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CLUB EXECUTIVE Our meeting location is Boston Pizza
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PRESIDENT:

B0716-2660 SPEED READING
blue032 @hotmail.com :

VICE PRESIDENT: Apr 17/18/19 Defrost Kickoff — PR SOVREN Se?att!e, Wa
Roger Salomon Apr 18&19 CACC Race # 1 — MRP SCCBC Mission, BC
604-581-7189 Apr 18&19 Regional - PIR SCCA/OR Portland, Or
ann_peters @telus.net Apr 18&19 Long Beach Grand Prix IRL Long Beach, Ca

SECRETARY: Apr 18&19 Coastal Club Race #2 & #3 — CARTBC CKR Chilliwack, BC
Tasma Wooton Apr 22 META Meeting — Boston Pizza 7:30 New West, BC
604-854-4245 Apr 25826 ICSCC Race #1 - PIR Ccscc Portland, Or
tasmahrt@telus.net Apr 25826 Westwood Club Race #2 — CARTBC ~ WKA Chilliwack, BC

TREASURER: May 2&3 ICSCC Race #2 - PR IRDC Seattle, Wa
Doris Gildemeister .

604-588-9218 May 2&3 Double Regional SCCA/NWR Bremerton, Wa
May 2&3 Coastal Club Race #4 — CARTBC CKR Chilliwack, BC

PAST PRESIDENT: May 8&9&10 National / Regional - PIR SCCA/OR Portlgnd, Or
Ann Peters May 13 SCCBC Meeting — Best Western,  North Road  Coquitlam, BC
604-581-7189 May 16&17 Spring Sprints — PR SOVREN Seattle, Wa
ann_peters @telus.net May 16&17 Knox Mountain Hillclimb KMMS Kelowna, BC

May 16&17 Karting -- Westerns -- CARTBC BCKCA Chilliwack, BC

NEWSLETTER STAFF May23/24/25 Double National — PR SCCA/NWR Seattle, Wa

May 24 Indianapolis 500 IRL Indianapolis, In

EDIT0R=A trow Cl May 27 META Meeting — Boston Pizza 7:30 New West, BC

conorraons " May 30&31 CACC Race #2 & WSC#1—-  SCCBC Mission, BC
maydayeditor @hotmail.com MRP
fax 604-777-7703 May 30&31 Westwood Club Race #3 — CARTBC ~ WKA Chilliwack, BC

MEMBERSHIP . .

Thomes Liecner Westwoodb0 Historic Races
604-501-1503
tliesner @shaw.ca JU/)/ ]7/]8/]9 2009
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Mike's Ramblings:

The Answer to last month’s question is:
The driver of a Koenigsegg CC was given the fastest speeding ticket ever for doing
242mph in Texas during the Gumball 3000 rally race of 2003. I have used several sources
to confirm this, however if someone thinks they can prove me wrong let me know. Check
out http://www.theworldsgreatestguy.com/2006-sep-the-fastest-speeding-ticket-ever-242-
mph and http://en.wikipedia.org/wiki/Traffic_ticket#Ticket_superlatives for more interesting

information on the subject. The video at
http://www.youtube.com/watch?v=R4WhhJfC5gs is also worth viewing.

This month’s question is:

A current SCCBC member won the Formula One race in 1961 at Oulton Park. Who was he and what was
unique about the car.

On March 22 SCCBC had their annual open house. We had several potential volunteers show up. Current
volunteers also had an opportunity to have hot laps in two very fast cars, with qualified drivers behind the wheel
of course. Those of us lucky enough to partake enjoyed the thrill of riding in a Corvette Z06 and/or a

Carrera GT.

P '. o t o s b'"y 0 P o u

Race Drivers Training in March was very well attended and I think it is the first time I remember having that
many volunteers show up for a driver training. The weather was sunny and was the warmest March Drivers
Training I ever remember. I hope this is a sign of things to come. As always Drivers Training was a good
opportunity to dust off the cobwebs and discover what had gone missing from our turn buckets over the winter.

The International Auto Show is now over. META, SCCBC, VRC, and the Westwood50 shared space and were
able to converse with more people as they flowed through. The public is becoming more aware of the existence
of Rivers Edge, with many coming up to ask for this year’s race schedule. I talked to many Westwood old
timers that will be out for the Westwood50. There were many positive responses to volunteering at the track and
I expect at least a couple would actually show up at the track. Steve Paquette along with Sunny Leung from BC
Children's Hospital were raffling off a Luongo jersey to raise money for the BC Children's Hospital.

