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Our Airplane Lives

he more people I meet, com-
panies I encounter, organiza-
tions I study, the overwhelm-
ing truth about aviation is 

that it is a small world indeed.
So it was inevitable that our own family’s 

long ties to the industry would cross paths 
with my furious scribblings on the topic.

It’s been about 15 years since I convert-
ed a career in newspapers into a much 
more interesting jab at covering aviation. 
I’ve done everything from wing walking 
to aerobatics in military aircraft and plen-
ty in between and have run across quite a 
few people who know of some of my fam-
ily’s aviation exploits. Some of them write 
for this magazine.

But the inevitable happened in the most 
perfectly surprising way that I couldn’t 
have written a better script myself.

A few months ago Gary Hebbard agreed 
to come on board as a regular columnist 
from Newfoundland and Labrador. 

As he tells us in this month’s column, 
Newfoundland punches well above its 
weight in terms of its impact on the his-
tory and development of aviation. I know 
that at a personal level because my father 
spent a few years there as an RCAF officer 
at historic Gander. 

For fun, he and his good friend Dave 
Shepherd formed the Gander Flying Club 
and their first airplane was a brand new 
Piper Colt. I can still remember four-year-

old me sitting in the right seat bawling 
my eyes out when the engine sputtered to 
life for what was supposed to be my first 
flight in a small plane. The fever hit me 
much later.

My older brothers, in their early teens, 
however, were in Seventh Heaven.

They flew in C-FNGC often and it had 
a profound effect on them. So when “No-
vember Golf Charlie” graced Hebbard’s 
column in November/December, my 
email lit up with excited reminiscences 
by my brother. “Our Airplane Lives” 
screamed the subject line.

So, thanks for the memories, Gary and 
thanks to Dan Pinsent for taking such 
good care of “our airplane.” 

T

Walkaround eDitORial by Russ Niles

A sPeCiAl Colt From the PAst
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A 17-Year Dream
Y2K Spitfire project Started on Scrap Heap

In the Nov./Dec. issue of 
Canadian Aviator, we ran 

a story on Dave Hadfield’s epic 
cross country flight in the Y2K 
Spitfire from Gatineau to Comox. 
While the story covered the trip, it 
didn’t completely cover the jour-
ney of the aircraft from a scrap 
heap in South Africa to the very 
pinnacle of honour in the war-
bird restoration world. Thanks 
to the leaders of the Comox Air 
Force Museum, here’s an abbre-
viated history of the aircraft and 
the museum’s extensive involve-
ment in the project as chronicled 
by museum officials.

the aiRcRaft
Spitfire Mark IX Serial Number TE 294 
was manufactured in 1945 in Castle 
Bromwich, UK. Delivered to the RAF in 
June that year, she saw no wartime com-
bat. TE294 was sold to South Africa in 
1947 along with a couple of dozen other 
aircraft. She was flown on various train-
ing missions over the years and follow-
ing a “wheels up landing” in 1952 was 
written off. In 1954 the wreck of TE 294 
was sold, along with other Spitfires, to a 
scrap metal dealer near Pretoria.

the salvage
Mark DeVries recovered TE294, several 
truckloads of various aircraft parts, from 
the scrap metal dealer in the early 80’s. In 
the early 1990’s he started the reconstruc-
tion. During the mid-90s he came to Can-
ada, settling in Langley, BC, and contin-
ued reconstruction. Deteriorating health 
forced him to abandon the project and in 
2000 a deal was reached with the Comox 
Air Force Museum to take over. The pur-
chase was funded through a grant from 
the Millenium Fund.

the RestoRatioN
An enthusiastic committee, led by Major 
Joel Clarkston, and supported LCol Mike 
Spooner WAdmO, and LCol Grant Smith 
CO 442 Sqn, determined that the aim of 
this project was to return this celebrated 
World War II aircraft to flying condition 
in the exact colours depicting 442 Squad-
ron’s famous Spitfire with the identifi-
ers “Y2K”.  During World War Two 442 
Squadron (RCAF) was a fighter squad-
ron deployed to North West Europe af-
ter D-Day. Their Squadron identifier was 
“Y2”, and their eleventh aircraft would 
be “Y2K”.  Coincidentally, Y2K was the 
name given to the year 2000, and this proj-
ect made an excellent Millennium Project. 

The group intended to take five years 
to restore the aircraft to flying condition 
and intended to raise the $940,000 they 
thought that would cost through fund-
raising drives. AME Bonn Svensson was 
joined by a group of dedicated volun-
teers and worked on the restoration from 
2002 to 2009.

Reality Bites
By 2008, it became obvious that the 
restoration was too much for a mostly 
volunteer effort and the projected cost 
of finishing the aircraft ballooned to at 
least $2 million. The finished fuselage 
and tail were offered to other museums 
to take on the restoration but there were 
no takers.

viNtage WiNgs to the Rescue
In 2009 Vintage Wings of Canada took 
over the project and the intention was 
to keep it in Comox. That became im-
practical and in 2014 the entire project 
was shipped to Vintage Wings’ purpose-
built restoration facilities in Gatineau, 
Quebec. Work progressed quickly from 
2015 through 2017 and the aircraft flew 
in June of 2017. The total cost was more 
than $5 million and the project took a  
total of 17 years. ■
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Scholarship Soloist
flYing MuSicianS SeeK noMinationS

The Flying Musicians 
Association is taking nomi-

nations for scholarships for peo-
ple who share the love of music 
and aviation. The organization 
pays for training to take ab initio 
musicians through to their first 
solo. So far six recipients have 
gone through the training. More 
information is available at www.
flyingmusicians.org. 

Since its inception in 2015, most schol-
arship recipients have been from the U.S. 
In 2017, Courtney Taylor ofThompson, 
Manitoba. After a nomination from her 
music director, and a stringent vetting 
process, she was able to commence her 
flight training from zero time to first solo. 
FMA funds about 15 hours of dual in-
struction, online ground school, training 
materials, and provides additional prod-
ucts from sponsors. 

She had this to say about her experience.

“The FMA SOLO Program was first 
brought to my band teacher’s attention 
through Mike Manny while he was in 
Thompson, Manitoba as a rhythm sec-
tion clinician at the NorMan Jazz Festi-
val in 2016. My teacher told me all about 
it and, subsequently, we decided it was 
perfect and he nominated me. When I 
found out I was accepted as a finalist and 
I was in the home stretch, I wrote up a 
couple paragraphs expressing my love 
both for music and aviation to send to 
FMA. Shortly after, I was ecstatic to dis-
cover I was rewarded the scholarship! I 
immediately registered with my flight 
school of choice and within just a few 
short months I was flying! 

Being I am from Thompson — a small 
city in northern Manitoba — I faced 
unique challenges ranging from below 
freezing weather, finding new ways to 
further my musical skills, and even as far 
as moving away from home at age 17 in 

order to attend flight school. Through the 
love and support of my family, none of 
these challenges or barriers stopped me! 

I flew solo for a while before deciding 
to head back home to my family. Unfor-
tunately, I haven’t flown in about a year 
as I have been focusing choosing a career 
to pursue. In the near future, I plan to fin-
ish my Private Pilot’s License and take up 
lessons on the bass guitar with my dad. In 
the meantime, I will continue to self-teach 
myself piano, clarinet and singing. 

The FMA Solo Scholarship allowed me 
to begin my journey to becoming a pilot 
as well as offering new connections with 
Flying Musicians all around North Amer-
ica! I am so proud and grateful to have 
been the first Canadian recipient of this 
amazing opportunity and I thank every-
one who has made this possible including 
all the FMA Ambassadors, sponsors, and 
of course my family and teachers who 
never failed to cheer me on!” ■

>
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Harbour Air Philanthropy

‘Established on RNP’ Approaches Approved

Hope air HonourS airline’S generoSitY

nav canada pioneerS fuel Saving procedureS at calgarY

Harbour Air was awarded 
Hope Air’s Outstanding Phi-

lanthropist Award at the Air Trans-
port Association of Canada meeting 
in Vancouver in November.

Hope Air arranges free flights to spe-
cialized medical services for patients liv-
ing in rural or remote areas. Harbour Air 
serves communities on the West Coast 
and on Vancouver Island and has been 
supplying flights for more than a decade.

“Harbour Air Seaplanes is a long-
standing   and very generous airline 
partner,” said Hope Air chief executive 
officer Doug Keller-Hobson. “For over a 
decade, they have been a great champion 
for our cause and helped many people 
living in B.C. access the vital medical care 

> they deserve.”
Harbour Air VP of Flight Operations 

and Safety said the partnership is the per-
fect way for the airline to give back to the 
community. “It’s an honour to be able to 
support the work of this incredible orga-
nization and be able to make a difference 
for families in our communities, at a time 
when they need it most.” 

Hope Air has arranged more than 
130,000 flights since its founding in 1986. It 
is supported by many of Canada’s national 
and regional airlines. Twenty-nine per cent 
of Hope Air’s patients report that without 
the charity’s assistance, they would have 
cancelled or rescheduled their appoint-
ments.  Hope Air allows families to focus 
on what’s truly important- their health. ■
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Nav Canada has imple-
mented new separation 

standards at Calgary International 
Airport that will allow simultane-
ous arrivals on parallel runways 
and increased use of continuous 
descent approaches. The RNP-AR 
EoR (Established on RNP) stan-
dard will result in less noise, less 
fuel burned and more efficient 
operations at YYC. “EoR is a major 
leap forward in terms of how we 
manage and integrate traffic and 
offers significant potential for our 
major airports,” says Blake Cush-
nie, National Manager, Perfor-
mance Based Operations. “The 
standard builds on the benefits 
inherent in RNP-AR navigation 
technologies such as shorter flight 
paths and flying times reducing 
fuel burn, greenhouse gas emis-
sions and noise.”

The Calgary implementation is a world 
first for new ICAO separation standards 

and will allow curving approaches, even 
allowing aircraft to cross the flightpath of 
the near runway on its way to landing on 
the far runway. “All of us at NAV CANA-
DA are excited to be the first in the world 
to leverage the new ICAO standard in 

the way we have,” says Cushnie. “The 
milestone is a global one for our dedi-
cated operations staff in Edmonton and 
Calgary, our PBN deployment team and 
our industry partners here in Canada and 
across the globe. ■

>
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Nav Canada will close the 
tower and contract weather 

office at Buttonville Airport in 
Toronto on Jan. 3, 2019 over the 
objections of local pilots and air-
port management.

The company says it has studied the 
traffic situation at Buttonville exten-
sively and consulted with stakehold-
ers and concluded the tower can go 
without endangering air traffic. “(The 
study) showed that air traffic control 
service was no longer required for 
safe operations and closing the tower 
would not negatively impact the safe-
ty of aircraft operations,” Nav Can-
ada spokesman Jonathan Bagg told 
CTV News.Without ATC, pilots will 

maintain separation from each other 
on a mandatory frequency and some 
argue it’s not an ideal situation given 
the nature of the airspace. Button-
ville is close to Pearson International 
and traffic to the small field operate 
under the floor of heavily used con-
trolled airspace for Pearson traffic. 
Buttonville Airport Manager Rob Sea-
man said the facility operates in some 
of the most congested airspace in 
North America and that should have 
weighed heavily on the deliberations. 
“In our conversations with Nav Can-
ada, they have compared us with Mi-
rabel, Red Deer, Kelowna. Those are 
all airports that are in the middle of 
nowhere.” ■

Buttonville Tower Closing

Pilot Shortage Gets Parliament’s Attention

MandatorY frequencY replaceS active control

private MeMber’S bill proMptS coMMittee StudY

A House of Commons com-
mittee will investigate Can-

ada’s pilot shortage and report 
back to Parliament by next June.

In a rare move, the Commons gave 
unanimous support to Kelowna MP Ste-
phen Fuhr’s private member’s bill to ini-
tiate the study. The Standing Committee 
on Transport, Infrastructure and Com-
munities will study the shortage.

Fuhr introduced the bill (M-177) last 
April and it was debated in October and 

November. To pass, private member’s 
bills must receive unanimous support so 
their passage is rare. Fuhr said the issue is 
of national importance and deserves Par-
liament’s attention.

“Our country’s economic prosperity 
will be highly influenced by the health 
and well-being of the Canadian aviation 
sector, and it is my hope that by study-
ing the issue, the Standing Committee on 
Transport, Infrastructure and Communi-
ties will be able to determine the most 

>

>

effective way to support our Canadian 
flight schools and pilot production in 
Canada,” Fuhr said.

Fuhr said up to 10,000 new pilots need 
to be trained and transitioned into the sys-
tem by 2025 and current estimates are that 
the industry will fall 3,000 pilots short.

“Some of the biggest challenges to pilot 
production in Canada are the high cost of 
training for new commercial pilots, the 
low starting salaries, and an industry that 
has evolved a non-linear career path.”

The MP said failure to address the is-
sue could have big consequences for all 
sectors of the Canadian economy.

“Our country’s economic prosperity 
will be highly influenced by the health 
and well-being of the Canadian aviation 
sector, and it is my hope that by study-
ing the issue, the Standing Committee on 
Transport, Infrastructure and Communi-
ties will be able to determine the most 
effective way to support our Canadian 
flight schools and pilot production in 
Canada,” Fuhr said. ■
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sea Kings did a victory lap around victoria in a 
celebration of the retirement of the type, which 
served the RcAF for 55 years. p
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Sea King Retired
Helicopter Served rcaf 55 YearS

The RCAF said a formal 
good-bye to its Sea King 

helicopter fleet in early Decem-
ber but it’s likely the aircraft will 
continue to serve for at least a little 
while.

Two days of festivities at 443 Squadron 
in Victoria bid farewell to the venerable 
platform, first flown by the RCAF more 
than 55 years ago. The weekend includ-
ed flypasts and photo shoots and social 
events involving Sea King alumni. 

The aircraft racked up 550,000 hours in 
service to the RCAF, some of them in ap-
palling weather conditions operating off 
small ships. 

The Sea Kings were initially tasked as 
submarine hunters operating from air-
craft carriers but when Canada scrapped 
its carriers in the 1970s they had to adapt 
to landing on frigates. The RCAF devel-
oped a winch system to essentially pull 
the helicopters from hover to the small 
decks.

Over the years they’ve been pressed 
into service a variety of roles and despite 
their reputation for maintenance prob-
lems have a stellar service record.

“If you have a job to do then you call 
us and then if we can’t do it, then nobody 
can, because the Sea King is so versatile. 
She will do it all,” said 33-year Sea King 
pilot Capt. Don LeBlanc.

The Sea King is being replaced by the 
Sikorsky Cyclones. They’re already fully 
integrated into the East Coast squadron 
at Shearwater, Nova Scotia and training 
is under way in Victoria. ■

>
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Media and dignitaries were on hand to help 
open the new Maple Leaf Lounge at La Guardia 
Airport in New york in early december. the 
lounge was the first to open in the new terminal 
B at the iconic airfield.

La Guardia Rebirth
air canada launcHeS upgraded preSence

Air Canada has embraced 
the rebirth of one of the 

U.S.’s most historic major airports 
with the construction of a new 
Maple Leaf Lounge at New York’s 
La Guardia Airport.

The airline invited media (including 
Canadian Aviator) and guests to tour 
the new facility and toast its opening in 
early December, just days after the fully 
renovated Terminal B began serving  
passengers.

> The new lounge features Air Canada’s 
customary cuisine and creature comforts 
in a third floor setting that overlooks the 
main concourse. The new lounge is also 
located on the secure side of the airport 
so passengers go through screening be-
fore they go to the lounge.

The shiny new terminal replaces a 
crumbling decades-old patchwork of 
renovations and expansions that left 
passengers and airlines frustrated and 
earned LaGuardia the title as one of 

the U.S.’s worst airports. But its conve-
nient location minutes from Manhattan 
makes it popular with business travel-
lers and is Air Canada’s main access 
point to New York. It also has some 
flights to Newark’s Liberty Airport in 
New Jersey. ■
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compiled by aviatoR staff

aiRmail n
n
n

gaPs iN histoRy
As always, I enjoyed reading the Nov./
Dec. 2018 issue, and I must confess I 
quickly flipped to the article “Histor-
ic Homecoming” an article about the  
restored Y2K Spitfire flying home to  
Comox.

