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1. Introduction

This bachelor thesis is a commented translation of select parts of How to Land an
A330 Airbus and Other Vital Skills for the Modern Man (2010) by James May. The
book is an instruction manual that covers nine different, highly unlikely scenarios,
one of which is the titular landing of an Airbus A330 jet airliner by a passenger after
the pilots have been incapacitated. | have chosen this particular work for translation
for several reasons. Firstly, it has not been published or translated into Czech by
anyone else yet to the best of my knowledge, meaning that | was able to work with a
blank slate, unaided and unhindered by previous attempts by other translators.
Secondly, | was very much intrigued by the nature of the text. The text is quite
factual, as befits an instruction manual, but with a very distinct humorous bent, so
much so that the instructions themselves are no longer the point. This made the text
quite challenging to translate. | shall elaborate further on this particular aspect of
the text later.

The thesis consists of two main sections, the practical and the theoretical.

The practical section consists of the translation of the select portions of the book,
namely Chapter 1, which deals with the landing of an airliner, and a part of Chapter
8, which provides instructions on how to defuse an unexploded German bomb of
WW?2 vintage.

The theoretical section lays out the theoretical frameworks for translating this type
of text and analyzes the translation within that framework.

Even though | have translated the text purely for the purposes of this thesis, | have
decided to proceed as if | had been contracted to do so by a Czech publisher
interested in publishing the book in Czech. This was done in order to simulate as
closely as possible the real world conditions, decision-making process, and workflow
of a translator plying his trade for a living.



2. The Author

James Daniel May is an English television presenter, journalist, and writer. Born in
Bristol in 1963, he studied music at Pendle College, Lancaster University. Since the
1980s he has been working as a journalist and later also as a television presenter
and writer. His main claim to fame is the award-winning BBC motoring show Top
Gear, in which he appears alongside Jeremy Clarkson and Richard Hammond.
Besides that he has written and appeared in a number of popular science television
programs and books covering a wide range of topics, such as James May's 20th
Century, James May's Big Ideas, and James May on the Moon.

How to Land an A330 Airbus is May's twelfth book. It is an instructional manual, a
radical departure from his earlier works. Unlike other 'man manuals' it does not
focus on tasks that a man might be expected to perform as part of his daily life but
rather on nine extremely unlikely scenarios, such as the titular landing of a jet
airliner.



3. Translation

PREDMLUVA

Ano, knih o takzvané nezbytnych chlapskych dovednostech existuje cela fada. Na
muUj vkus se vSak prespfilis zabyvaji tématy typu vazani kravat nebo grilovani steakd.
Tato je, doufam, trochu jina. Jejich devét kapitol se zabyva takovymi tématy, kterd
nikde jinde nenajdete. Diky tomu je, na rozdil od vétSiny ostatnich pfirucek,
nepostradatelnd. Obrazné rfeceno je to mezi zapachajicimi zkazenymi potravinami v
obchodnim domé prezivsim apokalypsu jedind konzerva posilujictho Spendtu. Po
pravdé Sance, Ze nékdy vyuZijete zde nacerpanych znalosti, je miziva. Ale porad je
lepsi tyto znalosti mit, nez je nemit. Jednoho dne nékdo bude muset s Airbusem bez
pilota sednout na zem. Zivot je loterie a moind ten nékdo budete pravé vy.

Ale jen pokud si prectete tuhle knizku.



KAPITOLA 1

JAK V NOUZOVE SITUACI PRISTAT S AIRBUSEM A330

Predstavte si jednu z nejlakavéjsich fantazii. Posadka Airbusu byla vyvrazdéna nebo
podlehla zkazenym krevetam podavanym k obédu a letoun je ted ve vysce 11,5 km
nad zemi a nikdo ho nefidi. TakZze je to jen na vds. Bud ho nechate letét, az co
spotfebuje posledni kapky paliva a spadne z nebe jako kdmen, nebo odstréite
ochablou ruku nemohouciho pilota, chopite se fizeni a zajistite si nejen nadSeny
jasot a obdiv okolniho svéta, ale nejspis i vraceni penéz za letenku.

A pro¢ ne? Krize v letadle je jedine¢na situace, nebot jeji svédkové a potencialni
obéti nemaji Zadnou moznost Uniku. Potdpi-li se lod, moznd se vdm podafi zUstat na
hladiné a posléze doplavat do bezpeci. MiZete ignorovat topiciho se ¢lovéka, obratit
se zady k hoficimu vézdku, zalézt do skfiné na papir a psaci potreby, kdyz se nékdo
rozhodne vykrast pokladni¢ku s drobnymi u vas v kancelafi a zapfit, Ze jste tam
vibec kdy byli. Ale zletadla v nouzi neuteCete. TakZe ackoliv se mlzZe zdat, Ze
zachranujete Zivoty vSech lidi na palubé, ve skutecnosti si chranite jen svij vlastni
krk. Zbytek svéta to ale bude vidét jinak.

To vegetarianské jidlo si davat nemél.

,Zachrancem Zen a déti“

DalSim vzitym klisé leteckych dramat je to, Ze kazdy zucastnény je automaticky
hrdina. Nikoho nezajima, Ze pilot ma za sebou dvacet let zkusenosti a Ze pravidelné
nacvicuje vSechny postupy pro krizové situace. Staci, aby pfistal s letadlem, které ma
mirné sjetou predni pneumatiku, a noviny jej vzapéti oznaci za zachrdnce Zen a déti.
Vysetfovani havérie nebo nouzového pfistani se jesté ani nerozjelo a uz je na
prednich strankach bulvdrniho tisku tvar onoho chldpka, ktery ve chvili, kdy se
letadlo rozbilo o zem, sedél v pilotnim kfesle. Ze vSech stran na jeho adresu znéji
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pochvalné vyroky kontrolor( letového provozu a pasazér(l. A kdyby se pozdéji
nahodou ukazalo, Ze to vlastné trochu nezvladl, nikdo se o tom ze sluSnosti nezmini.
Na titulky jako: ,Hlupdk pilot si vypnul jediny funkéni motor” nebo ,Po pfistani na
bficho pilot pfiznal, Ze zapomnél” nenarazite. Takové prosté neexistuji. Takie
z krizovych situaci nemuzete nevyjit jako hrdina.

,»BuSit pésti na sklo a volat maminku radéji ne”

Podobné zpravy jsou odsunuty do hutnych hlaseni o nehodach na zadnich stranach
leteckych magazin( a ty ¢tou stejné jen piloti.

Pokud se vam sletadlem skutec¢né podafi Uspésné nebo asporn napll Uspésné
pfistat, nevyjdete ztoho vibec 3patné. S nejvétsi pravdépodobnosti vds zvécni
v kameni hned vedle svatého Viaclava a ve vSech hospodach v zemi si budou
pokladat za cest vds zdarma hostit. A pokud to sletadlem naperete v 550
kilometrech za hodinu do budovy mistni nemocnice, tisk o vas alespori napise, Ze
jste vydrzel az do hofkého konce. Zaznamy z ¢ernych skfinék se sice zvefejnuji, ale
Ufad pro civilni letectvi z nich obvykle vystfihdvd nadavky a nesrozumitelné
blaboleni. Nemusite se tedy bat, Ze se cely svét dozvi, Ze jste si béhem poslednich
chvil nadélal do kalhot, busil pésti na okenni sklo a volal maminku. Pro jistotu se
toho ale prece jen radéji vyvaruijte.

Nalijme si ¢istého vina. Sance, 7e se n&kdy dostanete do situace popsané v prvnim
odstavci, jsou mizivé. Oba piloti by museli byt z néjakého divodu neschopni stroj
fidit, nebo by je alespon musel oba najednou popadnout sebevrazedny nabozensky
amok. Obcas se to sice nékterému stane, ale neni pravdépodobné, Ze by to postihlo
oba najednou. To je ostatné dlvod, pro¢ tam jsou dva.

Pro krizové situace neni predepsany oblek

»Byvalo to désivéjsi a neni to zase tak dlouho”
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Je tfeba se zamyslet jesté nad jinou skute¢nosti. Reknéme, 7e jste G€etni a nemate
absolutné 7adné zkugenosti s létanim. Sance, 7e budete z téch t¥i set lidi na palubé
pravé vy nejkvalifikovanéjsi usednout za fidici paku, je miziva. V letadlech casto
cestuji dalsi piloti aerolinek. Palubni persondl se o |étdni zhusta zajima a miva
pfinejmensim zdakladni prehled o tom, jak se letoun ovlada. Statisticky vzato existuje
velkd Sance, Ze se mezi pasazéry nachazi byvaly vojensky pilot, drzZitel amatérské
pilotni licence, technik, ktery ma na starosti drzbu letadel, nebo alespon nékdo, kdo
hraje letecké simulatory na pocitaci. Pokud mate smulu, sedi zrovna vedle vas. Ti
vsichni jsou na tom lépe nez vy.

Presto ale byli 11. zafi 2001 pasazéfi letu 93 spolecnosti United Airlines donuceni
okolnostmi pokusit se ziskat zpét kontrolu nad unesenym letounem. A mizZe se
prihodit, Ze si na internetu koupite zlevnénou letenku a skoncite na jediném volném
sedadle v letadle plném jeptiSek. V takovém prFipadé je tfeba chytit pfileZitost pevné
do rukou spolecné s tim, ¢emu se fika knipl.

Mrtvého pilota ulozte na laciné sedadlo vedle toalet

V prvé fadé se musite prodrat ulickou az k pilotni kabiné. Tam zjistite, Ze dverfe jsou
zaviené. Jedna se o bezpecnosti opatfeni zavedené po 11. zafi, jehoz ucelem je
zabranit teroristim v pristupu do kokpitu. Ackoli se v danou chvili nachazite
uprostfed rozvijejiciho se dramatu, stoji za to se na okamzik zastavit a zamyslet nad
ironii situace. Dvefe kabiny by vam méla byt schopna odemknout letuska.

Na protéjsi strance najdete vyobrazeni kokpitu, jak bude vypadat, az ze sedadel
odstranite bezvladna téla prvniho a druhého pilota. Davejte pozor, abyste ptitom
nezavadili o nékterou z duleZité vypadajicich pak. Pohled do kokpitu byval dfive
daleko désivéjsi. Neni to zase tak dlouho, co pfistrojova deska letounu vypadala jako
zmét nesrozumitelnych cifernik(l a analogovych ukazateld. Ovsem Airbus A330 je
moderni stroj, ktery misto nich ma nesrozumitelné pocitacové displeje (viz obr. 1).

Nabizi se podobnost s vozy Mercedes Benz a nastésti vam je, stejné jako v jejich
piipadé, vétSina tohoto elektronického haraburdi k nicemu. Obrazek ¢. 2 ukazuje
tentyZz kokpit, ale jsou v ném zakresleny pouze pfistroje, které budete potrebovat.
Vsechny ty knofliky a prepinace nad celnim sklem slouzi k ovladani takovych banalit
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jako je teplota v kabiné, stérace a varovné svétlo upozoriujici cestujici, Ze si maji
zapnout pasy. Také maly pocitaC umistény vodorovné v misté, kde by Volkswagen
Golf mél stfedovy panel, vas vibec nemusi zajimat. SlouzZi ke sledovani intervald
udrzby motord a podobnych véci, které v dané situaci nejsou nijak zvlast dulezité a
budou zcela irelevantni, pokud letadlo skon¢i na dné Atlantiku. Ignorujte jej (viz obr.
2).

Prozatim si nemusite délat starosti. Pokud letoun pravé neprovadél startovaci nebo
pristavaci manévr, je témér jisté zapnuty autopilot a vy mate dostatek ¢asu seznamit
se s pracovistém pilota. Tradice veli, Ze kapitan sedi vlevo, a protoze vas krutd ruka
osudu spole¢né s Melpomené, muzou tragického dramatu, uvrhla do této nové a
nezvyklé role, usadte se tedy tam.

