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Interview: Bret A. Bedard, Empire Airlines First Officer

Interview date: July 14, 2009

Time: 1536 EDT

Location: Telephone interview

Present were: Katherine Wilson - National Transportation Safety Board (NTSB)
Represented by: None

In the interview, FO Bedard stated the following information:

He had been flying since June 2001. He got his ratings while working and became a flight
instructor in September 2004. At the time of the interview, FO Bedard was still flight instructing.
He was hired with Empire Airlines in September 2008, which was the first commercial airline
that he worked for. He flew the ATR-42 and -72 and had about 2000 hours total time.

FO Bedard said he flew with Capt. Holberton from December 1-6, 2008, and April 27-May 2,
2009. The route for both trip pairings was from Santa Barbara, California, to Ontario, California.
They flew to Ontario in the afternoon and back to Santa Barbara in the early morning. The
pairing lasted from Monday evening to early Saturday morming.

He never experienced an emergency or abnormal situation when flying with FO Holberton.

FO Bedard stated that the first time he flew with Capt. Holberton, December 1-6, 2008, was
during his first week on the job. He said the flight was routine and “nothing happened”. Capt.
Holberton made him feel pretty comfortable and he had a consideration for the fact that he was
new. Capt. Holberton made it conducive to his learning and he taught him a lot. He said Capt.
Holberton did not expect him to know everything and showed him how things went. FO Bedard
felt comfortable with the captain and never felt uncomfortable asking a question or bringing up a
point that he wanted to make.

FO Bedard never witnessed Capt. Holberton forget to use a checklist. He said people are human
beings and the other pilot is there to catch any mistakes. He never felt uncomfortable on a flight
with Capt. Holberton. When compared to other captains, FO Bedard said that every captain he
had flown had given him an opportunity to learn but Capt. Holberton was one of the best if not
the best of the pilots and he had nothing but respect for him. He said Capt. Holberton taught him
things that other younger captains could not. He said every captain is different and all are '
proficient, but Capt. Holberton’s unique subtleties by virtue of the fact that he had experience,
made him above average.

Capt. Holberton was a captain he enjoyed flying with more so than a lot of other captains. He
said Capt. Holberton would discuss his experiences which made it great to fly with him. He also
talked about other planes he flew. Capt. Holberton never discussed being uncomfortable flying

the ATR.

When asked what Capt. Holberton’s greatest strength as a pilot was, FO Bedard said his
experience level. In areas in which Capt. Holberton could improve, FO Bedard said all pilots can
improve something but he could not say there was something for Capt. Holberton to improve.




FO Bedard never heard any other pilots complain about flying with Capt. Holberton and he never
heard Capt. Holberton “bad mouth” the company. He said pilots would talk about the normal
rants and raves about certain things.

Asked about whether Capt. Holberton discussed any safety concerns he had with the company,
FO Bedard said that if the captain saw something he did not like about FedEx ramp operations
that he was not afraid to speak up to get something resolved. Capt. Holberton was always

looking out for what was not safe.

FO Bedard flew with Capt. Holberton since the accident. He said Capt. Holberton did not discuss
it too much but would answer questions about how he felt afier going through somethmg like
that. Capt. Holberton said it was very scary for him for the welfare of the accident first officer
and then for himself. Capt. Holberton told FO Bedard that he had been up flying since the
accident and he felt like he was doing okay. Capt. Holberton did not give any guidance to FO
Bedard as to how to respond if faced with a situation similar to the accident flight.

FO Bedard did not socialize with Capt. Holberton outside of work.

FO Bedard said working at Empire Airlines was the best job he ever had and he had no safety
concerns about the company. Asked if there were any external pressures from the company, he
said nothing that makes things unsafe. He said there were no pressures from the company and it
was the pilot’s job to deliver packages on time. He thought other pilots at Empire Airlines felt
the same way as he did about working for the company.

FO Bedard was asked about the training he received at Empire Airlines for icing conditions. He
said he received his training at Flight Safety which consisted of ground school and simulator
training. He performed in the simulator a takeoff after being deiced, a takeoff in icing conditions,
landing in icing conditions, and maybe holding. He thought he got the video “Be Prepared for
Icing” from Empire Airlines during Indoc Training. Although he did not have anything to
compare it to, he thought the training in general and specifically on icing at Flight Safety was
excellent. Asked if there was anything that he would have liked to have different, he said he
would have liked to have received the manuals before he got to training.

FO Bedard had experienced icing conditions in the ATR during his IOE in Alaska and
occasionally on the route from Santa Barbara to Ontario. He said in both cases, 1t was no more
than moderate icing. As a crew they performed the entering icing conditions checklist and other
icing checklists, and every time they received the visual amber light and aural warning for icing.
He said before departure and before the approach, the crew will set their airspeed bugs. Red bug
was the airspeed for icing conditions based on the data card provided by the company which was

determined by their weight.