  I read, and then re-read the article, 
but I was very disappointed to see that 
no mention had been made of the Comox 
Air Force Museum (CAFM), other than 
referring to “…an ambitious and commit-
ted group of volunteers in Comox BC.”   
In fact, it was the CAFM that initiated the 
Y2K Spitfire Restoration Project in 2000, 
and it was CAFM staff and volunteers 
that ran it and funded it until 2009. The 
restoration continued on CAFM prem-
ises until 2014, in partnership with Vin-
tage Wings of Canada which had taken 

possession in 2009. In 2014 the fuselage 
and empennage were shipped to VWOC 
Gatineau for finishing.

 In summary, the CAFM was involved 
in fully 14 years of the 18 year long resto-
ration project. It would have been nice to 
have seen that mentioned.

 Sincerely
 Jon Ambler

Colonel (Ret) Jon Ambler OMM CD  
Program Manager & Volunteer Coordinator  

Comox Air Force Museum 

Canadian Aviator Responds: While the 
focus of the article was on the epic cross-
country flight, you’re correct that we should 
have more fully recognized the contribution 
of the museum and its staff and volunteers. 
We’ve included a story on the history of the 
project in this issue of the magazine. 

GLOBAL DISTRIBUTOR OF 
CERTIFIED PISTON ENGINES & PARTS

1-800-667-0522 1-800-264-6019

CERTIFIED
LYCOMING & CONTINENTAL

PISTON ENGINES & ACCESSORIES

REPAIR • OVERHAUL • NDT
COMPONENT PAINTING

AIRCRAFT SERVICE

WWW.PROAEROAV.COM WWW.PROGRESSIVEAIR .COM

Black fRiday
Oh boy, are you going to get letters.

Page 7 of Nov./Dec. 2018 issue of  
Canadian Aviator paragraph three says the 
Arrow was cancelled in 1958. The actual
date was Feb. 20, 1959. 

However, this does not distract from 
the fact you have a great magazine
of which I am a subscriber and will con-
tinue to be. It’s a fantastic magazine which 
I read from cover to cover every issue. 
Then I wait impatiently for the next issue.

Please keep up the great work
Regards,

Reed Park
ARROW Research

Canadian Aviator Responds: Thanks for 
the note, Reed. Try as we might to keep typos 
out of the magazine, they do slip in.
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product reviews by Russ Niles

geaR & gadgets

Time For Space
swiss watchmaker werenbach is hitching a ride on the current 
resurgent interest in space with an interesting line of watches 
that are made, in part, from pieces of spacecraft that have left the 
atmosphere. the race to space editions contain material from two 
rockets obtained by the company and “upcycled” for this unique 
purpose. the metal is cut from the flag prints on the rocket faring 
as well as the nosecone and the resulting watches have bands that 
match the countries of Germany, russia and the u.s. other bands 
are also available. the watches, which are part of the mach33 
series, contain a microchip that links to a smartphone and provides 
a continuous live video feed from the international space station. 
about $600 but production is limited. More at werenbach.ch

Next-Gen Kneeboard
the pilot’s kneeboard has been a cockpit fixture for decades  
but like everything else in aviation it has evolved. now it’s the  
ideal platform for your tablet displaying navigation information  
and flight outfitters has finessed that role. although it’s great  
to have the tablet so accessible, the kneeboard was originally a 
spot to write down frequencies and clearances. flight outfitters 
brings that back with a side pocket that becomes a writing  
platform. the pocket also holds a phone.  
More at flightoutfitters.com

D-Day Watch
next june a c-47 will lead a group of other dakotas over the  
beaches of normandy in a commemoration flight marking the 75th 
anniversary of d-day and it will be historically correct. that’s all 
brother is the aircraft that led the invasion in 1944 and it was found 
by accident and is being rebuilt in wisconsin. as part of the restora-
tion, some parts had to be replaced and  american watch company 
tockr has taken that material and created commemorative watches. 
the faces use a variety of materials, from pristine metal to hard-worn 
examples with pits and peeling paint. the watches are made in  
switzerland and are being released in batches of 100 at about 
$2,500. part of the proceeds go toward the aircraft restoration  
project. More at https://tockr.com/dday

Latest Stratus ADS-B
while we don’t need ads-b to fly legally in canada, anyone flying  
in southern canada can usually take advantage of some features 
available to u.s. pilots as an incentive for them to equip with the  
transponders by the january 2020 mandate. an ads-b-in receiver 
gives cockpit weather and traffic information for free to anyone 
equipped to receive the signals. stratus was one of the early such 
receivers and it uses a Gps source and a tablet to portray the data.  
it also works seamlessly with foreflight as a function on the  
moving map page. about $800. More at sportys.com



That Tingling Feeling
Carpal Tunnel Solved by Surgery
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he private pilot, age 53, 
with many years of experi-
ence, finally decided to go 
see his family doctor when 

he became fed up with the  bothersome 
symptoms he’d been having in his right 
(dominant) hand.  Although not inca-
pacitating or dangerous, the symptoms 
could be distracting at times. He would 
wake up at night or in the morning with 
numbness and tingling in the palm and 
fingers of that hand, and sometimes he 
felt the tingling extend to his forearm. He 
would have to shake the hand and hold 
it lower than his arm to get the feeling to 
return. He was reluctant to seek medical 
attention, because he thought the symp-
toms were probably due to a circulation 
problem, which could translate to signifi-
cant implications to his future health and 
his pilot’s license.

T

Healthy Pilot  aviation Medicine with Cameron Boyd m.d. FligHt Surgeon, Came 

When he finally went to his family 
doctor, the general practitioner took a 
full history. The pilot said his symptoms 
had started about six months ago, af-
ter he had used a rental jackhammer to 
break up a concrete patio. The symptoms 
seemed to progress since that time.  He 
said the symptoms seemed to be exacer-
bated by lying in bed, driving and flying. 
They were focused in his palm and lower 
forearm; the dorsum, or back, of his hand 
was unaffected.

The doctor then reassured him that 
his problem had nothing to do with his 
circulation but was related to his ner-
vous system, in all likelihood one spe-
cific nerve.  As most nerves originate 
in the spinal cord, the doctor initially 
checked the pilot’s neck, shoulder and 
elbow areas.  Everything checked out 
just fine there.  Attention then shifted 

to the hand. The pilot was asked to ap-
preciate light touch and pinprick sensa-
tion in the fingers of each hand, with 
his eyes closed. The pilot felt that light 
touch was diminished in many of the 
fingers of his right hand. Next the doc-
tor tested muscle strength in each hand, 
which seemed intact. Provocative test-
ing was then done for diagnostic con-
firmation.  Tinel’s test tapped on the 
palm side of the wrist with a percus-
sion hammer, and sent some tingling 
to three fingertips and the thumb. Pha-
len’s test was done by holding both 
the flexed wrists together, with fingers 
pointing to  the floor, for 60 seconds, 
which again produced tingling in the 
same fingers.  Durkan’s test was done 
by holding firm pressure on the palm 
side of the wrist, and again the tingling 
symptoms appeared. s
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The pilot was told he was suffering 
from carpal tunnel syndrome.  This is 
caused by compression of the median 
nerve as it crosses the carpal bones of 
the wrist.  The median nerve supplies 
sensation to the thumb, index, long and 
thumb side of the ring finger. It also 
supplies  muscle  function to the small 
hand muscles. The vibration of the jack-
hammer probably led to the compres-
sion.  The nerve is further compressed 
when the wrist is somewhat flexed dur-
ing sleep, and when driving or flying.  

The initial treatment was a wrist 
splint, which the doctor prescribed to 
be worn at night. Electrodiagnostic test-
ing was also ordered.  This laboratory 
test sends an electrical impulse down 
a nerve, and the conduction of that im-
pulse is measured along the nerve.  In 
this case, it showed a slowing of the 
impulse along the median nerve at the 
wrist. The pilot was not restricted from 
flying or driving.

The pilot’s next visit to the doctor was 
three weeks later, when he reported lit-
tle or no improvement. The doctor then 
asked if he was prepared for a small op-
eration to relieve the pressure on his me-
dian nerve. If left untreated for too long, 
the condition can lead to wasting and 
weakness of the hand muscles. It didn’t 
take him very long to respond in the af-
firmative.  Four weeks later, he found 
himself  in the operating room with a 
plastic surgeon who incised his wrist 
under a regional anesthetic block to re-
lease the compressed median nerve. The 
skin  was closed with four sutures, and 
the wrist was bound with soft dress-
ing. He was able to drive with care, but 
was advised not to fly for two weeks, 
at which time his wound would be in-
spected and the sutures removed.  He 
would be able to return to the cockpit 
after that time.

His symptoms resolved as soon as 
most of the swelling from the surgery 
had settled, in about two weeks. He was 
most relieved that his problem turned 
out to be a relatively common peripheral 
nerve problem and not related to his cir-
culation. He only wished he had sought 
attention for his annoying symptoms 
sooner. 

Need healthcare but can’t afford 
to fly there?

Getting Canadians to Getting Better
www.hopeair.org

208.448 .0400    ::  a erocet .com

lighter. faster. smarter.

I N G E N U I T Y.
S T E P S  U P  FA S T.

CERTAIN BENCHMARKS OF 
INNOVATION HAVE TRULY 

CHANGED THE INDUSTRY.
Aerocet floats are among 

those. Our floats are designed 
better, made smarter and last 
longer. With hybrid composite 

materials you get “on the step” 
faster, can carry more cargo and 

they’re FAA certified. When you’re 
ready to take off, we’re here to 
elevate the experience.



Keeping Things Comfortable
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Avoiding Turbulence AlwAys AppreciATed

Right Seat
always learning with MiReille GoyeR

s I walked to the airport termi-
nal with my friend Pati, after 
the first leg of a cross-country,
she said she was going to 

check into commercial flights to get home. 
Pati was no shrinking violet. She was 

my very first passenger when I got my 
private pilot ticket and enthusiasti-
cally jumped in the back seat anytime 
I offered. The only sign of discomfort 
she ever showed in flight came from 
plowing into clouds. Pati was a VFR-
only passenger. On that day, I learned 
that Pati had also a limited tolerance to 
strong, sustained turbulence. And, she 
is not alone.

Few people enjoy a bumpy airplane 
ride — even airsickness-resistant indi-
viduals like Pati. Prolonged exposure to 
erratic G-loads is just uncomfortable at 
best and incapacitating at worse. 

I was not PIC on the first leg, and had 
no authority over the route selected. The 
PIC chose a straight course passing over 
mountainous terrain despite a forecast 
for light to moderate turbulence in that 

area. Sometimes forecasts do not materi-
alize; sometimes they do. 

In this case, the source for the bumpy 
ride was a combination of a low-pressure 
air mass, a warm surface, and mechanical 
lifting. The result was close to two hours 
of riding light-to-moderate chop — a 
somewhat rhythmic type of turbulence 
with minor impact on aircraft control.

Whether dealing with turbulence or 
chop, occupants of the aircraft are the 
weak link. There are very few examples 
of aircraft structurally damaged during a 
nature-made (as opposed to aircraft-gen-
erated) turbulence encounter. On the other 
hand, there are countless hangar stories of 
passengers and pilots becoming airsick, as 
well as some reports of physical injuries, 
often related to a failure to wear a seatbelt.

Tolerance to G-forces is a gender-neu-
tral aptitude, according to a 1986 study 
by the U.S. Air Force School of Aerospace 
Medicine, in Texas. After conducting a va-
riety of tests using dozens of male and fe-
male subjects, the researchers found “the 
inherent G-force tolerance of women and 

A
men… is essentially the same.” Read the 
study here: https://rsddallas.com/wp-con-
tent/uploads/womens-g-tolerance.pdf

The direction of the G-force is directly 
related to our bodies’ ability to cope. We 
are inherently designed to withstand 
some positive G-force, given that we live 
on a 1-G planet. We have a far lower toler-
ance to negative and lateral Gs, and virtu-
ally no tolerance to radial Gs. 

Individuals seated near the center of 
gravity (CG) — near the wings in most 
aircraft — are less likely to feel discom-
fort in light to moderate turbulence. Their 
closeness to the CG ensures a near direct 
impact. Those further away are exposed 
to rotational forces in addition to G-forc-
es. The difference can be significant. 

For me, seated in the front, the turbu-
lence was annoying but tolerable. To Pati, 
seated in the back of the Seneca, it felt 
truly uncomfortable — at least uncom-
fortable enough that she wanted nothing 
to do with another two hours of it.

Pilots should approach flying through 
turbulence in the same way they deal 
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with flying through ice. Total avoidance 
is the best strategy, when it is an option. 
Flying a few extra comfortable minutes in 
the clear beats enduring a  more direct but 
physically taxing flight. Besides, if the tur-
bulence is strong enough, slowing down 
to an airspeed below Va is strongly recom-
mended, to protect the integrity of the air-
craft. Due to these speed differences, your 
actual flight time might end up being the 
same for the two different routes.

When staying away entirely is not 
practical, or the turbulence is encoun-
tered unexpectedly, as with ice, seeking 
a path with the least disturbance is the 
best solution for the comfort of the pas-
sengers, the peace of the pilot, and the 
health of the aircraft. 

For turbulence generated by airflow 
over surface obstructions, altitude is the 
pilot’s best friend, and so is a healthy dis-
tance from the obstruction, preferably up-
wind. Surface heating? Once again, climb-
ing will help, but so will choosing to fly 

over cooler surface areas. Now is the time 
to follow rivers rather than roads.

Certain types of clouds are always as-
sociated with turbulence. Cumulus-type 
clouds indicate turbulence below. Flying 
above the cloud layer usually solves the 
problem. With lenticular clouds, keeping 
a safe distance from the leeward side of 
the mountain range they hover above is 
key to safety. Flying at least a couple of 
thousand feet above the cloud should 
keep things pretty calm. When it comes 
to thunderstorms, the recommended lat-
eral clearance is at least 20 nm.

Turbulence generated by airmass con-
flicts is a little trickier, especially when 
the air is dry and no cloud forms. The 
intensity of such turbulence is directly 
related to how diametrically opposed the 
air masses involved are. The greater the 
difference between air temperature and 
pressure gradients associated with each 
air mass, the more violent the mixing air 
moves at the boundary. 

Three different phenomena produce 
such turbulence: fronts, temperature  
inversions, and jet streams. The good news 
is that weather forecasters do a pretty good 
job of predicting their presence and loca-
tions. The bad news is that they are wide-
spread and can be difficult to circumvent. 

When avoiding turbulence altogether is 
not possible, brief passengers about what 
to expect and how to manage discomfort 
prior to entering turbulence — if you wish 
to welcome them on board again.

Pati did get back into the plane after I re-
assured her that I was PIC on the way back 
and would not fly over the mountains. I 
promised a smooth ride over the ocean 
along the shoreline, and it materialized. 

As pilots who crave control over our 
destiny, we need to always remember 
that our passengers forgo their own 
sense of control when they step into the 
aircraft. That is already uncomfortable. 
There are no valid reasons for deliberate-
ly adding to that inherent discomfort. 

Liability Insurance for 
COPA Members!
COPA now offers a comprehensive 
program specifically designed to 
protect owners and operators of 
commercial drones.

Benefits of the program include:
• Get quotes and policies in just 

minutes with a fully automated 
online process.

• Protection at competitive rates.
• Knowledge of local laws and 

regulations to ensure the 
 right coverage.
To learn more, contact The Magnes 
Group Inc. at 1-855-VIP-COPA or 
visit us at uavinsurance.ca.

Assurance Responsabilité pour 
les membres de la COPA!
La COPA offre maintenant un programme 
d’assurance tous risques élaboré 
spécifiquement pour protéger les 
propriétaires et les opérateurs de drones 
commerciaux.