Nyni musite ze vSeho nejdfive kontaktovat pracovniky fizeni letového provozu a
informovat je o nastalé krizové situaci. K tomu budete potiebovat volaci znak
letounu. Najdete jej na malém Stitku nékde na panelu, ktery mate pred sebou.
Reknéme, Ze se nachazite na palubé letounu G-ABCD.”

Kokpit Airbusu A330

’ Registracni znacka G-ABCD ve skutecnosti patfila dvouplosniku Avro Avian vyrobenému ve
dvacatych letech a nyni jiz ddvno vyrazenému. Jejim zapUjcenim pro tGcely tohoto navodu rozhodné
neminim tento GZasny stroj jakkoli zostouzet.
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Obr. 2: Toto budete potiebovat



»Zakefna past”

Nasadte si sluchatka a stisknéte tlacitko PTT (Press To Talk, tedy ,pfi mluveni
stiskni“) na Fidici pace. Zde na vas ¢ekd zakeind past. Cervené tlagitko na vrcholku
paky, které vam tak krasné sedne rovnou pod palec, NENI tlagitko PTT. SlouZi k
vypnuti autopilota, a pokud ho stisknete, vase nadéje, Ze stanete po boku Charlese
Lindberga v letecké sini slavy, rychle pohasnou. Tlagitko PTT mate pod ukazovackem,
na predni strané fidici paky. V pocitacové hie by slouzilo jako spoust kulomet( (viz
obr. 3).

Obr. 3: Ovladani radia, ztrata kontroly nad letounem

Pokud jste Cervené tlacitko prece jen omylem stiskl, ihned stisknéte tlacitko AP1 (viz
obr. 4). Tim znovu zapnete autopilota, ktery vds navede zpét na letovou drahu,
kterou do pocitace pfi startu zadali piloti.
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Obr. 4: Autopilot, vas nejlepsi kamarad

»Hlasem klidnym a vyrovhanym*“

Komunikace s fizenim letového provozu probiha na celém svété v anglic¢tiné. Pokud
tento jazyk neovladate, budete si muset do kabiny zavolat nékoho z personalu nebo
cestujicich, kdo vdm bude schopen tlumocit.

Nyni hlasem klidnym a vyrovnanym, struc¢né, zietelné, beze spéchu a s ledovym
klidem, popfipadé s dalsimi atributy, které chcete, aby vam zitfejsi bulvar pfirkl,
proneste néco jako:

»Mayday, mayday, mayday. Golf Alfa Bravo Charlie Delta. Pilot and first officer
disabled. | am a passanger. | have taken control and | await your instructions.”

Cesky tedy:
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»Mayday, mayday, mayday. Golf Alfa Bravo Charlie Delta. Pilot a prvni dUstojnik jsou
mrtvi. Hovofi pasazér. Pfevzal jsem kontrolu nad letounem a odekdvam vase
instrukce.”

Jak jsme jiz fekli, angli¢tina je standardnim jazykem komunikace v ramci letového
provozu. At se tedy nachazite nad feckymi ostrovy nebo kdekoli jinde, pfislusného
pracovnika ukazkova profesionalita vasi zpravy zcela jisté probudi z dfimoty. Jaka
Skoda, Ze s nejvétsi pravdépodobnosti nebude o fizeni Airbusu A330 védét o nic vic
nez vy.

Nechte tedy letového dispecera hore¢né obvoldvat vSechna letiSté okolo v zoufalé
snaze najit nékoho, kdo vdm bude schopen poradit, a uvolnéte se. Pamatuijte,
autopilot je porad zapnuty a je to vas nejlepsi kamarad. Pfinejmensim umi Fidit
letadlo daleko Iépe neZ vy. Dlouhou chvili si mlZete ukratit tim, Ze zmacknete
tladitko PA (viz obr. 5) a informujete cestujici o venkovni teploté. Hledanim
teploméru se neunavujte, minus tficet stupn je tak zhruba akorat. Cestujicim na
tom stejné nezalezi, ale rutinni nesmysiné blaboleni pilota na né bude mit uklidiujici
ucinek, ktery oceni zejména ti v turistické tridé. Svou pozornost vénujte také displeji,
ktery mate pfimo pred sebou. Na ném naleznete nékolik dllezitych udajl. Zleva
doprava to jsou: Rychlomér, ukazatel polohy letounu (umély horizont), vyskomér a
ukazatel vertikalni rychlosti (ten vdm ukazuje, jak rychle stoupdate nebo klesate). Na
spodni strané displeje je ukazatel sméru neboli kompas. Jejich provozni hodnoty jsou
tyto:
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Obr. 5: Vydésené cestujici mtzZete uklidnit nenucenou konverzaci

Rychlomér (air speed indicator, ASl): Ukazatel rychlosti by nemél opustit oblast
vymezenou dvéma cervenymi znackami na hornim a dolnim konci stupnice. Pokud
rychlost vystoupi pfilis vysoko, letoun by se mohl za letu roztrhnout. Pokud rychlost
klesne prilis nizko, kfidla ztrati vztlak a letoun se, poslusen Newtonovych zakond,
zfiti k zemi. Rychlomér ukazuje rychlost v uzlech, tj. némofnich milich za hodinu.

Ukazatel polohy letounu (attitude indicator, Al): Modry palkruh by mél zistat v horni
poloviné ukazatele a ¢erny ve spodni, jejich hranice by se méla nachdzet zhruba v
poloviné. Pokud je ukazatel vzhlru nohama, mlZete preskocit odstavec o vysunuti
podvozku.

Vyskomér (altimeter, Alt): Cim jste vySe, tim vice ¢asu mate. Vyska se ale mize také
promeénit v rychlost, ¢imzZ se dostavame k...
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Ukazatel vertikalni rychlosti (vertical speed indicator, VSI): Letoun by nemél stoupat
ani klesat rychleji nez 2000 stop za minutu.

Ukazatel sméru (direction indicator, DI): Cisla jsou na stupnici zobrazena bez
posledni Cislice. 27 tedy ve skute¢nosti znamend 270 stupnid, tedy zdpad.

Touto dobou si nejspiSe budete muset preladit vysilacku. MoZna si vas pfevezme jind
stanice letové kontroly, moZina dokonce i pilot jiného Airbusu, ale s nejvétsi
pravdépodobnosti si budete muset naladit mezinarodni nouzovou frekvenci 121,50.
Pracovnik letového provozu vdm to oznami jako , one two one decimal five zero”.
Zatnete tim, Ze si na pravé strané panelu vysilatky najdete velky otoény knoflik
sloZzeny ze dvou ¢asti rdzného prdméru. Spodni, tlustsi ¢ast slouZi k nastaveni Cisla
pred desetinnou carkou, uZzsi ¢ast za desetinnou carkou. Vase nova frekvence se
zobrazi na pravé strané displeje v kolonce ,standby”. AZ naladite tu sprdvnou
frekvenci, stisknéte malé tlacditko a vase nova frekvence se presune do kolonky
,active” (viz obr. 6).

,Ted muzete letét”

Obr. 6 Ladéni vysilacky. Nova frekvence se zobrazuje v kolonce ,,standby”.
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Ted mlZete airbus nasmérovat k letisti. K tomu vam poslouZi autopilot a instrukce
dispecera. Autopilota nastavite pomoci tfi jednoduchych oto¢nych knoflikl, které
slouZi k ovladani letové rychlosti, sméru a vysky (viz obr. 7).

Zelezna logika spoleénosti Airbus Industries pravi, ze kdyZ chce pilot prevzit kontrolu
nad letounem, musi knofliky povytdhnout ven. KdyZz chce kontrolu predat zpét
pocitaci, zacvakne knofliky dovnitf. KdyZz vam tedy kontrolor fekne, Ze mate provést
néjaké upravy, musite knofliky povytahnout. Jinak si letadlo poleti v klidu a pohodé
dal tam, kam mélo namifeno pfedtim, coZz by mohl byt klidné Hong Kong.

k]
LEVEL
oFF

Obr. 7: Ovladani autopilota. Knoflik napfed povytahnéte.
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»Jako u mikrovinky”

Po vytazeni knofliky jednoduse otacejte, dokud se Cisla, kterd vam sdélil kontrolor,
neobjevi na displeji. Timto zplsobem dostanete letoun az k letisti stejné snadno,
jako si dokazete nastavit ¢as ohfevu na mikrovinné troubé. Ale to nikomu nefikejte.

Pokud ma pracovnik fizeni letového provozu alespon trochu rozumu, coz by mit mél,
vzhledem k tomu, Ze mezi hlavni pozadavky tohoto zaméstndani patfi inteligence a
chladnokrevnost, navede vas k letisti, které vdm umoini vyuZit pfiblizovaci radiovy
systém neboli Instrument Landing System (ILS). Pokud vas kontrolor navedl na
néjakou opusténou vojenskou zakladnu, kde neni jind moinost nez pfistat
manualné, zapomente na to, Ze byste z toho vyvazli se zdravou kUZi. Tuto
eventualitu jsem konzultoval s pilotem Airbusu A330, ktery to shrnul slovy:
»NepreZije nikdo.” Jediné, co muZete udélat, je pronést néco pamétihodného do
radia. Néjaka ta jadrna uvaha na téma lasky k rodiné nebo litosti nad tim, Ze jste
nedokazal ostatni pasazéry zachranit, by vam méla zajistit misto na prvni strance.

Cestou k letisti budete muset naprogramovat systém ILS pomoci multifunkéni
ovladaci a zobrazovaci jednotky neboli Multipurpose Control and Display Unit,
MCDU (McDoo, ¢ti ,mekdd”, jak ji pfezdivaji piloti). Ta se nachazi u vaseho pravého
kolena (viz obr. 8).
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Obr. 8: MCDU. Neni to tak slozité, jak to vypada. Nastésti.
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Obr. 9: Programovani ILS

Kontrolor vam nyni nadiktuje frekvenci a kurz systému ILS na daném letisti. V
pripadé Londynského Heathrow je to 109,5/272. Stisknéte tladitko RAD/NAV na
MCDU. Na ¢iselniku zadejte frekvenci a kurz a aZ se objevi na displeji, stisknéte malé
tlacitko po strané. ILS je nyni naprogramovan, ale jesté neni aktivni (viz obr. 9).
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Obr. 10: Vysouvani klapek. Sledujte rychlomér.

Touto dobou vas uz kontrolor naved| na nizsi letovou hladinu, kolem 3000 stop (cca
1000 metrl). Nyni je tfeba sniZit rychlost a navést letoun na pfistani. Pomalu
otacejte knoflikem pro ovladani rychlosti, dokud ukazatel rychlosti nedosahne
zhruba 10 uzl( nad spodni ¢ervenou znackou na ukazateli ASI. Nyni pomoci paky po
pravé strané vysunite prvni stupen klapek (viz obr. 10).

Kfidla nyni maji vyssi vztlak, takZe ¢ervend znacka na ukazateli ASI se posune jesté
nize. Postup opakujte. Snizte rychlost na 10 uzld nad znackou a vysunte druhy
stupen klapek.
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,Staci zmacknout tlacitko APPR”

Nyni po vas kontrolor bude chtit, abyste presel na QDM, coz je kurz k ranveji. To je
opét jen otazka otaceni knoflikem autopilota. Az poletite rovné a ve stalé vysce,
muZete zapnout systém ILS, ktery jste pfed chvili naprogramoval. Stac¢i zmacknout
tlacitko APPR (zkratka ,approach”, neboli sestup) na panelu autopilota a letoun se
automaticky vyda k ranveji. Dokonce ani o motory se starat nemusite.

Jesté vas ale ¢eka dost prace, nez si budete moci uZivat zaslouzené slavy. Vysurite
podvozek pomoci pdky umisténé na strané druhého pilota (viz obr. 11).

Na panelu se rozsviti tfi zelend svétla, ktera vam signalizuji, Ze podvozek je
uzamceny ve spusténé poloze. Nyni snizte rychlost na 15 uzl( nad ¢ervenou znackou
a vysunte posledni dva stupné klapek.