FO Bedard had not experienced an event in which the flaps did not extend on approach but if he
did, he would reference the QRH {quick reference handbook). He said based on their situation,

they would act according to the QRH.

FO Bedard did not have anything else to add to the interview.

=




Interview: David R. Edgar, Empire Airlines Captain

Interview date: July 27, 2009

Time: 1305 EDT

Location: Telephone interview

Present were: Katherine Wilson - National Transportation Safety Board (NTSB)
Represented by: Mark Dombroff - Dombroff, Gilmore, Jaques, and French

In the interview, Capt. Edgar stated the following:

He went to Embry-Riddle Aeronautical University for his flight training. He was a flight
instructor for about a year and then flew for about 2 years with a Part 135 cargo operator. Most of
his flying there was primarily single pilot IFR (instrument flight rules). He was hired by Empire
Airlines in February 2007 as a first officer. He was upgraded to Captain around April 2008. He
was typed in the ATR 42/72. At the time of the interview, he had about 4000 hours total time,
about 1200 hours of which was in the ATR.

Capt. Edgar flew with F/O Cornell a week or 2 weeks before the accident flight. They flew
together for a whole week on the Midland-Lubbock-Alliance route. He felt that things progressed
as normal during the trip and nothing occurred that was out of ordinary. They did not experience
any emergency situations but could not recall if they experienced any abnormals. He said it was a

pleasure to fly with her.

Capt. Edgar said that he flew with ¥/O Cornell “quite a bit”. He estimated that they flew together
about 3-4 times per month on a monthly basis since she had been with the company, which may
be more than any other pairings with a first officer he had had. He said they did not experience
any emergencies when they flew together but could not recall if they experienced a small fault on
a system, such as having to reset a system to fix a problem.

Asked to describe F/O Cornell’s CRM skills, Capt. Edgar said they were good. She interacted
well with him, had good situation awareness, and communicated well. She never had to assert
herself to him during a flight but he felt that she would have spoken up if the situation called for

her to.

He and F/O Cornell alternated legs when flying. Asked whether she did an adequate job as a pilot
monitoring (making appropriate callouts, using checklists), he felt that she did.

Asked if they flew in icing conditions when they were paired, he said yes, the week prior to the
interview. He said it was light icing that was encountered after they entered clouds. He did not
recall who the pilot flying was, but the pilot flying called for the entering icing conditions
checklist which was completed by the pilot not flying. He said they also completed the ice
accretion checklist when they were picking up ice. He said they already had some anti-icing and
deicing equipment on but they turned on other equipment such as airframe boots and continuous
relight. Asked if she mentioned being uncomfortable when they flew in icing conditions, he said

no.




Asked if she was open to input or suggestions from him when flying, Capt. Edgar said yes, that
she was always looking for input or suggestions. He said at the end of the trip, a lot first officers
(including F/O Comell) would ask how they did or ask if the captain had any recommendations
for them. She would ask what she did good and what she needed to work on. He felt that Empire
trained their captains to be mentors. He said although they learn how to fly the airplane before
actually flying it, there were some things that cannot be learned until you fly the airplane and that
can be learned from a captain who had been flying the plane for thousands of hours by asking
questions or them giving constructive criticism.

Asked to compare F/O Cornell’s flymg skills compared to other first officers at her level, he said
she was right there at average if not a little better than similar first officers with the same amount
of time. He said her greatest strength was her system knowledge and aircraft control, for
example, her approaches, takeoffs, landings and flying in turbulence. When she was flying, Capt.
Edgar felt very comfortable with her. Regarding an area she could improve upon, he said she
could have more experience in the airplane, He said that experience can only come from flying
the line and not a simulator. He said he used to ask for a lot of input from a captain when he had
low time in the airplane and she would ask questions such as what can she do better or
techniques for using weather radar, and that could get mistaken by some people who think itis a
detriment. He disagreed and felt it was a good learning tool and asking questions was a good

resource.

Capt. Edgar characterized F/O Cornell’s personality good. He said she was safe in the airplane
and open for learning. She was a good pilot and easy to communicate and talk with; she knew the
systems of the airplane well. He said he thought if there was a safety issue, she would bring it up.

Capt. Edgar never heard F/O Cornell complain about working for Empire or flying the ATR. He
felt she was very thankful to have the job, enjoyed the flying and the people, and was really
happy to be a part of the Empire team. He never heard anyone complain about flying with her.

Capt. Edgar and F/O Comnell did not socialize outside of work but he knew her for 2-3 years prior
to her getting hired at Empire Airlines.

He estimated that he flew with F/QO Cornell 8-10 times since the accident for a total of 15-16
days. Asked if they discussed the accident, he said they talked a little but she did not get into
details. She told him she went to the hospital afterwards and was a little shaken up but she kept
the details to herself, possibly at the request of management. Asked if he noticed anything
different in F/Q Cornell’s flying or reactions to situations post accident, he said no, she flew the
airplane the same way prior to and after the accident.

