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Continental breakfast, lunch and  
coffee breaks provided.

Cost: $200 or FREE with  
Central AME Association Trade Show  

Registration. Visit camea.ca to register.

LIMITED CAPACITY 

Contact Tracey Gregorash to reserve your space  
now at tgregorash@aerorecip.com or 1.800.561.5544.

Join us for a shop tour following the training session
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Puzzle, Questions, Sam

34 Life’s 
AutorotAtions
Kevin walline’s life in aviation 
started with helicopters and 
while he rose to the very 
pinnacle of success as an airline 
pilot, that rotary wing itch just 
wouldn’t go away. He’s now 
the proud owner of a Bell 47 
and relishing the new flying 
challenges it offers.
By Rich Pittet

41 AmericAn HALL 
of fAmer
not all of those in canada’s 
aviation Hall of Fame are 
canadian born and last year the 
Hall inducted david Fairbanks, 
who flew Spitfires and tempests  
for the rcaF in the Second world 
war and later became a canadian 
citizen and was a test pilot for 
de Havilland on all its major 
programs. this year’s inductees 
have also been announced.

44 eLectric 
AirLiner
it might look a lot like a regular 
de Havilland Beaver but it sure 
won’t sound like one when 
Harbour air’s Greg mcdougall 
lifts it off the Fraser river for the 
first time. the airline founder 
and aviation visionary is betting 
the economics of the electrically 
powered aircraft will make his 
airline a profitable leader in the 
next age of aviation.
By Steve DRinkwateR

January/FeBruary 2020  voLume 30 number 1

www.cAnAdiAnAviAtor.com

n 

n 

ntHis issue

34

44

on tHe cover

Kevin Walline  
is enjoying getting 

back to his aviation 
roots in his Bell 47. 

Photo by  
Eric Dumigan.
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Prairie Aircraft Sales Ltd.
408C Otter Bay, Springbank Airport, Calgary, Alberta T3Z 3S6 
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1973 PiPer PA28-235, Low Time, weLL equiPPed

2001 cessnA Ti82T2014 GrAnd eX, BeAuTifuL, 420 TTsn

1965 commence 400, 2992 TTsn

MONARCH PREMIUM CAPS
Premium Stainless Steel
Umbrella Caps

for your Cessna 177 through 210

www.hartwigfuelcell.com info@hartwig-fuelcell.com

US: 1-800-843-8033
CDN: 1-800-665-0236

INTL: 1-204-668-3234
FAX: 1-204-339-3351

NEW TANKS - 10 YEAR WARRANTY

Keeping aircraft in the air since 1952

SPECIALIZING IN
BEAVER & OTTER

FUEL CELLS

QUOTES ON:
Cherokee Tanks
Fuel Cells & Metal Tanks
Repair, overhauled & new
Technical Information or
Free Fuel Grade Decals

Keeping aircraft in the air since 1952
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Transport Canada Takes Charge

 was pretty surprised in my 
early discussions with Nav 
Canada about the phased 
implementation of manda-

tory ADS-B Out equipage that Transport 
Canada wasn’t really in the picture for 
that process and that Nav Canada was 
calling the shots.

In my first story I wrote: “Nav Canada 
doesn’t make the rules in Canada. Transport 
Canada will have to issue the regulations re-
quiring ADS-B compliance and so far hasn’t 
indicated those rules are imminent.”

Nav Canada quickly corrected me: 
“IN GENERAL YES, BUT IN THIS CASE, 
THERE IS NO REQUIREMENT FOR A 
REGULATORY CHANGE SO TRANS-
PORT CANADA DOES NOT NEED TO IS-

SUE A CHANGE. PHASE 1 AND PHASE 
2 (Class A and Class B airspace) WILL BE 
IMPLEMENTED THROUGH THE DES-
IGNATED AIRSPACE HANDBOOK.

The DAH is the regularly updated de-
scription of every square inch of airspace 
in the country and Nav Canada, at that 
time, clearly believed it had the unilateral 
authority to block access of huge swaths 
of airspace to some operators by chang-
ing that book.

That was a scant six months ago but 
things have changed significantly now 
that TC has been forced to pay attention, 
thanks to some brisk lobbying by indus-
try leaders. TC has made it clear who will 
be making those rules.

In a letter to Nav Canada in November, 

TC said there were no regulations in place 
to require ADS-B equipage and it expects 
business as usual until there are. “However, 
under the current regulations and practices, 
Nav Canada is required to accommodate 
air operators requesting access to Canadian 
airspace.”

We all like the idea of a nimble private 
enterprise moving quickly to respond 
to technological advancements and the 
Aerion satellite system has some advan-
tages. TC says it wants to work with Nav 
Canada to get it functioning in Canada.

But the airspace is a national asset and 
must be treated as such. The right author-
ity to regulate access to that asset is one 
that represents all of us and is accountable 
to us all. 

I

Walkaround EDiTORiAl By Russ Niles

Ads-B imPlementAtion A regulAtory ProCess

ONE STOP SHOPPING • LOWEST PRICES • SAME DAY SHIPMENT
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ADS-B Update
TransporT Canada seTs The sChedule

Transport Canada has clari-
fied that there will be no 

ADS-B mandate for Canadian air-
space until it has written the rules 
that will govern its implementation 
and the equipment required in air-
craft. In a November letter to Nav 
Canada, the regulator also made 
clear that until those regs are in 
place, Nav Canada will be required 
to allow access to all airspace under 
the rules that exist now.

“…under the current regulations and 
practices, Nav Canada is required to accom-
modate air operators requesting access to 
Canadian airspace,” Jean-Pierre Cote, TC’s 
chief of air navigation services operations 
wrote. “We must continue to work together 
to ensure accessibiity to air operators that are 
not yet equipped with ADS-B technology.”

Cote also reiterated TC’s support for 
ADS-B and is now working on writing 

the regs but there is no timeline for the 
legal underpinning for the implementa-
tion to be in place.

In early 2019, Nav Canada announced 
that it would begin implementation of 
mandatory ADS-B airspace beginning 
with Class A airspace in early 2021 and 
Class B airspace in early 2022. Its intent 
was that all aircraft operating in that 
airspace after implementation would re-
quire ADS-B Out equipment that could 
properly emit signals that the Aireon 
space-based ADS-B system could use for 
safely tracking and separating air traffic.

In October, Nav Canada announced 
that it was delaying implementation of 
ADS-B because many operators told 
it and Transport Canada they couldn’t 
equip their aircraft in time. Then in  
November the company said it was going 
to go ahead with its implementation plans 
and that the new system “will be used on 

a priority basis for suitably equipped air-
craft. Non-ADS-B Out-equipped aircraft 
will be accommodated within the air-
space until a performance requirements 
mandated can be implemented.

To work with the Aireon system, Nav 
Canada says aircraft will need “antenna 
diversity” or antennas that send signals 
up and down. Complicating the imple-
mentation is that many Canadian op-
erators have already installed expensive 
systems that meet the U.S. ground-based 
system requirements that will not work 
properly with Aireon.

Regardless of when the mandate is in 
place for aircraft that frequent Class A and 
B airspace, Nav Canada has said there will 
be consultation with those who habituate 
the lower altitudes, mostly light business 
and recreational flyers and no mandate 
will come into effect for at least a year af-
ter the Class B mandate is in place. ■

>
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FEBRUARY 22-23, 2020 | PUYALLUP WA

SAT, FEB 22 | 9:00 AM - 5:30 PM
8TH ANNUAL NW AVIATION 
CAREER FORUM 
Jobs, education, military transition, training 
& networking for students, new, career & 
mlitary pilots. Airline Meet and Greets for 
career pilots.  This event is now hosted on 
the same day as the Confertnce and TRade 
Show. Register online $25

Sponsored by Alaska Airlines &  Horizon Air

SAT, FEB 22 | 8:00 AM – 5:30 PM
REFRESHER CLINIC 

IA MAINTENANCE 
FAA maintenance renewal seminars in-

cludes conference admission, Seminars, 
certificate.  Register online: $35

SAT, FEB 22  | 9:00 AM – 5:30 PM 
MAINTENANCE COMPETITION 

15+ schools compete for cash & awards

SAT/SUN, FEB 22/23  HOURS: SAT 9:00 AM - 5:30 PM SUN 10:00 AM -4:00 PM 

2020 NORTHWEST CONFERENCE & TRADE SHOW
122,000 sf aircraft and displays, 400+ vendor booths, 75+ hours of seminars. 

Tickets at door $5 /Free 17 and under.  FREE PARKING.  Vendor Booths Available.

(360) 427-5599  •  TOLL FREE  866-922-7469

WASHINGTON-AVIATION.ORG

37th Annual Northwest Aviation
CONFERENCE & TRADE SHOW
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coulson Aviation’s RAds system is the  
U.s. Air Force’s pick for fire retardant  
delivery systems.

cANAdiAN AviAtioN News 20:5 A,N,48,11.041,16,18.132,08/23/2000, wAy.poiNts 20:53:03,zoo,A,NA,N,48,11.041,16,18.132,08/23/2000,20:5 A,N,48,11.041,16,18.132,08/23/2000,20:5 A,N,48,11.041,16,18.132,08/23/2000, 20:53:03,zoo,A,NA,N,48,11.041,16,18.1

Coulson Gets USAF Contract
reTardanT sysTem For C-130h

Port Alberni, B.C.-based 
Coulson Aviation has won a 

prestigious contract from the U.S. 
Air Force to outfit seven C-130H 
aircraft with its proprietary 
Retardant Air Delivery System 
(RADS). Coulson developed the 
system in 2011 for its own fleet of 
C-130s and its effectiveness has 
been noticed.

“We are honoured to have been se-
lected by the United States Air Force. 
This contract award is a testament to the 

> commitment at Coulson Aviation of ex-
cellence in aerial firefighting. We are very 
fortunate to have so many hard working 
men and women supporting operations 
on three continents,” says Wayne Coul-
son, Coulson Aviation. “We are the first 
system in the industry to employ tech-
nology to not only aid and reduce the 
workload of the pilots, but to produce 
a superior drop pattern on the ground,” 
added Britt Coulson, Coulson Aviation.

The USAF Hercules will be assigned to 
the California Department of Forestry and 

Fire Protection as part of the escalating 
battle to protect lives and property from 
devastating wildfires. Lockheed Martin 
is doing the installation of the equipment 
supplied by Coulson at its Greenville, 
South Carolina facilities. When the project 
is complete, more Coulson systems will 
have been installed on large air tankers 
than any other system. ■ c
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Fuel taxes are dropping by two-thirds in Northern 
ontario.

cANAdiAN AviAtioN News 20:5 A,N,48,11.041,16,18.132,08/23/2000, wAy.poiNts 20:53:03,zoo,A,NA,N,48,11.041,16,18.132,08/23/2000,20:5 A,N,48,11.041,16,18.132,08/23/2000,20:5 A,N,48,11.041,16,18.132,08/23/2000, 20:53:03,zoo,A,NA,N,48,11.041,16,18.1

uAvionix Needs 
Volunteer Testers
experimenTal airCraFT To Try new ads-B deviCe

U.S. avionics manufacturer 
uAvionix is looking for vol-

unteers with homebuilt aircraft 
to test a tail-mounted ADS-B Out 
transmitter that could provide an 
affordable means of compliance 
with a Canadian ADS-B mandate.

The company revolutionized ADS-B 
compliance in the U.S. with compact de-
vices that replace the wingtip (skyBeacon) 
and tail-mounted (tailBeacon) position 
lights and have all the electronics needed 
to meet the standards in that country.

Canada’s future ADS-B mandate is a 
little more complicated because the sys-
tem has to communicate with satellite 
transponders that the Aireon system part-
ly owned by Nav Canada will use.

uAvionix has come up with the tailBea-
con X, which will fit most aircraft without 
modification and provide the so-called 
“antenna diversity” (up and down) that 
Nav Canada will need. It will also work 
in the U.S.

> Nav Canada and the Canadian Owners 
and Pilots Association (COPA) are help-
ing out uAvionix and homebuilt owners 
can help expedite the process. Here’s 
what it will entail.
•  uAvionix would provide a complete

system with installation guidance
•  uAvioinx would provide a data logger

for installation in the aircraft
•  the pilot would fly a number of flights,

typically of one-hour duration or more
•  the pilot will need to fly a minimum

number of flights during that period (to 
be determined)

•  the pilot would enter data in a dedi-
cated website link for uAvionix analysis

•  the test program aims to be completed
by the end of Feb 2020 (an aggressive
schedule)

•  at completion of the flight test program,
the participants would get to keep the
equipment, except the data logger, as a
gift in appreciation of their support to
this effort ■

Fuel Tax 
Chopped In 
Northern 
Ontario

It will be a little cheaper
to fly in most of Ontario 

starting Jan. 1 2020 as the gov-
ernment chops fuel taxes by two-
thirds.

