RSP 081       5/6/07

The RSP Periodic Email Archive:

With somethings old, somethings new, somethings borrowed and sometimes blue!

Please realize that the focus of RSP was never intended to be a pension mess. When this is over and done with, I will direct this email and website in a lighter direction.  I post almost every email that I receive, with last names removed unless granted permission.  The editor does not always agree with contributors, but protects their right to share opinion.  It is my policy to not allow in the main body of this newsletter any direct solicitation from my business or any other pilot's 2nd career business.  We will only share info that we think our community will find pertinent and enjoyable. Thank you for staying in touch and happy retirement!

The following are the RSP email archives that I still have, complete with grammar and mis-spelled SNAFU's!
Dear Retired Delta Pilot,
DAL NEWS/RUMORS: (DAL AJC, DAL Yahoo,)
AP
Delta's New Stock Begins Trading
Thursday May 3, 4:48 pm ET 
By Harry R. Weber, AP Business Writer 
	


Delta's New Stock Begins Trading Below Initial Projection 
ATLANTA (AP) -- Delta Air Lines Inc.'s new shares began their first trading day on the New York Stock Exchange on Thursday at a price below the company's initial projection. 
Delta's chief financial officer said he was pleased with the carrier having the second-highest market capitalization in the industry, even as one analyst predicted that ranking would be short-lived.
The Atlanta-based company's shares opened their first public trading day since Delta exited bankruptcy on Monday at $21.75. That pegged Delta's initial market value at $8.7 billion based on the 400 million shares Delta planned to issue. All of those shares were outstanding, but as of Thursday afternoon about 150 million shares had not been issued because of unresolved claims with creditors, a Delta spokesman said. 
Delta shares fell from the opening trade to finish the day at $20.72, dropping Delta's market value to $8.3 billion. 
The company's shares were being traded under its familiar DAL ticker symbol. 
The initial market value was short of the $9.4 billion to $12 billion that Delta had projected in its reorganization plan that it would be worth when it emerged from bankruptcy. 
The opening stock price was also short of the $9.8 billion that Tempe, Ariz.-based US Airways Group Inc. had offered to buy Delta for before the hostile takeover bid was defeated in January. 
But Delta CFO Ed Bastian said he was excited about Delta's prospects, especially considering that its market value is second-highest in the airline industry. Dallas-based Southwest Airlines Co. has the highest at $11.3 billion. 
"That's an affirmation of the job we've done," Bastian said. 
He also said that Delta's projected value in its reorganization plan was based on factors last fall. Bastian said things have changed in the airline sector since then. 
Even so, one analyst at Prudential Equity Group, Bob McAdoo, said in a research note Thursday that Delta's stock is overvalued and trading at levels, in comparison to its peers, that are unsustainable. His firm initiated an underweight rating on Delta's new stock and a $14 price target. 
"We will review our rating once Delta's valuation is more consistent with the other legacy carriers," McAdoo wrote. 
Thursday was the first public trading day for Delta's new stock, but some creditors and others have been buying and selling shares in recent days on a when-issued basis, driving down the opening value. Bastian said stock price comparisons wouldn't be meaningful until the close of trading Thursday. 
Delta exited bankruptcy on Monday after a 19 1/2-month reorganization that saw it shed billions in costs. Its previous shares were canceled when it left bankruptcy. 
Delta entered Chapter 11 on Sept. 14, 2005, amid high fuel prices and the burdens of high labor and pension expenses. Delta significantly reduced its labor and pension costs while under court protection. 
Chief Executive Gerald Grinstein, who bought 1,000 shares of new Delta stock Thursday at $21.75 a share, pressed a button to ring the closing bell from the floor of the NYSE. He then banged a gavel to signal the end of the session. 
The company made the initial distribution of its new common stock to unsecured creditors with allowed claims. As part of its previously announced comprehensive compensation program, Delta also made its distribution of new common stock to approximately 39,000 noncontract employees. 
Prior to the opening of public trading Thursday, the total equity stake the non-contract employees were to get had an estimated value of $350 million. Delta also said it planned to give 1,200 management employees an equity stake previously valued at $240 million. 
Based on Delta's stock performance Thursday, Bastian's and Chief Operating Officer James Whitehurst's equity awards of 184,800 shares each were valued at $3.8 million. Grinstein declined all management equity awards. The canceling of Delta's previous stock also meant that 28,252 shares Grinstein was holding at the time were reduced to zero, a regulatory filing shows. 
The stock awards for non-contract employees can be cashed out immediately, while the awards for managers vest over time. Also, some pieces of the management awards will require Delta to meet specific performance goals for them to have any value.
________________________________________________________ 