Mike Bailey



SPORTS CAR CLUB OF BRITISH COLUMBIA

Presents

“Dash for Cash Weekend”

APRIL 18/19, 2009
Featuring the Dash For Cash and CFDA
This event is sanctioned by CACC as a championship points race conducted under the 2009
CACC regulations and is organized by the Sports Car Club of British Columbia at
the River’s Edge Road Coarse at Mission Raceway Park in Mission, BC.
Each regional group will have a point’s race on each of Saturday and Sunday.

CASCADE SPORTS CAR CLUB

Presents

“Rose City Opener XVIII”
April 25h & 26th 2009

This is a NON- Chicane race run from the Pro Pits

This race is sanctioned by ICSCC, under the 2009 Competition Regulations as a championship race,
organized by Cascade Sports Car Club and held at Portland International Raceway.

INTERNATIONAL RACE DRIVERS CLUB

Presents

“Military Salute Grand Prix”
May 2nd & 3rd 2009

This race is sanctioned by ICSCC under the 2009 Competition Regulations as a championship race,
which is organized by IRDC and held at Pacific Raceways.

Just a reminder to those
who have not renewed your membership in META.
The deadline was March 31st.

This will be the last issue of your Mayday for those who have not renewed:

David Bell Ed Dahl Cory Wong
Matthew Bower Ray Robson Skip Yocom
Jackie Cameron Dave Weibe Rick Zeller

Please find a renewal form elsewhere in the Mayday
and send your $20 bucks into Thomas.



Submitted By Bryan Nuttall

Air Canada Flight 143

The Gimli Glider Incident

from an article published in Soaring Magazine by Wade H.Nelson

If a Boeing 767 runs out of fuel at 41,000 feet what do you have? Answer: A 132 ton glider with a sink rate
of over 2000 feet-per-minute and marginally enough hydraulic pressure to control the ailerons, elevator, and
rudder. Put veteran pilots Bob Pearson and cool-as-a-cucumber Maurice Quintal in the cockpit and you've got
the unbelievable but true story of Air Canada Flight 143, known ever since as the Gimli Glider.

Flight 143's problems began on the ground in Montreal. A computer known as the Fuel Quantity
Information System Processor manages the entire 767 fuel loading process. The FQIS controls all of the fuel
pumps and drives all the 767's fuel gauges. Little is left for crew and refuelers to do but hook up the hoses and
dial in the desired fuel load. But the FQIS was not working properly on Flight 143. The fault was later
discovered to be a poorly soldered sensor. A highly improbable, one-in-a-million sequence of mistakes by Air
Canada technicians investigating the problem defeated several layers of redundancy built into the system. This
left Aircraft #604 without working fuel gauges.

In order to make their flight from Montreal to Ottawa and on to Edmonton, Flight 143's maintenance crew
resorted to calculating the 767's fuel load by hand. This was done using a procedure known as dripping the
tanks.

"Dripping" could be compared to calculating the amount of oil in a car based on the dipstick reading.
Among other things, the specific gravity of jet fuel is needed to make the proper drip calculations.

The flight crew had never been trained how to perform the drip calculations. To be safe they re-ran the
numbers three times to be absolutely, positively sure the refuelers hadn't made any mistakes; each time using
1.77 pounds/liter as the specific gravity factor. This was the factor written on the refueler's slip and used on all
of the other planes in Air Canada's fleet. The factor the refuelers and the crew should have used on the brand
new, all-metric 767 was 0.8 kg/liter of kerosene.



(Gimli Glider Cont’d)

After a brief hop Flight 143 landed in Ottawa. To be completely safe, Pearson insisted on having the 767
re-dripped. The refuelers reporting the plane as having 11,430 liters of fuel contained in the two wing tanks.
Pearson and Quintal, again using the same incorrect factor used in Montreal, calculated they had 20,400 kilos of
fuel on board. In fact, they left for Ottawa with only 9144 kilos, roughly half what would be needed to reach
Edmonton.

Lacking real fuel gauges Quintal and Pearson manually keyed 20,400 into the 767's flight management
computer. The flight management computer kept rough track of the amount of fuel remaining by subtracting
the amount of fuel burned from the amount (they believed) they had started with. Their fate was now sealed.