The new Conservative fulfilled a cam-
paign promise by reducing the tax to 2.7 
cents a litre from the 6.7 cents southern 
Ontario aircraft operators will continue 
to pay.

“Living in Northern Ontario can bring 
with it a higher cost of living, in part be-
cause of greater reliance on air travel and 
air freight,” said Finance Minister Phil-
lips. “That is why we are helping reduce 
costs in this region by cutting the avia-
tion fuel tax rate.” 

The tax cut will apply to fuel bought 
in the Algoma, Cochrane, Kenora, Mani-
toulin, Nipissing, Parry Sound, Rainy 
River, Sudbury, Thunder Bay, and Timis-
kaming districts, which covers most of 
the province starting about 300 km. north 
of Toronto.

Provincial officials did some math and 
figured the tax reduction could result in 
savings of up to $230 a year for those de-
pendent on aviation for transportation 
and cargo delivery if airlines don’t sim-
ply pocket the savings.■
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Pleased With PuNch
I was pleased to see the item about Punch 
Dickins in your weekly email newsletter 
(October 26, 2019). At Canada’s Aviation 
Hall of Fame, we are always interested 
in seeing things about “members in the 
news,” so I have passed the issue of Ca-
nadian Aviator along to the editor of The 
Flyer, the Hall’s quarterly newsletter. 
Punch was inducted as an original Mem-
ber of CAHF.

On September 30 I retired from the po-
sition of historian for Canada’s Aviation 
Hall of Fame, after 10 years in the post, 
but am staying on as a member of the 
operations committee at least until the 
end of June next year. My replacement is 
Jonathan Scotland, who is very well qual-

ified for the position and I have passed 
your name along to him as one of my 
most valued contacts in aviation media. 
I will continue to keep my eyes and ears 
open for stories that might be of interest 
to Canadian Aviator and COPA Flight.

John Chalmers

iNteRNatioNal FaRmeRs
I take issue with a statement in the 
Straight and Level column in the Nov.-
Dec. 2019 issue of Canadian Aviator con-
cerning when the Flying Farmers went 
International. The year 1961 was perhaps 
when Manitoba went international but 
the Alberta chapter went international 
in 1955.

The first meeting was on June 30, 1955 
and I joined in 1956 on March 25. Wal-
ter “Stubb” Ross and I flew the national 
convention in Wichita, Kansas November 
21-25, 1957 along with three or four other
planes from Alberta.

I learned to fly at the Lethbidge Flying 
Club in March, 1950 and still fly. I sprayed 
for more than 30 years with aircraft un-
der the Flying Farmer Exception, spray-
ing my own farm and those of my neigh-
bours within a 25-mile radius. I sprayed 
with a Piper PA-18A, which I still own, 
and a Piper Pawnee. I flew the PA-18 A 
home from Hamilton, Ontario in 1959.
Canadian Aviator is a geat read and I look 
forward to getting it.

George H. Russell

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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product reviews by Russ Niles

geaR & gadgets

Keep Your iPad Cool
it can get really hot in the cockpit and modern 
electronics, like the ipads that many pilots 
depend upon for navigation information, will 
shut down if they overheat so x-naut has come 
up with a device that not only helps prevent 
overheating, it serves as a sturdy mount. the 
ipad cooling case uses a bank of fans to get 
rid of the heat and a recently introduced set of 
mounts for a variety of applications keeps the 
device and its cooling case secure and acces-
sible throughout the flight. prices vary.
more at x-naut.com

Canadian ATP 
Licence Workbook
there’s never been a better time to become 
an airline pilot but it’s also a demanding job 
with the intensive training to match. for 20 
years, aerocourse’s canadian airline trans-
port pilot licence workbook has been the 
gold standard for studying the curriculum 
necessary to master all the complex material 
that becoming an atp demands. aerocourse 
has just published the sixth edition of the 
textbook, drawing on the experience and 
knowledge of airline pilots with thousands of 
hours flying the line and teaching new pilots. 
more at aerocourse.com

Non-Stop Entertainment
if you like monitoring traffic but also want to listen to your favourite music, sporty’s has the 
air scan radio to ensure there is no silence in your hangar or den. the radio stays tuned to 
mainstream stations or takes bluetooth signals from your devices but when it detects trans-
missions on any of 10 programmed aviation frequencies it interrupts the classic rock for the 
important stuff. it’s about $130.
more at sportys.com

Cockpit Comfort
airplane heaters have come a long way but 
most cockpits are a little drafty. jackets 
are too heavy but sweaters too light so 
the answer might be the fairbanks fleece 
from flight outfitters. the stylish fleece is 
a “sweater hybrid” that keeps you comfort-
able in flight and looks great for whatever 
occasion greets you at your destination. it 
has lots of pockets and a pass-through port 
for headphones. available in sizes from 
small to xxl. about $90.
more at flightoutfitters.com

Garmin’s aera 660
garmin’s most recent version of the aera 
series of small gnss navigators, the 660, 
is a huge improvement over their earlier 
models, specifically the 500. the 660 
tracks two gnss systems, the u.s.’s gps 
and the russian’s glonass, ensuring 
optimal coverage and redundancy. the 
sunlight-readable screen is much more 
touch-sensitive than its predecessor. at a 
slightly larger size, it won’t fit in the 500’s 
cradle but it will still fit in a standard radio 
stack using docking hardware available 
from third-party suppliers. updating is now 
a breeze with built-in wi-fi. 
More at garmin.com
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Someone Still needS to make the tough deciSionS

Right Seat AlwAys lEArNiNg with MiReille GoyeR

lexa, perform the engine-out 
checklist.” “Siri, set up the 
CYVR ILS Runway 26R ap-
proach.” These are not pilot-

in-command requests to a trusted co-pilot 
or trained flying companion; these are the 
words soon to be spoken by single pilots 
and multi-crews flying with voice-acti-
vated virtual co-pilots.

It was not so long ago that reduc-
ing airline pilot crews from three to 
two sounded daring and potentially 
dangerous. However, the transition 
went smoothly. The transition to 
single-pilot crew is upon us as we 
step into 2020. How can we, as pi-
lots, stay relevant in the next phase of avia-
tion history?

If you have been following my column 
in Canadian Aviator, you may recall that I 
shared a pilot technique to ‘autoland’ any il
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airplane not equipped with a traditional 
autoland system in early spring 2016. An 
announcement by Diamond Aircraft that 
its airplanes could be equipped with an 
emergency autoland option for a cool 
$100k inspired that discussion. 

A few days ago, Garmin announced 
that a similar type of emergency autoland 

system would soon be available on select 
general aviation aircraft equipped with 
the Garmin G3000 integrated flight deck. 
Like the Diamond Aircraft emergency au-
toland system, Garmin’s system can take 

over the aircraft and safely fly it to a land-
ing, as long as there is an airport featur-
ing at least one ground-augmented GPS 
approach within reach.

Meanwhile, during the summer, re-
searchers at two German universities 
tested an experimental automatic land-
ing system on a modified Diamond 

DA42 piston twin that uses infor-
mation from onboard cameras and 
satellite positioning data instead 
of ground-based navigation aids. 
The system uses optical data from 
two cameras — one in the visual 
range and the other in the infrared 
range for operations in low-visibil-

ity — to recognize a runway, determine 
the aircraft›s position relative to it and 
calculate a virtual path to it. The system 
mimics what pilots have done since the 
beginning of flying. 

“How can we, aS pilotS, Stay 

Relevant in tHe next pHaSe 

of aviation HiStoRy?”
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The aircraft needed to be fitted with 
a fly-by-wire system to make the test 
possible so it will not take over general 
aviation anytime soon. The airline world 
is a little different. Airbus and Boeing 
are speaking increasingly openly about  
single-pilot commercial flights. 

The technology already available can 
give a single pilot the level of technical 
support, flight monitoring and workload 
sharing that a human co-pilot normally 
delivers. Now, it is removing one more 
barrier to single-pilot operations — the 
threat of pilot incapacitation.

Virtual pilots have some clear advan-
tages over humans. They do not become 
tired, bored or emotionally stressed dur-
ing an emergency. Their performance 
level is predictable and linear. Their abil-
ity to collect and handle data is only lim-
ited by computer processing power, hard 
drive size, number of sensors installed 
and programming wizardry. 

When it comes to flying by the num-
bers, calculating, multitasking, assessing 
technical situations and reacting, auto-
mated systems outperform most human 
beings. However, as of now, human cre-
ativity to deal with non-standard situa-
tions continues to be unmatched. 

A computer might have calculated that 
returning to the LaGuardia airport after 
losing two engines to Canada geese was 
the thing to do. Its ability to react nearly 
instantly and fly precisely might have al-
lowed it to succeed. ‘Sully’ Sullenberger 
saw things differently. He did not want 
to take a chance on crash-landing short 
of the runway in a highly populated area. 
He made the decision to ditch on the 
Hudson River instead, sparing lives on 
the ground whatever the outcome for the 
flight — an inherently human decision.

In a fully automation-integrated world, 
the computer systems would have an-
nounced almost immediately “Two en-
gines out. No restart possible. Suggest 
immediate turn towards LaGuardia 
airport. Estimated gliding distance, six 
miles. Estimated distance to touchdown 
runway 15R, five miles.” Of course, the 
estimated distance to touchdown would 
take into account the manoeuvring dis-
tance required to line up with the best 
runway given the wind conditions. At 
that point, the human pilot would make 

the final decision, perhaps a different run-
way with less manoeuvring requirements 
and a bit of tailwind or a different emer-
gency landing area and could ask the vir-
tual pilot to execute the manoeuvre and/
or run the checklists. 

Few pilots today are worried about 
using an autopilot. The virtual co-pilot 
is version 2.0. Not only will it control 
the aircraft adequately, it will also sug-
gest navigation and piloting options to 
the pilot-in-command based on real-time 
conditions and help troubleshoot non-
standard technical occurrences. 

For years, a significant portion of the 
training to become a pilot has been learn-
ing to interpret the various indications 
and alarms and act according to manu-
facturer-produced checklists. We sat in 
cockpits memorizing each knob and light 
and working through various scenarios. 

Today, complex aircraft with multiple 
sensors throw more indications and 
warnings at pilots than ever before. The 
result is often utter confusion.

The cockpit of the future will likely 
have none of this. The virtual co-pilot 
will troubleshoot, serve the relevant data 
and options available for the given the 
situation, ask the pilot-in-command for a 
decision and then will execute it with the 
outmost precision. 

Manufacturers who currently spend 
a significant amount of time reducing 
checklists to a manageable level for pilots 
will have an opportunity to have unique 
procedures available for situations that 
are more unusual.

Take for example, the case of the Ural Air-
lines A321 that crash-landed in a cornfield 
last August after losing two engines to birds 
at less than 400 feet above the ground. The 
both-engines-out checklist called for putting 
the gear down if landing on the ground be-
cause, under most situations, the gear will 
absorb some descent rate upon touchdown 
and brakes will be available during the 
rollout. Wisely, the Russian pilots did not, 
choosing instead to minimize the risk of 
flipping the plane and to reduce the speed 
faster upon touching down on an unpre-
pared, soft and short ground surface. 

“My job is safe,” declared one of my 
airline pilot friends. “Yes, airplanes can 
now fly themselves but somebody needs 
to make decisions.” 
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Asthma
How it Can affeCt Pilot MediCals
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sthma affects about 8.2 per-
cent of the North American 
population. Some of these 
people want or will want to 

become pilots. The criteria for their ac-
ceptability will be discussed here. The 
prevalence of asthma has been increas-
ing in recent years and the reasons for 

A

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

this are not well understood. However, 
it does not appear to be related to more 
accurate diagnostic screening. The con-
dition is defined as a hyper-responsive-
ness of the airways to inhaled products. 
It is also known as hyperactive airways 
disease. The airways narrow in response 
to these products, swell and produce 

extra mucus which interferes with the 
efficient flow of air into and out of the 
lungs. The symptoms produced are 
cough, wheeze, shortness of breath and 
chest tightness. The severity can vary v
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asthmatics can fly.
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from a minor nuisance to a major prob-
lem that interferes with daily activities 
(including sleep) and can lead to death 
due to lack of inhaled oxygen. Approxi-
mately 70 to 90 percent of asthmatics 
note an exacerbation with exercise. 
Asthma in more common in younger 
children and symptoms can improve or 
disappear with age.