CALENDAR:
Upcoming important dates: 5-6-2007
May 3rd new DAL shares (40 million) have begun to trade  (400 million total will be issued)
Early May (expected on 4th) active pilot distributions from claim sale.  (Done)
Before May 30th distributions of stock to retired pilots.
June 1st DP3 Trustee ballot deadline.
        Click here for ballot: http://www.dp3.org/data/2007ballot.pdf
________________________________________________________
FINANCE:
CLAIMS/PBGC/HCTC/ INSURANCE/PLANNING/TAX/ESTATE/
5/2/2007

I know your out of town but here goes.  Got my pay statement from PBGC as for the May 1st takeover from Delta. THEY DO NOT WITHHOLD State income taxes.

Called them yesterday and after about a minute navigating their telephone computer voice finally got to talk to a rep.  She advised me they WILL NOT WITHHOLD state taxes.  Just a heads up, and everyone getting payments from PBGC should contact their accountants as to how to pay estimated state taxes for the year.

Tom 

 

Editor's Note: Not only is there no state withholding you may have noticed that the Fed tax withholding was not done on the first check.  Please either call or go online to re-establish your Fed tax withholding with our new DAL Pilot's Retirement Fund Trustee.
+++++++++++++++++++++
Helpful numbers listing: 
Delta Employee Service Center: 1-800-MY DELTA. Delta’s online Retiree Connection: http://www.dlretiree.info/index.htm,
Delta’s bankruptcy services agent, BSI: 310-838-8020 or 866-686-8702

Delta’s reorganization counsel, Davis Polk & Wardwell: (212) 450-4000

Marsh & McLennan (alternative DALRC plan for those over age 65): 1-800-923-4461

IRS Health Coverage Tax Credit (“HCTC”) Consumer Contact Center: 1-866-628-4282

++++++++++++++++++++++
Fidelity Packages: 
I know you have heard this from a number of sources including here, but one more time so that everyone is clear. The Fidelity packs should arrive mid-month and the 1st claim distributions should not happen 'til near the end of May.  The retired pilots are low on the totem pole when it comes to the distributions timing.  While our active ALPA counterparts not only have their distributions, they also have cash.  95% of active pilots were able to pre-sell their claims for $.60 on the dollar and it is now resting nicely in their personal accounts.  We will get a distribution and many of us will recieve checks for the under $100,000 claims that we chose to recieve "cash in lieu of".   But the frustrating thing is the timing along with the limited options.  Timing effects value (see below) and of course not having the option to pre-sell has been a complete disappointment.  However, what we need to concentrate on now is best choice of options with what we have available.  With that in mind it may or may not be in your best interest to immediately sell the stock shortly after receipt.  In future issues we will expand on this discussion. 
++++++++++++++++++++++
Stock Valuation: (For the retired pilots and PBGC still up in the air)
Mark, 5/6/2007

 

You can bullshit bankruptcy judges, you can bullshit Congress, and apparently you can bullshit creditors' committees.  Unfortunately for us, you can't bullshit the market.  Looks like we retired pilots will be last in line to get the opportunity to sell, even behind active employees who received their stock as a gift, not a claim.  No surprise there.  Anybody's guess what our ultimate percentage of recovery will be, but it's looking like nowhere near the numbers Jerry and his flaks were tossing around.  Again, absolutely no surprise.