Nyni by uz méla byt ranvej v dohledu. Bude se vam zdat, Ze letoun leti pfilis pomalu
na to, aby k ni doletél. SnaZzte se odolat nutkani ptidat plyn nebo pritahnout fidici
paku k sobé. Lidé, ktefi autopilota zkonstruovali, toho o vlastnostech tohoto letounu
védéli o tolik vice nez vy, Ze pochybovat o jejich usudku by byla donebevolajici
pitomost. Vstoupil byste do historie jako dalsi z fady chlapkd, co si mysleli, Ze védi
vSechno Iépe, a doplatili na to. Hezky v klidu sedte a na nic nesahejte.
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Obr. 11: Vysunout podvozek je velmi dulezité a prislusna packa velmi mala. Ovsem
opomenout tento ukon je neomluvitelné.

Na zacatku ranveje se vam bude nos letounu jevit pfiliS nizko. Znovu opakuji, do
fizeni nezasahujte. Autopilot zvedne nos letounu automaticky tésné pred
dosednutim na pfistavaci plochu, ¢imz zvysi vztlak kfidel a snizi rychlost sestupu.
Jakmile se hlavni podvozek dotkne ranveje, pfitahnéte plynové paky az dozadu, co to
pUjde. Tim pfepnete motory na ,volnobéh“. Nos letounu se skloni doll, predni
podvozek dosedne na zem a ¢elnim oknem uvidite konec ranveje.

Nyni je tfeba jen zastavit. Spickami nohou tlaéte na horni ¢ast pedald, tim uvedete
do chodu podvozkové brzdy. Soucasné zvednéte malé packy na zadni strané
plynovych pak. To vam umozni pohnout pakami dale dozadu a prepnout motory na
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zpétny tah. Az stroj zpomali zhruba na rychlost ostrého poklusu, vratte plynové paky
do neutralni polohy a letoun zastavte jiz jen pomoci podvozkovych brzd.

Sepnéte parkovaci brzdu, vypnéte motory tim, Ze povytahnete a otocite knofliky
oznacené ENG 1 a ENG 2, stisknéte tlacitko PA a rfeknéte: , Personal letounu, dvere

Ill

na manudl.” Pokud jste ndhodou pfistali v Barceloné, je dovoleno pronést misto
toho: ,,Persondl letounu, dvefe na Manuela.” Je to dost otfepany vtipek, ale jeptisky
ho nejspise neslySely a napéti v kabiné bude takové, Ze se vdécné zasméji cemukoli.
Nyni uz se staci jen hlasit v kontrolni vézi na salek ¢aje a vyzvednout si zaslouzenou

obrovskou medaili.
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Upozornéni

Tento ndvod jsem sepsal pouze pro pfipady nejvyssi, zadnici svirajici nouze. Nebyl
schvdlen spolecnosti Airbus ani jejimi partnery. Nepokousejte se Airbus A330
pilotovat jen tak pro zabavu. Airbus A330 neni hracka.
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KAPITOLA 8

e S timto jednoduchym a snadnym navodem na zneskodriovani bomb
nemusite utracet za drahé pyrotechniky.

* Nevyzaduje specializované nastroje, ackoli ta jehlova vécicka se dost Spatné
shani.

e Varovani: Hrozi akutni nebezpeci smrti!
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,Pokud britské letectvo shodi dva nebo tfi nebo ¢tyri tisice kilogramd bomb, tak my
za jedinou noc shodime 150, 230, 300, nebo 400 tisic kilogram(. KdyZ prohlasi, Ze
zesili utoky na nase mésta, tak my ta jejich srovname se zemi.” (dav bouflivé tleskad)

- ADOLF HITLER, 4. ZARI 1940

Za celou historii lidského valceni jesté nikdo nevyrkl takovou nebetyénou zhovadilost
jako tento muzik s hloupym knirkem a smradlavym dechem. KdyZ velkého Vidce
rozlitil odvetny nalet Britského kralovského letectva na Berlin, radéji nez placat
nesmysly se mél naucit pocitat.

Cisla totiz mluvi jasné. Némecké bombardéry, vyvinuté v tajnosti z civilnich
dopravnich letoun( v poloviné 30. let, nebyly nikdy urceny k pInéni ukolu, pro ktery
se pozdéji vzilo oznaceni strategické bombardovani. Heinkel 111, ktery byl patefi sil
Luftwaffe pfi Utoku na Velkou Britanii, unesl maximalné 2000 kg bomb. Naproti
tomu britsky Avro Lancaster nesl vice neZ tfikrat tolik a byl nasazen ve Ctyr- az
pétinasobném poctu.

»Vyhrali jsme to 19:1“

Luftwaffe béhem celé druhé svétové valky shodila na Britanii méné nez 75000 tun
bomb. Britské a americké letectvo dohromady shodily na Rii témé&f 1,4 milionu tun.
Pokud bychom to tedy prevedl|i na klasické sportovni skére, vyhrali jsme to 19:1 a
basta.

AZ na to, Ze valka jesté tak docela neskoncila, jak ndm mnozi stafi plukovnici tak radi
pfipominaji. Podle odhad( kazda desata puma, kterou Luftwaffe shodila na Britdnii,
z néjakého dlvodu nevybuchla. Mohlo se jednat o vadné rozbusky, bombometcik
mohl pred odhozem bombu zapomenout odjistit, mozna ji dokonce sabotovali
délnici, které nacisticky rezim v dobytych zemich vyuzival pro nucené prace ve svych
zbrojnich tovarnach. Nékteré z téchto bomb se podafilo najit a zneskodnit jiz tehdy,
ale mnoho jich jesté zlstalo. Jen pod ulicemi a parky Londyna se nachazi pfes sto
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vevs

na pokoji.+ Zcela jisté jich ale jeSté celd Fada leZi v zemi neobjevenych. A podobné
jako pro japonské vojaky zapomenuté na ostrovech v Tichém ocednu, ani pro tyto
bomby valka jesté neskoncila.

A tak jednoho krdsného dne v klidu okopavate zeleninu nebo hloubite zaklady nové
zdi, aniz vdm na mysl pfijde jedind myslenka na davno zapomenuty pfizrak Vidce.
Vtom se ale spici psi valky rdzem probudi, kdyZ lopata od Mountfieldu se zafinéenim
narazi na chladnou ocel jednoho z pozUstatkd narodné-socialistickych svétovladnych
ambici.

Ale chvili pockejte a budte realisté. Ta bomba tu lezela celou vécnost, ta uz asi tézko
vybuchne. Na druhou stranu slGvko ,asi” ¢lovéku na sebevédomi moc nepfidd, kdyz
jde o bombu. Takze radéji vezméte nohy na ramena.

Pfitom se muUZete zamyslet nad svou smulou. Nevybuchlé bomby se jen zfidka
najdou pfi domdacich vykopech, protoze i ty nejmensi se obvykle zavrtaji zhruba Sest
metrd do zemé. Dvoutunova bomba zvana ,,Satan“ mohla skoncit i dvacet metrd pod
urovni terénu. Z tohoto dlvodu berou stavebni firmy, které provadéji zakazky
velkého rozsahu, riziko nevybuchlych bomb velmi vdzné. Prohlizeji mapy rizikovych
oblasti a provadéji elektromagneticky prizkum budouciho stavenisté, aby odhalily,
zda jim tam Jirgen a Klaus nenechali néjaky ten nechtény darecek.

Na druhou stranu se ale nevybuchlé bomby nasly i pfi tak bandlnich stavebnich
pracich, jako je vztyCovani pristieSku na hospodské zahradce. Na pozoru se musime
mit vSichni.

Odbornici zabyvajici se odhadem rizik nevybuchlych bomb se shoduji, Ze
bombardovani bylo intenzivnéjsi, nez dobové zdznamy uvadéji. V neposledni radé
jisté i proto, Ze pocitat bomby, které béhem naletu prsi z nebe, musela byt pomérné
naro¢nd prdace. Vychodni ¢ast Londyna, oblast Midlands severné od Londyna a
piistav Hull na vychodnim pobrezi Anglie byly pro Luftwaffe hlavnim cilem, takie
neprekvapi, Ze jsou na mapach hustoty nevybuchlych bomb zakreslena cervenou
barvou. Alespon v téchto oblastech ale dobové utredni zdznamy poskytuji urcité
voditko, které umoznilo vypocditat, kolik bomb bylo na danou oblast shozeno.

" Ironif osudu se dvé z nich nachdzeji pod hrbitovem ve ctvrti Lambeth, ve kterém stoji pamatnik obéti
némeckych nalet.
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Londynska ¢tvrt Battersea je extrémni priklad, podle odhadu na ni Luftwaffe shodila
127 bomb na kilometr ¢tveredni.

»Rizika spojend s vystavbou vifivky“

Ono se ostatné stadi jen pozorné rozhlédnout. Ja napfiklad bydlim v budové, kterd
byla postavena po valce v ulici, kterou jinak tvofi domy z 19. stoleti. O kus dale se
nachazi nékolik podobnych architektonickych anomalii. Naznaduji, Ze zde doslo k
vybuchim bomb.

Némecky bombardér, dejme tomu naptiklad pravé Heinkel 111 zminény vyse, v
prvni fazi dtoku na Britanii nesl osm trhavych bomben raze 250 kilogram(. Odhodil
je v rychlém sledu za sebou, takZe na zem dopadly v fadé jedna po druhé. Takovato
fada bomb zjevné dopadla i na ulici, v niz dnes bydlim. Statisticky vzato existuje
nezanedbatelna Sance, Ze néktera z nich nevybuchla. Mozna ji zneskodnili jiZ tehdy,
ale mozna také, Ze unikla pozornosti.

Kupodivu je velice jednoduché zjistit, jaka rizika mohou byt spojend s vystavbou
vifivky na zahradé. Na webovych strankach www.zetica.com se nachazi mapa
nevybuchlych bomb. V mé ctvrti dosahovala hustota bombardovani 77 bomb na
kilometr Ctvere¢ni a v okruhu jednoho kilometru kolem mého domu se nachazeji
hned tfi takzvané opusténé bomby, tj. bomby, jejichZ poloha je pfesné zndma, ale
které nepredstavuji riziko a byly ponechany na svém misté. Neni tfeba doddavat, Ze
mi béha mraz po zadech pokazdé, kdyz mi silni¢afi pod okny rozkopou ulici.

Ale nemyslete si, Ze jste v bezpedi jen proto, Ze Zijete na samoté u lesa. Letecka
navigace ve 40. letech nebyla pravé exaktni véda, dokonce ani pro Némce, ktefi v té
dobé pouzivali prakopnické, ale jesté velmi primitivni radiové navigacni systémy,
jako napftiklad Knickebein. Bombardéry se na cesté k cili ¢asto ztratily, jejich posadky
dostaly strach, zacalo jim dochazet palivo, nebo si na né udélal zalusk John ,Cat's
Eyes” Cunningham ve své radarem vybavené stihacce Bristol Beaufighter. V takovém
pfipadé nékdy posadka odhodila bomby, at se letoun pravé nachazel kdekoli, a
otoCila zpét do Némecka. Nevybuchlé bomby na venkové daleko snaze usly
pozornosti neZ ve méstech a to, co bylo ve 40. letech venkovem, mlzZe dnes byt
sidlisté nebo budouci sportovni hala. Ani dnes tedy nejsme pired surovymi nacky v
bezpedi.

Vratme se ale k nasi bombé, kterd odpociva v hliné na zahradé. Nyni mate v
podstaté jedinou mozZnost. Musite evakuovat nejblizsi okoli, civilisty pfemistit do
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protileteckého krytu (pfipadné do metra, pokud se nachazite v Londyné), dat jim
Salek hovéziho vyvaru a gramofon s nékolika deskami Very Lynn a pak se sam
samotinky pevnym a muznym krokem vydat k jamé, v niz ¢iha bestie. Pyrotechnici
tomu Fikaji ,dlouhy pochod“. Clenové Utvaru pro zneskodriovani konvenéni munice
Spojenych vojenskych sil (Joint Services Conventional Munitions Disposal Wing, JS
CMD Wpg) uvadéji, ze idedIni pyrotechnik je ,bud psychicky odolny extrovert nebo
totdlni magor”.

