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Editorial

UNA NUEVA

ESTRUCTURA PARA
LA DIRECCION DE
OPERACIONES CHILE...

Hace algunas semanas, a través de un correo
corporativo, la Compaifiia comunicé algunos
cambios en la estructura de la Direccién de
Operaciones Chile, dondelo masllamativo fue
sin duda que Servicio a Bordo y Operaciones
se unen bajo una misma estructura, Liderada
por Peter Weisser.

Todos estos cambios, si bien significaran
nuevas responsabilidades, responden a una
l6gica que busca perfeccionar la estructura
de nuestro equipo -que dado el crecimiento
que vivié la empresa los Ultimos afios, se
ha hecho muy compleja- haciéndola mas
“liviana” y por ende, mas eficiente.

La légica detras de esta decisién es reunir
bajo una misma jefatura a los mundos de
aire. Algo que a todas luces nos permitira
potenciar las sinergias entre estas distintas
areas y fomentar el trabajo en equipo, uno de
los principios de la nueva cultura LATAM y
en pos del cual debemos trabajar de aqui en
adelante.

Estos cambios nos plantean un importante
desafio como flota: sumarnos a este
propdsito de perfeccionamiento y excelencia,
que desde nuestra vereda se traduce en ser
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capaces de trabajar por objetivos y causas
comunes, dentro de las distintas flotas y con
otras areas tales como Cabina y Aeropuerto,
donde tenemos mucho por hacer.

Todo lo anterior cobra especial valor en
estos dias, en que la desaceleracién de la
economia y los cambios en la competencia
nos han impactado fuertemente. En los
meses que vienen deberemos trabajar con
el mayor de los compromisos y entrega,
entendiendo que somos una pieza clave, que
siempre ha sabido estar a la atura de estos
desafios, dando lo mejor de si, para sacar
adelante la operacién.

Para reforzar esa sentimiento de equipo,
quiero personalmente invitarlos a nuestra
ya tradicional Comida de Pilotos, que se
celebrara este 29 de octubre en el parque
LAN, donde ademas de distinguir a nuestros
compafieros de linea, podremos compartir
en un espacio de camaraderia y encuentro.
Como siempre, cuento con ustedes..

Mauricio Sanchez
Gerente Senior Flota Wide Body



Nota Operacional

Queremos compartir un interesante
articulo publicado en la revista Boeing
sobre la reduccion de las

\ ' “salidas de pista” en los aterrizajes.

Strategies




Bird strikes are a lesser hazard to aviation than
otherwell-known hazards such asloss of control
in flight, controlled flight into terrain, and
runway excursions, but they can and do present
risk that needs to be addressed. The first bird
strike was recorded by the Wright brothers in
1905, and the aviation wildlife hazard has been
a risk to aviation ever since. The January 15,
2009, ditching of US Airways flight 1549 on the
Hudson River in Weehawken, New Jersey, was
the dramatic result of dual engine thrust loss
arising from an airborne encounter with a flock
of Canada geese. Although Boeing airplanes
meet and exceed the government regulations
for bird strikes, accidents and serious incidents
can occur. Aviation wildlife hazards encompass
birds on the ground and in flight, terrestrial
animals (e.g., deer, coyotes, cattle, camels),
and even airborne animals such as fruit bats;
however, this article focuses on bird strikes in
particular. Operators and flight crews should
be aware of the risk of bird strikes, prevention
strategies, and actions to take following a bird
strike

This article discusses the characteristics of
bird strikes, presents practical information
for flight crews, highlights the importance of
reporting bird strikes, and provides resources
for additional bird-strike information.

CHARACTERISTICS OF BIRD STRIKES
According to Bird Strike Committee USA,
an organization that was formed in 1991 to
facilitate the exchange of information and
promote the collection and analysis of accurate
wildlife strike data, bird and other wildlife strikes
cause more than $650 million in damage to U.S.
civil and military aviation annually. In addition,
bird strikes put the lives of crew members and
passengers at risk — more than 200 people
have been killed worldwide as a result of wildlife
strikes since 1988. The Bird Strike Committee
takes a similar data-driven approach to the
bird strike issue that organizations such as the
Commercial Aviation Safety Team (CAST) takes
to reduce commercial aviation fatality risk. (See
www.cast-safety.org.)

