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International Brotherhood of Teamsters - Airline Division’s Comments and 

Questions from the Investigative Hearing on May 19-20, 2026 

 

Comments 

 

 1. Boeing appears to have requested an escalation of the pylon aft 

bulkhead inspection schedule without considering COS/SDR data concerning 

known failures of the bearing and/or aft bulkhead.  

 

 2. It appears that the FAA approved the escalated inspection schedule of 

the pylon aft bulkhead without considering COS/SDR data concerning known 

failures the bearing and/or aft bulkhead. Rather, the FAA testified that it simply 

relied on what Boeing submitted to it in support of the escalation request. 

 

 3. Boeing Service Letter MD-11-SL-54-104-A, dated February 7, 2011, 

states, “A review of the spherical bearing failure by Boeing determined that the 

failure will not result in a safety of flight condition.” (Exhibit 11X) Boeing failed 

to provide any documentary evidence or testimony about discussions within 

Boeing on how this was determined. 

 

 4. UPS found three additional migrating bearings during post-accident 

inspections. 

 

 5. The aft bulkhead bearing is still not considered a Principal Structural 

Element (PSE) although it is part of the aft bulkhead assembly which is a PSE. 

 

 6. All leading edge slats were found in the extended positions, and the 

balance relief valves appeared to have worked as designed. 
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 7. The # 1 engine fire shut-off valve would not have operated due to the 

control wiring departing the aircraft with the # 1 pylon. 

 

 8. The wing pylons were never designed to depart the aircraft; they are 

designed to rotate around the wing to protect the fuel tank in the event of a gear-up 

or a hard landing. (Exhibit 7X) 

 

 9. FedEx and other operators have found ten aft bulkhead bearing 

failures according to timeline shown on Exhibit 7Z. 

 

 10. Boeing’s messaging regarding communications to UPS is mixed; 

Boeing Service Letter MD-11-SL-00-104 (Exhibit 7P) appears to give a hierarchy 

of service documents and UPS’s testimony (Exhibit 11AA and transcript page 110, 

line 23) shows that UPS believes such a hierarchy exists; however; Boeing’s 

testimony regarding communications to operators asserting “there’s no hierarchy” 

(transcript page 402, line 19) gives a different view.  

 

 11. The MD-11’s can be returned to service after MD11-BSA-54-001 

complied with. 

 

 12. MD11-BSA-54-001 sets inspection limits of aft spherical bearing at 

450 cycles and required replacement at 4,000 cycles. 

 

 13. The #1 pylon aft spherical bearing was lubed on 10/18/25 in SAA. 

 

 14. The NTSB has started an ongoing airplane performance study to 

determine why the aircraft did not climb after the pylon separated despite the 

aircraft being certified for two engine operations in case of a third engine failure. 

 

Questions 

 

 1. Should the definition of a PSE, which excludes the aft pylon bearing, 

be changed to include the aft pylon bearing since it is part of a PSE assembly? 

 

 2. Why did FedEx and other carriers find bearing failures when UPS did 

not, and what is different about their maintenance programs? 

 

 3. Was there a missed opportunity to inspect and document the condition 

of the #1 aft pylon bearing on October 18, 2025, at SAA when it was lubed? 
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 4. Why were the MD11s returned to service when UPS Flight 2976 

demonstrated that it could not fly with two functioning engines? As reference, FAR 

25.121, 14 C.F.R. § 25.121, states, in relevant part: 

 

§ 25.121 Climb: One-engine-inoperative. 

 

(a) Takeoff; landing gear extended. In the critical takeoff 

configuration existing along the flight path (between the points at 

which the airplane reaches VLOF and at which the landing gear is fully 

retracted) and in the configuration used in § 25.111 but without 

ground effect, the steady gradient of climb must be positive for two-

engine airplanes, and not less than 0.3 percent for three-engine 

airplanes or 0.5 percent for four-engine airplanes, at VLOF and with— 

 

(1) The critical engine inoperative and the remaining engines at 

the power or thrust available when retraction of the landing gear 

is begun in accordance with § 25.111 unless there is a more 

critical power operating condition existing later along the flight 

path but before the point at which the landing gear is fully 

retracted; and 

 

(2) The weight equal to the weight existing when retraction of 

the landing gear is begun, determined under § 25.111. 

 

 

      Respectfully submitted, 

 

Dated: June 19, 2026   /s/ Chuck Landis   

      Chuck Landis 

      Party Spokesman 

   International Brotherhood of Teamsters – 

   Airline Division 
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