Vsimnéte si, Ze bomba postradd typicka kridélka v zadni ¢asti. Ta byla vyrobena z
mékké oceli nebo hliniku a pfi dopadu se témér vzdy utrhla. Jejich nepfitomnost sice
celou scénu s bombou ¢ouhajici ze zemé ponékud kazi, ale neméjte strach, autofi
kreslenych vtipl v novinach, ktefi budou nazitfi oslavovat vase Uspéchy, na né jisté
nezapomenou.

»Vybuch mohlo spustit se zpozdénim hodinové ustroji“

Opatrné kopejte okolo bomby a ddavejte pfitom pozor, abyste bombou zbyte¢né
nepohnul nebo do ni dokonce neudefil. Vasim prvnim uUkolem je nalézt otvor, ve
kterém se nachazi rozbuska. Vétsi bomby mohou mit i dvé rozbusky, takie
prohlédnéte bombu celou. V naSem pfipadé pracujeme s bombou Fritz raze 1400 kg,
coz je pékny macek. Némecké bomby nemély rozbusky umisténé v predni ¢asti jako
spojenecké, byly umisténé po strané. Rozbuska je umisténa v kruhovém otvoru a
vypada jako leskly kovovy vale¢ek s podivnymi znackami.

Snad jiz po téch letech nefunguje, ale pokud pfece jenom ano, funguje néjak takto.
Jednad se o elektrickou rozbusku pracujici na principu prfechodového odporu, neboli
elektrischer aufschadzunder. Ve spodni ¢asti rozbusky se nachazi iniciacni ndloz v
podobé asi tfi centimetry vysokého valecku vysoce tfaskavé smési pentritu a vosku.
Ten obklopuje tenkd vrstva ekrazitu neboli kyseliny pikrové. Zbytek otvoru pro
roznétku, ktery vede az k hlavni nalozi v srdci bomby, je vyplnén kulickami téze latky.

Pti nakladani bomby na palubu letounu byl k rozbusce pfipojen nabijeci kabel. Pfi
odhozu pak timto kabelem probéhl elektricky impulz, ktery nabil odpalovaci
kondenzator. Jeho Ukolem bylo odpalit inicia¢ni naloz a s ni i celou bombu. Vybuch
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nastal bud’ pfi dopadu, nebo jej mohlo spustit se zpoZzdénim hodinové Ustroji. Ve
vaSem pfipadé se tak nestalo. Zatim.

»Némci, protoze jsou to Némci”

Nasim prdvodcem v této kapitole bude Jason Hill z Utvaru pro zneskodfovani
konvenéni munice Spojenych vojenskych sil. Pravé on se nachazi na fotografiich a
soudé podle toho, jak dokonale nalesténé ma boty, mu muiZeme v téchto vécech
bezvyhradné vérit. Rika: ,Musime NémcOm vyjadfit uzndni. Byli to géniové zla, ale
pfece jen géniové. Jejich bomby byly mnohem sofistikovanéjsi nez ty naSe a
bezvadné vyrobené.”

ProtozZe ale rozbusce doddval energii elektricky kondenzator, nemélo by vam hrozit
riziko. Kondenzator se vybil asi za Ctyficet dni, poté jiz bomba nemohla vybuchnout.
Pokud by ale néjaky chytrdk chtél vase hrdinské snazeni touto namitkou znevazit,
odpovézte takto: Rozklad pentritového vosku mohl vést k tvorbé vysoce vybusnych
krystal( kyseliny pikrové v otvoru pro rozbusku, které mulze k vybuchu pfivést tfeni
Ci otfesy.

Nyni tedy musite identifikovat typ rozbusky. Dnes se nejcastéji setkdvame se dvéma
typy. Jednad se bud' o zpoZzd'ovaci rozbusku nebo rozbusku citlivou na pohyb ¢&i otfesy.
Némci, protoZe jsou to Némci, méli viechno peclivé oznacené, coZ pyrotechnikim
jako jste vy zna¢né ulehcuje praci. Pokuste se na rozbusce najit vyrazeny krouzek s
Cislem.

Typ 17 je zpozdovaci rozbuska. V tovarné ji nastavili, aby vybuchla mezi 30 minutami
a 72 hodinami po dopadu. 72 hodin je maximalni doba, po kterou je dle Zenevské
konvence mozno odpal bomby zpozdit. Tento typ rozbusky ma kromé odporového
odpalovaciho mechanismu jesté hodinovy strojek. Takovy méla naptiklad bomba
nalezena pfi stavbé londynského olympijského komplexu v roce 2008.
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Obr. 1: Elektromagneticky nastroj k zastaveni hodinového stroje. Vy snad takovy
nemate?
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Typ 50 vyuziva spinace citlivé na otfesy, které bombu odpali, pokud dojde k pohybu
Ci otfestiim.

Némclm nakonec doslo, Ze kdyZ své rozbusky takto oznacuji, poskytuji tim nasim
state¢nym pyrotechnikdm vyhodu, takZe po néjakém case prestali Typ 17 oznacovat.
Pokud tedy rozbuska vasi bomby nenese Zadné oznaceni, jedna se o Typ 17. To byl
totiz jediny typ, ktery neoznacovali. No uznejte, s takovou tu valku vyhrat nemohli.
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4. General Overview of Translation Theory

A translation in its most basic definition is a rendering from one language into
another or the product of such a rendering.! The process of translation can be
divided into three basic phases. Firstly, understanding the meaning of the text.
Secondly, setting a suitable strategy for translating the meaning. And finally,
rendering the meaning of the ST in the TL. The main task of translation is to preserve
semantic continuity between the ST and the TT, which functions as a medium of
intercultural communication.’

There are differences between languages in the ways they express meaning,
therefore one of the most important tasks of translation theory is to supply the
translator with a set of methods to resolve these differences. The seminal work in
this area has been performed by French authors Jean-Paul Vinay and Jean
Darbelnet, who have defined seven translation procedures to be used in situations
where meaning cannot be readily transferred from one language to another. These
procedures are:

* Borrowing: The simplest of all translation methods, in which the SL
expression is transferred intact into the TL.

* Calque: The SL expression is transferred to the TL by translating its
components literally so as to create a new lexeme in the TL.

e Literal Translation: Translation is accomplished on a word-for-word basis.

* Transposition: Replacing one word class with another without altering the
meaning.

* Modulation: A variation of the form of the message via a change in the point
of view.

e Equivalence: Usage of different stylistic and structural means to express the
same meaning in different languages. Often employed when translating
idioms and sayings.

! “Merriam-Webster Dictionary,” accessed July 9, 2012, http://www.merriam-
webster.com/dictionary/translation.
2 Zbynék Fiser, Preklad jako kreativni proces (Brno: Host, 2009), 183.
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* Adaptation: Substitution of cultural references familiar to the readership of
the translation for references to such situations that do not exist in the
target culture.

The authors divide these seven procedures into two groups, direct and oblique. They
note that while some SL messages can be transposed into the TL directly element by
element, in other cases stylistic effects cannot be transposed without upsetting the
syntactic order, in which case more complex methods must be used in order to
translate the SL meaning. These methods, which permit translator control over the
reliability of their work, are referred to as oblique translation methods. Of the seven
methods defined above, the first three are direct, while the latter four are oblique.3

According to Newmark, the central problem of translating is whether the translation
should be literal or free.* He goes on to outline eight kinds of translation and
arrange them on a spectrum depending on how much relative emphasis they place
on the SL and the TL. Going from SL emphasis to TL language emphasis, these are
word-for-word translation, literal translation, faithful translation, semantic
translation, communicative translation, idiomatic translation, free translation, and
adaptation. Newmark argues that of these, only semantic and communicative
translations fulfill the two main aims of translation, i.e. accuracy and economy.
Generally speaking, a semantic translation is written at the author’s linguistic level,
whereas a communicative translation is written at the readership’s linguistic level.

In Newmark’s view, the two approaches are similar in how they treat metaphors,
collocations, technical terms, slang, colloquialisms, and ordinary language in general,
but they differ in their overall approaches. Semantic translation focuses more on the
author’s point of view, it is personal and individual, and pursues nuances of
meaning. It tends to over-translate, yet it aims to be concise so as to reproduce the
pragmatic impact of the text. Communicative translation, on the other hand,
concentrates on the main message of the text. It tends to under-translate, to be
simple, clear, and brief. It should always be written in a natural and resourceful
style. According to Newmark, communicative translation allows the translator more
freedom than semantic translation, since he or she is serving a putative large and

* Jean-Paul Vinay and Jean Darbelnet, Comparative Stylistics of French and English (Amsterdam: John
Benjamins Publishing Company, 1995), 31-40.
* Peter Newmark, A Textbook of Translation (New York & London: Prentice Hall, 1988), 45.
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not well defined readership, whereas in semantic translation, he is following a single
well-defined authority, i.e. the author of the text.

Newmark points out that there exists a tension between the semantic meaning of a
text and its pragmatic meaning.® Baker defines pragmatics as the study of language
in use, a study of the way utterances are used in communicative satiations and the
way we interpret them in context.’

According to Hatim and Munday, pragmatic equivalence refers to the study of the
purposes for which utterances and texts are used. This approach to translation
prioritizes meaning over form, communicative context over the language system.8

Hirschova points out that any language entity greater than a phoneme has a
pragmatic aspect and can be viewed from the point of view of pragmatics.’

The skopos theory states that in order to create a translation, the translator must
know the expected function of the text in the target communicative situation in the
target culture. According to FiSer, that information should be part of the contract
between the translator and his or her client.” If it isn’t, the translator has no option
than to determine it based on the text itself, in which case he or she can do so based
on the text’s skopos.™

FiSer also argues that the translator creates the TT using a combination of standard
translation techniques and creative techniques on almost all levels. ** According to
Hatim and Munday, the decisions that a translator makes during the course of a
translation are hierarchical and iterative®.

> Newmark, A Textbook of Translation, 47-48.
6 Newmark, A Textbook of Translation, 5.
7 Baker, Mona, In Other Words A Coursebook on Translation (London & New York: Routledge, 1992),
217.
® Basil Hatim and Jeremy Munday, Translation An Advanced Resource Book (Taylor & Francis e-
Library, 2004), 169.
® Milada Hirschova, Pragmatika v estiné (Olomouc: Univerzita Palackého, 2006), 8.
10 FiSer, Pfeklad jako kreativni, 99.
1 Fiser, Pfeklad jako kreativni proces, 184.
2 Figer, Preklad jako kreativni proces, 185.
3 Hatim and Munday, Translation An Advanced Resource Book, 169.
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5. Strategic Decisions

Knittlova argues that a translator should work from the larger picture down towards
the details, setting an overall translation strategy first and allowing that decision to
inform his or her work from that point on (Knittlovd 2000). The translator must
therefore first and foremost conduct a reading of the text, first a general reading to
familiarize himself or herself with the basic idea behind the text, and subsequently a
close reading to fully understand the text."*

As previously noted, Newmark divides translation into semantic and
communicative’, depending on their focus on the source language or the target
language respectively. However, it should be noted that a translation need not and
indeed should not adhere to one or the other exclusively, as the nature of the text
may require the translator to be flexible and to subtly shift from one approach to
the other in the course of his or her work, and the finished translation is the result of
both approaches combined to various degrees.

Newmark defines two broad approaches to translation, reading the ST first and
evaluating it from a variety of points of view, or start translating straight away based
on intuition and instinct and review whether the translation is appropriate partway
through.'® He further notes that these approaches are not strictly separate and can
be combined to various degrees, and that adhering strictly to one or the other may
be detrimental to the quality of the translation. A translational analysis is useful as a
point of reference, but it should not inhibit [the translator's] intuition.

As Newmark notes, the intention of the text represents the SL writer's attitude to the
subject matter. The intention of the translator is usually the same as that of the
author; he or she tries to convey the same attitude, the same point of view.’