Experts within the U.S. Federal Aviation
Administration (FAA), the U.S. Department
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of Agriculture, and the U.S. Navy and U.S. Air
Force expect the risk, frequency, and potential
severity of wildlife-aircraft collisions to grow
over the next decade, based on increasing air
traffic, bird populations, and the trend to twin-
engine aircraft. (Download PDF.)

While bird strikes usually inflict most damage
on the engines, all areas of an airplane can be
damaged (see figs. 1 and 2). Airplane damage
and effect on flight from bird strikes are closely
correlated to Kkinetic energy, derived from
the mass (determined by bird species) and
the square of the speed of the collision. (A 20
percent increase in speed raises the Kkinetic
energy by 44 percent.)

Figure 1: Example of bird-strike damage
Bird-strike damage can be quite severe and can
shut down jet engines.

Figure 2: Locations of bird-strike damage
Three-quarters of bird strikes involve the wing
or engines, but they can damage almost any
part of an airplane.

Fuselage Windshield




Single or multiple large birds, relatively small
numbers of medium-size birds, and large flocks
of relatively small birds are all problematic and
have resulted in accidents. In the United States,
a list of birds most hazardous to flight has been
identified: large flocking waterfowl (Canada
goose); gulls; pigeons and doves; blackbirds,
starlings, and sparrows; and raptors (hawks
and kestrels). Most bird strikes occur on or near
the ground, highlighting the need for wildlife
management on airport grounds and in the
vicinity. (Download PDF.)

The aviation bird-strike hazard is a global
and industrywide issue affecting all aviation
stakeholders, including pilots, mechanics,
airlines, airport operators, air traffic controllers,
wildlife personnel, aviation safety analysts,
airplane and engine manufacturers, flight
training organizations, and the traveling public.
Boeing participates in national and international
groups dedicated to exploring and addressing
the problem of bird strikes, and Boeing
airplanes meet and exceed regulatory bird-
strike requirements. Boeing has many design
features, including system separation, system
redundancy, and structural attributes, to protect
against bird strikes beyond the four-pound
regulatory general bird-strike FAA requirement
(eight pounds for empennage).

COMMON MISCONCEPTIONS ABOUT BIRD
STRIKES
A number of widespread misconceptions
about bird strikes may give pilots a false sense
of security and prevent them from reacting
appropriately to the threat of a bird strike or an
actual event. These misconceptions include:
- Birds don't fly at night.
Birds don't fly in poor visibility, such as in
clouds, fog, rain, or snow.
Birds can detect airplane landing lights and
weather radar and avoid the airplane.
Airplane colors and jet engine spinner
markings help to repel birds.
Birds seek to avoid airplanes because of
aerodynamic and engine noise.
Birds dive to avoid an approaching airplane.
In fact, none of these statements is scientifically
proven.

WILDLIFE STRIKE FACTS
More than 219 people traveling by airplane
have been killed worldwide as a result of bird
strikes since 1988.
Between 1990 and 2009, bird and other
wildlife strikes cost U.S. civil aviation more
than $650 million per year.
About 5,000 bird strikes were reported by the
U.S. Air Force in 2010.
More than 9,000 bird and other wildlife strikes
were reported for U.S. civil aircraft in 2010.
Between1990and 2004, U.S. airlinesreported
31 incidents in which pilots had to dump fuel
to lighten load during a precautionary or
emergency landing after striking birds on
takeoff or climb. An average of 11,600 gallons
of jet fuel was released in each of these dumps.
Waterfowl (31 percent), gulls (25 percent),
raptors (18 percent), and pigeons/doves
(7 percent) represented 81 percent of the
reported bird strikes causing damage to U.S.
civil aircraft between 1990 and 2009.
More than 950 civil aircraft collisions with
deer and 320 collisions with coyotes were
reported in the United States between 1990
and 2009.
About 90 percent of all bird strikes in the
United States are by species federally
protected under the Migratory Bird Treaty
Act.
Between 1990 and 2009, 415 different species
of birds and 35 species of terrestrial mammals
were involved in strikes with civil aircraft in
the United States that were reported to the
Federal Aviation Administration.

Source: Bird Strike Committee USA.

PREVENTIVE STRATEGIES

Airports are responsible for bird control and
should provide adequate wildlife control
measures. If large birds or flocks of birds are
reported or observed near the runway, the flight
crew should consider:

Delaying the takeoff or landing when fuel
permits. Advise the tower and wait for airport
action before continuing.