For pilots, acute asthma attacks may 
cause partial or complete incapacitation 
in the cockpit (or ATC workplace). Acute 
asthmatic attacks may be precipitated 
in flight by inhalation of 
fumes (engine or electrical 
fires) or from other agents 
(e.g. cold air, pollen, high 
humidity) which could 
act as bronchial irritants. 
In severe asthmatics, lung 
function may be worse 
than is evident from clini-
cal examination, and low 
blood oxygen levels may 
develop at lower altitudes 
than normal.

For an initial pilot 
medical examination, the examiner 
will want to know the age of disease 
onset, the nature of symptoms (past 
and present), present medication, and 
any recent changes, duration of pres-
ent therapy, compliance with therapy, 
side effects of therapy, smoking his-
tory and reaction to passive smoke. In 
terms of severity, the pilot will be asked 
the number of emergency room vis-

its (for asthma) in the past five years, 
the number of hospitalizations (for 
asthma) in the past five years, the use 
of steroids (cortisone) for treatment in 
oral or intravenous form, the severity 
of exacerbations and the length of re-
covery following exacerbations. Most 
pilots will be asked to provide a doc-
tor’s note outlining the assessed sever-
ity of the disease. 

A very useful adjunct to the history is 
the use of Pulmonary Function Tests, or 
spirometry. These are sophisticated and 

accurate measurements in a laboratory 
which measure airflow and lung func-
tion throughout the respiratory cycle. 
These tests can also be used to mea-
sure the efficiency of oxygen exchange 
between the alveoli (the small air sacs 
in the lung) and the bloodstream. The 
tests that are used to measure asthma 
severity are the FEV1 (forced expira-
tory volume in one second), the FVC 

(forced vital capacity-volume of air  
entering and leaving the lungs) and the 
MMFR (maximal mid-expiratory flow 
rate). 

There are four general classes of asth-
ma medications: SABA short-acting B 
agonists, LABA long-acting B agonists, 
methylxanthines and ICS (inhaled cor-
tico-steroids). Mild asthma is classified 
as a FEV1 less than 80 percent of nor-
mal, SABA-use only every eight hours 
or more, no nighttime symptoms, no 
limitation of daily activities and no 

hospital admissions in the 
previous five years. 

Most very mild or 
mild asthmatics would 
normally be aeromedi-
cally acceptable. Moderate 
asthmatics have a FEV1 of 
between 60 and 80 percent 
of normal, SABA use ev-
ery six to eight hours or 
less, no nighttime symp-
toms, minimal limitation 
of daily activities and no 
hospital admissions in the 

last five years. These asthmatic appli-
cants would be referred to the Aviation 
Medical Review Board for certification. 
Severe asthmatics have a FEV1 of less 
than 60 percent of normal, use a SABA 
every two to four hours, have nighttime 
symptoms, have reduced daily activities 
and may or may not have had a hospi-
tal admission. Severe asthmatics will be 
aeromedically disqualified. 

“For PilotS, aCute aStHma attaCkS 

may CauSe Partial or ComPlete 

inCaPaCitation in tHe CoCkPit  

(or atC workPlaCe).”
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On the Step float flying With keith Saulnier

Winter Exercises
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How to Keep Your Float SKillS Honed

he deep freeze has overtaken 
my part of Ontario and the 
floatplane is happily tucked 
away for the next five dark 

and chilly months. Thankfully, as Ca-
nadians we have developed so many 
different ways to get out and enjoy our 
winter wonderland. Whether your game 
is hockey, skiing, ice fishing, hiking or 
simply playing with loved ones in the 
snow, you can find some way to get off 
the couch and enjoy yourself.

One thing that I like to do is go out 
to our local airstrip and work on some 
takeoff and landing techniques that can 
always use a little brushing up on. I 
like winter flying because the air is cold 
and dense, meaning takeoff and land-
ing performance is optimal. Aside from 
lake-effect snow, something those of us 

T
who call the shores of the Great Lakes 
home have to deal with, the conditions 
are often ideal for honing a skill set that 
I can’t practice enough. 

While it is true that crosswind takeoff 
and landings are the same on land as they 
are on the water in principle, I feel that by 
concentrating on the differences we are 
able to get in some valuable and usable 
training experiences. Crosswind tech-
niques are very dear to me as I have had 
the misfortune of having a bad experience 
in our company; while painful at the time, 
that event has done more to teach me 
and others than any classroom setting or 
article in a magazine ever will. Bad stuff 
can happen fast in airplanes. I feel that, 
by sharing what I have learned from this 
experience, I may be able to help even just 
one pilot to avoid such hard times. 

How we can mitigate the inherent risks 
that come with crosswind landings begins 
with training in the fundamentals. Often 
on wheels, pilots are encouraged to crab 
into the wind while on long final during 
crosswind manoeuvres using ailerons. 
This enables the pilot to control the drift 
of the airplane along their intended line 
to the runway. When they reach a certain 
point near the threshold of the runway, 
enough opposite (air) rudder is applied 
to straighten the nose out for touchdown. 
Having just gone back to the collegiate 
environment one can see how this can 
safely get a wheeled airplane back onto 
the ground. The problem that arises hap-
pens when this same technique is applied 
to floats. There is so much more surface 

Winter flying is fun and offers learning opportunities.
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area contacting the landing environment 
when we compare floats to wheels. A 
slightly crooked touchdown on wheels 
may be forgiven by the relatively small 
amount of friction between the wheels 
and the runway, but that same off-centre 
touchdown on floats can be catastrophic. 
If the floats are not pointed in the exact 
same direction of travel as the aircraft, the 
result may be rapid decelera-
tion, a pronounced dig or, at 
the more dangerous end of 
the spectrum, a cartwheel.

I have a friend who is 
willing to let me use his air-
plane for the price of a good 
breakfast and fuel. I do pro-
vide float instruction in the 
spring to shake off his rust, 
but I prefer to think that it is the coffee 
and companionship that does it. I love 
training in Cessna 172s; they have such 
a stable and forgiving platform that it is 
no wonder that flight schools around the 

world continue to utilize this flight train-
ing workhorse. On takeoff and landing, I 
consciously make the effort to mimic wa-
ter surface conditions and techniques. I 
control left to right drift with my ailerons 
and am very strict with holding a nice 
straight line with positive rudder control. 
I use the end of the runway as my indica-
tor. The target should be in the centre of 

my windscreen at all times. If it appears 
to be too far left or right, I correct with 
opposite rudder control inputs; all the 
while I am visualizing waves and water 
and how they will affect my floats upon 

touchdown. I do this repeatedly until I 
feel that I have as much command of the 
vehicle as I can manage. I also try to find 
days or other airstrips that will allow me 
to work on both left and right crosswinds 
as we don’t want to develop a preference 
for one over the other.

Winter in Canada can be a challenge at 
times, and it does signal the end of another 

float-flying season, but it does 
not mean that learning and self-
improvement cannot continue. I 
love the feeling that I have pre-
pared myself to the best of my 
ability, which often means in my 
case admitting the areas of my 
‘game’ that need the most work. 
By concentrating on skill sets 
that should never be allowed to 

grow rusty, we can best prepare ourselves 
for takeoff and landing techniques that we 
will use not just all summer long, but for the 
duration of our career. Besides, it sure beats 
shovelling snow from the driveway. 

“CrOSSwind teChniqueS are 

very dear tO me aS i have had 

the miSfOrtune Of having a bad 

experienCe in Our COmpany...”
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he name Amelia Earhart is 
instantly recognizable to 
most people because of two 
seminal events in her storied 

flying career; her solo flight across the 
Atlantic in 1932, the first by a woman, 
and her disappearance on an around-the-
world flight attempt in 1937. But her fame 
actually began in Newfoundland in 1928, 
prompting the first of two ticker-tape pa-
rades she would be honoured with in her 
lifetime.

Recently in St. John’s, Newfoundland 
a film documentary was unveiled by 
Lorne Warr documenting her first trans-
Atlantic flight as a passenger, flown by 
two male pilots, and her remarkable as-
sociation with the small fishing village 
of Trepassey on the province’s southern 
shore. Warr, who describes himself as a 
musician, emergency medical techni-
cian, pilot, filmmaker and aviation buff, 
discovered the little-known story of the 
flight and Earhart’s impact on the resi-
dents of Trepassey when he moved to 
that picturesque community about five 
years ago.

KicK-Off POint fOr AmeliA eArhArt 

Trepassey, Newfoundland

Slowly, searching contemporary news 
reports, records of Purdue University in 
West Lafayette, Indiana where Earhart 
had once been a staff member (they have 
extensive collection of her papers and 
were also one of sponsors of her final trip), 
Pathe News, Reuters, on-line and any 
other source he could find, Warr began to 
piece together the story.

“The difficult part about this is — she 
wasn’t famous when she made this trip,” 
Warr pointed out. “After she made the 
trip there’s tons of stuff. And so began her 
fame.”

In 1928 Earhart was a qualified pilot 
and had gained some notoriety for that 
as one of the then-few female pilots. Up 
to 1928 she flew only when her other  
endeavours permitted, being variously 
employed as a social worker, nurse, truck 
driver and photographer. After her 1928 
flight, she did nothing but fly.

Fate brought Earhart to Trepassey 
when two pioneering pilots, Wilmer 

newfoundland aviation with gary hebbardOn the rock

1 8   canadian aviator +  j a n / f e b  2 0 2 0

Originally from the central Newfound-
land town of Lewisporte, Warr spent 15 
years in British Columbia before return-
ing with his family to his home prov-
ince and falling in love with a house in 
Trepassey. He soon found that there was 
sketchy knowledge among the townspeo-
ple of Earhart’s visit over 90 years before, 
but little historical detail. As both a film-
maker and pilot, Warr was intrigued and 
determined to find out all he could about 
this small but important piece of early 
aviation history, and the town’s role in it.

“This will make a great little film be-
cause nobody really knows about this lit-
tle event,” he told me over a Tim’s coffee. 
“It’s passed over in about two sentences 
at the beginning of a really long (Earhart) 
biography.”

Warr soon found, and became friends 
with, John Devereaux, owner of a local 
hotel whose grandmother, Laura, was still 
alive and remembered the Earhart visit 
as a small child at the time. She would 
subsequently appear in Warr’s film, add-
ing her valuable insight and first-person  
accounts.
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Picturesque Trepassey began Amelia Earhart’s 
association with Newfoundland.
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Lower Stultz and Louis Edward Gordon, 
decided to fly the Atlantic in their Fokker 
F.VIIb/3m float-equipped three-engine 
monoplane named Friendship. Providing 
funding and organization for the flight 
was Amy Guest, a wealthy socialite, per-
haps the Kim Kardashian of her day. Ap-
palled when their daughter announced 
she would be making the flight as a pas-
senger, Amy’s parents soon talked her out 
of the risky venture. Searching for another 
woman to replace her, Earhart got the call 
based on her pilot training and limited, 
but growing, reputation.

The Fokker Trimotor chosen for the 
flight was an excellent airplane but didn’t 
have the range to fly from the U.S. 
to Europe, so Trepassey was cho-
sen as a scheduled refuelling stop 
and hop-off point for the non-stop 
attempt. The then-isolated town 
had two advantages that made 
it suitable as a stopover; it had a 
long harbour for takeoff and, at 
the time, a railway spur that al-
lowed shipping of the necessary 
aviation fuel to the town. Indeed, 
the American Navy NC flying 
boats that completed the first 
non-stop trans-Atlantic flight in 
1919 had also used the town as 
a staging base. The Friendship’s 
itinerary called for an overnight 
stop for refuelling and crew rest, 
but the weather decided other-
wise. Unsuitable winds, fog, rain 
and uncertain over-ocean weath-
er forecasts would delay the flight for a 
seemingly interminable 13 days.

Despite many of the town’s residents 
having previously seen airplanes during 
the U.S. Navy flights nine years earlier, the 
unannounced arrival of the large, three-
engine Fokker in the harbour caused a 
mighty stir. But it paled in comparison to 
Earhart’s exit from the aircraft wearing 
trousers — controversial attire for women 
of the age and never before seen in isolated 
Trepassey, especially by the Catholic nuns 
of the nearby convent. “It caused quite a 
stir,” said Warr. But the nuns and the rest 
of the community soon fell under the spell 
of the friendly and curious Earhart and 
she was soon adopted as a daughter of the 
town, trousers notwithstanding.