Les avantages du programme incluent 
entre autres:
• Des soumissions et polices en 

seulement quelques minutes grâce                            
à notre système en ligne 

 entièrement automatisé.
• Protection à des tarifs compétitifs.
• Une connaissance des lois et 

règlements locaux pour garantir une 
bonne couverture d’assurance.

Pour de plus amples renseignements, 
contactez le Groupe Magnes au numéro 
de téléphone 1-855-VIP-COPA ou 
visitez le site internet uavinsurance.ca.

Coverage proudly administered by
The Magnes Group Inc. and underwritten by  

AIG Insurance Company of Canada.
Couverture administrée fièrement par The Magnes Group  
Inc. et souscrite par AIG Insurance Company of Canada.

Commercial UAV operators 
go above and beyond. 
Your insurance should too.

Les opérateurs de UAV 
commerciaux vont au-délà 
des choses, votre assurance 
le devrait aussi.   

AIG Insurance Company of Canada is the licensed underwriter of 
AIG Commercial and Consumer insurance products in Canada.  
Coverage may not be available in all provinces and territories and 
is subject to actual policy language. Non-insurance products and 
services may be provided by independent third parties.

La Compagnie d’assurance AIG du Canada est le souscripteur autorisé 
des produits d’assurance commerciale et d’assurance consommateur 
au Canada. La présente protection pourrait ne pas être disponible 
dans toutes les provinces et tous les territoires et est assujettie aux termes 
et aux conditions des polices en vigueur. Les produits et les services de  
nature autre que l’assurance pourraient être fournis par des tierces 
parties indépendantes. 
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On the Step float flying With keith Saulnier

In Search Of…
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Finding a new Seaplane

he time has come to look for 
another seaplane. Circum-
stances demand that we take 
a bit of time to conduct some 

thorough research, but we want to be fly-
ing again by the start of ice out.

As I ponder this a few facts jump right 
out in front. What will it be used for, what 
is the cargo and passenger capacity, lev-
els of maintenance, fuel burn, insurance, 
how well does it do in safety ratings and 
finally how much is this going to cost me?

The first question still has the same an-
swer as it did when I first climbed into a 
cockpit. I want it to take me places. Ni-
cole and I are adventurers at heart. We 
don’t own the airline anymore, but we 
still enjoy getting pretty far off the beaten 
path. This means reliability and perfor-
mance capabilities. Our last airplane was 

T
the Found Bush Hawk. It could get into 
and out of some pretty small lakes as 
well as handle some decent swell on the 
Great Lakes. We liked it quite a bit. The 
problem is that they are getting harder 
to find and carry a significant price tag. 
Most any airplane can get into small 
backcountry lakes, but that does not 
mean that they can get back out with any 
sort of a load. Short take off and landing 
seaplanes tend to include the Cub family, 
Beavers, and a fully tricked out Cessna 
with wing extensions etc. 

I have to take into account that I am not 
that early twenties pilot who can just pull 
any old seaplane around on the dock on 
those breezy days. Most often I could use 
a second set of hands when I am ground 
handling bigger floatplanes. As much 
as it pains me to say it that means that a 

Beaver may be too big for us sooner than 
later. Nicole and I have a couple thousand 
hours each in these marvels of engineer-
ing and it is sad to say goodbye, but as a 
private pilot I feel that the fuel burn, in-
surance, maintenance as well the actual 
weight of the airplane will be too much 
for us down the road. They are still unar-
guably the gold standard for bush planes 
that all contenders will be judged against 
though.

Our kids are getting older and are 
showing interest in the family passion for 
flying. This led us to thinking about get-
ting into a smaller type such as a Cessna 
172 or Hawk XP. These machines are the 
perfect training size for aspiring pilots 

As with all airplane decisions, choosing the right 
seaplane is a matter of balance and compromise.
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with their lighter weights; low mainte-
nance and fuel burn as well as their in-
herent flight stability characteristics built 
into the frame. But as we are a family 
of five and the kids are not getting any 
smaller, it would mean multiple legs for 
trips into the bush. More flying always 
seems like fun, but eventually I like to 
fuel the boat, bait hooks, remove hooks 
from clothing and clean the fish. 
At this stage of life actually fish-
ing yourself is a distant dream. 
Besides I love to watch them learn 
and grow. You have to be out of 
the airplane to do this. 

There is also the choice between 
amphibious and straight floats. In 
my opinion, amphibs are amazing at get-
ting the most out of your airplane. City 
airports, backcountry strips, lakes, rivers 
and oceans are at your fingertips. When 
dealing with airplanes there is always the 
lift/drag balance and the constant battle 
with gravity. 

Pratt & Whitney Canada
Distributor and Designated Overhaul Facility (DDOF)

Specializing in the Maintenance and Overhaul 
of the PT6A, R-985 & R-1340 Engine Series

www.covingtonaircraft.com  •  Ph. (918) 756-8320
Se Habla Espanol • FAA  Repair Station No. CP2R750K

Amphibious floats are heavy and you 
will lose passenger and cargo abilities 
due to the added weight of the landing 
gear. In some airplanes it does really 
make loading for capacity while main-
taining the critical center of gravity like a 
game of Jenga. One wrong move and you 
have to start again. Straight floats limit 
you to aquatic flying destinations as well 

as some of your flying season, but you 
have all of that extra capacity for storage 
and people.

How do people find a new to them air-
plane these days? There are many well-
run websites that will help you with their 
buy and sell sections. There are still some 

nicely published newspaper style offer-
ings that get straight to the point. There 
are airplane brokers, dealerships and 
magazines like this one with ads links to 
buy and sell opportunities. These are all 
good ideas that should be thoroughly in-
vestigated, but honestly my last airplane 
was found through a friend of the com-
pany, who knew a guy who had a great 

little airplane hidden away in a 
small hangar in southern Mani-
toba that hadn’t seen sunlight in a 
year or two. 

Finally, what do we see our-
selves in after the kids are gone 
off to school? Will we still want 
to challenge the horizon and see 

what is out there waiting to be discov-
ered? I hope so, but it bares some think-
ing. The problem may be that I love pret-
ty much every seaplane that I have ever 
been in and I still want to drive them all. 
The sixteen year old in me agrees with the 
above statement. Happy hunting! 

What Will it be uSed fOr,  

What iS the cargO and 

paSSenger capacity
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Winter Flying Fun, But Challenging

Taking the Good With Bad

ven if you’re not a “winter 
person,” you’ve got to ad-
mit the season’s cold air, on 
a clear and crisp day, does 

neat things for the performance of your 
aircraft. Not least of those benefits are 
shorter take-off runs, faster climb rates, 
and better engine performance. That 
“extra” air passing over your wings as 
you chase lift on take-off will vault your 
aircraft skyward as if shot from a bal-
listic launcher. That same chilly air on 
climb-out lifts it faster into the sky, as if 
being pulled by the sky itself. Every gulp 
of that compacted cold air ingested by 
the engine boosts it like extra sugar in a 
morning coffee. 

E
It’s all to do with the fact that cold air 

is denser than warm air. And denser air 
passing over your aircraft’s surfaces, and 
into your engine bay, enhances everything 
it’s designed to do. But, winter has its nas-
ty side, when it generates conditions that 
do everything possible to prevent your 
aircraft from performing to its capabili-
ties. Snow, frost and ice are principal cul-
prits of these nefarious conditions. And 
they’ll do everything possible to quash 
the upsides of what a winter’s day can do 
to lengthen the strides of your aircraft.

Snow, frost or ice on your wings won’t 
help your airplane fly. Once you’ve 
messed around with the smooth contours 
of the wing’s shape, no amount of denser 

air is going to overcome the negativity of 
that wing’s resultant change in profile. 
Spoil the smooth flow of air over lifting 
surfaces, then watch your aircraft’s lift 
capacity take a dive. And what’s more, 
watch your stall speed go up, and stall 
angle of attack go down.

Snow, frost and ice, even if very light-
ly layered, cause airflow over the wing 
to separate closer to the wing’s leading 
edge. That advanced separation causes 
the wing to stall at a lower angle of attack 
than would otherwise be the case if the 
wing were clean. Again, lift is reduced, 

Pep Talk airmanship With Graeme PePPler

Winter flying opens new opportunities but they 
come with risks and challenges. 
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stall angle is decreased, and stalling air-
speed is higher.

Snow, frost and ice can cling to your 
wing, accumulate and thicken, and leave 
a surface roughness akin to coarse sandpa-
per. You can lose 20 to 30 percent of your 
lift, and increase your drag by as much 
as 40 percent. Racing down the runway 
and getting your wheels off the 
ground may still be possible. But 
once out of ground effect’s nur-
turing support, a stall may result 
as you raise your nose to an angle 
of attack that would normally, 
were the wings clean, represent a 
safe angle at which to climb away.

In the very worst case of scenarios, 
an accumulation of snow, frost or ice on 
your wings will so raise the stall speed 
that you’ll never get enough speed to 
even take off. In the case of the lesser of 
two evils, that may ultimately be better 
than barely getting airborne when you 
realize you can’t maintain flight. 

The weight of snow, frost or ice ac-
cumulation certainly adds to the to-
tal weight of the aircraft, too. If you’re  
taking off already at gross, you’re prob-
ably not thinking of the parasitic weight 
you’re carrying in the form of winter’s 
precipitation clinging to your aircraft. 
It adds up. But still, the weight factor is 

secondary to the effect that the accumu-
lation has on the airflow over the wing. 

Of course, air regulations require you 
to remove snow, frost and ice from any of 
your aircraft’s critical surfaces before try-
ing to leave the ground. Critical surfaces 
must be inspected and free of contamina-
tion prior to take-off. If it’s there, it must 

be removed. Never assume that loose 
snow or slush, or even water, will blow off 
as you fling down the runway for take-off. 
In fact, these may very well freeze to those 
critical surfaces, given that there is a tem-
perature drop in the airflow over the wing 
as the pressure drops. Under the right 
conditions, temperature near the freez-

ing point can cool the moisture on 
your wing on your take-off roll, 
turning the liquid to ice.

A heated hangar is surely your 
friend when you show up at the 
airport expecting to fly on a win-
tery day. And if such a luxury 
isn’t in your airport benefit plan, 

a broom or a brush, or whatever it takes, 
to rid your aircraft of its snowy, frosty, or 
icy contaminants is essential. Don’t ignore 
these three bullies: snow, frost and ice want 
to ruin what could be a beautiful winter 
day of flying. Fight back smartly, so that 
you can enjoy the evocative bliss that win-
ter bestows upon your aircraft. 

Never assume ThaT loose 

sNow or slush, or eveN 

waTer, will blow off 
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s I write this, I note it has 
been 30 years since I passed 
my flying exam and earned 
my private pilot license. 

While most of my friends were saving 
for a new-to-them car, I had other 
aspirations. My eyes were set on 
the skies.

While the flying world was a 
little different then, with flying 
jobs not quite so readily avail-
able, I decided my flying wasn’t 
to be for a living. I wanted to fly 
because I wanted to, not because I had to. 
What I find interesting is how my flying 
changed because of getting into ATC. Let 
me explain.

My time at the flying school taught me 
a lot, but it didn’t teach me everything.  
A flying school simply can’t teach you  
everything. There is so much to learn, and 
one simply cannot experience everything 

during one’s flight training. The idea is 
to teach you enough so you can evaluate 
unusual circumstances and derive a safe 
outcome from them.

Being PredictaBle is safest

Boring Is Better

A
The trouble is, I was not prepared. I 

cannot, and will not, point the finger of 
blame at anyone. After all, the teacher is 
only half of the equation. Maybe I wasn’t 
quite ready to learn all of what I was 

taught, or maybe I simply wasn’t 
taught enough.

I can remember several flying 
stories from the first three years 
of my flying. When I think back 
about them, I wonder just how 
many problems I caused with 
traffic. Some of them I’m aware 

of, now. But maybe there were others. 
My ignorance led to some, and may-
be my ignorance was too great to see  
the rest. IL
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To do whaT you wanT To do, 

you have To Tell someone 

whaT you wanT To do  
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Attending the training facility in 
Cornwall, Ontario, I learned the ropes 
of ATC. Back then, every student would 
go through some basic training for Area 
Control as well as Airport Control, and 
then go on to an ATC unit for on-the-job 
instruction.

Many of the rules I was taught there 
were the same — they just were seen 
from the other side of the radio. Now 
I was able to put some context to them 
that I never had before. I started to learn 
about some of the problems I had caused 
and how I could have prevented them.

Some seemed obvious by that time. 
How could I not have figured them out 
back then on my own?

Thirty years later, I still fly occasion-
ally, and have been working in ATC for 
27 years. What advice can I offer to pilots 
now? Here are a few thoughts:

Communication is key. To do what you 
want, you have to tell someone what you 
want to do. And once you’ve told some-
one the plan, stick to it. If you want to do 
something different, if something chang-
es, someone probably needs to know 
that, too. That someone could be ATC, 
Flight Services or other pilots.

Strike a balance between talking too 
much and not enough. You have to say 
enough to be clear about your intent, but 
often a lot of words aren’t necessary. If 
you listen to experienced pilots, you will 
hear how efficient their communications 
are. They’ll tell ATC what they want and 
read back only what’s necessary. Extra-
neous words take up valuable radio time, 
and that time is often better spent flying 
the plane.

If you don’t understand what a control-
ler says, the time to ask for clarification is 
now. You may feel uneasy about asking, 
but it’s a lot better to find out at that mo-
ment than sometime down the road, after 
something bad happens because you mis-
understood. 

While being predictable is often con-
sidered boring, it’s almost always safer. 
It’s when you do things that others 
aren’t expecting that problems can occur, 
whether for you or for those around you.

Most controllers are not pilots. They 
know their jobs, and try to do good work, 
but they won’t necessarily understand 

the ins and outs of your needs. The or-
dinary, everyday things will be known, 
but the extraordinary may be a little less 
obvious. If something is unusual, you’ll 
probably have to communicate your 
needs. Don’t keep us guessing, or you 
may not get what you need, or at least 
not on a timely basis.

In the same vein, controllers are 
not trained on aircraft systems. There 
are simply too many variations for us 
to learn them all. If you experience 
an in-flight failure of some kind, the 
controller may not understand what’s 
wrong with your airplane and how 
your ability to fly is compromised 
when you say something has failed. 
When asked if you need any assis-
tance, don’t hesitate to ask for priority 
handling if you need it. If your time in 
the air is limited, an unnecessary de-
lay could make the difference between 
a safe outcome and one with a very  
different narrative.

Lastly, don’t hold back on communi-
cation. If you’ve made a mistake, didn’t 
anticipate something, gotten into some 
bad weather or just gotten yourself 
turned around, call us. Everyone makes 
mistakes. Don’t compound yours with 
trying to gloss over or hide them. Make 
sure you tell us the situation you’re in so 
we can help you find the safest, quickest 
way out of it. Hiding details can make 
it sound less urgent or you may end up 
missing out on information that might 
have been helpful to you.

Experience is a great teacher. The 
more you fly, the better your skills will 
become, as you experience new situa-
tions or repeat old ones. Radio work is 
all about practice, too. The more you do 
it, the more comfortable you’ll become.

A visit to an Air Traffic Control unit 
can be an eye opener. In reality, there is 
a lot to take in over a very short period 
of time and it can be overwhelming. But 
getting the chance to talk with a control-
ler a little less formally than over a ra-
dio can yield a bit of wisdom that you 
can take with you. Visiting an ATC unit 
is not always possible, but you may be 
able to set something up. Just make sure 
to call first. Phone numbers are listed in 
the Canada Flight Supplement. 



recent cold fall day saw an 
event unique, as far as I know,
in the annals of aviation in 
Newfoundland and Labra-

dor, a day-long symposium on the history 
of flight in the province. Staged by the  
Association of Newfoundland and Lab-
rador Archives (ANLA), the event was 
billed as an archival perspective on avia-
tion with ANLA members and guest 
speakers presenting talks and slide shows 
on topics ranging from historic flights to 
flight training to natives of the province 
who saw aerial combat during WWI.