Capt. Edgar knew Capt. Holberton and flew with him when he was a first officer, probably a year
10 a year and a half ago. He said his personality was great in the cockpit, his CRM was good, and
he always ran checklists. He said if there was a decision to make that was not time critical, Capt.
Holberton was always asking for input from him, like what do you think? Capt. Edgar said he
was good at communicating and followed SOPs as well as any other captain or pilot he had
flown with. He was easy to get along with and to communicate with. Capt. Edgar said it was a
pleasure to fly with him. When they flew together, they did not experience any emergency
situations.
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Asked how he liked working for Empire Airlines, Capt. Edgar said he liked it. He liked the
equipment, the people, management and the schedule. He said they are not overworked at all. He
described Empire’s safety culture as very good and he always felt welcomed. He said there were
at least 10-12 different ways for employees to get a hold of the safety manager and all sorts of
ways to report safety issues. He thought the company did a good job of making an emphasis on
safety aspects, maintenance as well. Capt. Edgar never reported a safety concern.

Asked if he felt that there were external pressures from the company to have an on time
departure/arrival or do a quick turnaround that would jeopardize safety, Capt. Edgar said no,
FedEx maybe but not Empire. He said there was a little pressure to meet the schedule of being on
time but FedEx and Empire would never allow that to jeopardize safety of the operation. He said
there would be times when they would have a late departure and he would call Empire dispatch,
and whether the delay was because of weather or being fueled later or whatever, their response
was always “alright, don’t rush anything” or “no worries”. He got the same feeling of “don’t
rush” from management as well.

Capt. Edgar attended initial training at Flight Safety in Houston, Texas, in February or March
2007. Pilots were required to attend recurrent training at Flight Safety one time per year. Asked
specifically about icing training he received at Flight Safety, he said it was pretty standardized
and of the three times he had been there, he did not notice a change in icing training. He said they
spent the same amount of time doing it, went over the same procedures and set up the same
scenarios for icing. Ground school entailed learning about systems and in the stmulator they
would run checklists for entering ice and accreting ice and they would also be put into a severe
icing condition. He said they would set it up to a level such that when they were flying the
airplane or maneuvering for an arrival, they would lose control and then the pilot would have to
regain control. He said there was a severe icing checklist as well that would guide them of what
to do if control was lost — push forward on the yoke and flaps 15 degrees. Every time in the
simulator, they were able to regain control. All three times they went through the procedures and
a whole day in the simulator for icing shooting approaches including the severe icing scenario
where they could feel what the plane when it was about to lose control, when it lost control and
how to recover from that.

Asked to rate the quality of the instructors that provided the icing training, he said for initial
training he would rate them as a 7 out of 10, or slightly above average. For recurrent, he rated the
instructors as an 8.5-9, especially his last time back which was post accident. He said the overall
training from the simulator instructor and the ground instructor seemed to be higher quality
although the instructors were the same. He was very pleased with what he got in the classroom

and the simulator.

He rated the quality of the Flight Safety training as a whole was pretty similar to how he rated the
instructors because the instructors have so much to do with the training atmosphere. He said he
had higher quality instruction on the last time or two he was at Flight Safety and the training all
together was better. Initially it seemed to Capt. Edgar that Flight Safety was “really busy down
there”, for example, they were switching classrooms or simulators often, times would be
postponed, and the instructor would change. He said the knowledge of the systems at Flight
Safety was really good but it was more the customer service and getting more out of your training

~
2




rather than things happening like switching instructors every day. He said the last 2 times he had
been to the training, one pre and once post accident, the training was “way better”. He learned a
lot of tips and he came out with a lot more than his first time down there.

Asked if he felt there was anything lacking from his initial training at Flight Safety, he said
initially they taught them how to fly the airplane well, they taught them the systems in ground
school well, taught them about icing well and how to fly the aircraft in the simulator during icing.
Flight Safety did not teach them or know Empire’s SOPs very well. Ie said Flight Safety taught
them how to fly the ATR, learned the systems and learned the procedures, and Empire taught
them how to fly the “Empire” way, like ops specs, SOPs with call outs, and Empire profiles on
when to put the gear and flaps down. He said that was outlined in Empire’s training books and
the last time he went to Flight Safety, they only went through Empire’s books. He felt they were

on the same page now.

Asked about the quality of Empire’s training that he received after going to Flight Safety, he said
it was great and the airplane was easier to fly than the simulator so he enjoyed it more. He said
the instructors were good and the training was good. The instructors covered a lot of stuff
regarding preflight or just flying the airplane that was not possible in the simulator. Training at
Empire was good, safe and thorough. He felt that he got a lot of knowledge just from the Empire
training that simulator instructors would not know, whether at Flight Safety or somewhere else.