Take off or land on another runway that is free
of bird activity, if available.
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To prevent or reduce the consequences of a bird
strike, the flight crew should:
Discuss bird strikes during takeoff and
approach briefings when operating at
airports with known or suspected bird
activity.
Be extremely vigilant if birds are reported on
final approach. If birds are expected on final
approach, plan additional landing distance
to account for the possibility of no thrust
reverser use if a bird strike occurs.

FACTORS CONTRIBUTINGTO THEINCREASE

IN WILDLIFE STRIRES
The Great Lakes cormorant population
increased from only about 200 nesting
adults in 1970 to more than 260,000 nesting
adults in 2006.
In 1890, about 60 European starlings were
released in New York City's Central Park.
Starlings are now the second-most abundant
bird in North America with a late-summer
population of more than 150 million birds.
Starlings are considered “feathered bullets;
having a body density 27 percent higher than
herring gulls.
The North American nonmigratory Canada
goose population increased about fourfold
from 1 million birds in 1990 to more than 3.9
million in 2009. About 1,500 Canada geese
strikes with civil aircraft were reported in
the United States between 1990 and 20009.
About 42 percent of these strike events
involved multiple birds.
A 12-pound Canada goose struck by a 150-
mph airplane at liftoff generates the kinetic
energy of a 1,000-pound weight dropped
from a height of 10 feet.
The North American population of greater
snow geese increased from about 50,000
birds in 1966 to more than 1 million birds in
2009.
The nesting population of bald eagles in
the contiguous United States increased
from fewer than 400 pairs in 1970 (two
years before DDT and similar chlorinated-
hydrocarbon insecticides were banned) to
more than 13,000 pairs in 2010. Between
1990 and 2009, 125 bald eagle strikes with
civil aircraft were reported in the United
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States. The mean body mass of bald eagles
is 9.1 pounds for males and 11.8 pounds for
females.

Source: Bird Strike Committee USA

THE IMPORTANCE OF REPORTING BIRD
STRIKES

Flight crews and maintenance and line
personnel are encouraged to report all bird
strikes because data are essential to quantify
and manage the hazard. Reporting bird strikes
enables aviation authorities to monitor the risk
to aviation and the effectiveness of wildlife
hazard mitigation measures. Bird-strike data,
together with knowledge of the operational
environment, are utilized by Boeing as a basis
of many airplane design features beyond
regulatory requirements. Bird-strike data also
help researchers understand the nature of
strikes and develop a scientific approach to
reduce the cost and safety consequences of bird
strikes.

Aviation stakeholders should report all known
or suspected bird strikes to their national or
recognized wildlife strike data repository (e.g.,
the FAA National Wildlife Strike Database
in the United States) and share the strike
information with the airport operator, the airline
safety department, and the aircraft and engine
manufacturers. Each of these individual reports
will be combined into a single composite data
record. Reporters should provide as much
information as possible, including:

Airplane model and series designation (e.g.,
777-300).

Airplane serial number or registration.
Phase of flight.

Speed and altitude of the airplane.
Geographical location of the airplane.

Date and time of day.

Origin and destination airport.

Number and species of bird observed and
struck.

Impact locations of strikes and damage on
airplane.

Effect on flight (e.g., rejected takeoff, air
turnback, diversion).



If bird remains are available, trained personnel
should identify the species involved, or the
bird remains should be collected using the
correct procedure (as outlined here) and bird-
strike collection kit and shipped to a qualified
laboratory. It is crucial to determine the species
of the bird or birds involved in a bird strike and the
location of the strike, so that wildlife management
can take appropriate actions. Effective wildlife
management involves controlling attractants,
often species-specific, including food, foraging,
roosting, and nesting opportunities. Managing
the environment may be necessary, even to the
extent of grass type and height, insects, rodents,
and invertebrates, along with water sources and
land use, such as agriculture.

In the event of a bird strike, maintenance
personnel should follow the appropriate
maintenance procedures for bird strike
inspection in the Airplane Maintenance Manual.
Maintenance personnel must be cognizant of
the possibility that the bird remains can contain
infectious material. The bird strike should be
reported by the flight crew in the pilot’s log or
by the maintenance crew in the maintenance
log. After a bird strike, the airplane should be
inspected for possible damage to airplane
structure and airplane systems.