The day began with a presentation by 
Erin Gregory Rice, an assistant curator at 
the Canada Aviation and Space Museum 
in Ottawa who spoke on the museum’s 
collection of archival material from Gan-
der International Airport, once the larg-
est airport in the world and a major asset 
to the allied forces in WWII. Completed 
just prior to the outbreak of hostilities, 
the facility was soon recognized as the 
ideal location to service aircraft flying to 
and from Europe, precluding the need to 
ship newly built war planes by ocean to 
the battlefields. Following the war, trans-
atlantic aviation came into its own with 
the advent of long range airliners that uti-
lized it as a refueling stop. Even with the 
advent of the first successful jet passenger 

planes the airport remained a vital stop-
over not only for refueling but also for 
maintenance, repair and flight crew rest, 
earning the airport the title Crossroads of 
the World.

Three veteran pilots brought to the 
event their experiences of learning to fly, 
ranging from Dr. Don Wyatt who got his 
wings in the 1940s to former priest Ray 
Hawco, who defied his Bishop by getting 
his pilot’s license and third generation 
pilot Kim Winsor who recently became a 
captain on the new Boeing 737 Max 8 with 
Air Canada. The contrasts between the 
handful of flight hours needed to qualify 
as a trained pilot experienced by Wyatt to 
today’s computerized flight simulators 
that Winsor instructs on for Air Canada 
are stark evidence of the tremendous ad-
vancements in aviation technology in the 
history of manned, powered flight.

Sarah Wade and Colleen Quigley spoke 
on a most significant achievement leading 
to safe, reliable transatlantic flight, the first 
non-stop crossing of the North Atlantic 
Ocean by air. Wade is the museum man-
ager of the Admiralty House Communi-
cations Museum in Mount Pearl, near St. 
John’s, while Quigley is a curator at the 
Memorial University Queen Elizabeth II 
Library and Archives special collections 
branch. Together they related the story 

NewfouNdlaNd a CruCible of aviatioN

Rich Heritage

A
of British airmen John Alcock and Arthur 
Whitten-Brown who, just months after the 
end of WWI, took off from a rocky pasture 
in St. John’s, Newfoundland on June 14, 
1919, facing wind, cold and icing condi-
tions to land safely, if not in a dignified 
manner, their converted Vickers Vimy 
bomber nosing over in an Irish bog 16 
hours later. That milestone will be marked 
this coming June with celebrations in 
Newfoundland and Ireland marking the 
centenary of the historic flight.

Labrador, the mainland portion of the 
province, made its own contribution to 
the growth of aviation in the mid-twen-
tieth century, largely due to the construc-
tion of an internationally operated airbase 
at Goose Bay which was a vital staging 
base for trans-Atlantic flights during the 
war years. Aimee Chaulk, daughter of a 
pilot and currently the editor of Labrador 
history magazine Them Days presented 
the tragic story of three men whose plane 
was forced down by fuel starvation into 
the unforgiving Labrador wilderness who 
eventually perished before they could be 
rescued. Unbeknownst to the downed fly-
ers, they were only a couple of miles from 
a cache of food that could have sustained 
them had they but known it was there. 
Ironically, when the men and their plane 
were finally found, it took only a filling of 

newfoundland aviation with gary hebbardOn the rock
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the empty gas tanks to fly the plane out of 
the wilderness and to safety.

While anyone with an interest in the 
history of World War One will know the 
tragic story of the Royal Newfoundland 
Regiment and its bloody contribution to 
that conflict, few are aware that, though 
small in numbers, residents and natives 
of Newfoundland played their part in 
the air war. Retired archeology professor 
Dr. Mike Deal presented the extensive re-
search he has conducted into the careers 
of over 40 Newfoundlanders who flew for 
various air forces during the war, some 
who died in combat, others lost in train-
ing and some who were simply lost, never 
to be heard from again.

With the amount of flying taking place 
in and around Newfoundland from the 
early 20th century to the present, crashes 
and tragedies’ were inevitable. For one 
young Newfoundland woman, the pursuit 
of these stories eventually earned her the 

nick name of “plane crash girl.” Dr. Lisa 
Daly is an archeologist who got her train-
ing in her home province and now works 
with the government of New Brunswick. 
In the early part of the 21st century she re-
searched in depth many of the plane crash-
es associated with the war years at Gan-
der International Airport, increasing the 
knowledge base of those desperate times 
when young men and women fought to 
maintain the supply of fighter and bomber 
aircraft to an embattled world.

The day concluded with a 17 minute 
video produced by photographer, writer, 
broadcaster, researcher and film maker 
Wanita Bates that condensed many of the 
worlds, and Newfoundland’s, milestones 
in aviation into an entertaining and in-
formative package. Among the subjects 
covered in the production is the not in-
considerable contributions to aviation 
made by women such as Amelia Earhart,  
Amy Johnson and others who proved 

conclusively that skill and daring are  
definitely not solely a male preserve.

The day spent discussing and exploring 
this province’s rich, and often unappreci-
ated contributions to modern aviation 
was a valuable, even eye-opening event 
that cries out to be continued in the fu-
ture. Places such as New York, London, 
Toronto and Hong Kong may be seen to-
day as the centres of aviation but the DNA 
of long distance flight around the world 
in the 21st century can be traced directly 
back to a hastily cleared pasture on the 
island of Newfoundland from which two 
young men faced the challenges of nature 
and limited technology to prove that trans 
ocean flight was not only desirable but 
could be made safe, comfortable and re-
liable. As an amateur aviation researcher 
and historian, I certainly intend to make 
what contributions I can and, hopefully, 
sharing some of them through the pages 
of Canadian Aviator. 

NEWCAL AVIATION INC.
14 Riser Rd, Little Ferry, NJ  07643
Ph: (201) 440-1990 Fx: (201) 440-8981
Web: www.newcalaviation.com
Email: mail@newcalaviation.com

Supplying deHavilland Spares
from the Beaver up to Dash 8

Image Courtesy Bombardier

If deHavilland made it, NewCal Has it
HELPING THE Bush Pilot FLY THE NORTH FOR OVER 55 YEARS
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Dreamliner Calls louDer Than reTiremenT

utumn has always been a 
special season for me. Forty-
three years ago, in September, 
I took my first flying lesson. I 

was the 16-year-old kid who paid for his 
private and commercial licences by work-
ing at a local gas station after school. Ev-
ery nickel I earned went towards flying 
lessons. My goal was to become a mili-
tary pilot, and then, hopefully, to fly for a 
major airline. These were big dreams for 
a small-town boy.

Fortunately, I had no idea how outra-
geous my plan really was. After college, I 
attended university. Six years of post-sec-
ondary education later, I enlisted in the 
RCAF as a Second Lieutenant, going on 
to fly Tutor jets as a flight instructor in the 
service of Her Majesty. A couple of years 
later, I checked out on the C-130 Hercules 
pilot. By pure coincidence, both qualifica-
tions came in the autumn.

A
It has been said that change is the 

only constant. Nowhere was this truer 
than in Europe, late in the last century. 
When the Berlin Wall unexpectedly 
came down, the West didn’t really know 
what to expect, let alone what the future 
of NATO would look like. In response 
to this new world order, the Alliance’s 
air forces scrambled to find new roles. 
Peace was breaking out, and it was an 
oddly unsettling time for those of us 
trained for war.

Almost overnight, defence spend-
ing plummeted. Not being one to sit 
around and let others decide my fate, 
I set a new course for the future. I put 
in for my release from the RCAF, on the 
hope I would find employment with one 
of two major airlines. It seemed a risky 
play for a man with a young family.

To my great surprise, the first company 
I applied to gave me the thumbs up. The 

old baseball adage “Swing for the fence,” 
had once again proven valid. I ended up in 
the right seat of a DC-9 and was promoted 
to Captain just two years later. The strange 
confluence of timing and an unpredicted 
ripple in the pilot seniority list (the docu-
ment that controls virtually every aspect 
of an airline pilot’s life) let me successfully 
bid the left seat years ahead of my peers. 
Then 9/11 happened and our DC-9s were 
parked, donated, or sold to foreign airlines. 
Back I went to the right seat.

Aviation can be an up-and-down busi-
ness. In response you simply dust your-
self off and keep moving forward. Within 
five years I was once again in the left seat, 
first as an Embraer captain and later an 
Airbus skipper. For more than 18 of the 
past 22 years I’ve been very fortunate to 

The author’s new domain is a state-of-the-art 
command post in the sky.
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fly the A320. I’ve logged nearly 10,000 
hours in the type, if you include the days 
spent in full-motion simulators.

I wouldn’t call myself an expert on the 
airplane, but I can honestly say I know 
it well. I’ve helped many of our pilots 
learn to fly the 320, and as a Minister’s 
Delegate, have conducted hundreds of re-
current line checks and simulator evalua-
tions. Even better, I’ve had the pleasure of 
promoting many of my colleagues to cap-
tain. All this to say that in terms of careers 
I’ve had it great...with one recent caveat; I 
increasingly found myself an elder states-
man on the Airbus, but also someone in 
desperate need of a new challenge.

Several years ago a small magnet ap-
peared on our refrigerator door. It reads, 
“The Journey is the Destination.” More 
than just a philosophical observation, 
this little ditty pretty much sums up my 
worldview. It also helps explain the seem-
ingly irrational act I committed earlier this 
spring. With less than a year before an op-

portunity for early retirement, I decided 
to bid off the Airbus and onto our new-
est airliner, the Boeing 787. In the end, all 
it took was clicking a box on a computer 
screen. In the simplest of explanations, I 
now reside just 14 numbers from the bot-
tom of the newest Boeing’s captain senior-
ity list. Suddenly I was BMOC — Big Man 
on Campus, A320, no more.

It is autumn once again. As I write this 
column, a 94-module on-line workbook 
on 787 systems is calling my name, not 
to mention a Standard Operating Pro-
cedure and reams of emergency check-
lists to memorize. After that, a week 
of ground school and several sessions 
in FTDs, stationary simulators used to 
teach procedures. All this is a lead-up 
to the Main Event: nine four-hour mid-
night bouts in the full motion simulator, 
two LOFT sessions in the same device, 
a Transport Canada type rating, and fi-
nally, weeks of Initial Operating Experi-
ence (better known as Line Indoc). If my 

final line check goes well, I should get 
the keys to a new jet by Christmas.

I’m eager to tackle the mission and 
learn to fly the most technologically ad-
vanced airliner ever built (not to mention 
visit Asia, the South Pacific, the Middle 
East and Europe).

Still, all things considered, I must be 
crazy. Early retirement was in sight. With 
less than a year to go, I could have quiet-
ly hung up my spurs and slinked out the 
back door, largely unnoticed. What was 
I thinking, taking on so much new work 
so late in the game? To say I’ve been for-
tunate in my career is an understatement. 
Perhaps Providence or the Great Pump-
kin is the source of the tailwinds I’ve en-
joyed for the past 43 years. Heaven only 
knows. Even with those possibilities con-
sidered, it just didn’t seem right, even 
now, to pass up the opportunity to fly so 
magnificent a machine as the Boeing 787. 
I think that the name — Dreamliner — 
explains everything. 

Get Face-to-Face at the
24th Annual Aviation Symposium
Hosted by Central AME Association (CAMEA)

February 27 & 28, 2019
Canad Inns Destination Centre Polo Park
1405 St Matthews Ave, Winnipeg, MB 

Register at camea.ca
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Tales from the Lakeview bush flying With RobeRT S. GRanT

n May 15, 1943, a Lockheed 
Ventura departed Goose Bay, 
Labrador, and settled into 
a southeast heading for a 

343 nm flight to Gander, Newfoundland. 
As the aircraft climbed above a series of 
mud-rimmed pothole lakes, Royal Air 
Force captain Sheldon Luck waited until 
leveling off before adjusting cruise power 
settings. An experienced pre-World War II 
pilot, he had no idea a tragic miscommu-
nication would soon result in the deaths 
of two passengers, before the Ventura re-
turned to the ground.

Powered by 2000 hp Pratt & Whitney 
R-2800 radial engines, Luck’s Ventura 
carried the military designation AJ164 
and weighed approximately 19,800 
pounds empty. Technically a BII model, 
serial number 4302, originally produced 
for anti-submarine warfare, the first ver-
sion completed a maiden flight on July 
31, 1941. Cruise speed averaged 200 
KIAS for at least 2,260 miles after leav-
ing the Burbank, California, assembly 
line. Almost immediately, inexperienced 
USAAF pilots ground-looped on landing 
in Michigan. Repaired, the B-34, as it was 
also known, entered military service in 
Canada.

Kingston, Ontario-born William Floyd 
Sheldon Luck’s career began on Decem-

Accidental Skydivers
UnlUcky Passengers sUrvived War incident

O
ber 24, 1930, at age 19, with a first solo in 
an open cockpit biplane at Rutledge Air 
Services, near Calgary. He went on to 
pioneer air routes in the British Colum-
bia and Yukon Wilderness and carried 
out the first west-to-east night crossing 
of the Rocky Mountains. On one trip, en-
gine failure in a Fleet 50 Freighter loaded 
with gold and three passengers forced 
him into tree tops at Lower Post, south 
of Whitehorse. A dog on board perished 
when thrown forward into the instru-
ment panel.

On this flight, the Ventura carried 12 
tightly packed service staff and six crew. 
In wartime camouflage, their transport’s 
65-foot centre-mounted wings held six 
fuel tanks as well as two within the cab-
in structure. Two three-blade Hamilton 
Standard propellers provided propul-
sion. No one assigned to maintain or fly 
the airplane likely gave any thought to 
the heating system described in “Air Pub-
lication 2001A. Vol 1.”

“Five heaters are located throughout 
the fuselage. Each heater contains an 
electrically-driven fan which circulates 
air that is heated by passage through the 
heater,” it read. “Each heater contains 
an electric igniter that during operation, 
combusts a gasoline vapour charge in the 
carburetor of the heater.”

Passengers included Newfoundland 
Ranger John Hogan, who had been as-
signed to Goose Bay to monitor military 
personnel passing through to war-rav-
aged Europe. He also intercepted cross-
border traffic between Labrador and 
Quebec and tracked moonshiners who 
made their potent liquids from local ber-
ries. Sometimes, intercepting shipboard 
drop-offs kept him busy. With him rode 
RAF Corporal Eric Butt en route to Do-
ver, England, who would soon depend 
on Hogan’s woods skills to keep alive. 
Another member of the group included a 
payroll clerk with a briefcase handcuffed 
to his wrist.

Before takeoff, the crew ordered every-
one to wear parachutes, but only two did 
as instructed — Hogan and Butt. While 
AJ 164 droned on, consuming 95US gal 
per hour, all aboard relaxed and Luck ad-
justed his 6 foot, 1 inch frame into an ar-
moured pilot seat. An airman rode beside 
him in a collapsible seat. Experts consid-
ered the Ventura a single-pilot aircraft. 
No co-pilot controls had been installed. 
Both men monitored flight and engine 
gauges on a shock-mounted instrument 
panel.

Lockheed Venturas were reliable performers  
for the Air Force.
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Suddenly, smoke odour began perme-
ating the interior, and immediately, sev-
eral passengers panicked as the crew des-
perately sought the source. One pointed 
a fire extinguisher to where the smoke 
appeared thickest, but more erupted and 
passengers began coughing. A second ex-
tinguisher seemed to settle much of the 
problem but noise generated by the Pratt 
& Whitney radials made communication 
difficult. 

Luck, who could not leave his seat, 
demanded to know if the cause of the 
commotion had been contained. Forced 
to raise his voice, a crewman yelled; 
“It’s out, it’s out,” several times. Oth-
ers heard only part of the words. At this 
point, a grave misunderstand-
ing occurred and the travelers 
believed they had been told to 
bail out. 