 

Paul 

Editor's Note: Paul makes a couple of points that seem unfortunately true. The active pilots and employees were all able to "pre-sell" their claims and as we speak have cash in their accounts.  That luxury has not been extended to us retirees.  In additon, what will the value of the stock be for our distributions?   Prudential Equity has a sobering view: 

Delta Shares Set for a Hard Landing 

Word Count: 233  |  Companies Featured in This Article: Delta Air Lines 

Delta Air Lines (DAL: NYSE) By Prudential Equity Group ($20.40, May 3, 2007)

WE ARE INITIATING COVERAGE of the new Delta Air Lines with an Underweight rating and $14 price target.

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

Stock value spreadsheet from Bob Rioux:  http://www.dp3.org/SSEv2.xls
 

+++++++++++++++++++++
Stop distributions and spend down the claim?
Strategy of spending down claim and suspending IRA distributions:  Should I take distributions and spend down claim dollars?  That is a loaded question.  What I wish to highlight is that these claim dollars are an "addition" to a retirement accumulation that we lost but were all suppose to have.  Another words, with these dollars you have an opportunity to improve the principle (total asset value) of your nest egg and by so doing have a greater amount of principle to generate a lifetime stream of income.  When strategies are recommended to spend down principle, I get nervous.  In order for me to agree with that strategy, I have to be assured it makes sense for the individual situation.  I have a P&G retiree who had a whopping amount of PG stock that he chose to spend down for income stream all because he paid the lower cap gains tax on it instead of ordinary income tax.  Yes, on those dollars he enjoyed a lower tax rate, but he also destroyed a nest egg that could have generated a lifetime stream of income and is now forced to go back to work. A couple of points; when it is gone it is gone.  If you are still alive then there is a problem.  You do not want to outlive our assets.  Secondly, one has to consider the possibilities of additions to the nestegg after DAL retirement.  For most of us we have little opportunity to make contributions like may be possible with the claim dollars.  For most of us those days of large contributions to our retirement savings are over.  By in large we are in a different phase of life--that of distributions.  Therefore, before we begin talking about spending down what could amount to "more nest egg principle" we need to proceed with caution.  More on this topic in future issues. 
+++++++++++++++++++++
TAX-FICA:  I think I am wrong!  5/6/2007
Rectifiying the overwithholding for most recent retirees of FICA tax, was agreed to be addressed between ALPA and DAL in a memo.  Now it appears that there will be no effort made to fix the problem.  I know that some of you have tried to appeal directly to the IRS for a refund with limited success.  Once the distributions to retirees do happen, we will all know for sure if there has been any attempt to address this problem.  If not, I will re-publish the info to appeal directly to the IRS for our personal attempts at getting some tax remedy. And I will encourage our personal efforts in this area since if we are left out to twist in the wind on this one.  
____________________________________________________
HUMAN INTEREST: (a little long but interesting, thanks Steve)
Subject: U2 Flight
FLIGHT OF THE DRAGON LADY
Maj. Dean Neeley is in the forward, lower cockpit of the Lockheed U-2ST, a two-place version of the U-2S, a high-altitude reconnaissance aircraft that the Air Force calls "Dragon Lady." His voice on the intercom breaks the silence, "Do you know that you're the highest person in the world?" He explains that I am in the higher of the two cockpits and that there are no other U-2s airborne right now. "Astronauts don't count," he says, "They're out of this world." 

We are above 70,000 feet and still climbing slowly as the aircraft becomes lighter. The throttle has been at its mechanical limit since takeoff, and the single General Electric F118-GE-101 turbofan engine sips fuel so slowly at this altitude that consumption is less than when idling on the ground.  Although true airspeed is that of a typical jetliner, indicated airspeed registers only in double digits. 

