 according to Kight)
4. Class Action suit against DAL concerning 5 yr look-back worth in excess of $100 million withdrawn
5. Final Benefit Determination Letters (BDL’s) PBGC re-calc "determination" of qualified
annuity (likely after claim stock sale) – in process until end of year (only 45 days to appeal)
Appeal extensions generally granted in Nov 2010 now extended by our law firm for all to:
revised to Feb 18, 2011.
6. Pension reinstatement/contribution request by DP3 representing the retired pilots. very long
shot....pending
7. Roth IRA creation as per Worker, Retiree, and Employer Recovery Act of 2008 - deadline
June 22nd, 2009
8. Expiration of HCTC 80% premium subsidy will expire on December 31, 2010. Back to 65%
unless legislative action.
9. Financial condition of the D&S Plan--a plan that pays benefits to eligible survivors of
deceased pilots as well as to disabled pilots. A form 5500 for the D&S Plan is filed annually.
10. Formation of a VEBA Health Insurance plan by DP3. Enrollment period commences.

+++++++++

Insurance (issues about health, life or disability that are of interest):
From: Tom Meyer
Date: 12/29/2010 3:56:53 PM
To: marksztanyo; David L. Roberts
Subject: Fw: A Response From Johnny Isakson
Just some pass-along info which will help any pilots or their spouses who are still south of age 65...
----- Original Message ----From: senator@isakson.senate.gov
To: flyrmyer@bellsouth.net
Sent: Wednesday, December 29, 2010 12:14 AM
Subject: A Response From Johnny Isakson

Dear Mr. Meyer:
Thank you for contacting me regarding the extension of the Health Care Tax Credit. I appreciate hearing from you and the
opportunity to respond.
As you know, the Health Coverage Tax Credit (HCTC) was created by Congress as part of the Trade Act of
2002. The tax credit accounts for a percentage of health insurance premiums for qualified individuals and their families.
In 2009, Congress passed the American Recovery and Reinvestment Act, which included an increase in the tax credit
from 65 to 80 percent. This temporary increase is set to expire on December 31, 2010, unless extended by Congress.
I am pleased to inform you that on December 22, 2010 an extension of the 80 percent HCTC passed, with my
support, as part of the Omnibus Trade Act of 2010. The bill is currently awaiting the President's signature.
Please visit my webpage at http://isakson.senate.gov/ for more information on the issues important to you and to
sign up for my e-newsletter.

Sincerely,
Johnny Isakson
United States Senator
Editor: It appears that at the very last minute our Senate came through and did indeed pass this
extension to the HCTC. With the President’s signature this will extend the 80% level at least for a few
more months until it is considered again.
++++++++++++++++++++++++++++++++++

DP3 VEBA/HCTC Update and Aetna ID Cards
December 21, 2010

Retired pre-merger Delta pilots (pre-65) who have enrolled in the DP3 VEBA medical plan and who wish to drop their 2011 Delta
medical coverage effective January 1, 2011 may do so by contacting the Employee Service Center at 800MYDELTA
800-MYDELTA
by December 30, 2011. Representatives have been advised to accept this request over
the phone.
...CLICK HERE TO READ FULL UPDATE AND INSTRUCTIONS...

Also Latest VEBA Q & A for under 65
Under-65 General Q&A

General Q&A for Under-65 members

Delta Pilot Enrollment Q&A

Enrollment Q&A Part 1 for Under-65

Pension:
++++++++++++++++++++++++++

As the PBGC appeals progresses the sensitivity of the information does as well.
While the PCN has re-published many of DP3 general postings, we will refrain
from re-publishing “private emails” in view of the nature of the process. So when
there is a general update we will re-publish and when there is a private email we
will help announce its existence.
To PCN subscribers these links are “hot” and will take you directly to the DP3
resource page or checklist for filing an appeal concerning your PBGC benefits.
Click for PBGC Appeals Resource Page

Or

Appeal Checklist
DP3 (login required)

Click to appeal your PBGC benefit

Call PBGC in DC- 1-800-400-7242
Link of explanation for BSW (Benefit Statement Worksheet)
(Note: Must know your DP3 assigned passwords which cannot be shared in our newsletter!)

++++++++++++++++++++++++++

Commercial Section……

Investment (Legitimate firms that have helped our groupare encouraged to contact PCN to add articles here):

Travel & Non-Revving (share a quick reco):

Life Section…

Misc Posts:
From: Ron Stowe
Date: 1/2/2011 5:24:15 PM
To: misc@pilotcommunication.net
Subject: Auld Lang Syne
Hey Mark,
I hope you a nice Christmas and a Happy New Year. I thought you might like to see my latest video
project that combines the music and audio clips from the Kenny G, Auld Lang Syne (The Millennium
Mix) soundtrack, along with pictures I compiled from various sources. The soundtrack was released
in December 1999 to celebrate the Millennium New Year’s celebration. The audio collage on the
soundtrack contains a variety of excerpts from the news media reports of the major news stories and
events during the 20th century in America. The pictures were dubbed into the video to accompany
the sound clips. We have certainly lived through some interesting times.
The origin of Auld Lang Syne is Scottish and Northern English. It translates as "old long ago (days),"
or, in modern usage, "the good old times”.
Enjoy,
Ron Stowe
AULD LANG SYNE (THE MILLENNIUM MIX)
http://www.youtube.com/watch?v=exdIKanF5Ko
++++++++++++++++++++++++++++++++++++++++++
From: Keith & Judy Wolcott
Date: 12/20/2010 12:55:06 PM