In the confusion, an airman 
attempted to open the cabin 
door. Butt released the lock and 
the propeller slipstream imme-
diately smashed it against the fuselage, 
and it broke away. As Hogan watched, 
the gale caught a partially opened can-
opy of the man with the briefcase and 
he vanished outside. Butt followed and 
Hogan became the third to go before 
the fourth exited. Only two parachutes 
opened. A later report stated: “…they 
either forgot to pull the cords (rip cords) 
or their chutes failed to open.”

Luck felt a jolt as something — prob-
ably the released door — struck the hori-
zontal stabilizer. The smoke diminished, 
and a crewman passed word to his cap-

tain, who yawed the aircraft sharply right 
to prevent anyone else from getting near 
the opened door frame. He turned the 
Ventura to a reciprocal compass heading 
to pinpoint the jumpers’ locations. After 
penetrating cloud in a futile search effort, 
he proceeded to Gander.

The event took place on Newfound-
land’s North Peninsula near St. John’s 
Island, 67 nm southwest of St. Anthony. 
Logan and Butt landed safely in the 
sparse woodlands, where they survived 
more than seven weeks on berries and 
snared rabbits and sheltered in an aban-
doned cabin. A survey crew happened 
on them in late June. Later, investigators 
suggested a possible defective heater ig-

niter or overworked fan motor may have 
accounted for the smoke. Another theo-
ry included the possibility of excessive 
paint overspray on the heaters during 
aircraft overhaul. Nevertheless, quick-
acting crewmen solved the problem. 
Luck’s action in rolling and yawing the 
aircraft likely saved more lives. Two of 
the four who left the Ventura were never 
seen again. 

Luck continued his military flights 
and logged numerous Atlantic cross-
ings and deliveries of aircraft from the 
United States. When World War II end-

ed, he flew for several airlines, includ-
ing one in Argentina. In the late 1960s, 
he operated Consolidated Canso water 
bombers for Victoria’s Flying Fireman 
Lt. (where the author became his co-pi-
lot). Luck maintained his pilot licence 
until age 73, and in 1981, he was in-
ducted into Canada’s Aviation Hall of 
Fame and received the prestigious Or-
der of Icarus. Luck died in Kamloops, 
B.C., on May 9, 2004. 

As for AJ164, it carried RCAF colours 
under the auspices of maritime, train-
ing and transport units. Twice during 
its service life, pilots neglected to lower 
the landing gear. In one case, a censure 
appeared in the responsible pilot’s log 

book stating the cause: “Care-
lessness. Action taken. Logbook 
endorsed.”

In June 1947, the RCAF 
turned AJ164 over to the Assets 
Corporation for disposal and 
the sleek Ventura vanished for-
ever. Today, no Canadian avia-

tion museum preserves an example of a 
type that served Canada so efficiently. 
Fortunately, an Edmonton-based group 
called the Ventura Memorial Flight As-
sociation recovered an abandoned sur-
vey-configured example once owned by 
Ottawa’s Spartan Air Service from bush 
country 50 miles north of Yellowknife. 
Under the leadership of Buffalo Air-
ways Lockheed L-188 pilot Tony Jarvis, 
the group intends to restore Canada’s 
only remaining Ventura, to honour of 
the crews who maintained and flew 
them — including Sheldon Luck. 
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ny pilot knows temperature 
decreases about 2°C per 1000 
feet, but meteorologically 
inquisitive pilots want to 

know more about lapse rates and what 
exactly is going on aloft. I recently gave 
two talks to local COPA chapters on lapse 
rates. They discovered weather balloons 
launched twice a day from over 900 sites 
globally gather information while ascend-
ing to about 100,000 feet, where the bal-
loon bursts and tumbles back to 
earth, slowed by a parachute. 
From these soundings, we know 
that air sometimes warms with 
height. These inversions occur 
in four different scenarios. 

Nocturnal inversion. During 
the night, under light winds, 
cooling is more rapid over land 
than over water. This noctur-
nal cooling leads to stability in the lower 
layers, as an inversion develops and 
may lead to the formation of low cloud 
or fog. Smoke rising in these inversions 
spreads out horizontally or even sinks as 
the warm air seeks the cooler air below.  
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Weather KnoWledge With Doug Morris
Eye on The sky

A

InversIons Cause TemperaTure shIfTs

Higher and Warmer

A smokestack can provide a vivid illus-
tration of such an inversion. I frequently 
see low plumes from pulp mills while 
flying into Vancouver from the east. 
Smoke from woodstoves will also form a 
plume during such an inversion, but the 
smell is much more pleasant. Nocturnal 
inversions generally mean smooth flight 
conditions, but sometimes non-convec-
tive low-level wind shear (LLWS) can be 
present when a surfaced-based inversion 

results in the development of a low-level 
jet maximum at the top of the inversion. 
This inversion decouples the wind just 
above the surface and allows the winds 
to accelerate unencumbered by surface 
friction. Nocturnal inversions can trap 

many pollutants and moisture, possibly 
resulting in IFR conditions. If you fly up 
north during the Arctic winter (think 
long nocturnal night) you’ll witness dra-
matic inversions. 

Years ago, at a weather conference in 
Winnipeg, I met a grape grower from 
the Niagara, Ontario, region. His grape-
growing operation hired a bi-wing aircraft 
with lots of parasitic drag to churn up the 
nocturnal inversion, pushing the warmer 

air to the ground so the grapes 
would not freeze. Many grow-
ers also employ expensive heli-
copters to do the job. 

These inversions can also 
bend ground-based weather ra-
dar beams during early morning. 
The beams are deflected toward 
the ground, giving false returns 
called anomalous propagation.

Frontal inversion. As warm air over-
rides a cold air mass, a frontal inversion 
sets up. At the surface during winter, 
below-freezing temperatures exist, but as 
one ascends, an above-freezing layer de-
velops, on the order of a few hundred feet 

The sinking (and warming)  

of The air slows down closer 

To The surface of The earTh
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inversion facTs

•  There are four types of inversions: nocturnal, 
frontal, subsidence and one at the tropo-
pause. 

•  Inversions imply stability, but LLWS may 
occur during a nocturnal inversion.

•  Warm air aloft and cold air below indicates 
stable conditions.

• Canada and Great Britain plot upper air 
data on charts called tephigrams, but south 
of the border they are labelled Skew-T log P 
diagrams.

•  You won’t find these plots on Nav Canada 
or Environment Canada’s site, however, the 
University of Manitoba and UQAM (Uni-
versité du Québec à Montréal) tap into this 
source.

•  Many sites and universities supply data from 
upper air soundings. 

to several thousand feet thick. Tempera-
tures then decrease to below zero on top 
of this inversion. Because of this scenario, 
snow falling through the above-freezing 
layer turns to rain. The rain then falls into 
the below-freezing layer near the surface. 
Depending on how deep or warm this 
above-freezing layer is, either freezing 
rain or ice pellets will form, which is con-
ducive to serious airframe icing. 

Years ago, during a flight from Halifax 
to Moncton in a Navajo, we encountered 
light-to-moderate icing in the climb, but 
an advancing warm front brought above-
freezing temperatures in a thick layer 
from 4,000 to 8,000 feet, with balmy +5° 
C temperatures. We stayed in this layer 
until our descent into Moncton, and 
watched the ice melt and wash away. 

Subsidence inversion. Air sinks within 
a high-pressure system, causing air to 
heat up due to adiabatic compression. 
This heating eventually causes clouds to 
dissipate, and explains why clear skies 
are associated with a high-pressure sys-
tem. The sinking (and warming) of the 
air slows down closer to the surface of the 
earth, resulting in an inversion in the low-
est layer of the atmosphere (typically sev-
eral thousand feet in height). Clouds may 
be flattened by this inversion or break up. 
Stratocumulus is a very common cloud 
associated with subsidence inversions. 
Sometimes, this inversion may be so 
strong that it traps the low-level moisture, 
busting forecasts calling for sunshine.

Often, on descent, I mention the tem-
perature to my flying partner when I sus-
pect a subsidence inversion. I point out 
that at the cloud top, the temperature will 
be warmer than the temperature in the 
cloud. Sure enough, one can watch the 
temperature sway from, say, plus 6° C at 
cloud top, to well below freezing a couple 
of thousand feet inside the cloud. This 
goes against the standard logic, which 
says that temperature should increase 
on descent. The potential for airframe ic-
ing exists when the subsidence inversion 
traps lots of moisture. If you fly near open 
areas of water such as the Great Lakes 
during late fall, winter and early spring, 
you may encounter heavy icing condi-
tions in this moisture-laden cloud. 

The last inversion comes to a surprise 
for most. Many learn the top of the tro-

posphere (tropopause) has an isothermal 
layer, but a significant inversion may be 
present due to warming from ozone in 
the stratosphere. I am constantly point-
ing this out to my flying partner (yes, 
sometimes I get funny looks) and I try 
to drive it home when teaching new-
hire pilots who will fly at tropopause 
heights. The temperature may be -60° C 
and within minutes it rises to -54°C, be-
cause you flew above the tropopause. On 
a recent flight from Frankfurt to Calgary 
at flight level 380, the temperature went 
from -70°C to -54° C. I haven’t seen such 
frigid temperatures in a while so I took a 
picture of the readout. This inversion is 
why anvils form from thunderstorms. 

Doug Morris is a B787 captain/certified 
meteorologist. His weather book, Canadian 
Aviation Weather, has a great chapter on lapse 
rates. www.canadianaviationweather.ca.

Doug recently published an American avia-
tion weather book, Pilot Weather: From Solo to 
the Airlines.  www.pilotweatherbook.com 
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Prairie Project takes Wing

Mustang Dreams

prairie flying with malcolm mcleod
Straight and level

ctober 21 turned out to be the 
day of a surprise airshow for 
the people around Davidson, 
Saskatchewan. Davidson is 

a typical prairie farming town of about 
a thousand people, halfway along the 
main highway between Regina and Sas-
katoon. On the edge of town is a 3,500-
foot turf airstrip (CJC3).

It was one of those perfect fall flying 
days, cool with a crystal-clear prairie sky, 
spectacular visibility and a steady wind 
at 15 knots. So when the word began to 
spread that “The Mustang is out of the 
hangar,” dozens of people dropped what 
they were doing and headed for the air-
port. The roads around the field were 
soon lined with cars.

They had come to see the first flight 
of a restored 1944 P51-D Mustang  
(#44-63350), the work of local pilot and 
business owner Terry Dieno. Dieno is 
a self-confessed “gearhead and horse-
power freak,” who bought a wrecked 
Mustang at auction 11 years ago and 
has been working on it ever since.  
Many had helped out or followed his 
progress from the time when truck loads  
of Mustang wreckage arrived from 

O
California, to now — a like-new Mustang, 
ready to fly.

Terry has the skill and experience neces-
sary to fly a Mustang, but no time on type, 
so he wisely brought in one of the test pi-
lots for the Commemorative Air Force, 
Doug Rozendaal, of Clear Lake, Iowa.

If Rozendaal was calm, cool and col-
lected, Dieno was beside himself. “I was 
so emotional,” he said. “I had a thou-
sand things going through my mind.” 
Rozendaal was concerned with the 
length of the strip, but after he opened 
the throttle, he was airborne halfway 
down the runway. He flew for about 10 
minutes, then landed. The flight had been 
flawless, and Dieno says Rozendaal’s first 
words were, “‘Wow, Terry… Is this light 
and ballsy on takeoff’ — which are magic 
words for me. I can’t even tell you what it 
was like emotionally.”

The oil filters were pulled off, cut in 
half and examined for metal fragments. 
The oil was clean, so Rozendaal took off 
again for another hour-long flight, buzz-
ing around Davidson to shake down the 
plane. When it was rolled back into the 
hangar, the Mustang was clean and tight. 
“It ran so good, and didn’t drip a drop,” 

said Dieno. “Man, I was relieved.”
Sadly, I was not among the throng that 

witnessed these flights, but local media 
amply covered the day’s events, and 
dozens of cellphone videos are posted 
online. The video quality varies, but they 
all have in common the incomparable 
sound of a finely-tuned Merlin engine 
passing over at take-off power. Most 
people in Davidson had never heard this c
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Terry Dieno’s first Mustang flew in July. He has 
two more in the hangar.
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sound before, and a reporter for the local 
paper described it as “a deep rhythmic 
growl that silenced the gusting wind.”

lou IV No more
When I finally caught up to Terry, he 
was in the middle of painting the plane. 
It looked a lot like it did when I saw it 
three years ago, (Canadian Aviator, Jan-
Feb 2015) but aircraftsmen all know the 
Ninety-Ninety Rule: The first 90 percent 
of the project takes 90 percent of the time 
and the last 10 percent takes the other 90 
percent of the time. “Once we get the final 
paint on it,” Terry said, “it should look 
beautiful. It will be the original factory 
paint scheme — standard US Army Air 
Force.” I was surprised, since I thought 
Terry had planned to restore the Lou IV 
paint scheme.

Back in 1974, Terry’s Mustang got an 
unusual and somewhat controversial 
paint scheme and the name ‘Lou IV’. A 
former owner, Charles Greenhill, decid-
ed to commemorate a Mustang flown by 
Col. Thomas J. J. Christian, Command-
ing Officer of the 361st Fighter Group of 
the US Army’s 8th Air Force. It was the 
fourth aircraft named after Col. Chris-
tian’s baby daughter. There was report-
edly artwork of a crawling baby on the 
nose, and the group used yellow on the 
nose and a non-standard olive drab on 
the aft fuselage. Greenhill’s use of bright 
blue paint on the aft fuselage was con-
sidered inaccurate by many aficionados, 
but it proved very popular. In its distinc-
tive Lou IV paint scheme, the Mustang 
appeared at the Reno Air Races and 

airshows across North America, includ-
ing the demonstration air races held in 
Moose Jaw, Saskatchewan, in 1984.

In 2006, Greenhill sold Lou IV to John 
McKittrick, an experienced pilot and war-
bird enthusiast from Southern California. 
On July 15, 2007, after receiving some 20 
hours of dual instruction, McKittrick was 
ready for his P-51 solo. During the land-
ing, the plane bounced and ballooned and 
a go-around was attempted. The aircraft 
torque-rolled and crashed inverted beside 
the runway. McKittrick did not survive.

Earlier this year, Terry had already 
purchased the blue and yellow paint, 
but he said a conversation with warbird 
broker Mark Clark, of Courtesy Aircraft, 
changed his mind. “When I mentioned 
Lou IV, there was a long silence. When I 
asked ‘what was the problem?’ he said, 

‘Can I make a suggestion... lose the Lou 
IV. A man was killed in that airplane.’ So 
the plane will have a standard USAAF 
paint scheme but the yellow spinner 
will remain.” Terry says there is another 
Mustang painted as Lou IV — N151MC 
— formerly a silver Mustang named 
Abigail Rose.

This Mustang is for sale. It is listed on 
the website for Dieno’s RV dealership at 
$4.2 million. Meanwhile, Terry is taking 
on the task of being the owner and keep-
er of a flying P-51. He’ll need the experi-
ence, for back in his hangar the airframes 
of two more Mustangs are beginning to 
take shape. He plans to keep one and pay 
for it by selling the other two.

Buoyed by the performance of his 
Mustang, his ambition, at least, is 
boundless. 
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Gatineau School embraceS  
ForeiGn StudentS

Story and PhotoS by robert S. Grant

training  
the World

s the SpiceJet Boeing 737 taxied past our silenced de 
Havilland DHC-7, a cluster of airport mongrel dogs 
began squabbling and nearby roosters added to the 
racket while fellow pilot Thomas Bannon and I hoped 
for departure clearance from Ahmedabad, 395 kilome-

tres northwest of Mumbai, India. Little did I know that years later 
I would be discussing the future of Indian pilots in far-way Gatin-
eau, Quebec. Some would likely occupy the cockpits of the same 
big Boeings. 

Graduates from Gatineau-based International Pilot Academy enjoy welcomes from numer-
ous nations and attain a 95 percent job placement rate thanks to 35-year-old president Jules 
Selwan. Developing an efficient training institution has not been a slap-happy road to riches 
for the Lebanese-born Selwan who emigrated to Canada in 2008. Armed with a private pilot 
licence and student visa, he knew that further endorsements, ratings and upgrades were un-
available in his native India. There, all airspace fell within military control. Fortunately, Selwan 
already knew of Canada’s reputation for quality teaching.