Seeking a place to stay for the night, 
Earhart was invited to stay in the room 
of the aforementioned young Laura 
Devereaux, who was sent to stay with 
neighbours so that Earhart could have a 
room to herself. Stultz and Gordon also 
were also accommodated in the house. 
Meanwhile, the planned Friendship 
trans-Atlantic flight attempt was quickly 
becoming a race. A contemporary and, at 
the time, more famous pilot than Earhart 
was Mabel Boll, another rich American 
socialite. Her previous exploits, both in 
the air and on the ground, had earned her 
the nicknames ‘Broadway’s most beauti-
ful blonde’ and ‘the $250,000-a-day bride’ 

by the fawning New York press. She 
had long planned to be the first woman 
across the Atlantic by air, obtaining her 
own plane and pilots to fly it from New 
York to Europe as another chapter in 
her frenetic lifestyle. When she learned 
that Earhart and company were already 
in Trepassey and just awaiting suitable 
weather, she and her crew immediately 
flew from New York to the then newly 
built airstrip at Harbour Grace on New-
foundland’s northeast coast as quickly as 
they could.

  “So this really became a race but we 
don’t hear much about it now,” Warr said. 
Boll had a good plane, a competent team 
and adequate backing and could have left 
Earhart in the shadows of history. But the 

weather at Harbour Grace was no better 
than that at Trepassey and she too had to 
wait patiently for the right conditions.

But for Boll and her dreams it was not 
to be. Stultz, Gordon and Earhart depart-
ed Trepassey Harbour, Newfoundland on 
June 17, 1928 and landed safely at Burry 
Port, Wales, 20 hours and 40 minutes later. 
Receiving the news, Boll gave up her at-
tempt as no longer relevant or newswor-
thy and returned to New York. By the 
time of her disappearance nine years later, 
Earhart would hold 10 aviation records, 
including the flight wherein she later de-
scribed herself as ‘cargo’.

Cargo or not, the flight made Earhart 
an international star. Just a year 
earlier Charles Lindbergh had 
become arguably the most fa-
mous man in the world with his 
solo Atlantic crossing from New 
York to Paris. Earhart became 
his female counterpart, despite 
not having actually piloted the 
aircraft. The press dubbed her 
‘Lady Lindy’, even noting that 
she and Lindbergh bore a re-
markable physical resemblance. 
The ticker tape parade she and 
her companions were given in 
New York would be her first, a 
second coming after her solo 
crossing four years later. Earhart 
also had renowned New York 
publisher Charles Putnam as her 
publicist, as had Lindbergh be-
fore her. She and Putnam would 

later wed. Thus did Amelia Earhart 
quickly become a name to be reckoned 
with in the minds of a public fascinated 
by the exploits of their airborne heroes, 
not to mention an honoured member of 
the Trepassey community.

Warr’s film, entitled ‘Amelia Earhart — 
A Woman In Pants’ became the centrepiece 
of a gala celebration in Trepassey in June of 
2019. marking the 90th anniversary of the 
flight. It was shown again this past sum-
mer in St. John’s to wide approval.

Unfortunately, the film is not yet in 
wide distribution, but there is a three-
minute trailer on Vimeo. Warr hopes to 
make it available on the Internet in the 
not-too-distant future. Watch this space a 
release date. 



Otter CF-PNV drifts towards a secondary Georgian Bay 
Airways dock and will be refuelled by author Robert S. 
Grant in the summer of 1967.

2 0  canadian aviator +  j a n / f e b  2 0 2 0

Tales from the Lakeview bush flying With RobeRT S. GRanT

ecades ago, a boxcar-sized 
wooden container jammed 
with airplane parts rested 
in the withered grass beside 

Georgian Bay Airways’ Parry Sound of-
fice, north of Toronto. Anyone strolling 
by the weathered boards and rusty nails 
likely had little knowledge of the spider-
infested contraption’s association with a 
geographical spot of frozen snow more 
than 9,000 miles away.  

Softening in summer sun, the crum-
bling crate had housed a de Havilland 
DHC-3 Otter during a sea journey from 
New Zealand to Canada. Assigned se-
rial number 126 before leaving Downs-
view’s assembly line on June 6, 1956, the 
600-hp Pratt & Whitney R-1340-powered 
airplane came under control of the Royal 
Air Force.  Acquired for support services 
on behalf of the three-year British Com-
monwealth Trans-Antarctic Expedition, 
the ‘Stone Boat,’ as some Canadians 
know the type, went on to demonstrate 
incredible durability and short-landing 
capabilities.

Besides standard 178-gallon fuel tanks, 
s/n 126 carried an auxiliary 177 gallon 
unit expected to provide a 1,750 mile 
range. Squadron Leader John Lewis and 
Lt. Gordon Haslop arrived in Canada 

Gray Box
The Long Journey of a de haviLLand oTTer

D
to commence delivery to England via 
Goose Bay, Narsarsuaq, Keflavik and 
Kinloss, Scotland. Two weeks of inten-
sive Antarctic navigation training fol-
lowed before the aircraft transferred to a 
southbound ship. 

“An astrocompass mounted on the 
cockpit coaming in front of the second 
pilot would enable us to check heading,” 
Lewis reported in a de Havilland news-
letter. “A specially fitted bracket inside 
each cockpit door enable a drift recorder 
to be fitted, and this, used in conjunction 
with a radio altimeter, would make it pos-
sible to assess track and ground speed.”

Although the Expedition air fleet in-
cluded two single-passenger British-built 
Austers, project leaders Vivian Fuchs and 
Edmund Hillary welcomed the Otter. 
During the joint venture operation be-
tween Great Britain, New Zealand, Aus-
tralia, and South Africa, crews planned 
the Antarctic’s first land crossing. Before 
surface vehicles could spread outward 
from base camps, they needed resupply 
depots and pre-surveyed routes through 
treacherous mountain ranges and flat-
lands plagued by unseen crevasses. 

Before departing England, s/n 129, or 
XL710 in RAF markings, received addi-
tional radio equipment, a heavy-duty bat-

tery and 24V electrical system. ‘Straight’ 
skis came as part of a winterization pack-
age. Fuchs expected a 3,632-pound dis-
posable load and a 830 feet per minute 
climb. Preparatory financing and training 
completed, technicians dismantled the 
aircraft for a sea voyage to a starting point 
called Shackleton Base.

In grotesque international orange with 
black markings, XL710 began operations 
after testing by Lewis and Haslop. Most 
trips meant 2,000 pounds on 270-mile 
flights. Within seven sub-zero weeks and 
frequent whiteout situations, the Stone 
Boat ferried 20 tons. On one journey, the 
Otter skimmed an unseen snow-covered 
hill, bounced back airborne and returned 
undamaged to Shackleton Base.

When travel season ended in 1956, 
crewmen stored their precious transport 
in a deep snow bed level with the wings 
and removed the fragile rudder. Wind 
deflectors added to protection and can-
vas, tapes and foam blocks kept precipi-
tation clear of openings. Despite 70-knot 
winds, no damage occurred during the 
storage period and months later, XL710 
went back on the job. Fuel drums, Husky P
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dogs, food and even 12-foot sledges in the 
16-ft 5-in cabin made up the loads. Pilots 
pushed themselves despite aromas of 
animal manure, damp hair and blood let 
loose by fighting dogs.

Preparations completed, Fuchs and Hill-
ary readied the land-based Tucker Sno-
Cats, Weasel cargo carriers and Massey 
Ferguson tractors to rendezvous with their 
colleagues on the opposite side of the con-
tinent. On December 29, 1957, Lewis and 
Haslop departed Shackleton Base and in-
tended to report ice conditions for ground 
parties. Unfortunately, poor weather 
forced them back and, eight days later, 
they launched themselves airborne again. 

“Carrying four Royal Air Force men, 
300 pounds of kit, and a full overload 
tank containing 1,250 pounds of extra 
petrol, the Otter takeoff from an unmade 
Antarctic strip 4,600 feet up was made 
in only 1,000 yards,” said Fuchs. “There 
was no wind and all-up weight was more 
than 9,000 pounds.” 

After almost eleven hours at 98 knots 
above snow fields with sombre crevasses 
darkened by sloping rock ridges, the alu-
minum skis touched at what they called 
Scott Base.

“Two United States Navy Otters from 
the base at McMurdo flew out to greet the 
RAF Otter and flew in formation with it 
right down to the runway at Scott Base 
before climbing away,” wrote Otter afi-
cionado Karl E. Hayes in his de Havil-
land Canada DHC-3 Otter. “International 
recognition quickly followed this epic 
flight—the first single engine aircraft to 

fly across the continent of Antarctica.”
Otter XL710 did not fold wings and 

immediately track north to Georgian Bay 
Airways’ patch of grass. Instead, it sup-
ported the Commonwealth Trans-Antarc-
tic Expedition until the team returned to 
England. Without glaciers, frozen seas or 
whiteout to conquer, the RAF saw no jus-
tification in transporting the record-set-
ting airplane to their island home. Trans-
fer to the United States Navy took place 
on July 2, 1958. Re-designated 47574, 148 
flying hours went into the logbook with 
VX-6 Squadron.

Coincidentally, an accident within the 
Royal New Zealand Air Force destroyed 
their solitary de Havilland DHC-2 Bea-
ver. The USN offered 147574 as a substi-
tute and the weather-tested Stone Boat 
found itself crammed into another ship-
ping crate; an argument with a bulldozer 
necessitated overhaul before cessation 
of New Zealand’s southern activities 
changed the picture. The sale by tender 
of what had been NZ6081 attracted Geor-
gian Bay Airways’ owner Frank Powell.

At Powell’s request, the New Zealand-
ers dismantled the aircraft and tucked 
the compact package into a gigantic gray 
box. After another water voyage, what 
became CF-PNV arrived in Parry Sound 
imprisoned in the same container I later 
knew near the company’s docks. A flight 
test took place on January 5, 1964, and, 
after ferry to Moosonee, the orange Otter 
ranged along the Hudson and James Bay 
coasts. Loads hauled by aviation nota-
bles such as ex-Air Canada’s Wayne Par-

ton resembled those carried a few years 
before in the Antarctic.

For a brief time, CF-PNV enjoyed a 
lease to the T. Eaton and Company Ltd., 
lifting family members between Toronto 
and their Georgian Bay properties. Of-
ten parked at ‘the Airways’ algae-slimed 
docks, the 58-ft wingspan dwarfed our 
Piper PA-18 Super Cub (C-FLAI) and 
Found Brothers FBA-2C (C-FSDB). Dur-
ing the fall of 1967, I left Parry Sound and 
never saw well-travelled CF-PNV again, 
but always wondered what became of the 
first single-engine airplane to cross the 
Antarctic continent.

A chance glance into DHC-3 Otter Ar-
chive website revealed that Saskatche-
wan’s La Ronge Aviation Services slapped 
its logo on the fuselage. In spite of a career 
with six registrations and military serials, 
the airplane never experienced an accident 
until May 14, 1976 after a departure stall at 
Lynn Lake, Manitoba. Nine aboard walked 
away. The wrinkled wreckage went to Ed-
monton’s Cox Air Resources for turbine 
conversion. During the 1980s and 1990s, a 
Keystone Cops-like comedy of bankrupt-
cies, claims, counterclaims and ownership 
disputes kept CF-PNV grounded south of 
the Canada-USA border. Nevertheless, reg-
istered N63535 as late as 2015, chances are 
the Otter will fly again.

Many museums, including Ottawa’s 
Canada Aviation and Space Museum, 
maintain de Havilland products in inven-
tory. No one, however, has an Otter-size 
gray box displayed with Georgian Bay 
Airways on its sides. 
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An ExpEriEncEd pilot FAlls Victim – AgAin 

Revisiting Hypoxia

nother accident, another post-
crash investigation cites the 
pilot as its probable cause. The 
lesson is familiar: airplanes 

don’t crash, pilots do. A Transportation 
Safety Board report in the summer of 2019 
tells a sobering story of a Piper Navajo that 
ended its flight against a mountainside the 
previous summer. Pilot loss of control in 
flight is concluded to be the smoking gun. 
The most likely reason for it: the pilot was 
breathing really thin air. In other words, he 
was hypoxic.

A
The Canadian Aviation Regulations state 

that an unpressurized aircraft must have a 
supply of oxygen for the flight crew (and 
at least one passenger) if the flight will ex-
ceed 30 minutes at cabin-pressure altitudes 
between 10,000 feet and 13,000 feet. Above 
13,000 feet, you’re required to have oxygen 
for everybody on board for the entirety of 
the time you’re up there.