I cannot detect the curvature of the Earth, although some U-2 pilots claim that they can. The sky at the horizon is hazy white but transitions to midnight blue at our zenith. It seems that if we were much higher, the sky would become black enough to see stars at noon. The Sierra Nevada, the mountainous spine of California, has lost its glory, a mere corrugation on the Earth. Lake Tahoe looks like a fishing hole, and rivers have become rivulets. Far below, "high flying" jetliners etch contrails over Reno, Nevada, but we are so high above these aircraft that they cannot be seen. 

I cannot detect air noise through the helmet of my pressure suit.  I hear only my own breathing, the hum of avionics through my headset and, inexplicably, an occasional, shallow moan from the engine, as if it were gasping for air. Atmospheric pressure is only an inch of mercury, less than 4 percent of sea-level pressure. Air density and engine power are similarly low. The stratospheric wind is predictably light, from the southwest at 5 kt, and the outside air temperature is minus 61 degrees Celsius. 

Although not required, we remain in contact with Oakland Center while in the Class E airspace that begins at Flight Level 600. The U-2's Mode C transponder, however, can indicate no higher than FL600. When other U-2s are in the area, pilots report their altitudes, and ATC keeps them separated by 5,000 feet and 10 miles. 

Our high-flying living quarters are pressurized to 29,500 feet, but 100-percent oxygen supplied only to our faces lowers our physiological altitude to about 8,000 feet. A pressurization-system failure would cause our suits to instantly inflate to maintain a pressure altitude of 35,000 feet, and the flow of pure oxygen would provide a physiological altitude of 10,000 feet. 

The forward and aft cockpits are configured almost identically. A significant difference is the down-looking periscope/drift-meter in the center of the forward instrument panel. It is used to precisely track over specific ground points during reconnaissance, something that otherwise would be impossible from high altitude. The forward cockpit also is equipped with a small side-view mirror extending into the air stream.  It is used to determine if the U-2 is generating a telltale contrail when over hostile territory. 

Considering its 103-foot wingspan and resultant roll dampening, the U-2 maneuvers surprisingly well at altitude; the controls are light and nicely harmonized. Control wheels (not sticks) are used, however, perhaps because aileron forces are heavy at low altitude. A yaw string (like those used on sailplanes) above each canopy silently admonishes those who allow the aircraft to slip or skid when maneuvering. The U-2 is very much a stick-and-rudder airplane, and I discover that slipping can be avoided by leading turn entry and recovery with slight rudder pressure. 

When approaching its service ceiling, the U-2's maximum speed is little more than its minimum. This marginal difference between the onset of stall buffet and Mach buffet is known as coffin corner, an area warranting caution. A stall/spin sequence can cause control loss from which recovery might not be possible when so high, and an excessive Mach number can compromise structural integrity. Thankfully, an autopilot with Mach hold is provided. 

The U-2 has a fuel capacity of 2,915 gallons of thermally stable jet Fuel distributed among four wing tanks. It is unusual to discuss turbine fuel in gallons instead of pounds, but the 1950s-style fuel gauges in the U-2 indicate in gallons. Most of the other flight instruments seem equally antiquated. 

I train at 'The Ranch'.  Preparation for my high flight began the day before at Beale Air Force Base (a.k.a. The Ranch), which is north of Sacramento, CA, and was where German prisoners of war were interned during World War II. It is home to the 9th Reconnaissance Wing, which is responsible for worldwide U-2 operations, including those aircraft based in Cyprus; Italy; Saudi Arabia; and South Korea. 