In the United States and Canada, bird-strike

information can be reported online or via FAA
form 5200-7 Bird/Other Wildlife Strike Report.

HOW AIRLINES CAN GET INVOLVED

Airlines and other stakeholders can help
address the ongoing problem of bird strikes
by participating in local, regional, national, or
international aviation wildlife hazard activities,
such as bird-strike committees or equivalent
groups.

Airlines can also form their own internal aviation
wildlife hazard group and designate a single point
of contact for coordinating all aviation wildlife
hazard activity, both internally and externally.

Practical bird-strike information for flight crews
Althoughitis not possible to avoid all bird strikes,
flight crews can take steps to reduce the chance
of a bird-strike event. If a bird strike does occur,
the appropriate action can improve the flight

crew's ability to maintain control of the airplane
and land safely.

This information from the Boeing Flight Crew
Training Manual provides flight crews and flight
operations personnel with practical information
about preventing and managing bird-strike
events.

PREVENTION STRATEGIES
Pilots should not rely on onboard weather
radar, landing lights, airplane markings, time
of day, or visibility to prevent bird strikes.
Flight operations may need to be modified
in the presence of known or anticipated bird
activity.
Delay takeoff or landing in the presence of
bird activity.
Below 10,000 feet, keep speed below 250
knots if operationally possible.
Below 2,000 feet, climb at the maximum rate
to reduce the flight time exposure to a strike
hazard.
Descend with idle power and avoid extended
low-altitude level flight, particularly over
water courses, nature reserves, or other areas
of known or expected bird activity.
When landing is assured, consider landing
through birds versus a missed approach to
avoid birds. This reduces the energy of the
collision, the potential for increased damage
associated with engines at a high power
level, and the potential for multiple engine
ingestions at low airplane energy states and
low altitude.
Avoid or minimize maneuvering at low
altitude to avoid birds.

BIRD STRIKES DURING TAREOFF ROLL

If a bird strike occurs during takeoff, the decision
to continue or reject the takeoff is made using the
criteria found in the Rejected Takeoff maneuver
of the QRH. If a bird strike occurs above 80
knots and prior to V1, and there is no immediate
evidence of engine failure (e.g., failure, fire,
power loss, or surge/stall), the preferred option
is to continue with the takeoff followed by an
immediate return, if required.
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level, and the potential for multiple engine
ingestions at low airplane energy states and
low altitude.

Avoid or minimize maneuvering at low
altitude to avoid birds.

BIRD STRIKES DURING TAREOFF ROLL

If a bird strike occurs during takeoff, the
decision to continue or reject the takeoff is
made using the criteria found in the Rejected
Takeoff maneuver of the QRH. If a bird strike
occurs above 80 knots and prior to V1, and
there is no immediate evidence of engine failure
(e.g., failure, fire, power loss, or surge/stall), the
preferred option is to continue with the takeoff
followed by an immediate return, if required.

DETECTINGABIRD STRIREWHILE IN FLIGHT
Visual: Birds seen in close proximity to the
airplane or colliding with the airplane, bird
remains on windshield, cracked windshield.
Tactile: Vibration of airframe or engine, thrust
loss, asymmetric thrust, increased drag,
abnormal airplane handling characteristics.
Auditory: Noise of strike or noise attributed
to resulting damage: engine surging,
compressor stalls, aerodynamic noise from
damaged radome, loss of pressurization
from pressure vessel penetration.

Olfactory: Smoke, odor, or cooked bird smell.
Engine indications: Reduction or fluctuation
in primary power parameter (e.g., engine
pressure ratio, fan speed, or equivalent),
abnormal fuel flow, abnormal engine
vibration monitoring (e.g., error vector
magnitude or equivalent), engine failure,
engine exceedances.

Flight instruments: Loss of data or erroneous
indications arising from damage to air data
sensors or angle-of-attack sensors.

Other airplane systems or structure affected
directlybyastrike:Damaged communications
or navigation antennas, damage to exposed
electrical wiring or hydraulic lines, damaged
radome or weather radar, broken landing
lights, or cascading and multiple effects from
sensor damage or engine damage.