According to Pearson, the crew and passengers had just finished dinner when the first warning light came
on. Flight 143 was outbound over Red Lake Ontario at 41,000 feet and 469 knots at the time. The 767's Engine
Indicator and Crew Alerting System beeped four times in quick succession, alerting them to a fuel pressure
problem. "At that point," Pearson says, "We believed we had a failed fuel pump in the left wing, and switched
it off. We also considered the possibility we were having some kind of a computer problem. Our flight
management computer showed more than adequate fuel remaining for the duration of the flight. We'd made
fuel checks at two waypoints and had no other indications of a fuel shortage." When a second fuel pressure
warning light came on, Pearson felt it was too much of a coincidence and made a decision to divert to
Winnipeg. Flight 143 requested an emergency clearance and began a gradual descent to 28,000. Says Pearson,
"Circumstances then began to build fairly rapidly." The other left wing pressure gauge lit up, and the 767's left
engine quickly flamed out. The crew tried crossfeeding the tanks, initially suspecting a pump failure.

Pearson and Quintal immediately began making preparations for a one engine landing. Then another fuel
light lit up. Two minutes later, just as preparations were being completed, the EICAS issued a sharp bong —
indicating the complete and total loss of both engines. Says Quintal, "It's a sound that Bob and I had never
heard before. It's not in the simulator." After the "bong," things got quiet. Real quiet. Starved of fuel, both
Pratt & Whitney engines had flamed out. Pearson's response, recorded on the cockpit voice recorder was, "Oh
f%@&."

At 1:21 GMT, the forty million dollar, state-of-the-art Boeing 767 had become a glider. The APU, designed
to supply electrical and pneumatic power under emergency conditions was no help because it drank from the
same fuel tanks as the main engines. Approaching 28,000 feet the 767's glass cockpit went dark. Pilot Bob
Pearson was left with a radio and standby instruments, noticeably lacking a vertical speed indicator - the glider
pilot's instrument of choice. Hydraulic pressure was falling fast and the plane's controls were quickly becoming
inoperative. But the engineers at Boeing had foreseen even this most unlikely of scenarios and provided one
last failsafe — the RAT.

The RAT is the Ram Air Turbine, a propeller driven hydraulic pump tucked under the belly of the 767. The
RAT can supply just enough hydraulic pressure to move the control surfaces and enable a dead-stick landing.
The loss of both engines caused the RAT to automatically drop into the airstream and begin supplying hydraulic
pressure.

As Pearson began gliding the big bird, Quintal "got busy" in the manuals looking for procedures for dealing
with the loss of both engines. There were none... Neither he nor Pearson nor any other 767 pilot had ever been
trained on this contingency. Pearson reports he was thinking "I wonder how it's all going to turn out."
Controllers in Winnipeg began suggesting alternate landing spots, but none of the airports suggested, including
Gimli, had the emergency equipment Flight 143 would need for a crash landing. The 767's radar transponder
had gone dark leaving controllers in Winnipeg using a cardboard ruler on the radar screen to try and determine
the 767's location and rate of descent.

Pearson glided the 767 at 220 knots, his best guess as to the optimum airspeed. There was nothing in the
manual about minimum sink - Boeing never expected anyone to try and glide one of their jet airliners. The
windmilling engine fans were creating enormous drag, giving the 767 a sink rate of somewhere between 2000
and 2500 fpm. Co-pilot Quintal began making glide-slope calculations to see if they'd make Winnipeg.



(Gimli Glider Cont’d)

The 767 had lost 5000 feet of altitude over the prior ten nautical (11 statute) miles, giving a glide ratio of
approximately 11:1. ATC controllers and Quintal both calculated that Winnipeg was going to be too far a glide;
the 767 was sinking too fast. "We're not going to make Winnipeg" he told Pearson. Pearson trusted Quintal,
and immediately turned north.

Only Gimli, the site of an abandoned Royal Canadian Air Force Base remained as a possible landing spot.
It was 12 miles away. It wasn't in Air Canada's equivalent of Jeppensen manuals, but Quintal was familiar with
it because he'd been stationed there in the service. Unknown to him and the controllers in Winnipeg, Runway
32L (left) of Gimli's twin 6800 foot runways had become inactive and was now used for auto racing. A steel
guard rail had been installed down most of the southeastern portion of 32L, dividing it into a two lane dragstrip.
This was the runway Pearson would ultimately try and land on, courting tragedy of epic proportions.