After passing a physical exam (whew!), I took a short, intensive course in high-altitude physiology and use of the pressure suit. The 27-pound Model S1034 "pilot's protective assembly" is the same as the one used by astronauts during shuttle launch and reentry. After being measured for my $150,000 spacesuit, I spent an hour in the egress trainer. It provided no comfort to learn that pulling up mightily on the handle between my legs would activate the ejection seat at any altitude or airspeed.  When the handle is pulled, the control wheels go fully forward, explosives dispose of the canopy, cables attached to spurs on your boots pull your feet aft, and you are rocketed into space. You could then free fall in your inflated pressure suit for 54,000 feet or more. I was told that "the parachute opens automatically at 16,500 feet, or you get a refund." 

I later donned a harness and virtual-reality goggles to practice steering a parachute to landing. After lunch, a crew assisted me into a pressure  suit in preparation for my visit to the altitude chamber. There I became reacquainted with the effects of hypoxia and was subjected to a sudden decompression that elevated the chamber to 73,000 feet. The pressure suit inflated as advertised and just as suddenly I became the Michelin man.  I was told that it is possible to fly the U-2 while puffed up but that it is difficult. A beaker of water in the chamber boiled furiously to demonstrate what would happen to my blood if I were exposed without protection to ambient pressure above 63,000 feet.

After a thorough preflight briefing the next morning, Neeley and I put on long johns and UCDs (urinary collection devices), were assisted into our pressure suits, performed a leak check (both kinds), and settled into a pair of reclining lounge chairs for an hour of breathing pure oxygen. This displaces nitrogen in the blood to prevent decompression sickness (the bends) that could occur during ascent. During this "pre-breathing," I felt as though I were in a Ziploc bag-style cocoon and anticipated the possibility of claustrophobia. There was none, and I soon became comfortably acclimatized to my confinement. 

We were in the aircraft an hour later. Preflight checks completed and engine started, we taxied to Beale's 12,000-foot-long runway. The single main landing gear is not steerable, differential braking is unavailable, and the dual tail wheels move only 6 degrees in each direction, so it takes a lot of concrete to maneuver on the ground.  Turn radius is 189 feet, and I had to lead with full rudder in anticipation of all turns. 

We taxied into position and came to a halt so that personnel could remove the safety pins from the outrigger wheels (called pogos) that prevent one wing tip or the other from scraping the ground. Lt. Col. Greg "Spanky" Barber, another U-2 pilot, circled the aircraft in a mobile command vehicle to give the aircraft a final exterior check. 

I knew that the U-2 is overpowered at sea level. It has to be for its engine, normally aspirated like every other turbine engine, to have enough power remaining to climb above 70,000 feet. Also, we weighed only 24,000 pounds (maximum allowable is 41,000 pounds) and were departing into a brisk headwind. Such knowledge did not prepare me for what followed.  The throttle was fully advanced and would remain that way until the beginning of descent.  The 17,000 pounds of thrust made it feel as though I had been shot from a cannon. Within two to three seconds and 400 feet of takeoff roll, the wings flexed, the pogos fell away, and we entered a nose-up attitude of almost 45 degrees at a best-angle-of-climb airspeed of 100 kts. Initial climb rate was 9,000 fpm. 
We were still over the runway and through 10,000 feet less than 90 seconds from brake release. One need not worry about a flame out after takeoff in a U-2. There either is enough runway to land straight ahead or enough altitude (only 1,000 feet is needed) to circle the airport for a dead-stick approach and landing. The bicycle landing gear creates little drag and has no limiting airspeed, so there was no rush to tuck away the wheels.  (The landing gear is not retracted at all when in the traffic pattern shooting touch and goes). 
We passed through 30,000 feet five minutes after liftoff and climb rate steadily decreased until above 70,000 feet, when further climb occurred only as the result of fuel burn. On final approach Dragon Lady is still drifting toward the upper limits of the atmosphere at 100 to 200 fpm and will continue to do so until it is time to descend. It spends little of its life at a given altitude. Descent begins by retarding the throttle to idle and lowering the landing gear. We raise the spoilers, deploy the speed brakes one on each side of the aft fuselage), and engage the gust alleviation system. This raises both ailerons 7.5 degrees above their normal neutral point and deflects the wing flaps 6.5 degrees upward. This helps to unload the wings and protect the airframe during possible turbulence in the lower atmosphere. 