Capt. Edgar received 2 full days of CRM training during initial and 1 full day of 5 days there
during recurrent or Captain initial at Flight Safety. Topic covered were accidents, analyzing
accidents, and what went right or wrong. He said the last time he went to Flight Safety, which
was a month or two before the interview, they he remembered they discussed captain/first officer
communication and communication barriers. '

When asked if he felt that the CRM training was beneficial, he thought it did improve his CRM,
especially during initial training. Because he did a couple of years of smgle pilot flying, he felt
that the classroom helped out a lot. In the simulator he was acting like a single pilot and was not
using any of his resources, so the instructor stopped the simulator 5 minutes into the flight. Capt.
Edgar said the instructor gave him guidance on CRM in the simulator that he did not bave to do
it all by himself, for example pulling charts. He said his Flight Safety instructor was real strong
on CRM and was by the book. He thought he got better CRM training in the simulator than the

classroom.

Capt. Edgar had experienced moderate or severe icing in the ATR previously. He said the
airplane felt underpowered but did not recall any mushiness or loss of control issues. He said if
you did not take the corrective actions, even when the anti-icing and deicing equipment was on, it
did not feel like it did a whole lot and the plane still felt underpowered when you were in
moderate or severe icing. He said the best corrective action would be to immediately climb or
descend before the airplane’s performance becomes in question.

Capt. Edgar said there was a single aural chime and an icing light that will flash at the same time
in the cockpit when the ice detector starts to detect ice. He said the pilot may also see the visual
cues of ice accretion outside the cockpit on the spinner or leading edge.



He said there was also an exiting icing conditions and clear of icing checklist in the QRH. Capt.
Edgar said that about 2-3 years prior to the accident, Empire also placed all icing related
checklists on a sticker that was attached to the chart holder located on the yoke. He thought that
was “pretty cool”. He said they run the icing checklists often enough that if that was not there
they would be pulling out their QRH very frequently. He said it was visible all of the time and
they use that checklist or the checklist in the QRH.

Capt. Edgar had never experienced a flap malfunction in the ATR. He said there was a one or
two step checklist in the QRH. He said there was a checklist for flap jam and asymmetry, as well
as a flap unlock checklist.

Capt. Edgar did not have anything additional to add to the interview.




Interview: Craig K. Kilcourse, Empire Airlines First Officer

Interview date: July 15, 2009

Time: 1200 EDT

Location: Telephone interview

Present were: Katherine Wilson - National Transportation Safety Board (NTSB)
Represented by: None '

In the interview, FO Kilcourse stated the following:

He spent four years as a flight instructor and got 1500-1600 dual given hours. After that, he flew
for a Part 135 cargo airline for about one year. He was hired by Empire Airlines in March 2008.
He had 3000 hours total time and about 600 hours in the ATR.

FO Kilcourse flew with Capt. Holberton twice - onée in California and once from Seattle to SE
Alaska. The first trip was for one week around Christmas time. He had never met Capt.
Holberton before the trip and they flew from Bakersfield, California, to Ontario, California. He
said the flight was trying for Capt. Holberton because a lot of stuff was not going right. Ontario
was not used to two ATRs landing at the airport which created a problem at the FBO (fixed base
operator). Capt. Holberton got “wound up” about their operation. Asked to expand on how Capt.
Holberton reacted, FO Kilcourse said that he became overly agitated about the situation and
“ranted” about it for the rest of the day. FO Kilcourse said it was nothing that affected safety
really and Capt. Holberton was a super guy who was liked by everyone, was gregarious and
funny. Capt. Holberton knew the airplane and what he was doing but he had the tendency to
overreact about minor things. FO Kilcourse said he learned a long time ago that things did not
always go right and he needed to go with the flow.

FO Kilcourse never experienced an emergency or abnormal situation when flying with Capt.
Holberton.

When asked if he ever noticed Capt. Holberton not following procedures or completing
checklists, FO Kilcourse stated that he witnessed a couple of things which opened his eyes to the
situation. IHe said that Capt. Holberton had been with the company for 20 years and had the
reputation of being a “guru”. However, Capt. Holberton had a tendency to short cut things,
which FO Kilcourse thought was because he had been doing it for so long, and seemed to getina
rush to do things. FO Kilcourse did not feel that they were running late when flying with Capt.
Holberton but he felt like he was being rushed. As an example, FO Kilcourse said that during the
prestart checklist he called the item to check radios and instruments. Capt. Holberton responded
“checked and set” although he had not done anything. FO Kilcourse believed that people can get
lax when things become so familiar. FO Kilcourse stated that while he normally felt comfortable
speaking up to Capt. Holberton, he thought the captain might have been embarrassed if it was
brought up, so he did not. FO Kilcourse said that Capt. Holberton was a good crew member so

he never had a problem speaking up to him.