To: mark@pilotcommunication.net
Subject: Senior Slugs
Mark,
Heard our "song" (Keith refers to “Should I Stay or Should I Go”) the other day and I was brought back to our FLL
layover and beer discussion shortly before we all punched out . As a Sep 2005 retiree I thank my lucky stars...the door hit
me in the butt. Just logged on to the PCN net today for the first time since you took it over. Also decided to start paying
DP-3 dues and helping out. Going to keep a close eye on the new VEBA but had a medical issue going on lately and
didn't want to change horses mid stream. As always , thanks for all your efforts. Things go well here in NH and we
welcomed our 8th grandchild to the world 6 months ago. The whole family is within a 1-2 hour drive so we are truly
blessed. May the holidays find you and your family in good health.
Best Regards,
Keith Wolcott
CVG 767 RET.

+++++++++++++++++++++++++++++++++++++++
From: maurice cloutier
Date: 12/31/2010 11:48:17 AM
To: misc@pilotcommunication.net
Subject: 2007 amended tax returns

I forwarded all the information you folks sent out relative to the 2007 Jim Munton stock award tax
return decision to my tax preparer and he says he does not believe that I am affected. I retired in
2001. Can you be more specific about who is affected by this appeal decision? Maurice Cloutier.
Editor: Jim’s original IRS ruling was quite promising but has been reversed. See his page I put
together on the PCN site: http://pcn.homestead.com/Archive_Pens_Munton.html

++++++++++++++++++++++++++++++++++++++++
From: David L. Roberts
Date: 12/23/2010 11:44:16 AM
To: Mark@pilotcommunication.net
Subject: DELTA'S OLDEST "LIVING" RETIRED PILOTS

Hi Mark,
In your next couple of High Life messages would you please post this announcement for me, or reword it to fit your space requirements. As you know I maintain the list of DELTA'S OLDEST 'LIVING'
RETIRED PILOTS and when I started it, I arbitrarily decided that the year pilots became 86 would be
the year to add them to the list.
Now that we're entering 2011 it's time to ask that anyone born during 1925, or before, please notify
me of their date of birth and the other things below.
Here's the announcement.
Thanks,
Dave

DELTA'S OLDEST "LIVING" RETIRED PILOTS

Retired ATL Captain Dave Roberts maintains this list and each year adds those pilots who will
become 86 years old.
If you were born in 1925 or earlier, please send an email to Dave at
robertsDL@mindspring.com with:
•
•
•
•

Your Date of Birth
Your wife's name. If she's deceased, please send her name and date of death.
Your Date of Hire
Your original Delta Air Lines Company

The list is available - on request - on the PCN web site or from Dave Roberts.
For those pilots with email groups, please forward this announcement to your list.

Human Interest:

Good Read (Good book recommendation & Community Author’s blurbs):

Event Announcements

(Click here for Calendar): to post pcn.calendar@gmail.com

From: DWSkjerven@aol.com
Date: 12/30/2010 9:04:48 PM
Subject: First Tuesday of the Month ORD Breakfast
Happy New Year!!! This coming Tuesday is the first Tuesday of the month and also the first Tuesday of the year 2011!!!
Time for the ORD Delta Pilot's Breakfast at Mama Rini's 177 W. Virginia Ave, Crystal Lake or about 1 1/2 miles north of
the Lake In the Hills airport at 09:30. If you are flying in let me know and I'll pick you up. Everyone and anyone is invited.
See you there and Happy New Year, David W. Skjerven

I am looking for……” (Share a post of who you are seeking, if one sought answers….wallah):
Ken Chirhart
Email kchir@frontier.com
Issue Area General
Comments Does anyone in the net know where George Buzz Moll is living? I would like to get in
contact with him. Ken Chirhart, kchir@frontier.com

Good Deal/Bad Deal (Share a quick good deal or bad deal you have found – no commercials here!)
If you have something you represent that has a commercial interest, place it in the new service of PCN Ads. Designed
especially for our group but available to the industry. Registration is free and so are some ads. The rest start as low as
$5. Enter you promo in PCN Ads.

t.]

Hangar Flying (Share a bit of ole hangar flying with the net. Need a sim buddy? Use PCN for request) :
From: Bruce Cullen
Date: 1/2/2011 8:36:53 PM
To: AAAA@abc.ccc
Subject: Great historical video account of Lindbergh's flight over the Atlantic

Great historical account of Lindbergh's flight over the Atlantic. Fascinating!
Charles Lindbergh's flight (READ INSTRUCTIONS BELOW)
Win Perkins, a real estate appraiser who specializes in airport properties, has posted on his Web site a video he
created of Charles Lindbergh's famous and risky takeoff in the Spirit of St. Louis. According to Perkins, this is
unlike any other presentation of the takeoff footage. Perkins said he "painstakingly assembled news footage
from five cameras that filmed Lindbergh's takeoff from Roosevelt Field, Long Island" and "mixed it with
enhanced audio from the same newsreel sources."