The Navajo, returning from a routine 
survey flight in southern British Co-
lumbia, had the required supplemental 
oxygen on board. It appears, however, 

that the pilot wasn’t using it. At 15,000 
feet on its return to its Alberta base, the 
flight started going awry. The evidence 
suggests that the pilot, as is typical of 
hypoxic states, may have been losing 
his ability to think straight. An in-flight 
issue with the twin’s right engine — an 
issue that may have been inadvertently 

Pep Talk airmanship With Graeme PePPler

Supplemental oxygen is the only way to avoid 
hypoxia in unpressurized aircraft. At right, a TSB 
rendering shows the final flight path of Navajo 
that crashed near Calgary in 2018 due to pilot 
incapacitation.
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sparked by the pilot himself — added to 
the unfolding drama. After 40 minutes of 
flying at 15,000 feet without the use of his 
available oxygen, and unable to handle 
the recalcitrance of an underperforming 
engine, the Navajo pilot ended up im-
pacting a mountain at 10,000 feet, unable 
to recover from a spin.

The pilot’s mission required two hours 
of actual survey operations, the last hour 
of which was conducted at 
10,000 feet. Once the survey 
work was completed, the pilot 
filed an IFR flight plan for his 
return (with his accompanying 
survey equipment technician) 
to Calgary. Their route home 
required them to climb to 
15,000 feet from the 10,000 feet 
at which they’d been conduct-
ing their work. Ten thousand 
feet is, of course, the altitude 
at which regulations require 
supplemental oxygen if you’re 
going to be there for more than 
30 minutes. The Navajo was 
there for at least 60 minutes. Is this where 
the chain of events started?

Consider that, at 10,000 feet, physi-
ological constraints have started to take 
their toll. Your heart rate increases and 
your blood pressure starts to rise. What-
ever compensation your body tries to 
make with the rise in altitude, by the 
time you’ve reached 15,000 feet you start 
getting dizzy and fatigued, and you can 
start gasping for air and feel the onset of 
a headache.

To maintain peak performance your 
brain needs oxygen. Lack of it leads to 
thinking and memory lapses, and judg-
ment miscues. Motor skills deteriorate; 
coordination goes wonky and reaction 
time slows. Critically, perfectly honed 
muscle memory reactions that were in-
stinctive can desert you; what came natu-
rally may now elicit no response at all. 

At 15,000 feet without supplemental 

oxygen, the more demanding the task, 
the less mental bandwidth you have to 
deal with it. Your visual field of view 
starts to shrink, and tremors may come to 
your hands and feet. Reasoning and deci-
sion-making start to plummet as quickly 
as the airplane will do if you no longer 
have the wherewithal to control it. And 
what can you expect of yourself if an in-
flight emergency occurs just as all these 
hypoxic responses are withering your 
awareness away?

One of the most insidious aspects of 
hypoxia is that you don’t notice its onset. 
Paradoxically, someone who is hypoxic 
may begin to feel euphoric when, in real-
ity, they most need to be recognizing the 
development of a life-threatening circum-
stance. Hypoxia can lead to hyperventila-
tion which itself can lead to anxiety and 
stress. Anxiety and stress (and the physio-
logical and psychological symptoms they 

engender) close the loop on the 
circle of symptoms that are also 
the thumbprints of hypoxia.

The pilot of the Navajo lost 
control at 15,000 feet while not 
using oxygen and while trying to 
deal with an unidentified prob-
lem with his aircraft’s right en-
gine. Post-accident investigation 
could not determine what the 
issue was; it could only confirm 
the presence of an asymmetric 
power condition. In the spin that 
resulted from the pilot’s loss of 
control, only one step was com-
pleted in the seven-step recov-

ery process. There appears to have been 
time to attempt the following six. Weather 
played no factor in the accident.

Accident reports always make for so-
bering reading. The resultant loss of life 
makes it all the more grievous. The pilot 
had a lot of flying hours: 4,400 in fact, 
with 2,800 on type. It all rather means 
that this could happen to anybody. So, 
everybody should sober up to the con-
sequences of flying high when your oxy-
gen intake is flowing low. 
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What Goes into CreatinG or UpdatinG them?

Instrument Approaches

n a recent column I wrote 
about Nav Canada’s DHC-3 
Otter Archive that is seeing 
the roll-out of new RNP AR 

approaches. The intent of that column 
was to give GA pilots who were unfa-
miliar with them an idea of new places 
to look for IFR aircraft in the vicinity of 
airports. I want to write a little more on 
the subject because I think this is an im-
portant addition to aviation in Canada, 
as the benefits are more than just to air-
craft that fly the approach procedures.

The airports being targeted for this 
project are identified by user groups 
who either already have, or are plan-
ning to receive, certification to use 
these approaches. The benefits for the 
operators are clear: significant reduc-
tion in track miles for each approach 
flown, often as many as 10-12 miles on 
each approach.

For an operator that flies these com-
monly, this means a savings of upwards 
of four minutes flying time each time 
they fly one. The reduced time in the air 
adds up to fuel savings for the operator, 
which quickly add up when the opera-
tor flies regularly to an airport with these 
approaches.

But that saving goes well beyond the 
airlines’ fuel budgets. This reduced flying 
time also translates into fewer greenhouse 
gas emissions — another thing that adds 
up quickly when operators embrace this 
concept.

Once an airport is scheduled to get a 
project like this underway, stakeholders 
are identified. In this context, a stake-
holder is anyone who might be affected 
by these approaches.

The most common users of the airport 
are determined and their needs are con-
sidered — everything from who can ben-
efit from the approach design, what types 
of aircraft they fly, and what the traffic 
patterns are around the airport, to who on 
the ground might be affected by changes 
in flight patterns.

ATC viewpoinT wiTh Michael OxnerVectors
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Nav Canada attempts to be a ‘good 
neighbour’; that is to say, they try to avoid 
making changes to traffic that could rea-
sonably be known to cause noise issues. 
RNAV is very accurate by its nature, and 
that means once a flight path is estab-
lished, it’s likely to be repeatable with a 
high degree of success. After all, that is the 
point of navigation.

This repeatability means that a track 
being established over a given area is 
likely to see more air traffic, possibly 
meaning more noise for a neighbour-
hood. With that in mind, when ap-
proach paths are being considered, the 
areas the aircraft will overfly are given 
serious thought. Residential neigh-
bourhoods are identified and attempts 
are made, where possible, to alter ap-
proach paths to the extent possible to 
prevent the overflight of noise-sensi-
tive areas.

While this suggests a potential for 
a new noise issue around an airport, 
it’s important to realize that these ap-
proaches are flown at very low power 
settings, as the aircraft will be de-
scending throughout the profile. This 
means that aircraft flying an RNP AR 
approach will generate less noise than 
aircraft flying traditional approaches, 
since there are often segments where 
power has to be applied to sustain level 
flight. New flight paths may not gener-
ate significant noise.

While areas close to airports simply 
cannot be avoided (like those within 
about three nautical miles of a runway), 
sometimes flight paths further out can 
be altered to fly over rivers, lakes, or in-
dustrial areas further out in an attempt 
to avoid noise-sensitive areas.

With all of this in mind, the approach 
design still has to serve the aircraft opera-
tors. Common routings are considered so 
the approach can be as efficient as pos-
sible for those who will fly it. Restricted 
airspaces may come into play, as may 
training areas and other special-use air-
space. ATC facilities and procedures may 
also affect the requirements during the 
design phase.

Design criteria must be considered; 
after all, a procedure must be flyable or 
flight crews simply cannot make use of 

them. If the avionics cannot accept the 
design, all of this work building the ap-
proach procedure would be wasted.

Lastly, a series of publications must be 
published that includes paper charts and 
distribution to aviation users in the form 
of databases for flight management sys-
tems and other aviation-related systems 
so that everyone is in the know about the 

airspace design. This process alone often 
takes a few months for the coding of a 
procedure to be validated and distributed.

This is meant to give you an idea of why 
it may take a while to get a new procedure 
in place. There certainly is a lot to consider 
from start to finish. The next time you see 
a new procedure being introduced, you 
can think of all that went into it.  
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Stable Approaches
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A Key element of A Good lAndinG

light crews at my company 
are encouraged to stand by 
the cabin doors during de-
planing and thank passengers 

for flying with us. When our customers 
do comment, it’s either about the great 
in-flight service or the last few seconds of 
the trip, which is to say the landing. Dur-
ing particularly challenging conditions 
it’s not uncommon to hear cheers erupt-
ing from the back when the gear touches 
down and thrust reversers deploy. Now 
and then one takes us by surprise, like the 
time a former astronaut (now Vice Regal) 
made a light-hearted but accurate obser-
vation regarding my young colleague’s 
crosswind technique on a particularly 

F
blustery day. Given the aerospace creden-
tials of the person in question, we weren’t 
in a position to put up much of a fight.

It seems everyone can agree that while 
takeoffs are important, it’s landings that 
are critical. What’s less obvious is that 
the majority of good touchdowns (and 
most great ones) are preceded by stable 
approaches. This is more than conjecture, 
as confirmed by data gleaned from flight 
data recorders and other onboard teleme-
try sources. I’ve viewed many computer-
generated animations re-creating the final 
minutes of ill-fated flights, and there can 
be little doubt: unstable approaches and 
landing incidents (and worse) are inextri-
cably linked.

Whether a Boeing or a Bellanca, the 
principles are the same. A stable ap-
proach is one where an aircraft is fully 
configured for landing, on speed and on 
glidepath at specific points on final. The 
industry commonly refers to these as 
gates. Gates will vary with aircraft type, 
but they typically occur at 1000 feet agl, 
500 feet agl, and just above minimums. 
If these aren’t crossed, on glidepath, on 
speed and tracking the runway centreline 
(with assurances of touching down in the 
first third), a go-around is mandatory. 
Excessive descent rates on final are also 
verboten. 

The reasons for compliance with 
stable approach criteria are many. In a 
world where ‘speed is life’, handling a 
heavy jet that’s behind the power curve 
– then getting it back on speed, all the
while remaining on the glidepath, is dif-
ficult. Nearly as tricky is trying to decel-
erate one that’s going too fast, a result
of Newtonian physics and aerodynam-
ics jointly conspiring against you. Even
more challenging is finding the runway
centreline during flare when efforts to do 
so during the previous three miles may
have failed. Professional flight crews
respect stable approach criteria because
of the serious consequences of trans-
port aircraft going unstable on final,
one of which is the ever-present threat
of an overrun following touchdown. For 
this reason alone, an approach is either
stable or it’s not. There is little, if any,
middle ground.

Prompted by this irrefutable evidence 
connecting unstable approaches and 
landing incidents, industry has respond-
ed with stable approach training. During 
recurrent simulator sessions, crews are 
induced by overzealous imaginary con-
trollers to either go too fast, turn final too 
early or attempt to intercept a glidepath 
from above with no hope of capture. The 
goal is simple: namely, to position two 
pilots in an unstable approach and watch 
their response to the situation. In all cases 
a go-around is the solution. At my airline, 

Expert Pilot fly like a Pro with RichaRd PittEt
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landing off an unstable approach is rea-
son alone for failing a check ride.

While the world of heavy jets differs 
from that of General Aviation, many of 
the same concepts apply. Aircraft size not-
withstanding, the most critical personal 
quality required, namely flight discipline, 
is the same for both fleets. During our 
early training we’ve all been prompted to 
initiate a go-around for external reasons, 
including fictitious cows on the runway 
or airport service vehicles crossing at 
midfield. A more telling question is this: 
how many of us can recall times when we 
should have pulled up and gone around 
but didn’t? In other words, those instanc-
es we intentionally continued a bad (read 
‘unstable’) approach only to pull off an ac-
ceptable landing. Be certain of one thing: 
a bad plan, regardless of how brilliantly 
executed, should never be confused with 
a good idea. Set your own stable approach 
criteria and be ready to wave yourself off. 
Even better, consider self-briefing as to the 

three critical steps in what follows, name-
ly aircraft handling, navigation, then ad-
vising ATC — in that order.

In a business where ideas often trickle 
down to GA, it’s time the entire avia-
tion community embraced the idea of 
stable approach criteria. The automatic 
response to things not looking good on 
final should be an immediate go-around, 
no questions asked. Moreover, it means 
changing our metric of what constitutes 
success, specifically that eking out a great 
landing following a disastrous arrival is 
no longer acceptable. 