On another occasion, when they were operating in a confined area, ground personnel would have
to make sure that the wings were clear of buildings and such. He said while being pushed back in




hotel mode, Capt. Holberton would want to start the engines which confused ground personnel,
even though that was not how a hotel push back was done. He said the engine was started while
ground personnel were around and because the engine was in feather, a huge dust storm was
created. FO Kilcourse did not understand why they were in “rush mode™ and starting the engine
when they should have waited until they were pushed back and unplugged before starting it. He
said a similar situation occurred when they flew in to Seattle. The tug driver did not understand
Capt. Holberton’s signal to start the engine, so the tug driver stopped and got out to see what the
captain was referring to, which upset Capt. Holberton. If things did not go 100% correctly
procedurally in Alaska, Capt. Holberton would “go off”.

FO Kilcourse recalled a flight into Ontario in which the pilot of a Caravan cancelled the flight
due to supercooled liquid droplets (SLD). He and the captain talked about SLD and neither was
concerned about it. He said the SLD was just a little bit. FO Kilcourse used to be concerned
about flying in icing conditions but since flying around Seattle, he had flown in it quite a bit.

FO Kilcourse said that Capt. Holberton was someone he enjoyed flying with, but not in
Californina when he was “over the top”. He said the next trip with the captain was great.

Asked if Capt. Holberton’s behavior was his personality or if he brought up any personal
problems, FO Kilcourse thought it was his personality. He said he was always agitated and it was
not something out of the ordinary. At least one other pilot told him about Capt. Holberton’s
personality. His behavior was similar when they were driving as well.

Capt. Holberton did not discuss his experiences, good or bad, with flying the ATR.

When compared to other captain’s proficiency, FO Kilcourse said Capt. Holberton was good,
real good. He said Capt. Holberton was more on the cutting corners side and less thorough on
briefings. He attributed that to Capt. Holberton doing it so much and he was sort of blasé.

Asked what Capt. Holberton’s greatest strength as a pilot was, IO Kilcourse stated his overall
knowledge of the airplane and the fact that he was tuned in to the environment they were
operating in. As to what could be improved, FO Kilcourse said standard procedures. He said that
Capt. Holberton went through recurrent training since the accident and the next time he flew with
him he was way more compliant. Capt. Holberton told him that his heart was not in it when he

went to training.

FO Kilcourse did not recall any pilots complain about flying with Capt. Holberton. He said they
would joke about it and they thought it was funny. He said he was prepped before flying with the

captain.

FO Kilcourse never heard Capt. Holberton complain about the company or the ATR and said that
he seemed to be more into the company than most. He said if Capt. Holberton did not see
something that he liked, he would say something and call the company. FO Kilcourse said his
first instinct would be to talk to the person on the ground but Capt. Holberton went straight to the

company.




Asked if he and Capt. Holberton spoke about the accident, FO Kilcourse said that the captain
told him “red bug means red bug”.

FO Kilcourse did not socialize with Capt. Holberton outside of work because the captain lived
in Portland.

FO Kilcourse liked working for Empire Airlines a lot and liked the pilots a lot. He said there was
“griping” about some things like operating the ATR is like a fledgling but they got used to
operating it. He had never worked for another airline so he did not have much to compare it to.

He said Empire Airlines’ safety culture was excellent. He said they got heavy training and then
they fly so training can wane, and that is why the airline encourages them to stay up on it.

Asked if there were any external pressures from the company to have on time departures or
arrivals; or quick turnaround times, that could impact safety, he said there were pressures to get
out on time but that it was nothing unsafe.

He thought the morale of other pilots at Empire Airlines was similar to his. He said there was
some union talk a year ago.

FO Kilcourse received ground school training at Empire Airlines where they watched the NASA
video on icing and were also given a copy. He had simulator training at Flight Safety in Houston,
Texas. He said Flight Safety instructors brushed over icing topics. He said they got a few
approaches with icing speeds and a takeoff or two with icing speeds.

e recently went to Flight Safety for recurrent training and the training focused more on icing.
He said they learned about tail plane icing. He said they were set up with heavy tail icing, and
had a scenario with the autopilot on and got tail icing to see how the trim would work. He said
that was insightful. They also did a takeoff with icing and approaches with icing. He said he was
given icing during his basic maneuvers but that did not work because the airplane stalled almost

immediately.

He said things happen quickly in the airplane and pilots need to have it sorted out before it
happens.

FO Kilcourse said that the entering icing conditions checklist was on the yoke of the plane but
not in the simulator. He said the first time a pilot he flew with called for the entering icing
conditions checklist in the plane, he did not know where it was.

CRM (crew resource management) training was provided at Flight Safety for 3 days. He said it
was more ADM (aeronautical decision making) rather than CRM. He said they analyzed other
crashes and did exercises on communication to demonstrate that what one person said may not

be what the other person heard.