To say that runway 321 was being used for auto racing is perhaps an understatement. Gimli's inactive
runway had been "carved up" into a variety of racing courses, including the aforementioned dragstrip. Drag
races were perhaps the only auto racing event not taking place on July 23rd, 1983 since this was "Family Day"
for the Winnipeg Sports Car Club. Go-cart races were being held on one portion of runway 32L and just past
the dragstrip another portion of the runway served as the final straightaway for a road course. Around the edges
of the straightaway were cars, campers, kids, and families in abundance. To land an airplane in the midst of all
of this activity was certain disaster.

Pearson and Co-pilot Quintal turned toward Gimli and continued their steep glide. Flight 143 disappeared
below Winnipeg's radar screens, the controllers frantically radioing for information about the number of "souls"
on board. Approaching Gimli, Pearson and Quintal made their next unpleasant discovery: The RAT didn't
supply hydraulic pressure to the 767's landing gear. Pearson ordered a "gravity drop" as Pearson thumbed
frantically through the Quick Reference Handbook, or QRH. Quintal soon tossed the QRH aside and hit the
button to release the gear door pins. They heard the main gear fall and lock in place. But Quintal only got two
green lights, not three. The nose gear, which fell forward against the wind, hadn't gone over center.

Six miles out Pearson began his final approach onto what was formerly RCAFB Gimli. Pearson says his
attention was totally concentrated on the airspeed indicator from this point on. Approaching runway 32L he
realized he was too high and too fast, and slowed to 180 knots. Lacking divebrakes, he did what any sailplane
pilot would do: He crossed the controls and threw the 767 into a vicious sideslip. Slips are normally avoided on
commercial flights because of the the tremendous buffeting it creates, unnerving passengers. As he put the
plane into a slip some of Flight 143's passengers ended up looking at nothing but blue sky, the others straight
down at a golf course. Says Quintal, "It was an odd feeling. The left wing was down, so I was up compared to
Bob. I sort of looked down at him, not sideways anymore.

The only problem was that the slip further slowed the RAT, costing Pearson precious hydraulic pressure.
Would he be able to wrestle the 767's dipped wing back up before the plane struck the ground? Trees and
golfers were visible out the starboard side passengers' windows as the 767 hurtled toward the threshold at 180
knots, 30-50 knots faster than normal. The RAT didn't supply "juice" to the 767's flaps or slats so the landing
was going to be hot. Pearson didn't recover from the slip until the very last moment. A passenger reportedly
said "Christ, I can almost see what clubs they are using." Co-pilot Quintal suspected Pearson hadn't seen the
guardrail and the multitude of people and cars down the runway. But at this point it was too late to say
anything. A glider only gets one chance at a landing, and they were committed. Quintal bit his lip and
remained silent.

Why did Pearson select 32L instead of 32R? Gimli was uncontrolled so Pearson had to rely on visual cues.
It was approaching dusk. Runway 32L was a bit wider, having been the primary runway at Gimli in prior year.
Light stantions still led up to 32L. And the "X" painted on 32L, indicating its inactive status, was reportedly
quite faded or non-existent. Having made an initial decision to go for 32L the wide separation of the runways
would have made it impossible for Pearson to divert to 32R at the last moment. Pearson says he: "Never even
saw 32R, focusing instead on airspeed, attitude, and his plane's relationship to the threshold of 32L."



(Gimli Glider Cont’d)

The 767 silently levelled off and the main gear touched down as spectators, racers, and kids on bicycles fled
the runway. The gigantic Boeing was about to become a 132 ton, silver bulldozer. One member of the
Winnipeg Sports Car Club reportedly was walking down the dragstrip, five gallon can full of hi-octane racing
fuel in hand, when he looked up and saw the 767 headed right for him. Pearson stood on the brakes the instant
the main gear touched down. An explosion rocked through the 767's cabin as two tires blew out. The nose gear,
which hadn't locked down, collapsed with a loud bang. The nose of the 767 slammed against the tarmac,
bounced, then began throwing a three hundred foot shower of sparks. The right engine nacelle struck the
ground. The 767 reached the tail end of the dragstrip and the nose grazed a few of the guardrail's wooden
support poles. (The dragstrip began in the middle of the runway with the guardrail extending towards 32L's
threshold) Pearson applied extra right brake so the main gear would straddle the guardrail. Would all the sports
car fans all be able to get out of the way, or would Pearson have to veer the big jet off the runway to avoid
hitting stragglers?