Arriving in San Francisco one day, I 
got to see the worst case outcome of an 
approach gone unstable. Seeing a 777 
that had famously touched down short 
of Runway 28L, literally ripped to bits 
and lying in pieces, was truly sickening. 
Add to that, the loss of life and injuries 
that followed the event. There can be no 
doubt that crew would give anything for 
a do-over.

Pratt & Whitney Canada
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of the PT6A, R-985 & R-1340 Engine Series

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

Although to a much lesser degree, I 
recently felt the same emotion as I tax-
ied past a tidy little Piper sadly sporting 
a bent propeller and munched landing 
gear. While nothing approaching the 
scale of the KSFO accident, something 
had obviously gone very wrong for its pi-
lot in the final seconds before touchdown. 
Like the event at SFO, I felt genuinely bad 
for the crew of the single. It also made me 
wonder if a go-around might have pre-
vented this particular outcome, the same 
solution a highly trained professional 
flight crew overlooked that day at KSFO. 

The goal of stable approaches ulti-
mately is to provide another option when 
experience is lacking or task saturation 
begins to crowd flight safety, a demon-
strated threat to all pilots, regardless of 
ability or hours logged. Unstable ap-
proaches may be inevitable, but the so-
lution is universal. When applicable, the 
decision to go around is a demonstration 
of both wisdom and keen airmanship. 



Down East atlantic flying With Don LEDgEr

Snoshoo Racer
A Reno AiR RAces/FoRmulA one contendeR

ack in 2017 I wrote about Mark 
McIntyre, an AME in Saint
John, New Brunswick, who 
had hopes of readying his For-

mula One Snoshoo SR-1 air racer — Tem-
per Tantrum — in time for the Reno Air 
races that year, but that was not to happen. 
His wife had suddenly taken ill, so he put 
that dream away until she was well once 
more. That took two years while McIntyre 
just chipped away at the project.

When his wife recovered, he moved the 
project to a new shop that covers 1,800 
square feet. He also took a new job at 
Ocean Aviation Services, where he is dep-
uty director of maintenance on the Bom-
bardier Challenger 350 series business jet 
flown by the company.

He had the welded 4130 truss fuselage 
and sections of the wooden tapered wing 
ribs and spar completed. The wing is now 
skinned with Mahogany, 3/32-inch-thick 
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Mark McIntyre hopes to have his scratch-built 
Formula One racer ready for inspection by the end 
of the year.
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Finish plywood with each layer at 45° to 
the one above, making it very strong for 
its weight. 

“It is a very hard wing to construct due 
to the wing being tapered on the leading 
and trailing edges, plus its thickness less-
ens from the wing-root at 5-1/2 inches to 
1-1/2 inches out to the wing tip. The cord

at the root is five feet, five inches and only 
10 inches at the wing tip. No wing rib on 
either wing is the same,” McIntyre ex-
plained. “For me, it was the toughest part 
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of the plane to build.” The wing is built 
to withstand seven Gs, both positive and 
negative.

The wing, which incidentally is shoul-
der-mounted, has a very thin cross-section, 
being of the same symmetry on the top 
and bottom. It's a very fast wing, allow-
ing the stock 100-hp Continental engine to 
cruise at 220 mph, but can be pushed to a 
280 mph. The Snoshoo SR-1's airframe has 
a Vne of 350 mph.

The carbon fibre fuselage encases both 
the pilot and the truss-welded frame. It 
was on display at Stanley’s Fly-In in 2019. 
McIntyre attends the fly-in each year. The 
fly-in d irector, P hil C hatterton, i nvited 
McIntyre to speak at one of the forums 
to which this future air racer agreed. He 
brought his Snoshoo SR-1 fuselage along 
with him for display. I missed this fly-in, 
one of three that I’ve missed over the past 
35 or 36 years.

The curious would have noted that the 
gear legs, which is in fact an all-in-one-
piece unit manufactured by Grove Land-
ing Gear Systems, are without brake lines 
while in fact the aluminum 7075-T-6 legs 
are gun-drilled so that the brake lines are 
integral in the gear leg. This cuts down on 
drag which is a plus for air racers.

McIntyre and his wife have been to 
the Reno Air Races many times and, over 
those years, he has formed friendships 
with many of the racers. This has reached 
the point where he can help out some of 
them when he attends. 

I mentioned the Snoshoo SR-1’s en-
gine, which is now hung on the firewall 
of the airframe. It was built by AeroTec 
Engines Ltd. in Windsor Junction, Nova 
Scotia. It is stock, which is required for 
McIntyre’s class of racer. When finances 
allow, McIntyre is hoping to upgrade to 
an electronic ignition system sometime in 
the future.

The engine turns a 62-inch two-bladed 
glass/carbon fibre prop with a 76-inch 
pitch. If all goes well, McIntyre is hop-
ing to have his inspection by the MD-RA 
(Minister’s Delegate — Recreational Avia-
tion) completed by the end of 2019.  

SR-1 SPECIFICATIONS ANd 
PERFORMANCE

Wingspan: 239.0”

overall length: 215.0”

Wing area: 66 sq. ft.

empty weight: 530 lbs.

Gross weight (racing): 746 lbs.

Fuel capacity (racing): 6 gal.

Power (stock o-200, @ s.l.): 100 hp

Wing loading: 11.3 lbs./sq. ft.

Power loading: 7.5 lbs./hp

Aspect ratio: 6.0

cockpit Height: 35.0”

cockpit Width: 22.0”

the following performance estimates are 

calculated using the sr-1 in a typical racing 

configuration and with sea-level standard 

conditions, unless otherwise noted.

stall speed: 65 mph

Rate of climb: 2,500+ fpm

typical cruise speed (7,500 ft. msl): 

220 mph

top speed (level flight, race engine): 

280+ mph

never-exceed speed: 350 mph

Roll rate: 180 deg./sec.

G limits: +/- 8



Recounting Aviation Tales

prairie flying with malcolm mcleodStraight and level

inter has arrived and the 
weather is probably too poor 
to think about going flying, 
so allow me to suggest some 

mental flying with the aid of a good book.
I am fortunate to have stumbled 

across an excellent aviation writer in 
my own home city. She is Deana (she 
says it “Deena”) Driver. Back when 
I worked for CBC Television News in 
Regina, Deana was a reporter for the 
Leader-Post. She became a freelancer 
for professional journals and eventu-
ally, together with her journalist hus-

W
band Al, started a publishing company 
in 2010.

One of their first books was Prairie  
Pilot: Lady Luck Was on My Side — The 
Stories of Walter D. William. It was a book 
of short stories written by Walter Williams, 
a welder in Kerrobert, Saskatchewan who 
owned a 65-horsepower Aeronca Chief.

Williams wrote a hundred true stories of 
flying pregnant women, injured children, 
doctors, nurses, police officers and many 
more to 75 communities in Saskatchewan, 
Alberta and Manitoba. Williams loved to 
fly and answered many calls for help.

Driver’s work on the book had been 
more editing than writing, but it fit per-
fectly with her goal of publishing stories 
of inspiring, fascinating prairie people 
and unsung Canadian heroes. 

Driver had nothing more than a jour-
nalist’s curiosity about aviation; a pass-
ing interest, but “…when I published the 
Prairie Pilot book I became more interested 
in the perils of aviation, the adventure of 
it and why people would want to go up c
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Deana Driver signs her new book, Flight Stories 
of Canadian Aviation.

There are STill PlenTy of UnTold STorieS oUT There
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in the air and do that sort of thing. First of 
all, you have to have some sort of daring 
and imagination to consider taking a metal 
object up away from the ground and try 
to keep it up there and figure out how to 
move it around successfully, often trans-
porting people with you; that’s a kind of 
character that intrigues me. People willing 
to take a risk — careful, calculated risks are 
quite fascinating to me. There’s a specific 
type of character involved in that sort of ef-
fort. Weather and lots of other factors make 
it a very interesting challenge.”

“When that book was pub-
lished, people would just 
come up to me and start telling 
me their pilot stories or their 
dad’s or their grandpa’s, and 
that just made me more curi-
ous about what other stories 
are out there. And of course, 
I have a vivid imagination, so 
I was imagining some of the 
situations that might take place.”

In July of 2015 Driver decided to com-
pile a new book of aviation stories. The 
stories she had were augmented by sto-
ries from other writers. The book was put 
on hold when Al Driver died of cancer in 
2016 but was revived this year and Flight: 
Stories of Canadian Aviation Volume 1 
has now been published. 

The book is a collection of 35 short 
stories that touch many different facets 
of aviation, from a young girl’s story 
of a first flight that ended with a forced 
landing to the classic tale of the pilot 
who drank too much coffee before take-
off and had to improvise his own relief. 

Some stories deal with life on the Snow-
birds 431 Air Demonstration Squadron, 
and others are about the original RCAF 
431 bomber squadron that flew missions 
over France and Germany in the Second 
World War. 

One of the bomber pilots was Reginald 
‘Crash’ Harrison of Finnie, Saskatch-
ewan. Harrison enlisted in the RCAF in 
1939 at the age of 17 and was posted to 
431 Squadron in Bournemouth, England 
in 1943. His first plane crash was on his 
first flight — as an observer pilot or ‘Sec-

ond Dickey’ on a Halifax bomber. The 
plane landed with a 500-pound bomb 
hung up in the bomb bay. The bomb 
exploded on landing and Harrison was 
blown far from the airplane but survived. 
A month later he survived a second air-
field accident caused by an engine fail-
ure as he lifted off in a Halifax bomber. 
Again, an exploding bomb ejected him 
from the plane, but cuts and bruises were 
the worst of his injuries. He also got a 
new nickname on the squadron. ‘Crash’ 
has stuck with him ever since. 

His third crash occurred a couple 
weeks later. On returning from a mission 
over France, the weather in England was 

so bad there was absolutely no place to 
land. The crew bailed out over England, 
but Harrison almost went down with 
the plane. Struggling to leave the plane, 
his parachute got caught on a lever and 
he bailed out at a very low altitude, but 
nonetheless survived unhurt.

His fourth crash was on return from 
a mission over Germany. His plane was 
badly shot up on the mission and one of 
the main wheels would not extend. They 
tried to land with one wheel, but the air-
craft went spinning off the runway. The 

crew was rescued and the next 
day and Crash was sent home. 
He had flown 19 missions in 
seven months. He was only 22 
years old.

Driver had this say about 
the storytelling: Crash Harri-
son was ticked to pieces that I 
would tell his story for the first 
time ever. He was so delighted. 

He’s 97 years old and has been named in 
several different books, but this is the first 
time anyone has told his personal stories. 
I didn’t know that. I thought I was going 
to write one story about Reg and when  
I heard there were four different crashes I 
thought I might be able to write four dif-
ferent stories. It was easy — his memory is 
so remarkable.”

Driver’s book is titled Volume 1. She is 
actively searching for more good stories 
from across Canada for the next volume. 
If you know a story that should be in 
print you can contact Driver through her 
website www.driverworks.ca. She would 
like to release Volume 2 in the spring. 

“HiS firSt plane craSH waS on 

HiS firSt fligHt — aS an obServer 

pilot or ‘Second dickey’ on  

a Halifax bomber.”

1-800-667-0522 1-800-264-6019
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hangar talk With jack schofieldflying stories

An Aero CommAnder PeCuliArity

The Fuel Cap From Hell

ed Smith was a very well-
respected aircraft designer. 
He was a graduate from the
Boeing School of Aeronautics 

and was employed by Douglas Aircraft 
back in 1935 where he was credited with 
the design of the Douglas A20 Invader, a 
Second World War light attack bomber. 
In his off hours he created a 
design for a light twin piston 
engine aircraft, which would 
ultimately be known as the 
Aero Commander. The air-
craft became popular as a 
business plane and several 
variants were built, ultimately 
leading to a prop-jet known 
as the Jet Commander. It was 
a pretty design, fast for its day 
and lovely to fly. Ted Smith’s reputation as 
a designer became not just good but great. 

So, why the stupid gas cap?
We were performing an aerial survey 

in the Dawson City and Inuvik area in an 

T
Aero Commander 500A Shrike equipped 
with a twelve-foot ‘stinger’ out the tail 
containing a magnetometer. The passen-
ger seating area behind the pilot was set 
up with the instrumentation for the mag-
netometer and a then very new gadget 
called a GNS system was installed atop 
the pilot’s instrument panel to allow for 

near pinpoint navigation over a given 
track over the ground. Then described as 
a Global Navigation System, we would 
now describe it as a GPS course indicator 
designed to allow the pilot to maintain 

very accurate tracking. The airplane was 
a creampuff, having been the personal 
aircraft of the president of Ecuador, albeit 
later seized by U.S. authorities for flying 
illicit drugs. 