When asked about the quality of the training received at Flight Safety prior to the accident, FO
Kilcourse said he did not think it was very good. He was amazed it was so bad because he
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thought Flight Safety was the premiere place to train. He said the instructors were not very good
and did not know their profiles very well. He said a couple of instructors were airline pilots but
not very good instructors. They did not know the basics that were learned in FOI (fundamentals
of instruction). He knew they were just getting people through and could not spend a lot of time.
He said he thought the simulator instructor he had would not have been qualified for his previous
flight school. FO Kilcourse said that before he went to Flight Safety the second time, Empire
Airlines had a new training manager who had gone to Flight Safety and straightened it out.

FO Kilcourse said he had experienced a stick shaker a few times during icing conditions. He said
they were flying the icing speeds and there was a little ice. Because they were in icing, the
equipment was on which reset the AOA (angle of attack) indicator. He said as they started the
approach, they came out of the icing but the equipment was still on. They did not cancel the
AQA indicator and pushbutton until it was called for in the landing checks, so as they slowed
down the stick shaker was triggered.

When the airplane detects icing, FO Kilcourse said an amber light will flash if the anti-icing or
de-icing equipment is not on. He said if it was flashing they would turn all of the equipment on.
If they picked up ice, there was a visual outside the captain’s window and an icing probe. When
the probe sensed ice, it will give pilots a TCAS alert or “ding”. At that time, pilots should call for
the ice accretion checklist and turn the equipment on. If the airplane had been in icing for 5
minutes or more and no additional ice was gotten, a blue light would flash and the pilots would

turn off the de-icing equipment.

The appropriate checklists for icing conditions were the entering icing conditions checklist, ice
accretion checklist and the leaving icing checklist. Pilots wait until no more ice could be visually
seen before canceling the AOA indicator. Pilots also had a severe icing checklist, for example if
ice formed on the windows behind the heaters, which were memory items. He said pilots should
get out of that situation, increase red bug by 10 knots, bring torque up, turn off the autopilot and
notify ATC. Asked what a pilot should do if severe icing is encountered on approach, he said if it
was getting warm then they should continue the approach. If not, the pilot should “get out of

there”.

FO Kilcourse had not experienced an event in which the flaps did not extend on approach. He
said there was a checklist procedure for it in the QRH (quick reference handbook).

FO Kilcourse did not have anything else to add to the interview.




Interview: Diana M Moroney, Empire Airlines Captain

Interview date: July 16, 2009

Time: 2000 EDT

Location: Telephone interview

Present: Katherine Wilson - National Transportation Safety Board (NTSB)
Represented by: None

Capt. Moroney flew the ATR for Empire Airlines and was based in Anchorage, Alaska. She had
flown commercially since 1995 with a majority of her flight time in Alaska. She had over 10,000
hours total time and about 700-750 hours in the ATR. She was also a rated certified flight
instructors (CF), flight engineer and airline transport pilot (ATP), and was typed in the ATR and
DC3. She was hired as a captain at Empire Airlines in November 2007 and was typed in the ATR
in January 2008. She began flying on the line on February 1, 2008.

Capt. Moroney flew with Capt. Holberton from January 14-16, 2009. They flew three round trip
legs from Anchorage International Airport (ANC), Anchorage, Alaska, to Fairbanks International
Airport (FAI), Fairbanks, Alaska. Capt. Moroney was the pilot in command (PIC) for all flights
and sat in the left seat; Capt. Holberton sat in the right seat. It was winter time and they more
than likely had to deice on the ground in Anchorage before each flight in the morning. During the
trip pairing, the flight crew did not experience an abnormal or emergency situation. Capt.
Holberton never questioned or commented on anything that Capt. Moroney did as PIC. She said
it was all normal, SOP (standard operating procedures). Capt. Moroney thought that Capi.
Holberton would be comfortable speaking up if he saw her doing something that did not make

him comfortable.

When asked about Capt. Holberton’s flying skills Capt. Moroney said the only oddity of the trip
pairing was that she flew all six legs and therefore could not comment on his actual flying skills.
This was at Capt. Holberton’s request rather than the standard that a flight crew will switch who
is the pilot flying every other leg. She said it was fine with her because she enjoyed flying. She
did not question why he wanted her to fly all of the legs and he did not mention that he did not
feel well or tired. She recalled that the weather was fairly good, there was nothing out of the
ordinary and there were no approaches down to minimums.

She said Capt. Holberton was always upbeat and did not do anything as the pilot monitoring that
bothered her. She said he might be a little more talkative than others at times but he did not miss
any calls and he seemed to be attentive to what was going on. She had flown with a couple of
different pilots that if she had an issue with them, she would call the chief pilot, but she said
Capt. Holberton was “pretty straight forward” and always used the checklist. He did not miss
anything and his checklist usage was good. She said all was fine and he never did anything that
she thought was under what it should be.

Asked if Capt. Holberton was someone she enjoyed flying with, she said yes. She said his
personality and mannerisms were good, and how he handled himself in the airplane. She never
heard anyone complain about flying with Capt. Holberton or anything negative about him;
however, being based in Anchorage she is somewhat “out of the loop™.