Once the translator has read the text closely and fully, he or she should have a clear
understanding of the meaning of the text and the intention behind it. Finally, it is
necessary to assess the readership of the translation, its target audience. The
translation may need to be tailored to the level of education, social class, age, and

% Newma rk, A Textbook of Translation, 11.
> Newma rk, A Textbook of Translation, 45.
® Newma rk, A Textbook of Translation, 21.
7 Newma rk, A Textbook of Translation, 12.
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sex of the readers. Care must also be taken to take note of the cultural differences
between the readership of the source text and the translation, as these can have a
significant impact on how the readers perceive and interpret the text.

In the case of Airbus, the book appears at first glance to be an instruction manual,
and indeed follows the usual format of such books, featuring several chapters
focused on different topics. Each chapter deals with a particular problem or activity
and gives instructions on how to solve the problem or perform the activity.
Ostensibly, then, the purpose of the book appears to be to inform and instruct the
reader. However, most of the scenarios covered in the book are so outlandish and
improbable that it seems highly unlikely that this is the author’s only or indeed even
primary goal. A short promotional video in which James May talks about his book
and his reasons for writing it bears out this suspicion:

The premise is that mankind is in decline, manhood is in decline. The
British male is in crisis, he doesn't know what he's supposed to be, he
doesn't know what he's supposed to do or how to act or what his
place in society is, whether he's supposed to be endearingly hopeless
or dependably reliable. | think he should be dependably reliable. And
there have been quite a few guide books out to being a bloke, and it's
got a lot of stuff in it about tying bow-ties and ordering dinner in a
restaurant and how to buy a suit, and | don't think that's really what
it's about. I think it's about basic practical thinking. So | have chosen
nine subjects that hadn't really been addressed anywhere else [...],
and I've explained them fully. The detail is correct, the book does
equip you to do these things, unlikely though the scenarios are. [...]
I’'ve never chopped up and eaten one of my best mates, because that
really is a dire emergency sort of scenario, but the point is that that
could happen. It does happen occasionally, we know it does, and if
you're gonna have to do it, you may as well know how to do it
properly. [...] This book is a little bit like the airbag in a car. You want
it there, but you hope never to see it. [...] The point of it is, it's meant
to be a piece of entertainment but it's also meant to be factually
correct, which it is, | hope, and it's meant to be instructive, and it's
meant to inspire this notion that you can actually go and do stuff. You
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don't have to just throw your hands up and go "oh | couldn't possibly

do that, I'm hopeless". 1

As the author himself puts it, his aim in writing the book was threefold - to
entertain, to inform, and to inspire. Due to the unlikelihood of the scenarios covered
in the book, it is safe to assume that informing the reader is the least important of
these goals. The information presented in the book must be accurate and it must
stand up to scrutiny, otherwise it would appear sloppy and amateurish, but it is
highly unlikely that anyone would buy the book because he or she was genuinely
interested in learning how to land an airliner. If they did, they would soon be
disabused of the notion by the many disclaimers scattered throughout the book that
warn the reader not to take it seriously. Indeed, the irony within the title of the book
provides the first hint that it should not be taken at face value. The topics covered
are merely a ‘hook’ used to get the attention of the reader, the main payload of the
book lies in its entertainment and inspiration potential. In terms of language
functions as defined by Newmark, the vocative is the primary and the informative
the secondary.

The informative function, as the name implies, is concerned with transferring
information from the writer to the reader. Newmark distinguishes four styles of
language with respect to this function: A formal, technical style intended for
academic papers, a neutral or informal style for textbooks, a warm informal style for
popular science books, and a familiar, non-technical style for popular journalism.*
Airbus falls squarely into the third category, as evidenced by its relatively simple
grammatical structures, a wide range of vocabulary to accommodate definitions,
and numerous illustrations.

The vocative function is concerned with the readership. The aim of a vocative text is
to elicit a reaction in the reader, to make him or her think or feel a certain way in
response to the text. According to Newmark, instructions, persuasive writing, and
popular fiction intended to entertain the reader are typical examples of the vocative
function of language in terms of translation.?® All of which are completely applicable
to the text in question.

B james May - How to Land an A330 Airbus," HodderStoughton, accessed April 22, 2012.
http://www.youtube.com/watch?v=4UHIlhcja4RE.
¥ Newma rk, A Textbook of Translation, 41.
2 Newma rk, A Textbook of Translation, 41.
41



The above quote from James May also gives us some insight into the intended
readership of the book. It is meant for the modern male, the British male
specifically, who is undergoing a crisis of identity, unsure whether to be manly and
resourceful or bashful and effeminate. Given the considerable similarity between
British culture and that of other industrialized Western countries, it is reasonable to
assume the book can find its audience in many languages of such countries, Czech
included.

The humor in the text is worth paying special attention to. Much of it is typically
British, laced with sarcasm and self-deprecation. The audiobook, read by the author
himself, makes this even more obvious with its deadpan delivery. Much of the
humor relies on the juxtaposition of serious, technical information presented in a
concise, formal manner and informal, ironic, sarcastic, and even mocking comments.
The author builds a particular expectation in the reader and then subverts it. Since
entertainment is one of the primary purposes of the text, these passages that carry
the bulk of the text’s comedic payload are going to be of particular interest during
the translation.

Having identified the type and purpose of the text, | am able to set an overall
strategy and make some predictions regarding the problems | am likely to encounter
while translating.

The main aim is to create an adequate communicative translation that respects the
rules and common practice of the Czech language and flows naturally.

While irony and humor overlap to a certain extent, they are nevertheless distinct,
and translations of irony tend to employ more explicitation than translations of
humor.?! Since May employs irony to humorous effect in Airbus, it is likely that
explicitation techniques are going to have to be used in the translation.

% Galia Hirsch, “Explicitation and other types of shifts in the translation of irony and humor,” Target
International Journal of Translation Studies, 23:2 (2011), 179.
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6. Analysis of the Text

6.1 Cultural Aspects of the Text

Chapter 8, which deals with diffusing an unexploded German bomb, is a much more
culturally specific topic than that which Chapter 1 deals with. Czechoslovakia had
not been subjected to a concentrated bombing campaign by the Luftwaffe as Britain
had. Most of the bombs that were dropped on what would later become the Czech
Republic were of Allied design, not German. However, the informative function of
the text is only secondary. The chances of ever finding an unexploded bomb are very
remote, and even in such an unlikely scenario one is expected to notify the
authorities rather than attempt to defuse it. An especially diligent translator could
conceivably obtain the specifications and photographs of an allied bomb and re-
create the entire chapter in such a way that it was more applicable to the Czech
cultural context. Such an extreme case of cultural adaptation would be very difficult
and costly, however, for relatively little gain. As previously noted, the entertainment
value of the text is the primary concern, and very little is lost by leaving the British-
oriented specifics in place.

When discussing the instruments in the aircraft’s cockpit, May uses imperial units
familiar to his readers. Newmark notes that quite apart from their informative
function, units of measurement also provide a sense of cultural context.”? The
guestion of which of the two is more important in the given text and therefore
whether or not the units should be converted is moot in the case of flying an Airbus
A330 airliner. A modern airliner equipped with digital instrumentation as opposed to
analog gauges is typically capable of displaying flight information in both metric and
imperial units, and in aviation there is no universal international standard dictating
which units of measurement are to be used, and operators with international routes
are exposed to different standards.” | have therefore decided to include the figures
given in this chapter in both the original imperial units and also in metric, to ensure

2 Newma rk, A Textbook of Translation, 217.
2 Airbus, Flight Operations Briefing Notes, Supplementary Techniques, Altimeter Setting — Use of
Radio Altimeter, accessed May 3, 2012,
http://www.airbus.com/fileadmin/media_gallery/files/safety_library_items/AirbusSafetyLib_-
FLT_OPS-SUPP_TECH-SEQO1.pdf, 1.
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that the reader would be able to understand and correctly use the instruments
regardless of which standard is used.

Chapter 8 already does give some information in metric units, and | have decided to
convert the rest as well for the sake of clarity and consistency. This is important
particularly in the case of unexploded bomb density, since the figure "1000 acres" is
rather difficult for a Czech reader to visualize. | have therefore used the square
kilometer instead, which is more often used and easier understood by Czech
readers.

The author considers it ironic that there are two unexploded bombs underneath
Lambeth Cemetery. Here again we can very clearly see that the ST is aimed not only
at an English-speaking audience but specifically at British readers. May makes
absolutely no attempt to explain why exactly it is ironic that there are unexploded
bombs located underneath the cemetery. The reason for it is that there is a
memorial to the victims of Nazi bombing located in the cemetery, a fact that a
British person might know but a Czech reader would almost certainly not. Therefore,
an explanatory clause was inserted.

"Spear and Jackson's finest" is a reference to a gardening and hand tool supplier
headquartered in South Yorkshire. Since a Czech reader would not be familiar with
this British company, a suitable equivalent was selected.

A particular problem presented itself in the form of the word "gaine". It was clear
from the context that this was a technical term referring to a part of a bomb, but |
was unsure which part exactly it was. However, precisely because it is clearly a
technical term, an exact translation was necessary. Facetious though the book may
be, these are still instructions on how to defuse a bomb. Omitting the reference or
replacing it with a more generic one would not do. | have found it unexpectedly
difficult to find a translation, however. None of the dictionaries | had available
offered a definition that would make sense, the word was either not listed at all or
was defined as a particular kind of pedestal. | have been able to find some
information online, but the most reputable source | could find was an old issue of

724 That was

Popular Science Monthly, which equates “gaine” with “initiating charge
considerably easier to translate. Why the author chose to use an obscure and

seldom used term instead of its much clearer synonym is unknown.

2 Harry Walton, “Secrets of the War Against Time Bombs,” Popular Science Monthly, September
1959, accessed July 18, 2012, http://books.google.cz/books?id=ciYDAAAAMBAJ.
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May's use of "19-1 to us" to compare the ratio of the total tonnage of bombs
dropped by the Allied air forces and the Luftwaffe is a sports analogy. | have
changed the format to the Czech standard, separating the respective scores with a
colon.

"Das Buch des Beobachters von Flugzeugen" At this point May is facetiously
referring to The Observer's Book of Airplanes, for the sake of comedy ignoring the
fact that it was first published in 1942, long after the Blitz was over and the Battle
of Britain had concluded. According to the equivalent effect principle, the best way
to translate this reference would be with one that has a similar effect on the reader,
i.e. with a similar book of Czech origin. | was, however, unable to do so. The
Observer's Books have a long history and cover a wide range of topics, and as a
result they are widely known in the United Kingdom. Indeed, that is the point of the
reference, to make fun of Hitler's apparent ignorance that could have been
corrected by reading such a widely known book. To the best of my knowledge, there
is no such line of popular encyclopedias in Czech that could serve as a suitable
substitute in the text to carry the point over to Czech. | have therefore had to refer
to something else 'everyone knows', namely elementary mathematics, in order to at
least preserve the mockery of the man.

6.2 Specific Examples

In this section, | am going to give several examples of the above mentioned
strategies employed in practice while translating the text.

Example 1

Original: So even though, ostensibly, you’ll be saving the lives of everyone on
board, in reality, you’ll only be saving your own skin.

Translation: TakZe ackoliv se mlzZe zdat, Ze zachranujete Zivoty vsech lidi na
palubé, ve skutecnosti si chranite jen svij vlastni krk.

> "The Observer's Book of... Just About Everything!," Collecting Books and Magazines, accessed April
21, 2012, http://www.collectingbooksandmagazines.com/observer.html.
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In this particular instance | have substituted “krk” for “skin”, even though a more
faithful translation could go something like “chranite si jen svou vlastni kazi”.
Whereas in English “saving one’s own skin” is a fairly common collocation, in Czech
the functional equivalent involves the neck. Another possibility would be to simply
dispense with the phrase altogether and use “chranite jen svij vlastni Zivot” instead.