RESPONSES TO A KNOWN OR SUSPECTED
BIRD STRIKE
Immediate action
Fly the airplane and maintain flight path
control.
Monitor flight and engine instruments.
Multiple engine failure or thrust loss
Attempt to restart engine(s).
Severe engine damage
Shut down engine according to procedure.
Strong engine vibration
Reduce thrust, which will often reduce
vibration.
Shut down engine per flight crew operations
manuals guidance.
Multiple engine ingestion and abnormal engine
indications
Air turnback or diversion to nearest suitable
airport.
Rnown or suspected multiple engine ingestion,
with normal engine indications
Consider air turnback or diversion to nearest
suitable airport.
Reevaluate decision to continue with
extended-range twin-engine operational
performance standards, extended range
operations, or overwater flight because
engine damage or performance degradation
may manifest later in the flight.
Rnown or suspected strikes with large flocking
birds, such as Canada geese
Consider air turnback or diversion to nearest
suitable airport, because damage may affect
aerodynamic lift and drag, subsequent fuel
burn, and ability to complete the flight safely.
Rnown or suspected airframe damage or engine
damage
Maintain orreduce speed — do not accelerate
unless necessary for safety of flight or to
maintain flight path control.
Damaged windshield or depressurization
Below 10,000 feet, discontinue climb and
level off.
Above 10,000 feet, descend to 10,000 feet or
the minimum safe altitude.
Rnown or suspected strike with landing gear
extended or in takeoff or landing configuration
with high lift deployed
Use available system information to assess
possible damage to flight controls and
high lift devices, and make minimal and
prudent changes in airplane configuration in
accordance with the flight phase.

Use available system information to assess
possible damage to landing gear and
associated systems, including exposed
electrical, pneumatic, and hydraulic systems,
and potential effects on the ability to steer
and stop on the runway.

Rnown or suspected strikes to air data and

angle-of-attack sensors

+ Be aware that this may affect other airplane
systems and have cascading effects.
Be aware of the potential forloss or erroneous
air data and degraded flight control modes,
including loss of envelope protection or
limiting, wunreliable airspeed, propulsion
systems in alternate mode.

Bird strikes during approach or landing
If the landing is assured, continuing the
approach to landing is the preferred option.
If more birds are encountered, fly through
the bird flock and land.
Maintain as low a thrust setting as possible.
If engine ingestion is suspected, limit
reverse thrust on landing to the amount
needed to stop on the runway. Reverse thrust
may increase engine damage, especially
when engine vibration or high exhaust gas
temperature is indicated.

Postflight actions following a known or

suspected bird strike

+  Report all known or suspected bird strikes
or bird activity on or in the vicinity of the
airport via established procedures. Ideally
this information reaches all stakeholders,
including air traffic control, the airport
operator, the airline, airplane and engine
manufacturers  (particularly the local
representative), the national regulatory
authority, and the appropriate national bird-
strike committee or aviation wildlife hazard

group.

SUMMARY

Bird strikes have always been a part of aviation.
While they usually cause no more than minor
damage, they can pose a threat to air safety.
By being aware of the ongoing possibility of
bird strikes and by following recommended
procedures, flight crews can reduce the
possibility and effects of a bird strike.
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Estimada Flota,

En esta tercera edicion de nuestra publicacion quisiera compartir con Uds
algunos temas de actualidad de la Flota:

Trabajos en las Pistas de Santiago

Como se habran informado, el cierre de la
pista 17L por trabajos y de la 17R por ruido,
sumado a los horarios de la pista de AKL,
hace que nuestra operacién sea mucho
mas critica. Hasta el momento no hemos
tenido problemas pero este escenario nos
acompaiiara durante los préximos 3 meses.
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Aproximaciones desestabilizadas
En Agosto completamos 6 aproximaciones
desestabilizadas en el afio por lo que
lamentablemente ya no cumplimos con la
meta, (que no era mas que la misma tasa del
afio pasado). Pero masimportante que trabajar
para una meta, es la seguridad que generamos
al cumplir con nuestros estandares, por lo que
los invito a seguir trabajando duro lo que nos
queda.

La Gltima aproximacién desestabilizada fue
detectada en Agosto en la pista 43L de SYD
(Speedbrke afuera bajo 1000 ft AGL).