This is one of the most interesting videos I've seen come over the Internet. When you click on
the address, episode #3 comes up ready to play.
I suggest you first click on "CONTACT" to the left and select #1, then watch them in order,
#1 through #4. I was glued to the screen through all 4.
What guts it took for Lindbergh to overcome the odds against him and accomplish this amazing feat.

http://www.airportappraisals.com/
++++++++++++++++++++++++++++++++++++++++++++++
From: dbfly@att.net
Date: 12/28/2010 1:38:38 PM
To: Undisclosed-Recipient@smtp101.sbc.mail.ne1.yahoo.com
Subject: Fw: Take A Ride On A U-2 Spy Plane! -

A 10 minute video well worth watching if you've never seen it before.

This is incredibly amazing! Be sure to read the explanation below, before clicking on the link to the
footage.
From watching this video, you can see why the
U-2 is considered the most difficult plane in the world to fly. Each pilot has a co-pilot, who chases the
plane on the runway in a sports car. Most of the cars are either Pontiac GTOs or Chevrolet Cameros the Air Force buys American. The chase cars talk the pilot down as he lands on bicycle-style landing
gear. In that spacesuit, the pilot in the plane simply cannot get a good view of the runway.
Upon takeoff, the wings on this plane, which extend 103 feet from tip to tip, literally flap. To stabilize
the wings on the runway, two pogo sticks on wheels prop up the ends of the wings. As the plane flies
away, the pogo sticks drop off. The plane climbs at an amazing rate of nearly 10,000 feet a minute.
Within about four minutes, I was at 40,000 feet, higher than any commercial airplane. We kept going
up to 13 miles above Earth's surface. You get an incredible sensation up there. As you look out the
windows, it feels like you're floating, it feels like you're not moving, but you're actually going 500 mph.
The U-2 was built to go higher than any other aircraft. In fact today, more than 50 years since it went
into production, the U-2 flies higher than any aircraft in the world with the exception of the space
shuttle. It is flying more missions and longer missions than ever before - nearly 70 missions a month
over Iraq and Afghanistan , an operational tempo that is unequaled in history. The pilots fly for 11
hours at a time, sometimes more than 11 hours up there alone. By flying so high, the U-2 has the
capability of doing reconnaissance over a country without actually violating its airspace. It can look
off to the side, peering 300 miles or more inside a country without actually flying over it. It can "see"
in the dark and through clouds. It can also "hear," intercepting conversations 14 miles below. The U2, an incredible piece of history and also a current piece of high technology, is at the center of the
wars in Iraq and Afghanistan . Enjoy the ride! Lockheed U-2 Take A Ride in a Spy Plane, Click the
link below. Go to the lower right corner of the screen and click the icon immediately to the left of the
volume control to bring up the full screen.
This is pretty cool stuff! ....The co-pilot on this trip is used to fast things, he is the co host on Britain's
auto show, TOP GEAR.
http://www.wimp.com/breathtakingfootage/

++++++++++++++++++++++++++++++++++++++++++++++
From: David Bina
Date: 12/28/2010 5:17:10 PM
To: Undisclosed-Recipient:,
Subject: Qantas QF32 flight from the cockpit

A long but interesting read.

EXCLUSIVE – Qantas QF32 flight from the cockpit
On 4 November Qantas flight QF32, an Airbus A380 outbound from Singapore, ran into serious problems when a turbine
on its Rolls-Royce Trent 900 engine suffered an uncontained failure. We caught up with one of the five pilots onboard,
who describes how the crew professionally dealt with the incident, the sequence of events, and how the most dangerous
period was after they had landed.
Captain David Evans is a Senior Check Captain at Qantas with some 32 years of experience and 17,000hrs of flight time.
At the time of the incident he was in one of the observers’ seat, and thus had a ring-side view of the drama as it unfolded.