She and Capt. Holberton talked about a lot of things during the pairing but she did not recall
Capt. Holberton discussing any bad flying experiences in the ATR. She did not recall him saying
anything bad about Empire Airlines or the equipment they flew.

She had flown with Capt. Holberton since the accident on the same route (ANC-FAI-ANC)
within the two previous months of this interview. During the second trip pairing, the {light crew
did not experience an abnormal or emergency situation. She said they did not talk too much
about the accident because she did not want to pursue it. Nothing that he said was burned into her
memory. She said he mentioned asymmetrical flaps and that he was not sure about what
happened and if that was part of the accident. Capt. Holberton told her that he thought he got too

slow. '
Capt. Moroney did not socialize with the captain outside of work:

Capt. Moroney also flew with F/O Cornell for four days from December 9-12, 2008. They flew a
round trip from ANC to FAI each day and worked 0800 to 1400. They alternated who flew each
leg.'She was sure that they encountered icing but it was not severe and probably not moderate.
She said there is frequently icing when flying in Alaska, but she had never experienced bad icing
since she began flying the ATR. She had when flying other aircraft up there. She said it was more
of the standard climbing up through a little icing or in the decent through a little icing. She did
not recall having to fly icing speeds.

During the trip pairing, the flight crew did not experience an abnormal or emergency situation.
There were no malfunctions or write ups. She thought F/O Cornell only had 50-60 hours in the

ATR.

Capt. Moroney flew with F/O Cornell the week prior to the interview. She said the weather was
good and they had to do a couple of approaches to minimums due to poor visibility caused by
smoke. She said they were restricted to one approach, a non-precision VFR approach. She did not
think the ATR was the greatest for doing non-precision approaches coupled with the autopilot.
She said F/O Cornell flew some of them and did not seem to be stressed, and did quite well.
Capt. Moroney was never concerned with what the F/O was doing.

Asked if she thought F/O Comell was open to input and suggestions from the captain, she said
yes but she was quiet. She said F/O Cornell had a lot of instructing time and was not hesitant to
say things quickly if something was not right. F/O Cornell would question something if she
thought she had to. Capt. Moroney said some new co-pilots would not stand up but F/O Cornell
did not seem to have a problem with that. F/O Cornell was very checklist oriented and did not
seem to be rushed; she took her time doing things and was methodical about usage of checklists.

Capt. Moroney said she enjoyed flying with F/O Cormnell. F/O Comell did not discuss her
experiences flying the ATR. Capt. Moroney said she flew the 72 more than the 42 so she would

ask other pilots what they have seen when flying the airplane.

Compared to other new first officers, Capt. Moroney said F/O Cornell’s flying skills were up to
par. She said they flew together for limited days before the accident but F/O Cornell was pretty
knowledgeable in approaches and IFR environments due to the amount of instructing she had.
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Capt: Moroney had run into pilots in the past at other companies who were flight instructors for
so long that they had difficulty transitioning from critiquing all of the time to flying. She said F/O
Cornell did just fine and she did not question the first officer’s flying skills because of having so

much instructing time.

At the time of this interview, Capt. Moroney was paired with F/O Comnell. She said they did the
standard of alternating who flew each leg. They had done a couple of approaches and she said
F/O Cornell seemed very capable. She said nothing that the first officer did this time or the last
pairing made her question anything. Capt. Moroney thought that I/O Corpell’s experience level
‘had gone up and neither time did she do anything that she would be concerned with.

When asked what F/O Cornell’s greatest strength and weakness was as a pilot, Capt. Moroney
said she was quiet and reserved. She did not seem to go out and challenge things as much, but
not in terms of challenging what someone else was doing. Capt. Moroney said F/O Cornell was
there doing the job and she worked well the captain. For someone who did not have crew time
before, Capt. Moroney thought F/O Cornell grasped the crew theory.

Asked if there was an area in which F/O Cornell could improve, Capt. Moroney said she liked to
see more hands on flying of the airplane. She said a lot of pilots use the autopilot but she liked to
hand fly. She said F/O Cornell used the autopilot but could have hand flown earlier and longer.

Capt. Moroney characterized F/O Cornell’s personality as quiet and pretty reserved, but said she
had only seen her for about § days.

She never heard F/O Cornell bad mouth anyone, the company or the eciuipment. She never heard
anyone complain about flying with the first officer.

Asked if they discussed the accident during their latest trip pairing, Capt. Moroney said she did
not want to push her and she did not say much regarding the accident. F/O Cornell did not give
her any ideas of what she thought went wrong.

She did not socialize with F/O Cornell outside of work.