Gust protection is needed because the Dragon Lady is like a China doll; she cannot withstand heavy gust and maneuvering loads. Strength would have required a heavier structure, and the U-2's designer, Clarence "Kelly" Johnson, shaved as much weight as possible-which is why there are only two landing gear legs instead of three. Every pound saved resulted in a 10-foot increase in ceiling. 

With everything possible hanging and extended, the U-2 shows little desire to go down. It will take 40 minutes to descend to traffic pattern altitude but we needed only half that time climbing to altitude. During this normal descent, the U-2 covers 37 nm for each 10,000 of altitude lost.  When clean and at the best glide speed of 109 kts, it has a glide ratio of 28:1.  It is difficult to magine ever being beyond glide range of a suitable airport except when over large bodies of water or hostile territory.  Because there is only one fuel quantity gauge, and it shows only the total remaining, it is difficult to know whether fuel is distributed evenly, which is Important when landing a U-2. A low-altitude stall is performed to determine which is the heavier wing, and some fuel is then transferred from it to the other. We are on final approach with flaps at 35 degrees (maximum is 50 degrees) in a slightly nose-down attitude. The U-2 is flown with a heav 1.1 VSO (75 kts), very close to stall. More speed would result in excessive floating.

I peripherally see Barber accelerating the 140-mph, chase car along the runway as he joins in tight formation with our landing aircraft. I hear him on the radio calling out our height (standard practice for all U-2 landings). The U-2 must be close to normal touchdown attitude at a height of one foot before the control wheel is brought firmly aft to stall the wings and plant the tail wheels on the concrete. The feet remain active on the pedals, during which time it is necessary to work diligently to keep the wings level. A roll spoiler on each wing lends a helping hand when its respective aileron is raised more than 13 degrees. 

The aircraft comes to rest, a wing tip falls to the ground, and crewmen appear to reattach the pogos for taxiing. Landing a U-2 is notoriously challenging, especially for those who have never flown tail draggers or sailplanes. It can be like dancing with a lady or wrestling a dragon, depending on wind and runway conditions. Maximum allowable crosswind is 15 kts. The U-2 was first flown by Tony Levier in August 1955, at Groom Lake (Area 51), Nevada. The aircraft was then known as Article 341, an attempt by the Central Intelligence Agency to disguise the secret nature of its project. 

Current U-2s are 40 percent larger and much more powerful than the one in which Francis Gary Powers was downed by a missile over the Soviet Union.  On May 1, 1960. The Soviets referred to the U-2 as the "Black Lady of Espionage" because of its spy missions and mystique. The age of its design, however, belies the sophistication of the sensing technology carried within. 

During U.S. involvement in Kosovo, for example, U-2s gathered and forwarded data via satellite to Intelligence at Beale AFB for instant analysis.  The results were sent via satellite to battle commanders, who decided whether attack aircraft should be sent to the target. In one case, U-2 sensors detected enemy aircraft parked on a dirt road and camouflaged by thick, overhanging trees. Only a few minutes elapsed between detection and destruction. No other nation has this capability. 

______________________________________________
OTHER AIRLINE: (AMR, UAL, CAL, LUV, NWA, USAir)
UAL Woes? http://biz.yahoo.com/ap/070427/united_unions.html?.v=1
 

AMR: Thursday May 3, 8:18 pm ET 
By David Koenig, AP Business Writer 

	