The survey company I was flying for 
had modified it for their 
purposes and, in addition 
to the stinger, had installed 
a saddle tank about amid-
ships behind the passenger 
compartment. This tank 
provided additional fuel to 
allow for six hours of flight 
time or a range of about 
twelve hundred miles at a 
cruising speed of 200 mph. 

The regular fuel tanks were in the wings 
and were serviced from one fuel-filler 
cap atop the starboard wing. A three-step 
stepladder was carried in the baggage 
compartment to allow the pilot to per-

“The airplane was a creampuff, 

having been The personal aircrafT 

of The presidenT of ecuador, albeiT 

laTer seized by u.s. auThoriTies for 

flying illiciT drugs.”

The Commander being fueled on that fateful day.
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form the filling of the plane’s fuel tanks. 
You might note that I have italicized the 
pilot and not the gas company’s fuel guy; 
only the pilot was to perform the refuel-
ing because of the gas cap. Unlike your 
trusty Ford or Chevy, or even a lowly 
Piper Cub whose gas caps screwed on 
and never jiggled off, this gas cap went 
on with only a half turn and was then 
secured with a dinky little Phillips screw 
that held it in place. The Aero Com-
mander Shrike pilot had to carry a Phil-
lips driver in his breast pocket because 
the fuel guy never had one and anyway 
the fuel guy wasn’t going to be flying in 
the plane so, hey, what’s a little Phillips 
screw got to do with it would be his take?

We had loaded the baggage compart-
ment with all the winter gear carried in 
this plane and it was full to the gunwales 
with wing tarps, a multitude of electric 

heaters used to keep the engines and 
electronics warm during the -30° nights, 
plus all the technical survey equipment. 
The little stepladder was under it all, at 
the very bottom. No problem, we would 
borrow the fuel supplier’s ladder to gas 
up. The gas guy insisted that he would 
perform the refuelling and yes, yes, he 
knew all about the little screw. “No wor-
ries, boss. I have been here many times 
before.” So, he did it and we took off into 
the -30° clear sky hanging over Inuvik, 
setting course for Dawson City; cozy in 
our little capsule hurtling through the 
sky and looking forward to returning 
home once more where ice was to be 
found only in one’s refrigerator trays. 
My roving eye checked all the instru-
ments as we augured along, and sud-
denly stopped dead on the gas gauge—
half empty! “Jeeze! We must be venting 

gas!”  “We are,” replied she whom I will 
refer to as the ‘scientist›. She was cran-
ing around to view the silver stream of 
130 octane venting from the wing tanks 
while I pulled a ‘180’ to return to Inuvik, 
landing back there with the needle on 
near empty and no fuel cap.

“It would have fallen off after you 
took off,” said the airport manager. 
“There is no point in us sending a crew 
out on the runway to look for it—it will 
be out there anywhere from here to who 
knows where.” He was adamant. He 
insisted it couldn’t possibly be found 
here on the runway. The truth was that a 
fuel cap for an Aero Commander Shrike 
would be hard to find anywhere short 
of the factory, so we were in deep dodo. 
Unbeknown to the airport manager, a 
young female snowplow operator had 
overheard our conversation. As I was 
about to leave the manager’s office in 
a deep funk, she came in all bulked out 
in her cold weather gear and offered her 
hand to me, holding a beautiful yellow 
Aero Commander fuel cap with that 
little tab holding the Phillips screw all 
intact. I could have (should have) kissed 
her! She had found it lying there right 
on the far runway numbers.

The fuel company sheepishly pro-
vided a replacement of the fuel lost at 
no charge and we once more took off 
into the blue yonder having determined 
that Ted Smith must have had a bad day 
when he came up with that design but 
not as bad as we had when we lost the 
gas cap from Hell. 

#1-5550 Aerospace Drive, Kelowna B.C. V1V 1S1 
Phone 250.765.9718 • Email: okaero@shaw.ca
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Career airline Pilot  
lifts off in a new DireCtion
By rich pittet | photos By eric dumigan

Autoro tAtions

Like many of us who’ve learned to fly, Kevin Walline grew up look-
ing — up. When he was just 12 his parents would drive him to the 
airport to watch airplanes. The years flew by and it wasn’t until 
turning 19 that he finally went for his first ride in an aircraft — in 
an Enstrom helicopter. 

After that first flight, the dream of becoming a helicopter pilot was set in motion and a plan 
was hatched. Following the advice he received during his introductory ride in the Enstrom, 
Kevin took up fixed wing flying as a cost-effective lead-in to rotary wing training. By his 20th 
birthday, the aspiring helicopter pilot began his initial flying lessons and, through a series of 
events he still can’t quite explain, he somehow became an airline pilot..

Walline puts it in his own words. “For various reasons I ended up pursuing a career in fixed 
wing,” adding, “Once I completed my commercial licence and multi-IFR rating, I got lucky 
and began flying a twin Cessna in Vancouver.” That career path unexpectedly took off. By the 
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Kevin Walline is an accomplished airline pilot,  
check pilot and instructor but a helicopter novice.  
He’s coming full circle with the vintage Bell 47  
helicopter since his first interest as a pilot was  
rotary wing aviation. The historic aircraft was one  
of the first practical helicopters although this is  
a relatively modern (1972) three-seat version.

age of 31, he found himself working for 
Air Canada, something Kevin enthusias-
tically describes as “the job of a lifetime.” 
Following his promotion at the airline to 
captain, he was asked to be a check pilot, 
first on the Airbus A320, then the Boeing 
767 and finally the 787 Dreamliner. He is 
now amongst the first pilots in Canada 
to hold an ‘E’ Authority on the A220 Air-
bus, able to conduct check rides in both 
the airplane and simulator, as well as is-
sue type ratings on the airline’s newest 
medium jet. 

If all this sounds like a lot of work, it is. 
Anyone familiar with the aviation busi-
ness knows that these sorts of promo-
tions are anything but random events. 
Invariably, talent and a stellar work ethic 
are recognized, but the payoff is gener-
ally even more work and responsibili-
ties. Walline tells Canadian Aviator that 
while he finds all this very rewarding, 
where his own recreational flying was 
concerned, he was looking for something 

initially puzzled. “So, you’re an airline 
pilot and you want to learn how to fly 
helicopters, eh? While hovering you’ll 
probably lose control in 1 to 3 seconds.” 
The normally modest Walline proudly 
told Canadian Aviator “I nearly doubled 
that time before loss of control — to  
almost five seconds,” adding “And that 
was with only one control surface.” But 
this time he was playing for keeps and, 
after a three-decade hiatus, the widebody 
captain was determined to tackle at least 
a private helicopter licence.

 No stranger to aviation, Kevin soon 
determined that renting a helo solo was 
nearly impossible, and the prospect of al-
ways flying with an instructor held little 
appeal to him. The search for an afford-

a little different, far from the world of full 
motion simulators and conducting Trans-
port Canada evaluations.

 Then a nearly forgotten dream re-
surfaced, sadly brought on in part by a 
series of tragic personal events. Kevin 
says it was ultimately the untimely 
death of his father at the age of 61, fol-
lowed by his mother’s funeral on his 
own 50th birthday, that spurred the 
airline pilot to rekindle an old passion. 
Fuelled by such poignant reminders 
that life is short, he decided to revisit 
learning to fly helicopters. It was dur-
ing a flight in retired airline colleague’s 
Bell 47D-1 that he decided: Kevin Wal-
line was once again on the flight path to 
become a helicopter pilot.

 A second familiarization Flight soon 
followed, this one 33 years after his first 
ride in an Enstrom. Walline humorously 
recounts how his second run at the ro-
tary world unfolded. The Robinson R44 
instructor tasked with the fam flight was 
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helicopter

able helicopter began in earnest. Turbine-
powered machines, even used, can easily 
approach the half-million-dollar mark, so 
that option was a non-starter. With the 
encouragement of friends, he began his 
search for the Cessna 172 of the helicopter 
world, the Bell 47.

 It turned out that piston-powered ma-
chines were relatively abundant in the 
United States, but many came with in-
complete documentation or missing log-
books. This, along with FAA-approved 
one-off field repairs and dubious service 
records make the importing process 
even more complicated than it already 
is. Admitting to nearly throwing in the 
towel on a couple of occasions, Kevin  
instead refocused his search on the  
Canadian marketplace and eventually 
found a Model 47 about an hours’ drive 

from his home in Barrie. Ontario.
 The next challenge came in the form of 

finding an instructor current on the Bell 
47 (Walline’s is a 1972 example, a wide-
cabin model with seating for three). Once 
again, with the help of his growing rotary 
wing community, Kevin located an in-
structor willing to teach him to fly his own 
aircraft. In a move uncharacteristic of the 
normally restrained Air Canada captain, 
he pulled the trigger on a Bell 47G-5A and 
wrote a cheque for the aircraft. For the 
next three months the instructor wasn’t 
available, so all Kevin could do was sit in 
his new airplane — safely ensconced in 
his hangar at Edenvale, Ontario airport, 
and make helicopter noises. But when the 
schooling began, it began in earnest. Wal-

“anyone familiar 
with rotary flight
knows it begins and 
ends in the hover,
a reality Kevin’s 
instructor drilled 
into him early on in 
his training.”
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line reports, “It was like learning to fly all 
over again.” This from a man with over 
19,000 hours in his logbook.

Anyone familiar with rotary flight 
knows it begins and ends in the hover, a 
reality Kevin’s instructor drilled into him 
early on in his training. He vividly re-
counts his first exposure to the new skill. 
With about 3.5 hours of dual time under 
his belt, Walline and his instructor set out 
to practice over a sod farm near his home 
in Barrie, Ontario. As the lesson drew to 
a close, his instructor jokingly observed, 
“Okay, since we’ve used almost the en-
tire field, it’s time to go home.” The 
learning curve was steep, but the wide-
body captain persevered, telling Canadi-
an Aviator, “Shortly thereafter it all came 
together, almost like magic. Not perfect 
by any means, but at least I could keep it 
in a relatively close area.”

The training continued over the next 
few months, with simulated engine fail-
ures in the hover, autorotations (which 

Kevin describes as more benign than 
expected), hydraulic failures and “Lots 
and lots of circuits.” Kevin soon came to 
regard his training as much a recreation 
as an education, and took a leisurely ap-
proach to learning. He obtained his li-
cence after a total of 60 hours of solo and 
dual flight. Now, with over 157 hours he-
licopter flying under his belt, his flights 
are mostly of a local nature, usually last-
ing no more than an hour or two. Walline 
adds, “At 75 kts, true or indicated, you 
don’t go fast — or far.”

Walline’s helicopter is equipped with 
a Lycoming VO-435, 260-horsepower 
piston engine, mounted in the vertical. 
He reports it’s a very reliable power-
plant but admits to preferring turbine 
engines. Earlier variants of the Bell 47 
came out of the factory with wooden 
main rotor blades, the principal benefit 
of these being their ‘on-condition’ in-
spection status. In contrast, later mod-
els, specifically the 47G-5A series like 

Walline’s, have metal rotors, and these 
have a specified lifetime. 

Where performance is concerned, it 
turns out Walline’s modest helicopter 
is more Skylane than Skyhawk. Of a to-
tal gross weight of 2850 pounds, nearly 
1100 of that can be carried aloft in the 
form of useful load. Cabin weight (doors 
on) is limited to 600 pounds. Like any 
other aircraft, Walline offers that, “Fuel 
is the cheapest part of ownership,” with 
a burn rate of about 15 gallons per hour. 
Full fuel of 60 U.S. gallons translates 
into just over three hours endurance 
with comfortable reserves. Kevin flight 
plans at 84 mph (73 kts), and tells Cana-
dian Aviator his typical flights are about 
two hours in length. The maximum 

Maintenance is king in safe helicopter operations  
and most of the serviceable bits on the Bell are  
readily accessible. As for training, it can be a  
challenge to become an amateur helicopter pilot.  
As with all helicopter flying, every flight begins  
and ends with the hover, a maneuver all new pilots  
get plenty of practice doing.



4 0   canadian aviator +  j a n / f e b  2 0 2 0

speed of a Bell 47G-5A is a blinding 
105 mph, or 91 knots. While not quite a 
cross-country machine, the aircraft does 
well in its principal domain — the verti-
cal — climbing at an impressive 860 ft/
min. Because it weighs less than 12,500 
pounds, any AME can maintain the 
47G-5A, meaning annual inspections 
and routine upkeep require no special 
ferry flights.