Capt. Moroney liked flying for Empire Airlines and it was the first part 121 carrier she had
worked for. All of her flying experience was part 135 in Alaska. She said you “see a lot” so when
she looked at Empire Airlines she thought it was pleasant to have a great rapport with
maintenance. She said it was good to work for a company where you did not have to push things.
For example, if she had a problem with a flight or an airplane, she felt comfortable that she could
call and say she had a problem. No one at Empire would question what she said, or try and push

her into the {light.

Capt. Moroney said she was impressed with the safety culture at Empire Airlines compared to
other companies she had worked for. She had no doubt that she could call and say she did not

like the weather or something. She said Empire was in tune to safety aspects of everything and
she never had to call a chief pilot to complain about dispatch. She said one time her flight was
cancelled due to weather which surprised her because the weather was common for Fairbanks.
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She said dispatch was only looking at the terminal weather but RVR (runway visual range) was
good and she asked them to dispatch the flight.

Asked if there were any external pressures from the company, she said there was always the
pressure to be on time but safety was not jeopardized. She said it was about a daily occurrence
that they had to deice the airplane but that was not on their time. They strive for an on time
departure and that comes from the customer. She said the company would not be happy if the

crew caused the delay.

Regarding morale among pilots at Empire Airlines, Capt. Moroney stated she was limited in who
she saw and talked to because there were only two pilots based in Anchorage and it was a threc
pilot base. She did not get a lot of interaction with other pilots but she heard things. There was
talk about pilots going to the union and there were riffs spoken then but that failed and she had
not heard too much lately. Other stuff she heard was just “whiney” pilots.

Capt. Moroney received 3 weeks to a month of training at Flight Safety International (FSI) when
hired by Empire Airlines. After that she flew back to Idaho and did a couple days of flight
training. She had failed her training on V1 cuts so they spent a few extra hours with her to make
sure they were hiring someone who would do the job. She also spent one week in Rapid City,
South Dakota, for IOE where she did 5 days of flying there. She did an additional 5 days of IOE
in Alaska. She did a check ride with the “fed” in Spokane. Her icing training was received at FSI
where they covered icing procedures and did some approaches probably in icing conditions, but

she did not recall specifically.

She said her original training at FSI in general was pretty intense and she was not happy with the
simulator work they did in the beginning. They did 6-8 sessions in the simulator, the preparation
and then the check ride. She was not impressed with simulator instructor because he was
teaching them stuff that was different than their company procedures, for example he referred to
numbers from a different airplane occasionally and had to be corrected. However, the last time
she went down there it was quite different. She said she enjoyed being down there and it was a

pretty good experience.

Asked if FSI prepared her for icing conditions, she said she was personally prepared for icing
because she lived in Alaska and had done it all of the time; she had seen icing she would never
like to see again, so she was very leery of ice and very cautious of ice. Her mindset was that way
but she thought just because of her past experiences and the area she flew in.

Capt. Moroney said they covered crew resource management (CRM) topics at FSI for 2 days.
They went over accidents, most in which a lack of CRM led to the accident. She said it was
pretty dry but it was not bad, just adequate. At the same time, it was formal CRM training as
opposed to what she had before so in that respect it was quite ice.

Asked to describe the quality of the training at FSL, she said she liked the training at FSI the
second time she was there. She did not know if it was because she was new in the airplane the
first time she went there but she thought there were some things that could have been done better
the first year. She had atiended training at FSI with the same pilot who was hired at the same
time as her. But in general she thought the training has improved and said the company [Empire



Airlines] had gotten more involved in the training. She went to training at FSI for a second time
in January 2009, which was around the time of the accident.

Capt. Moroney said she never experienced severe icing in the ATR, only moderate. The icing
incident occurred after the accident. She said she could feel the characteristics of the icing — the -
airplane felt sfuggish and she used caution in banks and turns and monitored the airspeed more

closely.

She said the procedure for icing conditions was to immediately turn on level 2 icing which
activates horns and all except airframe boots. She said with the ice detector they would get an
aural warning and caution on the CCAS indicating that they are building (accreting) ice and they
would then go to level 3°s (airframe deicing on). The airplane would let them know if they had
not accreted ice in 5 minutes and if not, and they were out of ‘icing conditions’ they could turn
off airframe deicing boots. Once they were out of icing conditions and clear of ice on the
airplane, they would turn off all of their deicing equipment. She had flown other airplanes and
she liked that they turn on deicing equipment immediately rather than waiting for ice accretion,

like in the Navajo.

Asked what checklist they use, she said they would use the entering icing, exiting icing and free
of icing checklists. She said it was just what they did and was a part of their standard operating
procedures.

Capt. Moroney had not experienced a failure of the flaps to extend in the ATR. She said there
was an asymmetrical flaps checklist in the QRII. In her previous experience, especially in the
Caravan, she knew personally that any change in configuration could “upset the cart so to speak™
so if a pilot was going to change a flap setting in icing that they would need to do it with extreme

caution.

Capt. Moroney did not have anything else to add to the interview.