American Airlines Pilots Ask Company for 30.5 Percent Pay Raise Plus Signing Bonuses 

http://biz.yahoo.com/ap/070503/american_airlines_pilots.html?.v=8
 

_________________________________________________ 
 

MISC EMAIL CONRIBUTORS:
Gentlemen,
Monday 4-30-2007 I called 1-866-271-8942 and was connected to BSI.  I asked to be connected to a Delta representative and was put on hold for the transfer; after about 12 minutes "Robert" answered.  
I informed Robert that I was a Delta employee (retired) and that I was inquiring about Delta stock to be set up in a Fidelity account (in my name).  I informed Robert that I had not received any information at all from Fidelity and needed to know what, if anything, I should do to gain access to this (supposed) account.  Robert advised me that no packets or information has been sent out from Fidelity except for some that were sent by mistake and he referred to those as "Corporate" accounts.  
I informed Robert that I had understood that Delta stock was to start trading on the exchange on Thursday 5-3-2007 and that I needed to be able to access the account for trading if possible.  Robert informed me that they (I assumed Fidelity) had no information relative to the stock starting to trade on 5-3-2007. 
I asked Robert if he was a Fidelity representative or a Delta representative.  He stated he represented neither; he further stated he represented "TOORMAN DOUGLAS CO." - a company hired to handle the overflow for BSI.  He had no other information for me other than to just hang on and wait and see what will transpire.  Go figure.
 

Respectfully,
Mal 
_________________________________________________
TRAVEL:
no entry
_________________________________________________
_______________________________________________________________
HUMOR:
Origin of the word Aviator: (Thanks Charlie)
 This  explains  it  all.  As aviators, we come from a

 long  line  of  a  secret  society,  formed around one

 thousand  years  ago. We are warriors, and here is the

 proof! Ground pounders can read it and weep!
 A  little  known  fact  is  the  origin  of  the word,

 "Aviator."  In the immortal words of Johnny Carson: "I

 didn't know that........."
 Phu Khen (pronounced Foo Ken) 1169-? is considered by

 some  to be the most under-recognized military officer

 in history. Many have never heard of his contributions

 to modern military warfare. The mission of this secret

 society is to bring honor to the name of Phu Khen.

 A  'Khen'  was  a subordinate to a 'Khan' (pronounced

 'konn')  in  the  military  structure  of  the  Mongol

 hordes.  Khan  is Turkish for leader. Most know of the

 great Genghis Khan, but little has been written of his

 chain of command

 Khen is also of Turkish origin. Although there is not

 a word in English that adequately conveys the meaning.

 Roughly  translated,  it  means,  "One who will do the

 impossible, while appearing unprepared and complaining

 constantly.

 Phu  Khen  was  one  of  ten  Khens  that  headed the

 divisions, or groups of hordes, as they were known, of

 the  Mongol  Army  serving  under  Genghis  Khan.  His

 abilities  came  to light during the Mongols' raids on

 the  Turkistan city of Bohicaroo. Bohicans were fierce

 warriors  and  the city was well fortified. The entire

 city  was  protected by huge walls and the hordes were

 at   a  standoff  with  the  Bohicans.  Bohicaroo  was

 well-stocked  and  it  would be difficult to wait them

 out. Genghis Khan assembled his Khens and ordered each

 of them to develop a plan for penetrating the defenses

 of Bohicaroo.

 Operation  Achieve  Victory  (AV)  was  born.  All 10

 divisions   of   Khens  submitted  their  plan.  After

 reviewing  AV  plans  1  thru  7  and finding them all

 unworkable    or    ridiculous,   Genghis   Khan   was

 understandably  upset.  It  was with much perspiration

 that  Phu  Khen  submitted  his idea, which came to be

 known as AV 8. Upon seeing AV 8, Genghis was convinced

 this  was  the  perfect  plan  and  gave his immediate

 approval.  The  plan  was beautifully simple. Phu Khen

 would  arm  his  hordes  to  the teeth, load them into

 catapults,  and  hurl  them  over the wall. The losses

 were  expected to be high, but hey, hordes were cheap!

 Those  that survived the flight would engage the enemy

 in  combat.  Those  that  did  not? Well, surely their

 flailing bodies would cause some damage.