This sentence is also an example of repetition of words, specifically “save”. In English
this is not a problem, but in Czech such repetition of the same word in close
proximity would seem awkward. | have therefore used the words “zachranit” and
“chranit”. The two are cognates, having a common etymological origin, and their
meanings are similar enough that one can substitute the other in this instance. At
the same time they are different enough that they are not perceived as a
repetitious.

Example 2

Original: If a seasoned captain of twenty years’ experience, fully versed in
emergency procedures and regularly practised in discharging them, so much
as lands an aircraft with a slightly bald nose wheel tyre, he will be proclaimed
the saviour of all women and children.

Translation: Nikoho nezajim3, Ze pilot ma za sebou dvacet let zkuSenosti a ze
pravidelné nacviCuje vSechny postupy pro krizové situace. Staci, aby pfistal
s letadlem, které ma mirné sjetou predni pneumatiku, a noviny jej vzapéti
oznaci za zachrance Zen a déti.

Here | have decided to split the source sentence in two in order to improve the flow
of the text. This reordering has necessitated the addition of a subject in the first
sentence. | have also modulated the second sentence in order to avoid the passive

voice.

The word "captain" is of particular note. That is indeed the correct technical term,
however | have decided to translate this as the more generic "pilot" in order to
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avoid unwanted association with ships, in keeping with the overall strategy of
making the text as natural and easy to understand as possible.

Example 3

Original: If you have been vectored to a remote runway on a disused airbase
where you have no choice but to land the aeroplane manually, you may as
well forget it, because, as the A330 captain consulted in the preparation of
this work put it, ‘Everyone will be killed.’

Translation: Pokud vas kontrolor navedl na néjakou opusténou vojenskou
zakladnu, kde neni jind moZnost nez pfistat manudlné, zapomernte na to, Ze
byste z toho vyvazli se zdravou k{zi. Tuto eventualitu jsem konzultoval s
pilotem Airbusu A330, ktery to shrnul slovy: ,Neprezije nikdo.”

This example contains quoted speech, the standard punctuation marks for which are
different in Czech than in English. In Czech, quoted speech is separated from the
preceding introductory segment by a colon rather than by a comma as in English. |
have substituted the correct punctuation and also altered the style of the quotation
marks to conform to the Czech standard.

The real problem with this sentence, however, is its very structure. The author of
the original text seamlessly integrates the pilot's quote into his own sentence. It is
possible an overzealous translator might attempt the same in Czech out of a desire
to remain as faithful to the original text as possible. Such an attempt might run
something like this: "Pokud vas kontrolor navedl na néjakou opusténou vojenskou
zakladnu, kde neni jind moZnost nezZ pfistat manudlné, zapomerite na to, Ze byste z
toho vyvazli se zdravou kUzi, protoZe, jak mi potvrdil pilot Airbusu A330, se kterym
jsem pfi psani této knihy tuto eventualitu konzultoval, 'neprezije nikdo'." While such
a sentence is technically grammatically correct, it is quite clear that it is not very
elegant or comprehensible. The English language is generally much better suited to
terse, condensed statements than Czech. It was therefore necessary for the sake of
clarity and natural flow of language to accept that the clever structure of the original
sentence will be lost in translation.

47



With that in mind, there are several other points to be made about this excerpt. |
have used the Czech phrase "vyvaznou se zdravou kGZi" in place of the English
"forget it". While the more faithful translation “zapomenout na to" does appear in
Czech from time to time, it is an interference from English and as such undesirable.

Lastly, | have modulated the quoted speech from a positive statement ("everyone
will be killed") into a negative one ("nepfeZije nikdo"). The specific word order was
chosen with the theme-rheme principle in mind. The fact that the landing will not go
well is made clear in the preceding sentence, but that nobody at all will survive is a
new information that further strengthens the disheartening message, and as such
belongs at the end of the sentence in Czech.

Example 4

Original: The automatic controls have been conceived and engineered by
people who know so much more than you about the performance of the
aircraft that to doubt them would be an insult. You will also be remembered
by history as yet another bloke who thought he knew better, and you don't.
Leave everything alone and sit on your hands.

Translation: Lidé, ktefi autopilota zkonstruovali, toho o vlastnostech tohoto
letounu védéli o tolik vice nez vy, Ze pochybovat o jejich dsudku by byla
donebevolajici pitomost. Vstoupil byste do historie jako dalsi z fady chlapkd,
co si mysleli, Zze védi vSechno |épe, a doplatili na to. Hezky v klidu sedte a na
nic nesahejte.

This excerpt is typical of the kind of humor May employs throughout the book,
utilizing sarcasm and derisive comments aimed at the reader and relying on the
reader's sense of ironic self-deprecation to be entertained rather than insulted. As a
translator, my aim was to replicate this as closely as possible in the translation.

The author uses several common phrases that require different approaches to
translate. The phrase "who thought he knew better" can be substituted by an
almost identical Czech phrase. Translating "would be an insult" literally does make
sense, but doesn't sound natural. A different phrase conveying roughly the same
message was therefore substituted. Finally, "sit on your hands" would make very
little sense if translated literally. Unable to find a suitable idiomatic phrase in Czech,
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| translated this into a very plain imperative preceded by "hezky v klidu" in order to
compensate for the loss of the slight hint of condescension inherent in the original
phrase.

Example 5

Original: My district has a bomb density of 311 per 1000 acres, and there are
three known ‘abandoned bombs’ within half a mile of the house. All this
brings an extra frisson of excitement to any roadworks going on outside the
front door.

Translation: V mé ¢tvrti dosahovala hustota bombardovani 77 bomb na
kilometr étvereéni a v okruhu jednoho kilometru kolem mého domu se
nachdzeji hned tfi takzvané opusténé bomby, tj. bomby, jejichz poloha je
pfesné znama, ale které nepredstavuji riziko a byly ponechany na svém
misté. Neni tfeba doddvat, Ze mi béha mrdz po zadech pokaidé, kdyZz mi
silni¢afi pod okny rozkopou ulici.

This is a typical example of a slightly different method by which the author achieves
a humorous effect within the text, namely the juxtaposition of technical information
with irreverent ironic or sarcastic remarks. The first sentence presents accurate
technical information, as befits a text the primary function of which is to inform. This
is immediately followed up by an expressive sentence with flowery language that
takes the reader in a completely unexpected direction.

As in the previous example, my aim as a translator was to preserve this contrast and
thereby the humorous nature of the text. However, | have decided to shift the text
slightly from informal to formal (contrast "within half a mile" against "v okruhu
jednoho kilometru") in order to make sure | was not being overly colloquial, which
could have a detrimental effect on the aforementioned contrast. A bolder translator
might choose a different strategy, but | decided to err on the side of caution.

The clause explaining what an abandoned bomb is was originally an endnote. |
decided to incorporate it into the text itself on the basis that requiring the reader to
flip to the back of the book to read an endnote consisting of one short sentence is
an annoyance that needlessly distracts him or her and fragments his or her reading
experience.
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7. Conclusion

The aim of this thesis was twofold: Firstly, to create an adequate translation of two
chapters from How to Land an A330 Airbus and Other Vital Skills for the Modern
Man by the contemporary writer, journalist, and television presenter James May,
published in 2010. Secondly, to provide a commentary to this translation, outlining
the basics of translation theory and subsequently using that theoretical groundwork
to comment upon specific problems encountered in the translation process.

Prior to starting work on the translation itself, | have set an overall strategy to
follow. The main aim was to create an adequate, communicative translation that
respects the conventions of the Czech language and flows naturally. Even though |
initially expected to have to do a significant amount of explicitation, in the end |
toned the text down instead. The amount of expressivity that seems natural is a
highly subjective matter and | decided to err on the side of caution.

In creating the translation | have had to deal with a number of culturally specific
elements and references, which is not surprising in a text the target audience of
which is members of a particular nationality, even more so when that nationality is
the same as the author’s. | have kept with the aforementioned strategy and
employed various methods of dealing with these elements where appropriate.
While the differences between the culture of the United Kingdom and that of the
Czech Republic are significant, they are not insurmountable, and so | was able to
keep a great number of these elements intact, confident in my expectation that the
reader will be able to understand them. Those that | deemed to not be readily
comprehensible to a Czech reader | adapted, paraphrased, or compensated for.

Creating the translation was a demanding and time-consuming task that has further
reinforced my belief that translation requires a particular set of skills and
characteristics. The translator must possess excellent command of both languages,
knowledge of the subject matter of the text, familiarity with the cultural background
of the source text as well as that of the target readership of the translation,
knowledge of translation theory, and last but not least a considerable creative
talent. | can only hope that | am sufficiently endowed with these qualities and that
my translation is adequate.
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8. Anotace

Autor: Ales Balcar
Katedra: Katedra anglistiky a amerikanistiky, Filozoficka fakulta

Nazev: Komentovany preklad vybranych capitol z knihy How to Land an A330 Airbus
and Other Vital Skills for the Modern Man

Vedouci prace: Mgr. Jitka Zehnalova, PhD.
Pocet znaku: 63912

Pocet priloh: 2

Pocet titulli pouzité literatury: 19

Klicova slova: James May, preklad, komentar, Airbus, Knittlova, Newmark, Levy,
Baker, Hatim, Munday, Hirschova, Fiser

Obsahem této diplomové prace je preklad prvni kapitoly a ¢asti osmé kapitoly knihy
How to Land an A330 Airbus and Other Vital Skills for the Modern Man Britského
autora Jamese Maye a komentar k tomuto prekladu. Prakticka ¢ast prace sestava z
prekladu jako takového, ktery byl vyhotoven v souladu s principem funkéni
ekvivalence s cilem vytvorit komunikativni prfeklad. Druh3, teoretickad ¢ast obsahuje
strucny nastin teorie prekladu a analyzu nékterych prekladatelskych problému, které
se pfi prekladu vyskytly.
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9. Annotation

Author: Ales Balcar

Department and faculty: Department of English and American Studies, Philosophical
Faculty

Title: How to Land an A330 Airbus and Other Vital Skills for the Modern Man: A
Commented Translation

Supervisor: Mgr. Jitka Zehnalova, PhD.
Character count: 63,912

Number of appendices: 2

Number of references: 19

Key Words: James May, translation, commentary, Airbus, Knittlova, Newmark, Levy,
Baker, Hatim, Munday, Hirschova, Fiser

This thesis is concerned with the translation and commentary thereof of Chapter 1
and a part of Chapter 8 of How to Land an A330 Airbus and Other Vital Skills for the
Modern Man by James May. The practical part of the thesis is the translation itself,
created mainly on the basis of the functional equivalence principle with the aim of
creating a communicative translation. The second, theoretical part of the thesis
presents a commentary exploring the underlying translation theory and analyzing
some of the problems encountered during the translation process.
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11. Appendices

This thesis contains copies of the two chapters of the ST that were translated. Note
that only images relevant to the translation, i.e. those captioned within the text
itself, have been included.

11.1 Appendix 1:

INTRODUCTION

Yes, there have been plenty of other books about so-called man skills, but they’ve all
been a bit too bow-tie and light-a-barbecue for my liking.

This, | hope, is different. There are only nine topics, but they are not, as far as | can
discern, covered anywhere else. That makes this book indispensable in a sea of
duplicated ‘how to’ manuals; the one tin of fortifying Spam in the post-apocalyptic
corner shop of putrefying groceries.

The chances that you will ever meet with the circumstances outlined here are,
frankly, very remote. But you’re still better off knowing this stuff than not knowing
it. One day, there may well be an A330 Airbus wandering pilotlessly over the
Atlantic, and someone will have to land it.

Life is a lottery, and maybe, just maybe, it could be you. But only if you’ve read this.
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CHAPTER.O1

HOW TO LAND AN A330 AIRBUS IN AN EMERGENCY

This is one of the most compelling hero fantasies the world has to offer. The crew
has been murdered or laid out by manky prawns from the in-flight meal, and the
aircraft is at 38,000 feet, pilotless. It can stay there until the fuel runs out and it falls
to earth, or you can seize the controls from the limp grasp of the expired captain
and bring it in to rapturous acclaim and probably a refund on the price of your
ticket.