“The school I’d started with on the outskirts of Beirut recommended Canada because they 
depended on Canadian-trained instructors and understood the standards developed by Trans-
port Canada,” he said.

Encouraged by an uncle employed as an aeronautical engineer, tri-lingual Selwan’s deci-
sion to exchange warm Mediterranean coasts for snowbound Quebec resulted in a com-
mercial pilot licence and instructor rating. In 2010, he and partner Nasr Salib agreed to 
pool resources and developed a flight school at Carp, 30 kilometres southwest of Ottawa. 
Economic reasons, population density and the need for expanded facilities prompted relo-
cation to the aviation-minded community of Gatineau, across the Ottawa River in Quebec.

“Before we went into training full-time, I’d had enough experience to know we needed 
reliable aircraft,” Selwan said. “After flying Cessna 172s in Beirut and seeing so many of them 
in Canada, I knew they had an excellent maintenance network so that told us spares or parts 
would be available within a few hours.”

Gatineau-Ottawa Executive Airport’s 6,000 x 150-foot asphalt runway proved an excel-
lent locale for the progressive academy. Airport manager Gaston Cloutier welcomed the 
company with prompt refuelling and a discounted lease as well as a superb on-site restau-
rant. At the opposite end of the flight line, fellow tenant Vintage Wings of Canada added 
to the picture since potential students often wandered into Selwan’s facilities. For IFR stu-
dents, a friendly-voiced flight service station supervised traffic and Ottawa’s MacDonald-
Cartier Airport provided quick transit to instrument approaches.

A

Students from all 
over the world 
launch their 
aviation careers at 
International Pilot 
Academy. 
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training

family for an unfamiliar environment 
come from a civilization embracing over 
200 languages with at least 80.4 percent 
speaking Hindi. Fortunately, English 
handed down from British administra-
tors predominates. The problem, Selwan 
explained, becomes more than simplified 
face-to-face verbal communication but a 
matter of reaching into differing cultures 
and sub-cultures of a patriarchal society. 
Phraseology and ‘Canadianisms’ some-
times lead to misunderstandings.

“If a student walks into our office and 
says, ‘I have doubts,’ people here might 
consider such a statement in a negative 
sense,” he explained. “What that Indian-
born person really means is that he or she 
has a question, not that they’re unhappy.”

Montreal-raised Rami Sadaka, who 
acts as chief dispatcher and a new arriv-
al’s initial contact before progressing into 
ground school and airplanes, described 
several noteworthy cultural differences. 
Indian candidates, he remarked, some-
times present themselves as ‘overcurious’ 
and occasionally too quick and unpre-
pared to step into an airplane. A willing-
ness to adapt to the Canadian pace of 
appointments, meetings and briefings as-
sures progress until the moment arrives 
when ab initio trainees become assertive 
captains instead of deferential students. 
In a homeland boasting 4,500-year-old 

Although Selwan’s team accepts wan-
nabee aviators from all levels and loca-
tions, he admits to high enrolment from 
India. As a holder of a Bachelor of Science 
degree from Lebanon’s St. Joseph’s Uni-
versity, he understood the contributions 
of embassies and their attitudes towards 
educational ranges in Canada. Negotiat-
ing through the Canadian Trade Com-
missioner became, in his words, “a great 
experience”, and helped direct the acad-
emy to candidates within India’s future-
oriented 1.2 billion population. 

Selwan’s business research showed 
that few flight schools within the sub-
continent’s states and union territories 
encouraged locally born aspirants. Those 
who enrolled could expect training pe-
riods as long as three years. Lack of 
countrywide navigational aids, runway 
and approach lights prolonged instruc-
tion in India and sadly, many instructors 
subsisting within the world’s sixth larg-
est economy demanded unofficial ‘wads 
of cash’ before deigning to enter poorly 
maintained Cessna 150s and 172s.

Selwan’s current student list shows 300 
enrolments including as many as 50 full 
time although candidates from Australia, 
China, Egypt, Mexico and Saudi Arabia 
as well as Canada, populate the Gatin-
eau premises. A Piper PA-38 Tomahawk 
with two Cessna 172s serve as principal 
trainers and an aerobatics-capable Grob 
G115-D recently joined the flight line. A 

fully owned Piper PA- 34 Seneca suffices 
for multi-IFR transitions.

In spite of working closely with the Ca-
nadian trade commissioner, Selwan found 
dealing with Indian officialdom challeng-
ing. Banks, for example, sometimes mod-
ify monetary policies on short notice and 
students find themselves unable to settle 
accounts. Nevertheless, the academy has 
never halted or delayed programs nor has 
Selwan been short-changed. Trust and pa-
tience stand out as major tools in his long-
term business plan.

Human resources manager Maggie 
Ibrahim works with students before they 
depart their home soil. From most In-
dian centres, the journey lasts as long as 
25 hours in the air. She ensures each in-
dividual meets Canada’s admission and 
visa requirements then, data corrected or 
confirmed, academic experiences begin 
when she connects with exhausted arriv-
als the moment they step upon the glazed 
tiles of Ottawa’s international airport.

“Someone, usually me, meets every stu-
dent regardless of time, date or season and 
escorts them to prearranged accommoda-
tions seven minutes from the Gatineau 
airport,” she explained. “We make sure 
they’re comfortable and loaded with the 
appropriate student material. Some stay as 
long as two years and a top few become in-
structors who teach at the academy.”

The majority of academy students 
who garner courage to leave friends and 

Cessnas and Pipers make up most of the fleet.



    w w w . c a n a d i a n av i at or . c o m   3 7

considered Australia, Germany and Sin-
gapore before choosing Canada. The 
costs, he discovered, were similar in each 
country but he had encountered rumours 
of Canada’s reputation for producing 
skilled pilots. With no experience in a 
country grounded in cold weather, he im-
mediately noticed much more than tem-
peratures and spruce trees. 

“I thought Canadians would be more 
reserved. In India, people don’t always 
socialize with strangers and it’s rare to 
see a guy and girl together. Now, I’m in 
a house with women students,” he said. 
“In Gatineau, it’s not just academy staff 
who treat us with respect. Our neigh-
bours know we’re away from our homes 
and when they see us struggling with 
language or other issues, they jump in to 
help out.”

Although the majority of registrants 
at the academy originate from India, 
Selwan targets other nations and re-
cently affiliated with Quebec’s College 
d’enseignement general et professional 
(CEGEP)’s Heritage College campus for a 
fully accredited education. The arrange-
ment guides trainees from zero hours to 
multi-engine IFR in less than 14 months 
instead of the regular 18 months. With 
exemptions from taxes, regardless of 
student origin, the cost averages $57,723 
(CAD) — at least $25,000 lower than com-
mercial operations and similar provincial 
institutions.

traditions, assertiveness may be per-
ceived as rude or arrogant. Chief flight 
instructor Guy Labrie, who has been 
teaching aviation since 1971, stresses that 
captains can be questioned. 

“Earning their confidence isn’t easy. As 
an instructor, you must portray an enjoy-
able and positive attitude and use their 
first names,” Labrie explained. “Take away 
the ‘sir’ and show there’s no point in feel-
ing hesitant nor are they being disrespect-
ful. When totally relaxed and no longer 
afraid to ask questions, they learn rapidly.”

At the academy, 50 percent of Indian 
students are women. Historically, fe-
males in almost all facets of life endured 
discrimination but modern times have 
brought changes. Indian women now 
occupy half their country’s workforce. 
Consequently, students such as 19-year-
old Nisha entertained few doubts in 
selecting aviation as a profession. She 
ventured to Canada from northern In-
dia’s city of Chandigarh in February 
2017. Her first career move involved a 
stopover in the Republic of Maldives for 
a private pilot licence.

 “There are still families who don’t al-
low their girls into higher education but 
my parents have been very open-mind-
ed,” she said. “They knew I could exist in 
any situation and they didn’t want me to 
choose any career I wouldn’t enjoy.”

Anandnarayanan Srinivasan, from 
southern India’s city of Pudukkottai, 

The academy maintains one house suit-
able for eight students. However, the Heri-
tage College agreement includes website 
accommodation links. Current office and 
classroom space measures 185 m2 with 
another 185 m2 optioned for expansion. 
Ground school and flight training takes 
place at Gatineau’s airport until lack of 
space forces temporary moves to down-
town Gatineau. Extensive renovations and 
CBC exposure have attracted attention 
from local and international aspirants.

The joint agreement stipulated that 
flight instructors meet academy standards 
as well as those of Heritage College. Des-
ignated ‘professors’ bring novices to po-
sitions where they can confidently expect 
consideration from airlines. 

Selwan is not concerned with instruc-
tor shortages. “We’re hiring the most ex-
perienced we can find and yes, it’s diffi-
cult but not impossible because wages we 
offer are more competitive than anyone 
in the market,” he said. “Our rates are at 
least 150 percent more than standard and 
that attracts professional people.”

Whatever the nationality, foreign 
graduates enhance Canada’s reputa-
tion and financially everyone benefits. 
Perhaps the next time I journey through 
a city such as Ahmedabad, the airlin-
ers will be crewed by Indian men and 
women who learned their demanding 
professions at Gatineau’s International 
Pilot Academy. 

Candidates come 
from australia, 
China, Egypt, 
Mexico and Saudi 
arabia as well as 
Canada



finch restoration

Finch RestoRation the sum oF its PaRts
By Jeff Bell

Heritage  
Scavenger 

Hunt

hen the British Commonwealth Air Training Plan 
opened up in Canada, two aircraft were used 
within the elementary flight training role: the more 
plentiful de Havilland Tiger Moth, and the Fleet 
Finch. Although serving in the RCAF in smaller 

numbers, the Fleet Finch was well liked for its strength, toughness, 
and good engineering. Most important, the Finch was built in Can-
ada using an American-built engine. This was a distinct advantage 
when shipping materials across the ocean in times of war.

W
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finch restoration

planes was solo from the front seat. It was 
assigned a serial number based on some 
numbers found stamped on the firewall. 
The Fleet was sold into the U.S. Finally, it 
was imported into Canada in 1982.

Upon arrival at the museum, the air-
craft was completely disassembled, with 
the intent to return the aircraft to a highly 
original restoration. Enter two gentle-
men that would have a huge impact on 
the quality of the restoration: Chris Bartel 
and Cam Harrod. As we would find out, 
the Fleet Finch was a very unique aircraft, 
with lots of very interesting and unusual 
parts installed. Recreating this in the res-
toration was key.  

Our first call was to Harrod, a noted 
Canadian Fleet expert. Harrod has owned 
a Finch for some years, and has acquired 
a huge volume of materials related to the 
Finch. He spent hours and hours on the 

The Commonwealth Air Training Plan 
Museum in Brandon was formed by 
BCATP veterans in the early 1980s. Al-
though there are several Tiger Moths in 
the collection, the museum did not have 
a Finch, an integral part of the story the 
museum tells. Finally, in 2015, the mu-
seum responded to an advertisement of-
fering a Fleet Finch for sale in British Co-
lumbia and a deal was made.

Although the aircraft did not have a cur-
rent annual inspection, it was relatively 
complete, with a low-time engine. The 
owner also made the museum staff aware 
of several issues that would need atten-
tion. As the Brandon museum is a flying 
museum, the plan was always to bring this 
Finch back to original airworthy condition.

After service in World War II, the Charles 
Babb Company purchased hundreds of 
Fleet Finches and sold them into Mexico, 
where they were used for pilot training 
and crop spraying. Most of the surviving 
Fleets have spent some time in Mexico.  

The museum Finch was discovered in 
the late 1960s in a hangar at a Mexican air-
field. The aircraft had a missing data plate, 
but was otherwise complete. The aircraft 
was reassembled and recovered. It was 
also “Americanized,” in that the primary 
flying controls were moved to the rear 
cockpit.  A unique feature of the Fleet bi-

it has made this 
a very special 
addition to the 
museum’s flying 
aircraft

Long-time fleet finch owner cam harrod 

is likely the highest time fleet finch pilot in 

canada, if not the world over. a diehard fan 

of the aircraft, he speaks openly and honestly 

about the fleet finch flying characteristics.  

according to harrod, the fleet is slightly 

more challenging to fly than the tiger moth 

in some respects, and easier in others. in 

flight, the finch is heavier on the controls 

and is much easier to fly. the aircraft trims 

out quite nicely, and will fly hands-off quite 

easily. the 160 hp engine also gives a dis-

tinct power advantage over the finch’s british 

friend. Sitting in the front cockpit also gives 

some advantages in visibility over the nose, 

although the pilot does have to look through 

the Kinner’s cylinders on landing.  

Landings are slightly trickier in the finch. 

the aircraft sits very high up on the gear, and 

the design of the landing gear offers some 

challenges. the oleos compress and the gear 

splays outward during landings. with the high 

stance, it makes it a little more challenging. 

the finch also has very effective cable-oper-

ated heel brakes, which can easily cause the 

aircraft to nose over. 

Flying the Fleet Finch
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restoration. Harrod was able to provide 
detailed specifications of the equipment 
installed on the Finch.  

Almost every part of the Finch was 
unique in some way. The instrumenta-
tion was all vintage Kollsman prod-
ucts, much of it sourced through the 
Antique Parts Exchange on Facebook. 
The original compasses were Kolls-
man 132B models, which had a unique  
bubble face. These were sourced in 

phone educating museum volunteers on 
the aircraft. Early on, he advised that for the 
aircraft to look correct and fit the museum’s 
mandate, it had to have the impossible-to-
find canopy and the correct equipment. 

Through the Antique Aircraft Parts 
Exchange group on Facebook, word was 
put out that we were looking for a canopy. 
One contact led to another, which ulti-
mately led us to a gentleman in Rogers, 
Arkansas, who had several Fleet canopies, 
and a large assortment of parts. A deal 
was made, and after a 32-hour round trip, 
the parts arrived home. The parts collec-
tion was also great, in that many unique 
Canadian items were found in this pur-
chase. The impossible had just happened. 

Through Harrod, it was learned that 
the rights to produce and manufac-
ture the Fleet biplanes had been sold in 
the 1950ss to a man from Pennsylvania 
named Hugo Bartel. To our surprise, Hu-
go’s son Chris still runs the Fleet Aircraft 
Company, and still provides parts and 
support to these aircraft. Another friend-
ship was quickly made with Bartel, as he 
supplied all sorts of rare parts and valu-
able information. Harrod and Bartel are a 
treasure chest of knowledge about these 
aircraft, and have become true friends. 
Their hard work and time spent has 
added considerably to the quality of this 

the U.S. Even the magneto switch was 
unique in the Finch. Fleet used a rotary-
type switch that was turned on and off 
by pulling an interconnecting rod be-
tween the two cockpits. The switch was 
very similar to that used in the Curtiss 
Jenny biplane. The only change was the 
addition of two isolation buttons to al-
low testing of each magneto. This switch 
was sourced through Blue Swallow Avi-
ation in the United States. All original 
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finch restoration

all the shrouds. These parts are almost as 
impossible to find as the canopy was. Al-
though the aircraft will likely fly with the 
R-540 series engine, the correct R-5 series 
engine will be installed shortly.

As it was one of the very early RCAF 
in the BCATP program, it has made this a 
very special addition to the museum’s fly-
ing aircraft. The museum is aiming to have 
the finest Fleet Finch restoration in the 
world. The aircraft will be as correct and 
accurate as possible, and will even have 
the correct flare pistol and mount installed.  

  The museum flying group is aiming 
to have this aircraft in the air by the sum-
mer of 2019 and fly it to AirVenture in  
Oshkosh. 

hardware was also used throughout the 
restoration. Fleet used mechanical lock 
nuts and a unique “Fleet Clamp” and 
“T Nut” of their own design. In keeping 
with original practices, no cable swedg-
ing was used, as Fleet used the US Navy 
tuck splice, which was wrapped in cord 
and shellacked.  