The other flight deck crew were Richard de Crespigny (Pilot in Command, 15,000hrs), Harry Wubben (Route Check
Captain, 20,000hrs) Matt Hicks (First Officer, 11,000hrs and Mark Johnson (Second Officer 8,000hrs). With the Cabin
Service Manager (Michael Von Reth) this team boasted some 140 years of experience and over 71,000 flight hrs – a
significant factor in the successful outcome of the incident.
We put a few questions to Captain Evans on his amazing story. (all incident pics courtesy D Evans).
ASChan: Can you tell me about your background? How long have you been at Qantas?
DE: I joined Qantas in 1984 – nearly 27 years I’ve been flying. I’ve flown the Boeing 767, 747 Classic and 747-400, Airbus
A330 and now the Airbus A380 for the past two years.
ASChan: What does the conversion training to A380 consist of?
DE: In my position I was a check pilot on the 747-400 and part of the requirements were to have some Airbus experience
for Australian CASA (Civil Aviation and Safety Authority). As the A380 was a new type, and we were a launch customer,
they required us to have some Airbus experience. My training involved an Airbus A330 endorsement and fly that aircraft
type (as it turned out for two years) mainly because the A380 was a little bit late from Airbus, and then the type conversion
from 330 to 380 which was a lot easier than the 747 to A330 conversion.
ASChan: In terms of the QF32 flight itself – which seat were you on in that flight? What was your responsibility?
DE: My job on the flight was supervising check captain. We had a captain who was undergoing training to become a
check captain who was doing a route check on the operating captain. So we had a normal crew of three, first officer,
second officer and a captain who was undergoing training to become a check captain, under my supervision – so I was
the supervising check captain.
ASChan: Can you give us the background to the flight, weather, time of day?
DE: Qantas 32 was the continuation of a flight from UK to Australia via Singapore. It arrived in the morning of Singapore,
touching down around 7am. There was a crew change and basically a refuel stop. We took over to operate the service to
Sydney, Australia. We departed Singapore about 9.30 in the morning on a clear, sunny tropical Singapore day. The
events soon after departure, very soonafter departure, required us to return to Singapore.
ASChan: Can you take us through the sequence of events as they happened?
DE: We departed normally, the aeroplane was relatively light and consequently used a relatively low thrust setting for
departure. Taking off to the south-west out of Singapore requires a left turn, tracking out towards the Indonesian island of
Batam. As we were climbing and accelerating – basically completing our acceleration stage to clean configuration,
passing through around about 7,000ft, the No2 engine, without any warning, exploded.

ASChan: What were you and the crew’s first awareness of the problem? How did you notice it from the masses of
messages you must have had?
DE: The first thing, of course, was the noise that alerted us to something had gone wrong. In my position in the second
observers seat, so I didn’t have a good view of the instrumentation at that stage. Standing up and looking over the first
officers shoulder, it was quite obvious we had a major problem with our No2 engine. Very soon after departure we had a
number of ECAM (electronic centralised aircraft monitor) messages. The first one was ‘Engine 2 turbine overheat’. That
requires the thrust lever to be reduced back to idle with a time condition, which is round about 30 seconds and wait for the
turbine temperature to settle. During that 30-second period the message reconfigured to an ‘engine fire’ momentarily and
then went back to the ‘turbine overheat’ message. The time condition re-set itself to another 30 seconds. The first officer

had the presence of mind to start a stopwatch and it was obvious that that 30 second period had passed, so we (as in the
operating crew) proceeded to shut the engine down as per the ECAM requirements.
ASChan: When you have this many crew on the flightdeck, what is the division of responsibilities in tackling the problem?
Who does what?
DE: The Airbus system is you have a pilot flying and a pilot, non-flying. The Captain was the pilot flying, Richard de
Crespigny, and the initial response is ECAM actions. As the pilot flying calls those responses, he assumes responsibility
for flying the aircraft and the radio. The First Officer then proceeds to action the checklists. And our role, my role as an
observer on the flightdeck at that point was literally supernumerary – we were watching the actions.
ASChan: How controllable was the aircraft after the incident? Do you think if it happened further into the flight, away from
a diversion field the rest of the systems may have packed up?
DE: I don’t think so. The engine explosion, if it happened later in the flight, probably wouldn’t have made a lot of
difference. We had a number of checklists to deal with and 43 ECAM messages in the first 60 seconds after the explosion
and probably another ten after that. So it was nearly a two-hour process to go through those items and action each one
(or not action them) depending on what the circumstances were. Our role in the backseat was to deal with some serious
issues as we were doing each item. We were part of the CRM (Crew Resource Management) process, to either suggest
to go ahead with the procedure or not. Certainly in the case of some of the fuel messages we elected not to open crossfeed valves and try and transfer fuel in a wing that had obvious damage.
ASChan: What happened next? You’re dealing with the messages one by one – take us through recovery and getting
back to the airport.
DE: I think the timeframe was nearly two hours which went by in the blink of an eye really. Certainly with the obvious
damage to the aircraft the first thing we needed to establish was some calming PAs to the passengers, which actually was
my role and I made the first PA. Then also co-ordinate our cabin crew and basically keep the passengers informed as
best we could as we went through the process. We made it quite clear it was going to take some time and we would keep
them informed as best we could. The process – the first things we dealt with were the engine overheat, as I mentioned,
and the shutdown of the engine. In the shutdown process the ECAM has an option of ‘damaged’ or not and of course we
chose ‘damaged’ which then leads you through discharging some fire bottles and shutting the engine down with the fire
shut-off switch. We did that but unfortunately we got no confirmation of any fire bottles being discharged. Subsequently
that was more wiring damage that didn’t give us the indication. As it turns out, we did have one discharged bottle and one
that didn’t which was comforting.
The Engine 2 was shut down. Part of the damage caused Engines 1 & 4 to go into a ‘degraded’ mode. The engines were
still operating and Engine 3 was the only engine that was operating normally. Basically, dealing with all those things took
some time, then the next series of messages were hydraulic problems. We had indications that the green hydraulic
system was losing all its fluid. The Airbus A380 carries two and, unlike most conventional aeroplanes, most flying surfaces
aren’t powered by hydraulics, they have their own electric-hydraulic actuators. There is a green and yellow system and
they spilt their duties between things like brakes, undercarriage retraction/extension. With the green system out we had to
deploy the nose gear and body gear using the gravity extension system. With the loss of the green system we dealt with
that and curiously we had the hydraulic pumps of Engine 4 indicating failed as well. Engine 3, the trusty engine, was the
only engine that was producing hydraulics for the aircraft for the yellow system.
ASChan: When this was happening, what was going through your head in terms of ‘this seems more serious than an
engine shutdown’?
DE: It was getting very confusing with the avalanche of messages we were getting. So the only course of action we have
is the discipline of following the ECAM and dealing with each one as we came through with them. The engine shutdown