And why wouldn’t you? The airliner crisis is a unique proposition, because its
audience of potential victims is a completely captive one. You can wait for a ship to
sink and possibly swim to safety; you can turn your back on the drowning man or the
blazing apartment block; and you can hide in the stationery cupboard during the
late-night office petty cash heist and never have to admit to having been there. But
there’s no way out of the runaway aeroplane. So even though, ostensibly, you'll be
saving the lives of everyone on board, in reality, you’ll only be saving your own skin.
The rest of the world, however, will not see it that way.

He should have known never to have the vegetarian option.

‘Proclaimed the saviour of all women and children’

Because the other enduring truism of airline dramas is that everyone involved is
always a hero. If a seasoned captain of twenty years’ experience, fully versed in
emergency procedures and regularly practised in discharging them, so much as
lands an aircraft with a slightly bald nose wheel tyre, he will be proclaimed the
saviour of all women and children. Even before the investigation into a forced
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landing or crash has begun, the face of the bloke who was in the hot seat at the
moment of impact will be emblazoned across the front of the Daily Mirror along
with citations from air traffic controllers and survivors confirming how calm he
remained. And if, later on, it emerges that he simply made a bit of a cock-up,
everyone will be too polite to mention it. This is why you never see newspaper
headlines like:

DAFT BUGGER CAPTAIN SHUT DOWN REMAINING GOOD ENGINE
Or

‘I FORGOT’, ADMITS PILOT IN WHEELS-UP RUNWAY INFERNO TRAGEDY

Headlines you never see. You can only come out of this well.

‘Hammering on the window and screaming for your mother’

This sort of revelation is reserved for the turgid accident reports in the backs of
magazines such as Flight International, and only other pilots read that rubbish.

So you’re not going to come out of this one badly. If you do manage to land the
aeroplane successfully, or even only half successfully, you will probably be
commemorated in stone on that spare plinth in Trafalgar Square, and will save all
the money that had otherwise been earmarked for beer over the rest of your life.
Even if you fly it at 300 knots into the local hospital, the press will still feel obliged to
point out how you at least had a go and stayed at your post to the bitter end.
Although the transcripts of black box flight recorders are invariably published, the
Air Accidents Investigation Board usually edits out blasphemy and incomprehensible
mumblings, and it’s reasonable to assume that they would see no benefit to the
world in revealing that you ended up babbering your pants, hammering on the
window and screaming for your mother. But don’t do it anyway, just to be on the
safe side.
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And let’s be honest here. In truth, the chances of the scenario outlined in paragraph
one ever developing are extremely unlikely. Both pilots would have to be completely
incapacitated in some way or simultaneously overtaken by suicidal religious zeal,
and while one or the other can sometimes fall victim to this sort of thing, it’s unlikely
that both will. That, in fact, is why there are two of them.

In a real emergency, it is not actually necessary to dress up.

‘A far more terrifying prospect not so long ago’

And then there’s this to consider. Let’s assume you are an accountant, with no
experience whatsoever of flying aeroplanes. The odds that, out of the 300 or so
people on board, you will be the best qualified to take control are pretty slim. Other
airline pilots are often travelling on commercial flights. Cabin crew sometimes have
an interest in flying and a good working knowledge of the aircraft’s controls. There’s
a reasonable statistical chance that somewhere amongst the passengers there will
be a former RAF Bomber Command pilot, a holder of a private pilot’s licence, an
aircraft maintenance engineer or even just an enthusiast of computer-based flight
simulators. If you’re unlucky, you might even be sitting next to one of them. All of
these people are a better bet than you.

But having said that, on 11 September 2001 passengers aboard United Airlines flight
93 were forced down a circumstantial avenue in which they had no choice but to
attempt to wrest control of the aircraft from its hijackers. And it’s always possible
that you bought a cheap ticket from a bucket shop, and now find yourself in the only
spare seat on a charter flight full of nuns. In which case it's time to seize the
moment, along with something called the ‘joystick’.

Deposit the dead pilot in the cheap seats near the lavatories.
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First, though, make your way to the flight deck, and discover that the door leading
to it is locked. This has been a requirement since 9/11, in an attempt to prevent
unauthorised access by terrorists, and even in the midst of this unfolding
melodrama it is worth pausing for a second to reflect on the deep irony of it all. A
cabin attendant should be able to unlock it for you.

The illustration overleaf shows how the cockpit of the A330 will look once you have
heaved the helpless carcasses of the captain and first officer out of their seats,
taking care not to snag any important-looking levers on their clothing. This would
have presented a far more terrifying prospect not so long ago, in the era when the
instrument panel of a commercial airliner was a mass of incomprehensible analogue
dials. But on the A330, as on almost all modern airliners, these have largely been
usurped by a mere handful of incomprehensible computer screens (Fig. 1).

Fortunately, and as with the fascias of most large Mercedes Benz cars, most of it is
completely useless to you. Fig. 2 shows the same view with all but the most vital
controls and instruments ghosted out. All those knobs and buttons above the
windscreen control such trivialities as the cabin temperature, the windscreen wipers
and the seat-belt warning signs. Similarly, the small computer mounted horizontally
on what would be the centre console if this were a VW Golf gives advice on such
inconsequentialities as engine maintenance intervals. None of this is very pressing at
the moment, and could become completely academic if the aeroplane ends up at
the bottom of the Irish Sea. Forget them (Fig. 2).

For the moment, relax. Assuming the aircraft is in the cruise, the autopilot will
almost certainly be engaged and you can take time to familiarise yourself with what
pilots sometimes call ‘the office’. Convention says that the captain of a fixed-wing
aircraft sits on the left, and as the cruel mistress of fate has conspired with
Melpomene, the muse of tragic drama, to cast you in this new and unrehearsed role,
that is where you should sit.

Now you must make your emergency call to air traffic control, and for this you will
need the aircraft’s call sign, which will be displayed somewhere on the panel in front
of you on a small plaque. Let’s say we are aboard G-ABCD.1

A330 Flight Deck
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Fig. 2: What you actually need to worry about.
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‘Hideous, spike-infested pitfall’

Put on the headset and depress the PTT (Press To Talk) button on the joystick. A
hideous, spike-infested pitfall awaits you here. The red button on top of the stick —
the one that falls so readily under your thumb — is NOT the press-to-talk. It is the
autopilot override, and will end your bid to be immortalised alongside Alcock and
Brown very abruptly. The PTT is the trigger-like switch on the front of the joystick,
where the gun button would be on a video game (Fig. 3).

Fig. 3: Talking on the radio vs. losing control.

Should you press the red button by mistake, immediately press AP1 (Fig. 4) and the
autopilot will revert to the flight plan that was entered in the computer at take-off.
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Fig. 4: Reinstating the autopilot, your best friend.

‘Calm, level, clipped, clear, unhurried’

Now, and in a voice that is calm, level, clipped, clear, unhurried, tinged with icy
resolve and everything else you will want them to write about you in the following
day’s tabloids, say something like:

‘Mayday, mayday, mayday. Golf Alfa Bravo Charlie Delta. Pilot and first officer
disabled. | am a passenger, | have taken control and | await your instructions.’

The international language of air traffic control is English, so even over the Greek
islands whoever is listening will be shaken from his or her diurnal torpor by the
textbook professionalism of your transmission. It’s such a shame that person is
unlikely to be a pilot ‘current on type’ for the A330.
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So while the controller desperately rings around in search of someone who can help
you over the radio, you may as well continue to relax. Remember — the autopilot is
still on, and the autopilot is your best friend. At the very least, it is a much better
pilot than you are. You could even press the PA button (Fig. 5), talk to the
passengers and advise them of the outside air temperature. Don’t worry about
getting the temperature exactly right — minus 32 will do — as they don’t actually
care, but the calming effect of familiar and meaningless pilot babble will be
welcomed in the cheap seats. Take a moment to familiarise yourself with the small
screen directly ahead of you. It shows, from left to right, the air speed indicator
(how fast you’re going), the attitude indicator (or artificial horizon), the altimeter
(how high you are) and the vertical speed indicator (how quickly you’re climbing or
descending). Along the bottom is the direction indicator (your compass heading).
Useful operational parameters are as follows:

Fig. 5: Why not share a reassuring and light-hearted observation with your
terrified passengers?
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Air speed indicator (ASI): keep the speed between the two red ‘bugs’ at the top and
bottom of the scale. Above the top one and the aircraft could fall apart; below the
bottom one and it will stall and fall out of the sky, in accordance with Newton.
Speeds are in knots.

Attitude indicator (Al): the blue part should remain roughly at the top and the black
bit at the bottom, with the division between the two fairly close to the middle of the
display. If it appears the other way up, you can skip the bit about lowering the
undercarriage.

Altimeter (Alt): height is good, as it buys you time. But it can also easily translate
into excess speed, so...

Vertical speed indicator (VSI): avoid climbs and descents of more than 2000ft per
minute.

Direction indicator (DI): compass headings are expressed with the last digit omitted,
so 27 is actually 270 degrees, i.e., west.

The next thing you will probably have to do is retune the radio, possibly to another
air traffic control station, possibly even to another Airbus in flight, but most likely to
the international distress frequency of 121.50. This will be expressed by the
controller as ‘one two one decimal five zero’. On the right-hand side of the radio
module is a large knob of two different diameters. The lower, fatter portion alters
the numbers to the left of the decimal point, the slimmer portion, those numbers to
the right. Your new frequency will appear on the right of the digital display, in
‘standby’. Once you are happy with it, press the little button and it will be
transferred to the ‘active’ side on the left (Fig. 6).

‘You are now ready to fly the Airbus’
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Fig. 6: Tuning the radio. New frequencies appear in ‘standby’.

You are now ready to fly the Airbus to an airport, under instruction from the
controller, using the autopilot. There are just three knobs to worry about here, and
they control airspeed, heading and altitude (Fig. 7).
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Airbus Industries’ flawless control logic says that when the knobs are pulled out,
control rests with the pilot. When they are pushed in, it rests with the pre-
programmed flight computer. Therefore, pull them out when instructed to make
inputs, otherwise the aircraft will blithely continue to head where it was already
going, which could be Hong Kong.

AT —LYL/TH— WS

Fig. 7: Autopilot controls. Pull knob to make changes.
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‘Setting the timer on a microwave oven’

Simply twirl the knobs until the values given by the controller appear on the digital
display. By this means you will be able to fly the aeroplane to an airport with no
more difficulty than you would have in setting the timer on a microwave oven. But
don’t tell anyone.

If air traffic control has any sense — and these people are generally selected for their
intelligence and cool-headedness — they will have directed you to an airport that will
allow you to use the Airbus’s Instrument Landing System (or ILS). If you have been
vectored to a remote runway on a disused airbase where you have no choice but to
land the aeroplane manually, you may as well forget it, because, as the A330 captain
consulted in the preparation of this work put it, ‘Everyone will be killed.” There will
be nothing for it but to say something memorable on the radio. Pithy reflections
about your love for the family or your regret at having failed everyone should get
you the front page.

As you make your way on autopilot to the airport, you will have to programme the
ILS in the cockpit using the Multipurpose Control and Display Unit, or MCDU, or
‘McDoo’ in the chummy lexicon of real pilots. This is near your right knee (Fig. 8).
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Fig. 8: The MCDU. Not as complicated as it looks. Fortunately.
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Fig. 9: Programming the Instrument Landing System.

Control will give you a frequency and heading for the ILS of the airport; in the case of
London Heathrow, it will be 109.5/272. On the McDoo, press the button marked
RAD/NAV. Enter the frequency and heading with the keypad and, when they appear
on the screen, press the little button alongside. The ILS is now programmed but not
yet active (Fig. 9).
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Fig. 10: Lowering the flaps. Observe the ASI bug.

By now, control will have instructed you to descend using the autopilot, and you will
be nearing 3000 feet. It is time to slow the Airbus down for the final approach. Using
the speed knob on the autopilot, gently wind the airspeed down until it is about 10
knots above the lower red ‘bug’ on the ASI. Now select the first stage of flap, using
the conveniently flap-shaped lever (Fig. 10).
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With the wings now generating more lift, that lower bug on the ASI will move to a
lower speed. Repeat the above process for the second stage of flap — slow to 10
knots above the bug, pull the lever.