Yanette Gonzalez en AKL,

Durante el mes pasado Yanette Gonzalez,
nuestra programadora, nos visité en AKL. Se
tomo unos dias de vacaciones , tomé un pasa-
je y partié a NZ. Su presencia en AKL no pasé
inadvertida y muchas de las tripulaciones que
estaban alld tuvieron la oportunidad de salir
a comer, mostrarle la ciudad y compartir con
ella nuestro estilo de vida en nuestra segunda
casa, Auckland.



Turnos

Estamos realizando T1 los martes y sabados
con el objeto de “backapear” vuelos a LIM ,
EZE u otros por el dia. Si bien se programan
2 capitanes y un FO de Turno, muchas veces
tenemos solo 2 pilotos. Esto cobra impor-
tancia cuando se activa el turno, ya que de
no encontrar a uno de los pilotos implicara
la cancelacién de un vuelo. Otras flotas mas
grandes que tienen varios pilotos de turno
tienen mas flexibilidad.

Hace unos dias no pudimos realizar un vuelo
en la madrugada por no encontrar a uno
de los pilotos de turno. Las consecuencias
producto de esta situaciéon fue que se tuvo
que reprogramar el vuelo a LIM en otra flota,
generando 1:40 de atraso y como este vuelo
alimentaba el HUB de LIM, atras6 por ende
todas las conexiones hacia MEX, MIAy CUZ.

Como mensaje, es importante comprender
el impacto ya sea positivo o negativo que
las Tripulaciones de Mando generamos en el
negocio, sobre todo los que somos del A340.

A

" B
‘Tumdagg " B¢
Dan

Publicaciones

Estamos teniendo algunos problemas con el
stock de laptop, razén porla cual en algunos
dias mas configuraremos los aviones con
un laptop y con documentaciéon en papel
en vez de los dos laptop. (se emitird una
circular operativa antes de esto).

Buen vuelol
Lautaro Pinochet V.
Gerente de Flota A340
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Estimados colegas, desde hace
algunos meses nos hemos visto
enfrentados a una situacion
operacional bastante compleja,
que ha repercutido negativamente
Y en forma muy importante en el
cumplimiento de nuestro rol de
vuelo programado, versus el rol
efectuado.

Las razones -que se han explicado en varias
oportunidades y se han mantenido presentes
en forma ciclica, dependiendo de la realidad
operacional-  contintan  afectdndonos
de manera relevante y es por ello que la
Gerencia de Operaciones Wide Body y esta
Gerencia de Flota en particular estamos
trabajando para implementar a la brevedad
ciertas estrategias, que permitan mitigar en
forma importante esta situacion.

Dentro de las razones que han afectado a

nuestro rol de vuelo se encuentran:

+ Variabilidad tanto del nimero de
Licencias Médicas como de imprevistos
urgentes de indole familiar y personal.
Reemplazo de material que hemos
efectuado para la flota B-787 y A-320
por imprevistos de mantenimiento.
Apoyo para cubrir el rol de pilotos que
han entrado en proceso de bajo estandar.
Fallas del simulador que han significado
la interrupcién o suspension transitoria
del entrenamiento recurrente, lo que
repercute nuevamente en el rol de esos y
otros pilotos
Aviones AOG
Contingencia operacional por pasajeros
enfermos o fallecidos, que provocan el
cumplimiento de los periodos de servicio
y posterior vencimiento de la tripulacién
Modificaciones en los plazos de entrega
del material B-787, entre otras.

Dado lo significativo de la contingencia que
ha debido afrontar nuestra flota es que tanto
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la Gerencia de Operaciones Wide Body
como la Gerencia de Flota B -767 hacen un
sincero, justo y valorable reconocimiento del
gran esfuerzoy compromiso desplegado por
todos los pilotos de la flota, que ha permitido
sin duda alguna que la operacién siga
realizandose con un impacto relativamente
bajo en la programacién y cumplimiento del
itinerario.

Queremos destacar de manera muy especial
a cada uno de los pilotos de la flota por su
permanente disposicién, voluntad y gran
compromiso profesional para sobrellevar
toda la problematica antes mencionada.

Nuestra preocupacién y compromiso en el
mas breve plazo serda implementar una serie
de medidas orientadas a lograr obtener
un rol de vuelo “lo mas estable posible” ya
que sabemos que es una de las variables
preponderantes para mantener una buena
calidad de vida.