 The  plan worked and the Bohicans were defeated. From

 that  day  on, whenever the Mongol Army encountered an

 insurmountable  enemy,  Genghis  Khan  would  give the

 order,   "Send  some  Phu  Khen  AV  8-ers."  This  is

 believed,  though  not  by  anyone  outside our secret

 society, to be the true origin of the word Aviator (AV

 8-er).

 Phu  Khen's  AV  8-ers  were understandably an unruly

 mob,  not  likely to be socially acceptable. Many were

 heavy  drinkers  and insomniacs. But when nothing else

 would  do, you could always count on an AV 8-er. A Phu

 Khen Aviator. Denied, perhaps rightfully so, his place

 in   history,   Phu   Khen   has   been,  nonetheless,

 immortalized in prose.

 As the great poet Norman Lear never once said:

 "There once was a man named Phu Khen,

 Whose breakfast was whiskey and gin.

 When e'er he'd fly,

 He'd give a mighty war cry:

 "Bend over, here it comes again."

 Consider  it  an honor to be a Phu Khen Aviator. Wear

 the  mantle proudly, but speak of it cautiously. It is

 not  always popular to be one of us. You hear mystical

 references,  often hushed whispers, to 'those Phu Khen

 Aviators.' Do not let these things bother you. As with

 any  secret  society,  we  go  largely  misunderstood,

 prohibited by our apathy from explaining ourselves.

 You   are   expected  to  always  live  down  to  the

 reputation  of  the  Phu  Khen  Aviator;  a reputation

 cultivated   for  centuries,  undaunted  by  scorn  or

 ridicule,  unhindered  by  progress.  So  drink up, be

 crude,  sleep late, urinate in public, and get the job

 done.

 When  others  are  offended,  you  can  revel  in  the

 knowledge that YOU are a PHU KHEN AVIATOR!
+++++++++++++++++++++++++++++++++++++++++
Another offering:  thanks Keith
Subject: Zen Sarcasm


    1.  Do not walk behind me, for I may not lead.  Do not walk ahead of
me, for I may not follow. Do not walk beside me either.  Just pretty much
leave me the heck alone. 
    2.  The journey of a thousand miles begins with a broken fan belt 
and leaky tire.  
    3.  It's always darkest before dawn.  So if you're going to steal  
your neighbor's newspaper, that's the time to do it.  
    4.  Don't be irreplaceable.  If you can't be replaced, you can't be promoted.  
    5.  Always remember that you're unique.  Just like everyone else.
     6.  Never test the depth of the water with both feet.
     7.  If you think nobody cares if you're alive, try missing a couple 
  of car payments.
     8.  Before you criticize someone, you should walk a mile in their
shoes. That way, when you criticize them, you're a mile away and you have
their shoes.
     9.  If at first you don't succeed, skydiving is not for you.
     10.  Give a man a fish and he will eat for a day.  Teach him how to
fish, and he will sit in a boat and drink beer all day.
     11.  If you lend someone $20 and never see that person again, it was
probably worth it.
     12.  If you tell the truth, you don't have to remember anything.
    13.  Some days you're the bug; some days you're the windshield.
    14.  Everyone seems normal until you get to know them.
    15.  The quickest way to double your money is to fold it in half and
put it back in your pocket.
    16.  A closed mouth gathers no foot.
    17.  Duct tape is like 'The Force'.  It has a light side and a dark
side, and it holds the universe together.
    18.  There are two theories to arguing with women.  Neither one works.
    19.  Generally speaking, you aren't learning much when your lips are moving.
    20.  Experience is something you don't get until just after you need it. 
    21.  Never miss a good chance to shut up. 
    22.  Never, under any circumstances, take a sleeping pill and a
laxative on the same night

 

_________________________________________________

That all for this RSP issue!  Until next time. 
 

Tailwinds Always,
Mark Sztanyo
859-916-0259
marksztanyo@insightbb.com
"Airspeed, altitude, or brains; you always need at least two."