‘Just press the button marked APPR’

Next, control will direct you to intercept something called QDM, which is the
heading to the runway. Again, this is a simple matter of twiddling the knobs on the
autopilot. Once flying straight and level on the right heading, you can initiate the ILS
you programmed earlier. Just press the button marked APPR (for ‘approach’) on the
autopilot and the Airbus will make its own way to the runway. Even the throttles will
be controlled automatically.

But there is still much work for you to do before attaining glory. Lower the
undercarriage using the lever over on the first officer’s side (Fig. 11).

Three green lights on the display above will confirm that it is down and locked. Next,
and after reducing the airspeed to around 15 knots above the lower bug, deploy the
final two stages of flap.

The aircraft will seem to you to be travelling absurdly slowly towards the runway,
which should now be visible. Resist the urge to push the throttles open or pull back
on the joystick. The automatic controls have been conceived and engineered by
people who know so much more than you about the performance of the aircraft
that to doubt them would be an insult. You will also be remembered by history as
yet another bloke who thought he knew better, and you don’t. Leave everything
alone and sit on your hands.
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Fig. 11: Lower the undercarriage. A small lever does a very big job, but that’s no
excuse for forgetting.

At the runway threshold, the nose will also seem to be pointing too far down. Again,
do not interfere. It will ‘flare’ automatically; that is, lift its nose to increase lift just
before touchdown and lower the rate of descent. As soon as the main wheels make
contact with the runway, pull the two throttles right back until they will go no
further, the ‘idle’ position. The end of the runway will tilt into view and the nose
wheel will touch down.
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All that remains is to stop. Press with your toes on the rudder pedals to work the
wheel brakes. At the same time, lift the small levers on the back of the throttles,
which will allow them to move further backwards. This triggers reverse thrust from
the engines. Once the aeroplane has slowed to a brisk trot return the throttles to
idle and come to a halt using your feet.

Apply the parking brake, shut down the engines by lifting and twisting the knobs
marked ENG 1 and ENG 2, press the PA button and say ‘Cabin crew, doors to
manual.” If you happen to have landed at Barcelona it is permissible to say ‘Cabin
crew, doors to Manuel.’ It’s an old joke, but the nuns probably haven’t heard it and
tensions will be so high in the cabin that you're more guaranteed of a laugh than the
bride’s father. Now report to the control tower for a cup of tea and a truly
enormous medal.
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AUTHOR'’S DISCLAIMER

This guide has been prepared only for use in absolute dire, buttock-clenching
emergency. none of the advice given above has been sanctioned by airbus or any of
its associates. Do not attempt to fly the a330 airbus on a recreational basis, or use
one for joyriding in a hoodie. The A330 Airbus is not a toy.
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11.2 Appendix 2:

CHAPTER EIGHT
» Save £££s on bomb disposal with this clear, easy-to-follow DIY guide.

* No specialist tools required, although the needle thing is quite hard to find.

e Potentially fatal.
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‘When the British Air Force drops two or three or four thousand kilograms of bombs,
then we will in one night drop 150, 230, 300 or 400,000 kilograms. When they
declare that they will increase their attacks on our cities, then we will raze their
cities to the ground.” (Crowd cheers deliriously)

— ADOLF HITLER, 4 SEPTEMBER 1940

Never in the field of human conflict has so much unadulterated tosh been spoken by
one man with bad breath and a silly moustache. Having been incensed by a
retaliatory raid by the RAF on Berlin, the first thing the Fuhrer should have done is
consult Das Buch des Beobachters von Flugzeugen.1

The simple statistics he might have learned there are these. Germany’s bombers,
covertly developed from ‘fast airliners’ of the mid-1930s, were never intended for
what became known as ‘strategic bombing’. The Heinkel 111, the mainstay of the
Luftwaffe’s offensive against Great Britain, could carry 2000kg of bombs; Britain’s
Avro Lancaster would be able to carry over three times that amount, and they would
be deployed in four or five times the number.

‘That’s roughly 19-1 to us’

Germany dropped under 75,000 tonnes of bombs on Britain during World War 1.
The British and American air forces between them delivered almost 1.4 million
tonnes of high explosives to the Reich. As straightforward score sheets go, that’s
roughly 19—1 to us and that, as Dr Johnson might have said, is an end on ‘t.

Except that, and as many old colonels are keen to tell us, the war isn’t quite over
yet. It is estimated that one in ten of the Luftwaffe bombs dropped on Britain didn’t
go off for some reason — faulty fuses, incorrect arming, possibly even deliberate
sabotage by workers forced into the Reich armaments industry in the occupied
countries. Some were found and dealt with at the time, but many were not. Under
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the streets and pleasant parks of London alone there are over 100 known
unexploded bombs, or UXBs, that are considered best left well alone.2 But there will
be more, and, like those Japanese soldiers marooned on Pacific islands, they may
not accept that it’s all over.

And so, mindless of the fading spectre of the long-vanquished Fuhrer, you happily
dig your vegetable plot, the footings for a new garden wall, or the foundations for
your extension. And then the sleeping dogs of war are summoned in the terrifying
clang of Spear and Jackson’s finest clashing with the cold steel of unresolved
National Socialist ambition.

But wait a moment. Let’s be realistic. It's been there for a lifetime, so it probably
won’t go off. Then again, ‘probably’ is not a useful word in bomb disposal. So on
second thoughts, leg it.

As you flee you might like to consider your ill fortune. Unexploded bombs are rarely
encountered in domestic excavations, because even the smaller ones tended to bury
themselves about twenty feet under the surface. A big ‘Satan’ 4000 pounder
(‘pahnder’ if you live in the East End and in a film about the Blitz) could penetrate up
to sixty feet. This is why contractors for big building works, where deep piles have to
be sunk, take the UXB threat very seriously, consult ‘UXB risk maps’ and make
electromagnetic surveys of the site to check for unwanted gifts from Jurgen and
Klaus.

On the other hand, bombs have been unearthed during activities as innocent as
building a patio in a pub beer garden, so we must all be vigilant.

What is generally accepted by experts in ‘UXB Risk Assessment’ is that actual
bombing was denser than contemporary records suggested, not least because
counting bombs during an air raid must have been quite difficult. Obviously, areas
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such as East London, the Midlands and Hull were prime targets for the Luftwaffe,
and on UXB maps they are marked in red (very high risk). But at least in these places,
the wartime government’s efforts to record the fall of bombs provide a few useful
pointers. ‘Bomb densities’ have been calculated — Battersea, to take an extreme
case, is rated at 514 bombs per 1000 acres.

‘The hazards attendant on jacuzzi building’

You could also just take a look around. This author’s house is a post-war building in
an otherwise nineteenth-century street. There are several other architectural
upstarts at intervals along the road. All this suggests bomb damage.

A German bomber in the early stages of the Blitz — say the Heinkel 111 mentioned
above — might typically have carried eight 250kg general purpose bomben, which
would have been released in quick succession in what is known in bombing circles as
a ‘stick’. A stick like this clearly worked its way along my road. Now, statistically,
there’s a fair chance that one of them didn’t go off. It may have been dealt with at
the time, but it may have gone unnoticed.

Amazingly, it is a simple matter to verify the hazards attendant on jacuzzi building in
the garden with an on-line UXB risk map at www.zetica.com. My district has a bomb
density of 311 per 1000 acres, and there are three known ‘abandoned bombs’3
within half a mile of the house. All this brings an extra frisson of excitement to any
roadworks going on outside the front door.

But don’t imagine that just because you live in the cuds you are safe. Aerial
navigation in the 1940s was an inexact science, even for the Germans, who had
pioneering but primitive radio-based guidance systems such as Knickebein. Bomber
crews became lost, scared, low on fuel or were bounced by John ‘Cat’s Eyes’
Cunningham in his radar-equipped Bristol Beaufighter, and sometimes released their
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loads at random in the interests of a quick getaway. Dud bombs that fell in open
country were less likely to be noticed than those that fell in cities, and what was
open country in the mid-1940s might now be a housing estate or the site of a
proposed sports centre. So even today, no one is entirely safe from those marauding
Nazi thugs.

But back to our bomb, in the garden. There is now really only one option open to
you: evacuate the area and move people into the Anderson shelter (or the
underground if in London), give them a cup of beef tea, a gramophone and some
Vera Lynn records and then, alone and uncheered, stride purposefully and manfully
back to the hole to confront the beast. This is what’s known in the bomb disposal
business as ‘the long walk’. According to the Joint Services Conventional Munitions
Disposal Wing (JS CMD Wg) the ideal temperament for this is ‘barking mad or a
stable extrovert’.

Note that the bomb lacks characteristic tail fins. They were made from mild steel or
aluminium sheet, and usually broke away on impact. Their absence rather spoils the
comedic bomb-sticking-out-of-a-hole appearance of the scene, but they can be
reinstated by cartoonists celebrating your exploit in the press.

‘It might happen after a delay effected by a clockwork timer’

Dig carefully around the bomb, without subjecting it to shocks or unnecessary
movement, to locate the fuse pocket. On larger bombs there may be two, so check
the whole thing. Our example bomb is a 1400kg Fritz, a big bugger. On German
bombs fuse pockets were located on the side of the casing rather than in the nose.
The fuse itself is inserted in the pocket and takes the form of a shiny disc with
baffling markings.
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Here’s how it works, or hopefully doesn’t. It is an electrical contact resistance fuse,
or elektrischer aufschadzunder. In the base of the fuse is a one-inch plug of highly
explosive penthrite wax, called a ‘gaine’. The gaine is surrounded by a hollow ring of
picric acid, and the remainder of the fuse pocket, leading to the explosives in the
bomb itself, is filled with pellets of the same.

When the bomb was released, a burst of electricity was passed through the bomb’s
charging head — a clip-on device inserted in the fuse when the aircraft was ‘bombed
up’. This charge was stored in a firing condenser, ready to trigger the gaine and with
it the whole bomb. This might happen on impact, or it might happen after a delay
effected by a clockwork timer. In your case it hasn’t happened at all — yet.

‘The Germans, ultimately doomed to being German’

Jason Hill of the JS CMD Wog, our guide for this exercise, the man in the pictures and
someone to be trusted on the grounds of the shine on his shoes alone, says, ‘You
have to give the Germans credit. They were geniuses, evil geniuses. Their stuff was
more advanced than ours and it was beautifully made.’

But because the device relies on an electrical capacitor, you should be perfectly safe.
The charge would reduce to nothing after a maximum of about forty days, rendering
the bomb inert. But should any detractor suggest as much from the safety of the
Anderson you should respond thus: the decay of the gaine may have formed highly
explosive picric acid crystals in the fuse pocket, and these can still be triggered by
shock or friction.

Now you must identify the type of fuse or fuses. The two types that interest us here,
and are most likely to be encountered today, are the time delay and the anti-
disturbance. The Germans, ultimately doomed to being German, marked everything
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very clearly, making life easier for the bomb disposal people, such as you. Look for a
number stamped in a small circle.

The Type 17 is the delayed action fuse, set in the factory to explode anything
between thirty minutes and seventy-four hours after impact, the latter being the
supposed limit set under the Geneva Convention. It uses a clockwork timing
mechanism in addition to the resistance fuse. This was the type of fuse fitted to the
2000lb bomb found during early work on the London Olympics site in 2008.

Germans bombing the 2012 London Olympic village in 1940.
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Fig. 1 The electromagnetic clock-stopper. What do you mean you haven’t got one?

The Type 50 is the anti-disturbance fuse, using trembler switches to fire the charge if
the bomb is moved or struck.

Eventually, the Germans realised that marking their fuses in this way gave our brave
bomb disposal boys a vital clue, so they started leaving the case of the Type 17
blank. If you find a blank fuse, it’s a Type 17, because this was the only type they
didn’t mark. Clearly, they were never going to win.
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