was completed, the hydraulic systems were dealt with and then the next systems we were looking at were the loss of
various flight controls. This was due to the degradation and the loss of some electrical buses, bus 1 and 2 had failed.
Basically, just going through the ECAM actions, acknowledging them and working through the systems display to see
what was working and was not.
"It was getting very confusing with the avalanche of messages" Captain David Evans
The next thing we were dealing with was the fuel. We had some obvious leaks, some severe, out of the Engine 2
feedtank. We dispatched the second officer back to the cabin to have a look and there was a fairly significant fuel trail
behind the aircraft – or fluid trail because at that stage we couldn’t determine whether it was hydraulic fluid or fuel. We
were getting messages about imbalance, losing fuel out of one side and not the other. And those messages were some of
the ECAM messages that we didn’t follow. We were very concerned the damage to the galleries, the forward and aft
transfer galleries, whether they were intact, whether we should be transferring fuel. We elected not to.
We ended up with quite a significant imbalance between the two – nearly ten tonnes of fuel. That took time to absorb and
discuss whether we should or shouldn’t. Subsequent to the hydraulic system we lost some braking, the wing brakes went
into what they call the emergency system – ‘accumulator only’- this gives about three or four applications before the
accumulator runs out of brake energy. Also the anti-skid on the wing gear. Now with the antiskid being unserviceable on
the wing gear its very important to have the aeroplane nose gear down that limits the braking on the wing gear to
1,000psi. If you have lift and not all the weight on the wing gear you run the risk of locking the brakes up and bursting
tyres.
Then we come to the electrical system. Bus 1 and 2 we’d lost. We looked to start the APU but it wouldn’t take up any of
the load. It just managed to burn fuel – that was all. Engine 1 drive had disconnected. Again there was a procedure to
follow. We had pneumatic leaks. We had major air leaks, pneumatic leaks, in the left wing, Engine 2 bleed leak and outer
wing leaks. The leak isolation system had taken over to seal up the holes for us – which was a good thing.
The crew saw the full damage to the R-R Trent 900 once on the ground.
We lost one of the landing gear computers and once we’d extended the undercarriage using the alternate system we had
no indication it was down until we’d gone to the system page to make confirmation of that. Happily it indicated that the
remaining system told us the wing gear had extended correctly. And then the autothrust – with two engines in degraded
mode (including Engine 3) we’d lost the autothrust and all the thrust control was done manually. Various vent, air
conditioning and cooling systems had also failed. With Engine 1 and 4 being in degraded mode it was discussed whether
or not to really use those actively and the decision was made to leave them in a particular power setting and control the
aircraft’s speed with Engine 3 only – the one engine that was in a normal mode.
And once we had established all that then we had to work out whether we could actually stop on the runway that was
available to us. We didn’t have the ability to dump fuel, the fuel dumping system had failed and we were about 50 tonnes
over our maximum landing weight. In the Airbus and the A380 we don’t carry performance and landing charts, we have a
performance application. Putting in the ten items affecting landing performance on the initial pass, the computation failed.
It gave a message saying it was unable to calculate that many failures. So we then looked at them in more detail and
rejected ones that we considered minor and things that were affecting landing performance on wet runways. It was a
beautiful day in Singapore thankfully and not wet so it obviously wasn’t going to affect our landing performance. After we’d
eliminated about three or four items the computer happily made a calculation and it gave us a touchdown speed of about
165kt and showed us about 130m of surplus runway (it’s a 4,000m runway) so basically said we could stop on the
runway. We had also lost the use of our leading-edge slats which consequently with the overweight condition made our
approach speed quite fast – 35kt more than normal.
The other thing we were concerned with was because we had lost the ability to transfer fuel we were concerned whether
the aircraft’s centre of gravity (CoG) was going outside limits. So we ran some weight and balance applications to
determine where our CoG would be and also whether or not we could keep lateral balance. Thankfully it remained within
the flight envelope.
QF32 on the ground at Singapore. With no power to taxi, it took nearly an hour for airstairs to reach the aircraft.
Then we elected to commence the approach. With the loss of various flight controls we decided to do control checks as
each flap setting was taken. Richard, who was flying at this stage, elected to take first stage of flap and run through some