En este contexto y a partir del préximo mes

debiésemos tener buenos resultados al

respecto, ya que se consideraran entre otras
acciones:

+ Sedejard un avién B-787 y tripulacién de
ese material como backup para su propia
flota y se buscara incrementar el nimero
de turnos.

+ Se fijard una regla dura que proteja los
vuelos especialmente solicitados.

- Seimplementardunseguimiento semanal
del cumplimiento del rol programado
versus lo efectuado, con el fin de corregir

con prontitud aquell ituaciones que

pudiesen afectar en forma reiterada a

algan piloto.

Asi, se extremaran los esfuerzos para que
los cambios al rol sean minimos y los que se
presenten sélo obedezcan a contingencias
de grado mayor e inevitables en nuestra
profesioén.

Como siempre, esta Gerencia de Flota estara
pendiente de sus inquietudes en esta y otras
materias. Asimismo estaremos presentes en
todas aquellas instancias que requieran ser
analizadas y corregidas, con el Gnico fin de
lograr un rol de vuelo lo mas estable posible.



'BoletinldelFlotalB;787

Editorial

Durante septiembre cumplimos dos afios de operacién y cuatro afios desde que comenzé el
proyecto B-787. Han sido tiempos intensos y llenos de desafios, tanto en lo personal para cada
uno de nosotros, como para las distintas areas de la Compafiia. Sin temor a equivocarme y con
satisfaccién creo que vamos por muy buen camino. Hemos sido capaces de sortear sin mayores

problemas desafios como el de las baterias, los cursos e instruccién de linea, implementaciéon de
nuevas rutas, etc.,. Todo esto gracias al aporte y entrega de cada uno de nosotros.

Sigamos en este camino de entusiasmo, compromiso y profesionalismo, y seamos protagonistas
de un gran capitulo en la historia de esta compaiiia. Somos nosotros los que le daremos el sello a
esta flota, que se proyecta por los préoximos 20 afios. Buenos vuelos. !

Recepcion de nuevos aviones

Durante los meses de agosto y septiembre hemos recibido el CC-BBG, CC-BBH y CC-BBI, séptimo,
octavo y noveno aviones respectivamente. El programa de recepcion se realizé en Seattle, WA,
USA y una vez arribados en Santiago, se inicié su check de recepcion, que incluye la aplicacion
del Service Bulletin para cambio de empuje (1000-G).

A la fecha se encuentran operando el BBG y BBH. El BBI se encuentra ain en check de recepcion
y se espera comience a volar el dia 08 de octubre aprox.

Las tripulaciones que participaron en estas entregas estuvieron compuesta por los siguientes
pilotos:

CC-BBG

CP Hernan Prieto, CP Mauricio Schleyer, FO Gaston Alvear y FO Jorge Escobar
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Traslados de B-787 a
Victorville (KVCYV)

Se ha comenzado a aplicar un programa de actualizacién de
Boletines de Servicio a algunos de nuestros aviones, que los
dejara en condiciones de comenzar las operaciones ETOPS mas
alld de 180 minutos para poder operar a Auckland el préximo
afo.

Este programa contempla el traslado de nuestros B-787 ala base
logistica de Boeing en la ciudad de Victorville, California. Los
aviones permaneceran algunos dias para los trabajos y luego
seran trasladados de regreso a Santiago para retomar vuelos de
itinerario.

El plan de trabajos se desarrollara entre octubre y diciembre de
este afio.

CP Cristian Arriagada, CP Christian Larrabe, CP Sebastian Del Rio, FO Patricio Del Valle y FO Eric Triantafilo.

CC-BBH

CP Alejandro Rojas, CP Cristian Brajovic, CP Cristian Casanova y FO Andres Cuenca.

Felicitamos y agradecemos a todos por su compromiso y profesionalismo demostrado durante este

relevante hito para la flota y para la compaiiia.
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Concurso de

Fotografia Historica
del A-340.

GRACIAS

pon conectarnsy

CON EL MUNDO
A-340

Conoce las imagenes que nos han llegado
y que han inmortalizado algunos
de los vuelos en |a historia del A-340.