The 767 came to a stop on it's nose, mains, and right engine nacelle less than a hundred feet from spectators,
barbecues and campers. All of the race fans had managed to flee the path of the silver bulldozer. The 767's
fuselage was intact. For an instant, there was silence in the cabin. Then cheers and applause broke out among
Flight 143's passengers. They'd made it; they were all still alive. But it wasn't over yet. A small fire had
broken out in the nose of the aircraft. Oily black smoke began to pour into the cockpit. The fiery deaths of
passengers in an Air Canada DC-9 that had made an emergency landing in Cincinnati a month before was on
the flight attendants' minds and an emergency evacuation was ordered. The unusual nose-down angle the plane
was resting at made the rear emergency slides nearly vertical. Descending them was going to be treacherous.

The only injuries that resulted from Pearson's dead-stick landing of Flight 143 came from passengers exiting
the rear emergency slide hitting the asphalt. None of the injuries were life-threatening. The fire in the aircraft's
nose area was battled by members of the Winnipeg Sports Car Club who converged on the plane with dozens of
hand-held fire extinguishers. Pearson had touched down 800 feet from the threshold and used a mere 3000 feet
of runway to stop. A general aviation pilot who viewed the landing from a Cessna on the apron of 32R
described it as "Impeccable." The 767 was relatively undamaged.

Air Canada Aircraft #604 was repaired sufficiently to be flown out of Gimli two days later. After
approximately $1M in repairs, consisting primarily of nose gear replacement, skin repairs and replacement of a
wiring harness it re-entered the Air Canada fleet. To this day Aircraft #604 is known to insiders as "The Gimli
Glider." The avoidance of disaster was credited to Capt. Pearson's "Knowledge of gliding which he applied in
an emergency situation to the landing of one of the most sophisticated aircraft ever built." Captain Pearson
strongly credits Quintal for his cockpit management of "Everything but the actual flight controls," including his
recommendation of Gimli as an landing spot. Captains Pearson and Quintal spoke at the 1991 SSA Convention
in Albuquerque about their experiences. Pearson was, at the time, still employed and flying for Air Canada, and
occasionally flying his Blanik L-13 sailplane on the weekends; he has since retired to raise horses. Maurice
Quintal is now an A-320 Pilot for Air Canada, and will soon be captaining 767's; including Aircraft #604.

Copyright 1997 WHN

An amusing side-note to the Gimli story is that after Flight 143 had landed safely, a group of Air Canada
mechanics were dispatched to drive down and begin effecting repair. They piled into a van with all their tools.
They reportedly ran out of fuel en-route, finding themselves stranded somewhere in the backwoods of Manitoba.
Credits:

Special thanks to William and Marilyn Mona Hoffer, authors of "Freefall, A True Story" (ISBN 0-312-92274-4),
Boeing Aircraft 767 Chief Engineer Hank Queen, Mr. Len Gelfand, Colin Nisbet, Don Sigmundson, Don
Kawal, Robert Pearson, Maurice Quintal, and many others.

Photo / Illustration Credits: Sports Cars /767 on Nose by Wayne Glowacki, Gimli from the air Anders
Kuusselka.



CLUB MERCHANDISE

Pens on Neck string $1.00

META Decals Static for inside or
Stick-On for outside $.50 each
META Pins $1.50 each

Earplugs $1.00

Training Manuals $1.00 (Free to new
workers)

Club Shirts

New Shirts on order.
Contact Ann Peters for more
information

For all club merchandise contact:
Ann Peters 604-581-7189 or
ann_peters@telus.net

Your Ad Could Be Here

Rear Ends Only
f@;ﬁf%\\
IAN WOOD, M| %é; s

7140 Russell Avenue T
Burnaby, B.C. V5J 4R9 Canada
Toll Free: 1-888-433-4717
Email: ianwoodesg@aol.com
www.iwerearendsonly.com

Open 9am-5:30pm Mon-Fri
Tel: 604-433-4717
Fax : 604-437-9392

nadian The Home of Pack Wars!