manoeuvres to make sure the aircraft was controllable at each stage down to configuration 3 (or flap 3). The aeroplane
seemed to handle quite well, very sluggish because of the loss of flight controls. Then we elected to extend the
undercarriage on the gravity system and then do another series of flight control checks, to make sure it was flyable (which
it was) and advise the air traffic control we were ready to make an approach. So we commenced our approach about 20
miles out, at about 4,000ft, giving us a nice, long, stable approach. Thankfully the weather was fine, wind was quite calm
and we made the approach successfully.
ASChan: And there was no discussion to go around and try to burn more fuel off to get the weight down?
DE: Under the circumstances we were keen to get the aircraft on the ground. We’d spent nearly two hours in the air at
that stage anyway and the longer we stayed in the air, the bigger the fuel imbalance was getting. We knew we could stop
on the runway so there was no point in staying airborne any longer than we needed to be.
ASChan: So you landed – the next thing according to reports was one of the engines kept running?
DE: I think the biggest concern for us was when we had stopped on the runway. We’d organised the fire services to meet
us at the end of the runway, which they did. We shut down in the normal way. As I mentioned earlier we had the APU
running but sadly it wouldn’t take up any electrical load – so the aircraft went into ‘essential power’ or battery power, which
gives you the use of only one VHF radio. That was dedicated to the fire commander, the fellow in charge on the ground.
He advised us we still had an engine running. So they were very reluctant to come near the aircraft with the engine
running. He also advised us we had some high-pressure fuel leaks coming out of the left-hand wing and as we had used
maximum braking effort to stop the wing gear temperatures had gone over 900degs C, so raw fuel pouring on hot brakes.
So our concerns were obviously fires and we ‘encouraged’ the fire service to come closer, which they did. We made all
effort to try and shut down the No1 Engine but unfortunately it continued to run.
From then on, it became an exercise in preserving the passengers as best we could. We had the aircraft with no air
conditioning and its about midday now in Singapore – so its getting very hot in the cabin. We’ve lost our satellite phone so
the trusty mobile phones came out and called the company in Sydney to relay back to the company in Singapore, to
dispatch some stairs and buses to the aircraft. We were 4,000m down the end of the runway and steps don’t go very fast
so it was nearly an hour before we got the first set of stairs to the aircraft and another hour by the time the last passenger
departed the aircraft. So it was nearly two hours on the ground with major fuel leaks and engines running.
View of the main gear after landing. Note the fire retardant foam. Brake temperatures reached 900deg C.
I think most probably the most serious part of the whole exercise, when you think back at it, was the time on the runway
after we’d stopped. Because we were very concerned and conscious of evacuating the aircraft using slides. We had 433
passengers onboard, we had elderly, we had wheelchair passengers, so the moment you start evacuating, you are going
to start injuring people. So a lot of discussion was had on the flight deck about where was the safest place for the
passengers? We’ve got a situation where there is fuel, hot brakes and an engine that we can’t shut down. And really the
safest place was onboard the aircraft until such time as things changed. So we had the cabin crew with an alert phase the
whole time through ready to evacuate, open doors, inflate slides at any moment. As time went by, that danger abated and,
thankfully, we were lucky enough to get everybody off very calmly and very methodically through one set of stairs.
ASChan: Was that a difficult decision to take to keep everyone onboard the aircraft?
DE: Well of course, you’ve managed to get this thing back on the runway in one piece but you don’t really want to hurt
anybody. It’s not a difficult decision, its a process you have to go through to see where is the safest place for passengers.
It was a unanimous decision it was onboard the aircraft –until things changed if they had changed. We had the cabin crew
primed and ready to go if things deteriorated.
ASChan: Following the incident, what lessons have you learnt from this, what lessons has Qantas learnt from this? Is
there anything you think you would have done differently or the crew should have done differently?
DE: Its one of those things that because we had five of us on the flight deck – of course there are lessons to be learned
but I think on the day we did absolutely everything. In hindsight I don’t think any of us would have done anything