REVISA LAS FOTO QUE HEMOS RECIBIDO AQUI

%a r entretenldos:premlus . LAN

jAnimate, gartn:i pay gana! - —




apia, Julio Matthei y el Ingeniero Ma-

Lo dtosiMariodBontemp
\‘ Stfticcion deie 7 (Renton, Seattle)

NUESTRA HISTORIA:

De los Boeing 707 a los Boeing 727

Con el fin de adquirir conocimientos en el
mantenimiento del nuevo material de vuelo
recientemente adquirido, a comienzos de 1967
se comisionaron al extranjero a los Ingenieros
Guillermo Wechsler Gross, Adrian Vilca Santos,
Hardy Werner Held, Jaime Caceres Herrera,
Pedro Baeza Baeza, Carlos Ugalde Diaz Y
Pedro de Lisle Robles.

Estos profesionales a su regreso al pais,
tuvieron la responsabilidad junto a los pilotos,
de poner en servicio la moderna flota con que
contaria la empresa.

En Marzo de ese mismo afio, otra negociacién
finalizé exitosamente para los intereses de
LAN.

Como resultado de la renegociacién que se
hizo del Convenio Aéreo con los Estados
Unidos de Norte América, se obtuvo a
través de conversaciones directas entre el
Vicepresidente de LAN y el Embajador de ese
pais, un crédito por USS 32.000.000 bajo los
auspicios de la Alianza para el Progreso.
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Ello permitié a LAN adquirir dos Boeing 727-
116 en USS 5.069.252 cada uno y dos Boeing
727-116 C en USS 5.617.541 cada uno.

Asimismo, se adquirieron repuestos y
accesorios para estos aviones por valor de
USS 4.282.414.

Con estos nuevos aparatos se pretendia
reforzar las rutas nacionales y aumentar las
internacionales, extendiéndolas a Paraguay,
Brasil y Colombia.

Tiempo después viajaban a Seattle, Estados
Unidos, los Pilotos Ronald Lowery, Rene Bobe,
Mario Bontempi Y Hernan Tapia, quienes
durante cuatro meses realizaron el curso
tedrico y de vuelo para Pilotos Instructores de
Boeing 727, a cargo del Piloto Instructor Zane
Griffin de la fabrica Boeing.

E11 de Abril de 1967 es una fecha significativa
en la historia de Linea Aérea Nacional.

Ese dia arrib6 a Santiago el primer Boeing 707
de LAN, N° 701, matricula CC-CEA.



Siendo justo las doce del dia, el enorme
cuadrirreactor piloteado por Mario Riedemann
ponia ruedas en la pista de Pudahuel después
de un vuelo procedente de Frankfurt con
escalas en Dakar y Rio de Janeiro.

Una cadena de radioemisoras transmitié a todo
el pais la ceremonia de recepcién del nuevo
avién, comenzando con la frase: “Mediodia en
Chile, a esta hora, el primer Boeing 707 de LAN
arriba al Aeropuerto Pudahuel”

El11 de Abril de 1967 lleg6 a Santiago
el primer Boeing 707 de LAN-CHILE.
A sulado, como contraste del avance
experimentado por la empresa, un
biplano de Havilland Moth, con los
cuales inicio sus servicios nacionales

en 1929.

Entre los invitados asistentes se encontraban
dosilustres precursores de LAN, su fundador, el
Comodoro Arturo Merino Benitez y el General
RAFAEL SAENZ SALAZAR. En sus rostros
amplias sonrisas denotaban la alegria que
sentian al contemplar como la empresa que
ellos habian visto nacer, se iba expandiendo
cada dia mas para orgullo de la nacién toda.

En un cocktail realizado en el casino del
aeropuerto, hicieron uso de la palabra, el
Ministro de Economia Domingo Santa Maria,
el Embajador de Alemania, el Presidente
de Lufthansa, quién viajé especialmente
invitado en el Boeing 707 y Eric Campaiia,
Vicepresidente de LAN-CHILE.

El 15 de Abril, el 707 iniciaba servicios en la
ruta Nueva York. En esos mismos dias otro
acontecimiento relevante en la vida de LAN,
iba a tener lugar el comienzo de los vuelos
comerciales a Isla de Pascua.

El Ministro Domingo Santa Maria
saluda a la tripulacién del B-707 (DE
izq. a der. los pilotos Julio Mattich y
José Sierra, los Ing. de vuelo Enrique
Rahni y Hugo Faez, el piloto Mario
Riedemann y el Sobrecargo Rafael
Fontecilla.
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Buenos Aterrizajes,
para TODOS 4

LAN .

-