Authorized Planef Plush Dealer
and Licensed Collectibles From
Ty Plush, Star Wars, NHL, NB4,
NFL, MLB, NASCAR and NHRA

VCa
ollectors
‘Club

Jon Lee

Unit #1 33232 S. Fraser Way Abbotsford, BC, V2S5 28B!
Phone: 604-870-9271 Fax: 604-504-0922

www.canadiancollectorsclub.com

Pontiac % Buick = GMC
SMART LEASE ™ e

Canada &

MURRAY PONTIAC BUICK GMC

“OUR REPUTATION IS YOUR GUARANTEE”"

Advertise in the Maydg,,

RoB TAYLOR :
GENERAL MANAGER A%,
rtaylor@murraypontiac.com

Contact the editor for rates

32611 South Fraser Way, Abbotsford, B.C. V2T 1X8

OFFICE: 604-859-5264
VAN. DIRECT:  604-857-0742
604-852-4274

EMAIL: sales@murraypontiac.com

Membership
C/O Thomas Liesner, 8620 154" Street, Surrey, BC V3S 3N6
Name:
Address:
City: Province/State Postal Code
Phone No.-- Home: Work:
E-mail Address: Newsletter via E-Mail Yes No

Cost is $20--Membership year ends Dec. 31--MAYDAY mailing list will be purged of non-members Mar. 31
Please indicate if you would like the META newsletter sent to you by E-Mail or send the editor a message at
maydayeditor @hotmail.com



If Bud Abbott and Lou Costello were alive today, their infamous sketch,
‘Who's on First?' might have turned out something like this:

COSTELLO CALLS TO BUY A COMPUTER FROM ABBOTT

ABBOTT: Super Duper computer store. Can I help
you?

COSTELLO: Thanks. I'm setting up an office in
my den and I'm thinking about buying a computer.
ABBOTT: Mac?

COSTELLO: No, the name's Lou.

ABBOTT: Your computer?

COSTELLO: I don't own a computer. T want to
buy one.

ABBOTT : Mac?

COSTELLO: I told you, my name's Lou.

ABBOTT: What about Windows?

COSTELLO: Why? Will it get stuffy in here?
ABBOTT: Do you want a computer with Windows?
COSTELLO: I don't know. What will I see when I
look at the windows?

ABBOTT: Wallpaper.

COSTELLO: Never mind the windows. I need a
computer and software.

ABBOTT: Software for Windows?

COSTELLO: No. On the computer! I need
something I can use to write proposals, track
expenses and run my business. What do you have?
ABBOTT: Office.

COSTELLO: Yeah, for my office. Can you
recommend anything?

ABBOTT: I just did.

COSTELLO: You just did what?

ABBOTT: Recommend something.

COSTELLO: You recommended something?
ABBOTT: Yes.

COSTELLO: For my office?

ABBOTT: Yes

COSTELLO: OK, what did you recommend for my
office?

ABBOTT: Office.

COSTELLO: Yes, for my office!

ABBOTT: I recommend Office with Window's.
COSTELLO: I already have an office with
windows! OK, let's just say I'm sitting at my
computer and I want to type a proposal. What do
I need?

ABBOTT: Word.

COSTELLO: What word?

ABBOTT: Word in Office.

COSTELLO: The only word in office is office.
ABBOTT: The Word in Office for Windows.
COSTELLO: Which word in office for windows?
ABBOTT: The Word you get when you click the
blue 'W'.

COSTELLO: I'm going to click your blue 'w" if
you don't start with some straight answers. What
about financial bookkeeping? You have anything I
can track my money with?

ABBOTT: Money.

COSTELLO: That's right What do you have?
ABBOTT: Money.

COSTELLO: I need money to track my money?
ABBOTT: It comes bundled with your computer.
COSTELLO: What's bundled with my computer?
ABBOTT: Money.

COSTELLO: Money comes with my computer?
ABBOTT: Yes. No extra charge.

COS TELLO: I get a bundle of money with my
computer? How much?

ABBOTT: One copy.

COSTELLO: Isn't it illegal to copy money?
ABBOTT: Microsoft gave us a license to copy
Money.

COSTELLO: They can give you a license to copy
money?

ABBOTT: Why not? THEY OWN IT!

(A few days later)

ABBOTT: Super Duper computer store. Can I
help you?

COSTELLO: How do I turn my computer off?
ABBOTT: Click on 'START