differently. Questions were asked ‘why did we spend so long in the air’? But we had to spend that time in the air to
determine the state of the aircraft and it took that long to do that. I think we made the right decision to keep everyone on
the aircraft. We had the contingency to evacuate the aeroplane at any moment if things deteriorated. We had fire services
in attendance. Certainly we had an engine we couldn’t shut down and that engine continued to run for another five hours
before the fire services drowned it with fire retardant.
Lessons learnt – Qantas had a very sound system in place – because we’d spent nearly two hours in the air, the crisis
centre in Sydney had been convened. All things were going very well from a company point of view. I think the initial
reports coming through, even before we had landed, was the aircraft had crashed. The company was aware of that –
because we’d lost our No2 electrical bus we’d lost the satellite phone, so we couldn’t communicate airborne directly with
the company. They were getting telemetry from the aircraft that it was still flying.
ASChan: You had five crew on the flight deck. Do you think a standard crew of two would have been able to cope?
First Officer Matt Hicks and Senior Check Captain David Evans underneath the wing of VH-OQA after landing.
DE: That’s a very interesting question. Really we’ll never know the answer to that. In reality I would hope to believe that a
normal crew complement would have dealt with it, cope with it in exactly the same way as we had. We just had the luxury
of two other individuals to confirm the decisions that were being made by the operating pilots.
ASChan: So a standard crew would have done the same thing, but perhaps taken a little longer?
DE: May have done, may have done. But I think the end result would have been exactly the same.
ASChan: Going forward are there any recommendations for Qantas to modify its training, or Airbus to modify its training
to perhaps generate these kind of ECAM messages in the sim?
The A380 centre console – note the alerts on the centre MFD. It took the crew two hours to work through these
before landing.
DE: Its interesting you ask that question. We tried to recreate it in the sim and we can’t! I think it was just such an
extraordinary day. Yes there are always lessons to be learnt, but training has been confirmed that we are training well. I’m
sure Airbus will look back at its systems and there will probably be changes because, in our case, we had, as an example,
messages that would say ‘aircraft CoG out of limits’ and was asking us to move fuel from horizontal stabiliser forward to
bring it within limits and the next message would say the ‘THS transfer not available’. So one message contradicting
another – that sort of thing, I’m sure would go back and be looked at. But at the end of the day common sense
and airmanship takes over. We didn’t blindly follow the ECAMs. We looked at each one individually, analysed it, and
either rejected it or actioned it as we thought we should. From a training point of view it doesn’t matter what aeroplane you
are flying airmanship has to take over. In fact, Airbus has some golden rules which we all adhered to on the day – aviate,
navigate and communicate – in that order.
ASChan: Interesting you mention airmanship. As a training/check captain are you personally worried about the next
generation of pilots who may be fixated with the glass cockpits?
Senior Check Captain David Evans and Route Check Captain Harry Wubben.
DE: Absolutely. Nothing will replace experience. In a legacy airline like Qantas where we have the luxury, if you like, of
very experienced pilots (the most junior pilot to the most senior all have extensive backgrounds in aviation – whether it be
military or general aviation). That can’t be replaced.
ASChan: What’s your opinion of the A380’s survivability compared to other types you have flown?
DE: Well I think the Airbus A380 – it’s a testament to the aircraft that we managed to get the aeroplane successfully on to
the ground. The fly-by-wire system, albeit with the damage we were in an alternate law, it still was very flyable. Now
comparing that to other types I have flown I am sure that Boeingtypes would have been equally flyable, but they would
have been a lot more difficult, I’m sure.

ASChan: Finally how does this incident rate in terms of other emergencies you have faced in your career?
DE: It’s pretty well up there! I’ve had other incidents in the past. My background is not military its general aviation- I’ve had
engine failures in light twins – and aircraft that don’t perform very well. But this is probably the most spectacular by far!
ASChan: Thank you very much for your time.
Conclusion

As Captain Evans notes this crew had the ‘luxury’ of five experienced pilots to draw on when the incident occurred. But
there are other salient points – the ‘avalanche’ of messages from the A380’s systems (some contradicting each other)
meant that the crew drew on their full resources to decide which were important and which could be disregarded. Another
key point was in ‘tricking’ the performance calculator to come up with an acceptable landing speed – again a
demonstration of superb airmanship so vital in these incidents.
Another facet is the robust construction of the A380 – despite multiple failures in engines, hydraulics and electrics the
aircraft degraded gracefully and was still flyable.
Finally Captain Evans draws attention to the training and professionalism of the 24 cabin crew, who kept anxious and
increasingly hot passengers calm and under control, not only in the air but also on the ground while they waited for the
stairs to arrive.
This incident then, while extremely unusual, goes to show the value of training, experience and CRM (Crew Resource
Management).

Political (food for thought):

Humor/Sobering or Fun (Share some “vulgarity free” humor with the net):
This is a Christmas type poem but I thought you would enjoy it:
'TWAS THE NIGHT BEFORE CHRISTMAS,
HE LIVED ALL ALONE,
IN A ONE BEDROOM HOUSE,
MADE OF PLASTER AND STONE.

I HAD COME DOWN THE CHIMNEY,
WITH PRESENTS TO GIVE,
AND TO SEE JUST WHO,
IN THIS HOME, DID LIVE.

I LOOKED ALL ABOUT,

A STRANGE SIGHT I DID SEE,
NO TINSEL, NO PRESENTS,
NOT EVEN A TREE.

NO STOCKING BY MANTLE,
JUST BOOTS FILLED WITH SAND,
ON THE WALL HUNG PICTURES,
OF FAR DISTANT LANDS.

WITH MEDALS AND BADGES,
AWARDS OF ALL KINDS,
A SOBER THOUGHT,
CAME THROUGH MY MIND.

FOR THIS HOUSE WAS DIFFERENT,
IT WAS DARK AND DREARY,
I FOUND THE HOME OF A SOLDIER,
ONCE I COULD SEE CLEARLY.

THE SOLDIER LAY SLEEPING,
SILENT, ALONE,
CURLED UP ON THE FLOOR,
IN THIS ONE BEDROOM HOME.