During the latter part of the restoration, 
the issue of the missing serial number 
kept coming up. Through research of the 
parts on the airframe, it was determined 
that the museum’s Fleet had numerous 
parts marked “FAL 249 R.” Through doc-
uments from Harrod, and an old RCAF 
specification, it was determined that this 
Fleet was actually Serial Number 249, 
which was the seventh Finch off the line 
for the RCAF, and was the seventh Fleet 
Finch R built with the 160 hp engine and 
the installed electrical system. It is one of 
27 built for the RCAF prior to the start of 
the war, and had been numbered 1007. 
Transport Canada was exceptional at 
helping research this issue.

During the Fleet’s time in the U.S., it ac-
quired an American Kinner R-540 160 hp 
engine. Although outwardly correct, this 
wasn’t the correct model of engine installed 
in the first 27 Fleet Finch R’s. The engine 
also was missing the shrouds for the car-
buretor heating system, and the intensifier 
for the cabin heat. Recently, the Canadian 
Museum of Science and Technology was 
able to transfer an original Kinner R-5 Se-
ries 2 engine, complete with exhaust and 

fleet aircraft Limited was founded in fort erie, 

ontario, in 1930 by maj. reuben hollis fleet; 

an american aviator from the first world war. 

after the war, he took a job with the fledg-

ling gallaudet aircraft corporation. Seeking a 

different direction, he acquired some of their 

preliminary designs for training aircraft and 

started the consolidated aircraft corporation 

of buffalo, new York. fleet always had a spe-

cial interest in training aircraft for the military. 

when the remainder of his board of directors 

at consolidated aircraft expressed concerns 

about his design for a primary trainer, fleet 

decided to acquire the design himself, and 

start fleet aircraft Limited. planning to export 

the aircraft abroad, fleet met a canadian 

named jack Sanderson, and together they 

started fleet aircraft in canada.  

the rcaf purchased several well-liked 

fleet fawns in the 1930s. fawns were rugged, 

well-built, tough, and reliable. the rcaf was 

impressed with the design, and in 1937 sug-

gested a few improvements for future models.

a new model with a 160 hp engine, night 

equipment, additional instrumentation, and a 

blind flying hood was proposed. the updated 

design was called the finch i (model 16r), 

and 27 were built in 1938.

by the fall of 1939, canada had declared 

war, and 400 finches were ordered. fleet 

contacted Kinner to inquire about the avail-

ability of the r-5 series (160 hp) engine. due 

to a deadline for the uS military contracts for 

the ryan recruit, Kinner could not provide the 

required r series engines for fleet. as a com-

promise, the b series engine was available, 

which developed 125 hp. as it was wartime, 

the rcaf accepted, and the new type was 

named the finch ii (model 16b).

fleet went on to produce about 1,900 cor-

nells and parts for the avro Lancaster. after 

the war, they produced the canuck for the 

civil market, before ceasing production of 

their own designs. fleet moved into specialty 

parts manufacture for other aircraft compa-

nies, where it still continues to this day.

Fleet aircraFt in canada Thousands of airworthy military 
aircraft have been scrapped 
over the years to protect  
private industry.
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hangar taLK with jack schofieldflying stories

All In A DAy On The COAsT

Air Bud

n the harbour at Port Mc-
Neill, on the north end of 
Vancouver Island, there 
is a government seaplane 

dock. You gain access to this dock from 
the town’s pier, which serves BC Fer-
ries. At zero tide, the gangway from the 
pier down to this dock is very steep, the 
wet wooden planks are slippery, and the 
cleats are quite far apart. One needs to 
take great care when descending. 

Such was the scene one drizzly after-
noon when I docked my Cessna 185 to 
await the arrival of two brothers, who 
had chartered the plane for a trip to the 
logging camp at Kingcome. The older 
brother, Charlie, arrived first and made 
it down the steep gangway, exercising 
great caution. Despite having spent the 
day in the local pub, Charlie was more 
or less in charge of himself. He and his 
brother were huge men — not fat, just 
big — and even when cold sober had  
a happy disposition. We waited quite  
a while for Clarence. “He’s bringing 
the groceries,” was Charlie’s explana-
tion, so we stood beside the airplane  
making light conversation—very light 
conversation. 

i
Clarence arrived about 10 minutes lat-

er with his arms full of the “groceries”—
four flats, each with 24 cans of Bud. We 
yelled at Clarence to wait before stepping 
onto the ramp — we would help him 
with his cargo — but we were too late. 
Clarence stepped onto the ramp and im-
mediately slipped, throwing the four flats 
into the air as he truly went ass over tea-
kettle down the slope. The sky darkened 
noticeably from 96 cans of Budweiser 
raining down upon us from above. As 
cans exploded on the dock and others 
plopped into the ocean, Clarence came to 
us in a blur of arms and legs, rolling right 
onto the seaplane’s dockside pontoon. 

I expected to be a pallbearer at his 
memorial, but instead, we were regaled 
with a peal of laughter as Clarence 
picked himself up and started searching 
for Bud survivors. While the cans that hit 
the dock were all lost, those that went 
into the water were intact and a feature 
of Budweiser that the brewery fails to ad-
vertise is the fact that they float. 

The two big men got aboard the Cess-
na, with their remaining “groceries,” 
and each took a seat on the same side 
of the plane — Charlie up front with 

me, while Clarence sat down behind 
his brother on the rear seat — about 600 
pounds on the starboard side. It took me 
quite a while to get Clarence to move 
over and to belt him in, but we finally 
got underway for a flight of about 20 
minutes to Kingcome. Charlie, seated 
in the co-pilot seat beside me, decided 
it was time for sleep and he sagged 
against me, his body overflowing the 
seat and completely covering the flap 
lever. I tried to push his massive frame 
over in order to gain access to the lever 
as we prepared to land on the Kingcome 
River, but to no avail, so I rolled the  
airplane into a near aerobatic roll, and 
he fell against the door as I pulled on  
20 degrees of flap and made good the 
landing. 

At the dock, Clarence got out okay, but 
Charlie was still asleep. His friends, wait-
ing for the brothers on the dock, strug-
gled to get him out of the plane. While I 
pushed him from the far side, they pulled 
him and he fell out of the aircraft onto the 
dock where he awakened and waved to 
me — “Goodbye, Uncle Jack,” he said 
with his inimitable grin. “It was a great 
flight.” iL
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Down East atlantic flying With Don LEDgEr

Waste of War
Thousands of surplus aircrafT desTroyed
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t was the late 1980s. I was 
standing at the airfield with 
ex-Royal Canadian Air Force 
pilot Rod Bays. Bays had 

joined the Air Force during World War II. 
Near the end of the war, he told me, he was 
traded temporarily to the United States 
Navy, as part of an exchange program. 
Bays found himself flying F-4U 
Corsairs off the deck of an Ameri-
can carrier in the South Pacific.

One morning, Bays was 
grounded by the flight surgeon 
for a suspected cold. His aircraft 
was taken on a mission by anoth-
er pilot who took some fire and 
returned to the carrier with sev-
eral bullet holes in his wings and fuselage. 
Bays was assigned a beautiful brand-new 
Corsair the very next morning. 

Cleared by the flight surgeon, he got 
permission to wring the new aircraft out 
in a few circuits around the carrier fleet. 
He returned to the carrier and went below. 

I
During lunch, an announcement came 
over the PA system that war with Japan 
was over and the Japanese leaders had 
signed terms of surrender. 

This was great news for everyone. But 
that very afternoon, the pilots aboard the 
carrier watched as most of the Corsairs 
were dumped over the side into the Pa-

cific Ocean. “There were a lot of pilots 
with tears running down their cheeks that 
afternoon,” Bays told me. He retired from 
the RCAF in the 1970s, with the CF-104 the 
last fighter aircraft in his logbooks. He had 
a Bellanca Cruisair to keep him airborne 
during his retirement.

About 10 years later,  I was changing the 
oil in my Cessna  172  in the large hangar at 
Stanley Airfield, a holdover from the war 
years. A fellow approached me and said 
he had worked on Tiger Moths and Fleet 
Finches in that hangar during the war. 
“One of my last chores was to dismantle 
the aircraft for shipping,” he said. He told 

me new motors were pickled and 
put in barrels, and the wings were 
removed from the used aircraft, 
which then were stood on their 
noses on wooden pallets. Some 
new aircraft were still in their 
crates. Days later, a fleet of flat-
bed trucks arrived. Forty aircraft 
were loaded on the flatbeds and 

shipped to a remote site near Scoudouc, 
New Brunswick. According to the main-
tenance engineer, “a wide trench was dug 
and the aircraft were placed in this trench, 
run over by a grader and buried.”

Well, that ruined my whole day. I had 
reason to believe this story, because a 

When WWI ended, the AllIes 

hAd thousAnds of surplus 

AIrcrAft
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friend of mine in the services told me 
some years before how he had super-
vised the destruction and burial of sur-
plus fridges, Jeeps, cots and any number 
of items when the war ended. Again they 
were buried in New Brunswick. I presume 
these were aircraft and materials just from 
Atlantic Canada.

What was the reason for this wanton de-
struction of  items — particularly warbirds 
— that are in great demand today?

When WWI ended, the Allies had thou-
sands of surplus aircraft. In an effort to 
recover some of the governments’ invest-
ments, they sold many of those aircraft 
to the general public. The JN-4 trainers 
were a favourite, many of them still in 
their original crates. Dozens were sold in 
Canada to private concerns for $50, which 
was many hundreds of dollars cheaper 
than a new factory-built aircraft after the 
war. The aircraft industries in Canada, the 
United States and England suffered, and 
many did not survive. 

Wayne Cave was presented with the DCAM  
Award by Adam Wright, who was representing 
Jane Abramson in her absence.   

With history in mind, agreements were 
signed between the governments who 
fought in WWII and private aircraft indus-
tries that the manufacturers would be pro-
tected from cheap surplus aircraft after the 
war. The air forces and navies took this cov-
enant seriously and destroyed those aircraft 
that were not needed for national defence.

Some warbirds survived. Some were 
sold off to smaller countries around the 
world that were not seen as competi-
tors. Spitfires went to Spain from the UK. 
Canada bought 100 new P-51s just before 
the war’s end; many of those and more 
from the United States ended up in South 
America and Africa. Transport aircraft 
were in huge demand at the war’s end for 
commercial use, but had to be carefully 
disposed of due to the agreements signed 
with private aircraft manufacturers. 

To advance, promote and  
preserve the Canadian  

freedom to fly.

As a COPA member you’ll enjoy 
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AVIATION CAREERS
Commitment to Safety

a dedicated long-time instruc-
tor who helped develop curriculum for 
a post secondary degree is the winner of 
the David Charles Abramson Memorial 
Flight Instructor Safety Award.

Wayne Cave, who works for the 
fixed wing division of Chinook Heli-
copters’ training facility in Abbotsford, 
B.C.

He received the award at the Air 
Transport Association of Canada meet-
ing in Vancouver in November.

Cave worked at Coastal Pacific for 
14 years and while there developed 
and updated the curriculum for the  
Bachelor of Business Administration 

Aviation Degree Program. His commit-
ment to safety has rubbed off on thou-
sands of pilots who moved through 
training at Abbotsford over the years.

“His work ethic and commitment 
to safety are second to none,” said the 
news release announcing the award. 

In his acceptance speech he touched 
on the instructor shortage plaguing  
Canadian flight schools.

He said the time has come to find 
“novel solutions the ongoing short-
age of experienced people to mentor 
and guide new instructors if we are to 
maintain our high Canadian standards 
of safety and training.

Diamond offers a full range of modern, safe, efficient and reliable single and twin engine aircraft, along 

with professional high fidelity Diamond Simulation flight training devices to cover all flight training needs.

High quality, innovative technology and the envy of the ramp. That’s Diamond.

1-888-359-3220   |   www.diamondaircraft.com

DIAMOND AIRCRAFT: THE MOST COMPREHENSIVE 
FLIGHT TRAINING AIRCRAFT IN THE INDUSTRY TODAY 

abramson award Goes to Wayne Cave
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AVIATION CAREERS

Leaders in Advanced 
Aviation Seminars

I F R  S e m i n a r s

A T P L  S e m i n a r s

   
A v i a t i o n  G o a l s
   

R e a c h  y o u r  

T o d a y !

Given the inadequate number of 
new entrants into the various trades and 
other opportunities available in the avia-
tion industry, it is understandable why 
there are many initiatives underway to 
attract more people to an aviation career. 
Many of these efforts are undertaken by 
employers, and other by educational in-
stitutions. Not many are undertaken at a 
personal level.

In Ontario, a not-for-profit that goes 
by the name of Ready Set Fly (RSF), was 
formed by Matthew Kasiuk to educate 
high school students on the broad variety 
of aviation careers available. He and two 
colleagues go to high schools throughout 
Ontario making presentations that focus 
on: creating awareness of career opportu-
nities in aviation; highlighting the skills 
and education needed to achieve a spe-
cific career; and building an industry net-
work to connect students and aviation 
organizations.

Founder Kasiuk is joined in his efforts 
by fellow speakers Bruno Tucci (an AME) 
and Josie Stolarz (an inflight training  
specialist).

Kasiuk has experienced a number of 
different occupations, any one of which 
could have led to a successful and satis-
fying career. He started training for his 
pilot’s licence as a young teenager before 
completing Georgian College’s Aviation 

Management program, after which he 
began working as a marketing coordina-
tor at a flight academy. It was there that 
Kasiuk began formulating his vision for 
RSF. Kasiuk then went on to work as a 
crew scheduler for Porter Airlines before 
landing his current job as a Operations 
Control Manager at Air Canada partner 
Sky Regional Airlines. His love of the 
aviation industry motivates him to share 
his passion with others.

“So far this year, we’ve made 75 pre-
sentations to over 2,500 young people,” 
Kasiuk told COPA Flight, “We do this in 
our free time.”

Although the organization has aspi-
rations of going national in an effort get 
their messages out to as many young peo-
ple as possible, Kasiuk and his team have 
been kept busy in their home province. 
Kasiuk adds, however, that “If there’s a 
high school out in Vancouver that wants 
me to make a presentation, I’ll fly out 
during my four days off and do it.”

RSF has partnered with a number of 
aviation companies and organizations, 
including Air Georgian, Jazz, Royal Ca-
nadian Air Cadets (Ontario Committee), 
Sky Regional Airlines and Ottawa Avia-
tion Services, among others.

Contact ‘Ready Set Fly’ at info@
readysetfly.ca or 705-321-9265 for more 
information. 

Ready, Set, fly!
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the CoPa/air Canada Pilots Asso-
ciation Career and Scholarship Guide  
has been a big success with all sectors 
of the industry facing the challenges of  
recruitment.

Although it contains valuable infor-
mation on how those who might already 
be interested in aviation as a career, it’s 
not as much a “how to” as it is a “why 
to” guide on what makes those careers 
so great.

For any number of reasons, aviation 
has lost some of the appeal that used to 
keep pilot ranks full to overflowing and 
job prospects difficult to find for those 
entering the industry.

In just a few years, the so-called pilot 
shortage has hit full force and companies 
at all levels and the military are clamour-
ing for fresh blood.

The guide features articles with people 
involved in all facets of the industry de-
scribing their jobs and the great benefits 
they enjoy as pilots, in maintenance and 
operations.

If your company has a great story to 
tell, we need to hear from you to help 
spread the word. If the guide can help 
in your recruitment efforts, email russ@
copaflight.ca and we can send you some 
copies.

If your company, educational institu-
tion or non-profit groups offers aviation 
related scholarships not listed in the 
guide, let us know and we’ll make sure 
they’re included.

The next guide will be printed next 
April but we’re starting to assemble it 
now to ensure it’s an even more compre-
hensive tool for both industry and poten-
tial career seekers to get together.

We look forward to hearing from 
you. 