THE FACE WAS SO GENTLE,
THE ROOM IN DISORDER,
NOT HOW I PICTURED,
A TRUE BRITISH SOLDIER.

WAS THIS THE HERO,
OF WHOM I'D JUST READ?
CURLED UP ON A PONCHO,
THE FLOOR FOR A BED?

I REALISED THE FAMILIES,
THAT I SAW THIS NIGHT,

OWED THEIR LIVES TO THESE SOLDIERS,
WHO WERE WILLING TO FIGHT.

SOON ROUND THE WORLD,
THE CHILDREN WOULD PLAY,
AND GROWNUPS WOULD CELEBRATE,
A BRIGHT CHRISTMAS DAY.

THEY ALL ENJOYED FREEDOM,
EACH MONTH OF THE YEAR,
BECAUSE OF THE SOLDIERS,
LIKE THE ONE LYING HERE.

I COULDN'T HELP WONDER,
HOW MANY LAY ALONE,
ON A COLD CHRISTMAS EVE,
IN A LAND FAR FROM HOME.

THE VERY THOUGHT BROUGHT,
A TEAR TO MY EYE,
I DROPPED TO MY KNEES,
AND STARTED TO CRY.

THE SOLDIER AWAKENED,
AND I HEARD A ROUGH VOICE,
"SANTA DON'T CRY,
THIS LIFE IS MY CHOICE;

I FIGHT FOR FREEDOM,
I DON'T ASK FOR MORE,
MY LIFE IS MY GOD,
MY COUNTRY, MY CORPS...."

THE SOLDIER ROLLED OVER,

AND DRIFTED TO SLEEP,
I COULDN'T CONTROL IT,
I CONTINUED TO WEEP.

I KEPT WATCH FOR HOURS,
SO SILENT AND STILL,
AND WE BOTH SHIVERED,
FROM THE COLD NIGHT'S CHILL.

I DID NOT WANT TO LEAVE,
ON THAT COLD, DARK, NIGHT,
THIS GUARDIAN OF HONOR,
SO WILLING TO FIGHT.

THEN THE SOLDIER ROLLED OVER,
WITH A VOICE SOFT AND PURE,
WHISPERED, "CARRY ON SANTA,
IT'S CHRISTMAS DAY, ALL IS SECURE."

ONE LOOK AT MY WATCH,
AND I KNEW HE WAS RIGHT.
"MERRY CHRISTMAS MY FRIEND,
AND TO ALL A GOOD NIGHT."

This poem was written by a Peacekeeping soldier stationed overseas.
+++++++++++++++++++++++++++++++
Thanks Denny:
TEXTING FOR SENIORS
Since more and more Seniors are texting and tweeting there appears to be a need for a STC (Senior
Texting Code). If you qualify for Senior Discounts this is the code for you. Please pass this on to your
CHILDREN and Grandchildren so they can understand your texts.
ATD: At The Doctor's
BFF: Best Friend Farted
BTW: Bring The Wheelchair
BYOT: Bring Your Own Teeth
CBM: Covered By Medicare
CGU: Can't get up
CUATSC: See You At The Senior Center
DWI: Driving While Incontinent
FWB: Friend With Beta Blockers

FWIW: Forgot Where I Was
FYI: Found Your Insulin
GGPBL: Gotta Go, Pacemaker Battery Low!
GHA: Got Heartburn Again
HGBM: Had Good Bowel Movement
IMHO: Is My Hearing-Aid On?
LMDO: Laughing My Dentures Out
LOL: Living On Lipitor
LWO: Lawrence Welk's On
OMMR: On My Massage Recliner
OMSG: Oh My! Sorry, Gas.
ROFL... CGU: Rolling On The Floor Laughing... And Can't Get Up
TTYL: Talk To You Louder
WAITT: Who Am I Talking To?
WTFA: Wet The Furniture Again
WWNO: Walker Wheels Need Oil
GLKI (Gotta Go, Laxative Kicking In)

Have a very Happy New Year!
___________________________________

Mark
Mark Sztanyo, PCN Dir & HL Editor
Pilot Communication Net from Aug 2009

Contact the Net
Life on earth will soon be past, only what's done for Christ will last!

Serving the Delta community, and pilots (active and retired) and their families, including original Delta, and former:
C&S, Northeast, Pan-Am, Western, NWA, Republic, North-Central, Southern Airways, Hughes- Airwest, and all
the Delta Connection carriers.

===================
Delta Pilots Pension Preservation Organization - http://www.dp3.org
Delta Museum & Fly-in information - http://www.deltamuseum.org
Delta Pioneers - http://www.deltapioneersinc.com/
Delta Golden Wings - http://www.deltagoldenwings.com/
Delta Retiree Connection - http://www.dlretiree.info
Delta Retirement Committee - http://www.dalrc.org/
DAL Pilots DDPSA - http://www.ddpsa.com/
Delta Extra Net Portal -http://dlnet.delta.com/
National Retiree Legislative Network - http://www.nrln.org/
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