CaReeR and 
SCholaRShiP 
Guide
Contact us now  
to Get involved

if you are a canadian flight training student and would like to enter the viP draw  
each issue to win your own flight bag, please send canadian aviator your name, the licence 

or endorsement you are training towards, the flight school you are training with,  
and your personal contact information. 

Send your flight training detailS to:
fax: 250.658.6576 | email: katherine@canadianaviator.com

enter to win
the winner of this issue’s viP Pilot centre flight bag draw  

is daniel bohorquez who is training for his PPl 
at cargair trois-rivières.

flight training 
bag is Provided 
by viP Pilot



Miles to Millions
The dim instrument lights reflect on the 
faces of the 3-man crew of an Air Canada 
747 approaching V1 on the rain-swept ac-
tive at London’s Heathrow. The First officer 
that night was our author, Bill Grenier, who 
explains that something had caused him to 
look toward the left seat. That “something” 
was the fact that the captain had slumped 
over in his seat and was no longer involved 
in the takeoff process. This is how Bill Greni-
er opens his book and the excitement builds 
as this pilot relates his flying experiences 
from ab initio days to senior captain of the 
line, all revealed in a page-turner he calls 
Miles to Millions. Those “millions” aren’t 
miles, by the way, but dollars earned, as we 
are treated to how high finance became a 
dual profession for this pilot. Bill’s life reads 
like a Dow Jones Average on wings.

Author: Captain Bill Grenier
Price: $35.95 (incl. shipping)

Book Shelf

Bush Hawk  
(Undaunted Belief ) 
An important chapter of Canada’s avia-
tion history is told for the first time in a 
new book by S.R. (Rick) Found titled Bush 
Hawk (Undaunted Belief) The Found fam-
ily’s name is famous among bush pilots, 
worldwide, for having built a tough little 
freighter aircraft designed for hard service 
in Canada’s wilderness. The author’s fa-
ther, Sherman, along with his uncle Nathan 
(Bud) Found with financial backing from 
department store magnate John David Ea-
ton took on the herculean task of gaining 
FAA certification for their dream aircraft. 
Despite both financial and engineering 
set-backs they hung in and produced an 
airplane that outperformed anything be-
ing then imported from the United States. 
So why, with an industry begging for the 
plane, were only 27 aircraft produced? Fi-
nancial consultants and timid bankers did 
the trick and crashed the Found FBA-2C 
before it could gain altitude. For 15 years 
the rights to manufacture lay in Eaton’s 
vault, but (Undaunted) Bud Found did 
the Phoenix from the ashes thing and the 
Bush Hawk flew once more. Don’t wave 
the maple leaf just yet as what is known 
as angel money became the devil’s own 
and the Founds lost their Bush Hawk  
to investors once more—this time across 
the seas from where it is about to reappear 
in international skies.

By S.R. (Rick) found
Publisher: Canadian Aviator Publishing 
ltd. Imprint of Coast Dog Press
Price $34.00: (incl. shipping)

The Coast Dog Series
These are Schofield’s three books that were destroyed in a warehouse fire and 
brought back to life by an enthusiastic aviation community who ordered sufficient 
numbers of sets to finance the reprinting. Wow! That’s something of a mind-boggling 
story. Flights of a Coast Dog — a BC book award and west coast bestseller along 
with its sequel, Coast Dogs Don’t Lie and some significant BC aviation histories in 
a revised edition of No Numbered Runways makes up the trio of great flying yarns 
with a BC Coastal flavour. 

Author: Jack Schofield | Publisher: Coast Dog Press
Price for the set of 3 — $93.00 (incl. shipping)
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Fling Wing and 
Finding Nimmo
FLING WING and FINDING NIMMO 
are two different stories about the sa-
mething—Fishing the British Columbia 
Coast—Heli Fishing that is, an invention  
ofPeter Baratt of West Coast Helicopters 
and Craig Murray of Nimmo Bay Resort. 
A fabulous 300 page book on Nimmo Bay 
Resort and 150 pages of Fling Wing or  
the horizontally challenged.

finding Nimmo: $39.00 | fling Wing:
$24.95 | Buy both for $65.00 (incl. shipping)

Vertical Horizons
Author Doug Grant was a long-term employee of Okanagan Helicopters and  
has put together an amazing fluidly written and comprehensive history of this 
pioneer company. OK, as they soon became known, achieved world renown from 
humble beginnings in British Columbia’s interior by developing a mountain  
flying technique that is still a fundamental of helicopter flight training. Teach-
ing the US army was just one of the achievements of founder, Carl Agar, who 
became known as Mr. Helicopter as he took the company into world prominence.  
Grant has not missed one other outstanding feature of Okanagan Helicopters—
hundreds of former employees still speak of the pleasure they experienced  
in working for this pioneer Canadian company.  

Author: Doug. Grant
Publisher harbour Publishing ltd.
Price: $55.95 (incl. shipping)

Hangar Flying 
Tales from the Flight Deck is a great 162-
page full colour gift for an aviator friend 
who might just be yourself. Six profession-
als tell stories from their log books and 
some outstanding  aviation artists illus-
trate with acrylic paintings and pen and 
ink sketches and now, for the first time, a 
twenty-first century painting by a digital  
Raphael and that’s not finger painting. 
Priced at $31.00 CAD we can mail it to 
you for $7.00 anywhere in Canada. Perfect 
under the covers reading during winter’s 
blast.

Author: Jack Schofield | Price: $44.00 
(incl. shipping)
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to order: visit aviatorsbookshelf.ca, email russ@canadianaviator.com or call 1-800-656-7598

Best Seat in  
the House
Jim Griffith and Trans Canada Airlines 
were both born at about the same time 
and grew together over the decades, 
helping knit the expansive country to-
gether and becoming consummate pro-
fessionals. Griffith first joined TCA when 
North Star piston airliners rattled the 
windows on long cross-country flights 
over the Canadian landscape. Griffith 
experienced the history of Canada’s na-
tional airline and this book tells the story 
of both.

By Jim Griffith
$34 including shipping
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65HP Rotax©
582 Model 99

912 & 914
912iS Sport

Series Engines

website: http://RotechMotor.ca email: sales@Rotech.ca

Contact our Network of Dealers (see ‘Canadian Repair Centers’ on our website) or Call Us at 236-600-0137
See ROTECHMOTOR.CA for ENGINE SPECIALS

ROTECH MOTOR LTD.
Telephone 236-600-0137 ~ Fax 236-600-0138

141HP!

&

Here’s wHat we can do for you:
Architectural & Engineered  

Drawings
Municipal Applications & Permits
Airport Applications & Approvals

Transport Canada & NavCan Applications
Complete Construction

Questions? Phone 519.857.7639  
or visit www.secandco.com

If you already have a design or  
drawings, send it along for a free estimate. 
Email (CAD or PDF) to info@secandco.com  

or fax 519.679.2200

we design and Build Hangars
Individual • Corporate • FBO’s • T-Hangars

Flight Training Courses  •  DVDs  •  Headsets  •  GPS  •  Radios  
Flight Bags  •  Kneeboards Flashlights  •  and Much More

sportys.com
fax:1(USA) 513.735.9200   phone: 1 (USA) 513.735.9000

Clermont County/Sporty’s Airport   2001 Sporty’s Drive   Batavia, OH 45103-9747   USA

Canadian Aviator 08:Canadian Aviator 08  9/12/08  2:46 PM 

Flight Training Courses • DVDs 
Headsets • GPS • Radios 

Flight Bags • Kneeboards • Flashlights 
 and Much More

sportys.com
fax:1(USA) 513.735.9200 

phone:1 (USA) 513.735.9000
Clermont County/Sporty’s Airport 
2001 Sporty’s Drive Batavia, OH  

45103-9747 USA

To advertise in Service Centre contact Katherine Kjaer P: 250.592.5331 | E: katherine@canadianaviator.com

Professional seaPlane Training
“wesT coasT” bush and mounTain courses

PiTT meadows, bc, canada

SeAPlAne TRAininG | FliGHT TRAininG | CHARTeRS | SiGHTSeeinG

604.454.8162 | tom@islandcoastalaviation.com | www.islandCoastalAviation.com
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Toronto Buttonville Airport
2833 16th Avenue

P.O. Box 220 Markham, ON
905.477.7900 | 416.399.5247
apagrazzi@apexaircraft.com

apexaircraft.com

Your Source for
Quality Aircraft in Canada!

2005 Cirrus SR20 — $159,000 USD

1981 Cessna 414A — $439,000 USD

2002 Piper Super Cub — $74,900 USD

2004 Cessna T182T Skylane 740TTSN
$259,900 US

1986 Beechcraft B36TC Bonanza
$290,000 USD

2012 Cessna Turbo 206H Amphibian
$625,000 USD 

Toronto Buttonville Airport

905-477-7900
apexaircraft.com

Your Source for 
Quality Aircraft in Canada!
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photo puzzle key from last issue

Puzzle Answers from last issue: 
1) red circle removed from centre of far wing decal
2) passenger added 3) red and white circles removed from decal 
on body of plane 4) Writing removed from side of cockpit
5) Gun from closest wing removed 6) red stripe removed from 
closest wing 7) Number 4 removed from body of plane
8) rear wheel removed 9) White stripe removed from decal on 
tail of plane 10) Boat removed from water at rear of the plane

Flight bAg
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1-a
2-b
3-a
4-c
5-c
6-c
7-a
8-a

REFRESh YOUR MEMORY
1.	 In	which	scenario	will	you	likely	glide	farthest		

with	power	off?
a. With the propeller stopped, into a headwind,  

the nose slightly low
b. With the propeller windmilling, with a tailwind
c. With the propeller windmilling, into a headwind, 

the nose slightly low
d. With the propeller stopped, with a tailwind,  

the nose slightly high

2.	 In	a	turn,	which	forces	are	no	longer	in		
equilibrium?

a. lift and drag
b. lift and weight
c. thrust and drag
d. thrust and weight

3.	 The	lift	force	always	acts	how?
a. at 90 degrees to the wing span
b. in equilibrium with the aircraft’s drag
c. in opposition to the aircraft’s thrust
d. along the longitudinal axis of the aircraft

4.	 Which	of	the	following	is	true	when	steepening	
	the	bank	angle?

a. the stall speed will decrease
b. the slower will be the rate of turn
c. the higher will be the stall speed
d. the lower will be the aircraft loading

5.	 Which	of	the	following	occurs	in	a	climbing	turn?
a. the outer wing slows down relative to the  

inner wing 
b. the inner wing gains extra lift relative to the  

outer wing
c. the outer wing gains extra lift from its speed  

and greater angle of attack
d. the inner wing gains speed relative to the  

outer wing

6.	 How	might	turbulence	cause	a	stall?
a. By abruptly changing the balance between lift  

and weight 
b. By spontaneously changing the speed of the 

aircraft
c. By abruptly increasing the angle of attack at a  

low airspeed
d. By forcing the aircraft into an unintended dive

7.	 Why	remove	loose	snow	and	slush	on	lifting		
surfaces	before	take-off?

a. they could freeze to the wing owing to a  
temperature decrease caused by increased airflow

b. they could seep into wing tanks inhibiting fuel flow 
to the engine

c. they could negatively impact control surface 
deflection

d. they could alter the yawing of the nose during  
the take-off run

8.	 What	is	true	of	a	spin?
a. the airspeed is constant and low
b. the airspeed is constant and high
c. the airspeed is increasing and low
d. the airspeed is increasing and high

REFlEctiOnS
 Hand flying a visual approach into an airport surrounded by high mountainous 
terrain on a beautiful day always puts me in a good mood. The sun shines off the 
snowy white peaks and in the fall the forest is dressed in orange and red, it really 
is a sight to see. This sometimes gets me thinking about what I have yet to accom-
plish in my career, but do I really need more?

 I often get asked if I want to fly longer routes and larger aircraft later on in 
my career or stick to regional flying. I always seem to answer not necessarily, all 
I really want is to be happy.  I started flying for the love of flying but that means 
something different for every pilot. Some love flying because of the traveling and 
some are more like me and simply like flying because of the feeling you get while 
you’re behind the controls, The rest is a bonus. Unfortunately if I were to change 
paths it would come at a cost. I’d take a cut on many things including lifestyle for 
the first few years and seniority would take a while to gain as I’d be junior again. I 
need to figure out for myself if this sacrifice is worth taking or not and if I’m will-
ing to give up the short flights I love. Happiness for me is not about how big the 
aircraft is, conditions and lifestyle outside of work is more important but the other 
side of me is always up for a new challenge. This is a good dilemma as I know in 
both cases I’ll be just as happy and content. 

SAM’S JOURnEY By samuel Daigle

SPOt thE 8 DiFFEREncES
Although	early	Fleets	were	a	little	ungainly	in	appearance,	they	quickly	earned	a	reputa-
tion	for	durability	and	good	flying	characteristics,	perfect	qualities	in	a	trainer.	They’re	
also	full	of	wires	and	struts	and	things	hanging	off	the	fuselage	where	the	inventive	mind	
of	our	PhotoShop	expert	can	mangle	them	at	will.	Good	luck	with	this	one.

An EASY OnE
This	was	an	easy	one	so	most	of	our	entrants,	many	of	whom	have	had	a	lot	of	practice	at	
these	puzzles,	mostly	spotted	all	of	them.	In	fairness	to	our	PhotoShop	expert,	the	Spitfire	
is	such	a	sleak	and	slippery	design	all	he	really	had	to	work	with	was	the	paint	scheme.

Photo Puzzle
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subscribe today!
1.800.656.7598 | www.canadianaviator.com

SUBSCRIBE + SAVE!
one year subscription  

only $26!*
* Taxes may vary by province.

july/august 2017 $6.95
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Canadian Spitfire reborn: Take a Ride in a Living Legend
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AERORECIP.COM | 1.800.561.5544 | INFO@AERORECIP.COM

Involving more than 100 labour-hours for a set of P&W R985 cylinders, TFTBO™, 
or Trouble Free to TBO, is the most comprehensive Transport Canada approved 
cylinder overhaul process in the world. We’re so confident in TFTBO™ that we 
stand behind our cylinder work with an unprecedented warranty against head 
and barrel leakage and/or separation that lasts to your engine TBO.

G U A R A N T E E D  P E R F O R M A N C E ,  

GU A R A N T E E D  T R OUBL E-F R E E


	CAV_JANFEB19_01_COVER_FINAL_PROOF
	CAV_JANFEB19_02-03_FINAL_PROOF
	CAV_JANFEB19_04-05_WALKAROUND_FINAL_PROOF
	CAV_JANFEB19_06-13_Waypoints_FINAL_PROOF
	CAV_JANFEB19_14-15_HEALTHY_FINAL_PROOF
	CAV_JANFEB19_16-17_RIGHTSEAT_FINAL_PROOF
	CAV_JANFEB19_18-19_FLOAT_FINAL_PROOF
	CAV_JANFEB19_20-21_PEP_FINAL_PROOF
	CAV_JANFEB19_22-23_VECTORS_FINAL_PROOF
	CAV_JANFEB19_24-25_THE_ROCK_FINAL_PROOF
	CAV_JANFEB19_26-27_EXPERT_FINAL_PROOF
	CAV_JANFEB19_28-29_LAKEVIEW_FINAL_PROOF
	CAV_JANFEB19_30-31_EYE_FINAL_PROOF
	CAV_JANFEB19_32-33_STRAIGHT_FINAL_PROOF
	CAV_JANFEB19_34-37_FEA_TRAINING_FINAL_PROOF
	CAV_JANFEB19_38-43_FEA_FINCH_FINAL_PROOF
	CAV_JANFEB19_44-45_DOWNEAST_FINAL_PROOF
	CAV_JANFEB19_46-49_CAREERS_FINAL_PROOF
	CAV_JANFEB19_50-51_BOOKSHELF_FINAL_PROOF
	CAV_JANFEB19_52-53_ServiceCentre_FINAL_PROOF
	CAV_JANFEB19_54-55_Flightbag_FINAL_PROOF
	CAV_JANFEB19_56_OBC_FINAL_PROOF