So where does an airline captain, with 
access to global travel, fly his personal 
helicopter? Any pilot knows that going 
flying with a mission is the most fun, 
and it turns out heavy jet captain Kevin 
Walline is no different. In a variation 
of the $100 hamburger mission, Kevin 
enjoys fish and chip runs to a marina 
restaurant in nearby Midland, Ontario. 
Another favourite place involves brief 
over-water flights to the world-famous 
Henry’s Fish Restaurant on Frying Pan 
Island in Georgian Bay.

Whereas many of his friends fly air-
planes loaded up with the newest and 
best GPS navigators and glass displays, 
Kevin is a purest. He instead relies on 
the mandatory wet compass and a sec-
tional chart (with maybe a little help 
from the Foreflight app paired to a por-
table GPS receiver) and he easily makes 
his way around Ontario’s famous cot-
tage country, low and comparatively 
slow.

A fixed wing pilot converting to ro-
tary wing will report that in cruise a 
helicopter and an airplane feel quite 
familiar. It’s hovering, combined with 
vertical landings and departures, that 
change everything. No longer is this 
the case than during ‘off-airport’ opera-
tions. Walline told Aviator that the most 
fun he experienced during his training 
was in this phase, where assessing a 
potential landing site is nearly as criti-
cal as flying the aircraft. He recounts the 

so-called ‘six-esses’ of picking a landing 
site, namely size, shape, slope, sun, spot 
and surrounding.” Add to this wind, 
wires, abort plan, entry and exit and it 
becomes easy to see how a fixed wing 
pilot’s goals of touching down in the 
first third of a runway might seem quite 
simple. 

“While not quite  
a cross-country 
machine, the aircraft 
does well in its 
principal domain — 
the vertical.”

helicopter
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ameriCan DaviD fairbanks beCame  
De HavillanD test Pilot

By John chalmers

a 
canadian 
aviation 

icon
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aviation icon

AMericAns in cAnAdiAn 
UniforM

canada scoured the farms and factories of the nation 

to fill pilot seats in the Second world war but couldn’t 

meet the demand so it welcomed american recruits. 

in fact, to accommodate the U.S. citizens the rcaf 

replaced the oath of allegiance to King George iv, 

which would have had the effect of the americans 

renouncing their citizenship, to an oath of obedi-

ence. by the end of the war, about 9,000 “Yanks” 

had worn the distinctive blue wedges of the rcaf 

and about 800 died in that uniform. the americans 

joined the fight that wasn’t yet theirs for a variety 

of reasons, from the lure of adventure to deeply felt 

political convictions. many, like fairbanks, distin-

guished themselves in battle, winning many awards 

and citations. after the U.S. entered the war in late 

1941, the americans were permitted to transfer to 

the U.S. military but only about a third of them did so 

over the course of the war. among the most famous 

americans flying under the maple leaf was john Gil-

lespie magee, who penned the poem High flight 

while flying Spitfires in the U.K. He died in a midair 

collision with another british aircraft in 1941 while 

flying for the rcaf.

 An American who joined the RCAF in 
1941 at age 18, before the United States 
entered the Second World War, David 
Fairbanks trained as a pilot in the British 
Commonwealth Air Training Plan. Post-
ed overseas, he was attached to the Royal 
Air Force. After shooting down one en-
emy aircraft while flying a Supermarine 
Spitfire, Fairbanks shot down 14 more as 
a pilot of a Hawker Tempest. 

Attaining the rank of squadron lead-
er, he served as commanding officer of 
274 RAF Squadron. In February 1945 he 
bailed out when his aircraft was shot up, 
and was taken as a prisoner of war shortly 
before the war ended. Liberated at war’s 

end and returning home, Fairbanks was 
only 22 years old and was a three-time re-
cipient of the Distinguished Flying Cross.

Post-war, David Fairbanks graduated 
in engineering from Cornell University 
at Ithaca, became a Canadian citizen, and 
worked for de Havilland Canada (DHC). 
He served as a test pilot and demon-
stration pilot for the company, and was 
closely associated with DHC’s Short 
Takeoff and Landing (STOL) aircraft — 
notably the Beaver, Otter, Caribou, Buf-
falo and the Dash-7. 

As Manager of Flight Operations for 
DHC, Fairbanks died suddenly at the age 
of 52 in 1975. The following year he was 
posthumously awarded the Trans-Cana-
da (McKee) Trophy, largely in recognition 
for his contribution to development of 
STOL aircraft.

Now a Member of Canada’s Aviation 
Hall of Fame, David Fairbanks was also 
honoured further in his home country on 
September 13 at an Evening Celebration 
of Aviation to be held at the Ithaca Tom-
kins Regional Airport. 

At the 2019 induction cer-
emonies for Canada’s Avia-
tion Hall of Fame, held in 
Bombardier’s Laurent Beau-
doin Completion Centre at 
the Montreal-Trudeau Inter-
national Airport, one of the 
inductees to the Hall was Da-
vid Charles Fairbanks, a na-
tive of Ithaca, New York.

The Tempest was a next generation 
fighter that fairbanks earned 14 

victories flying.
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canada’s aviation Hall of fame (caHf) has 

announced the names of four canadians and an 

iconic air demonstration team that will be inducted 

into the organization at a gala event to be held in 

calgary, alberta on june 4, 2020.

the late former air vice marshall clifford 

mackay mcewan, chorus aviation founder joseph 

d. randell,  aviation author Shirley Linda render 

and astronaut byarni tryggvason. the belt of orion 

award goes to the red Knight air demonstration 

team that thrilled air show crowds across canada 

from 1958 to 1969.

Clifford MaCkay MCEwan

mcewan initially joined the canadian expedi-

tionary force during the first world war before 

transferring to the royal flying corps. most of 

his war-time flying was in italy. in the later years 

of the war, mcewan joined the incipient canadian 

air force in england, where he remained with the 

then-renamed royal canadian air force. mcewan 

continued to serve the rcaf during the Second 

world war, eventually attaining the rank of air 

vice-marshall.

JosEph d. randEll

randell is currently the president and ceo of 

chorus aviation, owners of jazz aviation. after 

obtaining an mba in 1984, one that was focussed 

on the business of aviation, randell’s work led 

to his founding of air nova in 1986. He presided 

over the transition from turboprops to a fleet that 

also included regional jets. air canada eventually 

bought air nova, leaving randell to pursue other 

opportunities related to airline mergers. in 2006 air 

canada jazz was sprung from the reorganization of 

air canada after its declaration of bankruptcy, later 

reorganized as a division of chorus aviation.

shirlEy rEndEr

a pilot since earning her wings at the age of thirty, 

render began volunteering at manitoba’s western 

canadian aviation museum, where she penned 

many contributions for its magazine. Later, as a 

museum board member, render obtained an ma 

in history and subsequently wrote two aviation-

themed non-fiction books. in 1990 she entered 

politics, eventually becoming a cabinet minister 

in manitoba. after leaving politics in 2002, render 

returned to the museum, then in difficulty, and 

turned around its fortunes.

Byarni ValdiMar TryggVason

tryggvason, fascinated by aviation at a young age, 

joined the royal canadian air cadets in richmond, 

british columbia. tryggvason’s life took various turns 

and he eventually became an astronaut. tryggvason 

made it to space in 1997 as a mission specialist on 

StS-85. He continues his passion for aviation by 

flying vintage aircraft and in 2009 he flew a replica 

of the Silver dart, the first aircraft to fly in canada.

ThE rEd knighT

from 1958 to 1969 the red Knight performed 600 

shows across the continent. for 10 of the 11 sea-

sons the team used a bright red canadair ct-133 

Silver Star and the last year it used a ct-114 tutor. 

the red Knight flew at various times as a solo 

act alongside the rcaf Golden Hawks and the 

Golden centennaires and was fondly remembered 

for its many appearances at events held in smaller, 

out-of-the-way communities not served by the 

bigger teams.

HAll of fAMe indUcTees AnnoUnced
Builders, Explorers, War Hero and the Red Knight Inducted

By StEvE DRInKWatER



electric beaver

IntroducIng the e-Beaver
by Steve Drinkwater

ElEctric 
Flight

There are arguably two iconic sounds that Canadians immediately  
associate with their homeland: the cry of a loon and the sound of a  
piston-powered de Havilland Beaver. Both evoke images and memories 
of summer vacations and fishing trips.
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electric beaver

With the latest developments at Van-
couver-based Harbour Air’s Sea Island 
hangar, however, the radial-engine 
thunder could be replaced by the bare-
ly audible hum of electrical efficiency. 
Harbour Air expects to be flying elec-
tric-powered Beavers on its short hops 
around southwestern British Columbia 
by the end on 2022. Full fleet deploy-
ment of the electric technology should 
follow soon afterward.

CEO Greg McDougall is leading the 
initiative and took the pilot seat of the 
prototype aircraft on a bright November 
day to help with the installation of the 
instruments, surrounded by Harbour’s 
technicians and a couple more from elec-
tric motor supplier magniX. Off to one 
side was a conventional, piston-powered 
Beaver whose engine was about to be 
overhauled. Several workers surrounded 
it, hard at work.

Installing computer-controlled electric 
motors in 70-year-old airframes is “a no-

GreG McDouGall 
– a Pioneer

mcdougall was first bit by the aviation bug while 

travelling as a youngster via floatplanes to his 

family’s cabin on remote nelson island, some 45 

nm northwest of vancouver. once he finished high 

school, he was off to flight school, where he earned 

his first pilot’s licence at Pitt meadow airport, near 

vancouver. His first job took him to fort Simpson in 

the northwest territories, flying a cessna 185 on 

floats. before long, he was back in southwestern 

b.c. flying floatplanes for Hyack air out of victoria. it 

was during an economic downturn when mcdougall 

was laid off that he co-founded Harbour air, having 

acquired a couple of leased beavers. 

with over six thousand hours in his logbook, 

mcdougall no longer serves as a line pilot, though 

he still finds time to fly for pleasure. “for me, 

living in b.c. is all about not living in the city,” he 

says. “that’s why i started flying in the first place. 

just to get away from it all and be out in the wil-

derness.” He also finds time to pursue more 

down-to-earth activities, including back-country 

biking in the mountain ranges near Pemberton, 

north of whistler.

the 64-year-old mcdougall has won many indus-

try awards, culminating in being inducted into cana-

da’s aviation Hall of fame in 2019. in a statement on 

that occasion, mcdougall declared “it’s an incredible 

honour. i am extremely proud of what we’ve been 

able to accomplish as an airline and how our efforts 

have contributed to a number of innovations and 

enhanced safety standards in our industry.”

in many ways, mcdougall’s most memorable 

accomplishment may be just on the horizon.

brainer”, says McDougall, a passionate 
advocate of environmentally friendly 
aviation who built Harbour Air on the 
backs of de Havilland’s iconically rugged 
and economical designs. But environ-
mental benefits and marketing hype not-
withstanding, if it didn’t make economic 
sense to bring the Beavers into the cur-
rent millennium, he probably wouldn’t 
be doing it. 

The legacy piston-powered Beavers in 
Harbour’s current fleet are maintenance-
intensive, with lots of expensive man-
power keeping them running safely. Ev-
ery 1,400 hours, the radial engines have 
to be overhauled, with many of the parts 
needing replacement and refurbishing. 
This will not be the case with electric 
motors. “You don’t even have to look at 
the [electric] motor until it reaches 10,000 
hours of in-service time,” he said.

The Beaver’s new motor is a magni500 
made by Redmond, Washington-based 
magniX, Harbour Air’s partner in the 

Harbour air is closely guarding 
the technology and innovations 
going into the front end. This 
is as close as our photography 
could get.
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clockwise from top: Motor installation complete,  
the cowl is installed; lithium cells line the the  
fuselage; Paint and decals complete; electric motor 
extends forward similar to Turbo Beavers.

Beaver project. It weighs 297 lbs, com-
pared to roughly 640 lbs for the original-
equipment Wasp radial engine. It is even 
lighter than the 315-lb PT-6A option that 
powers many Turbo Beavers.

The energy source is, however, a dif-
ferent story; lining the inside of the fu-
selage of the prototype, and in other 
available spaces inside, are the lithium 
ion cells that power the leanly elegant 
motor. Together, they weigh so much 
that the resulting payload, aside from 
the pilot, will only be about 185 pounds. 
Obviously that’s no way to run an air-
line, but in the rapidly advancing field 
of electric mobility, it’s a temporary is-
sue. “The batteries we’re installing now 
are already obsolete,” McDougall said. 
“They will be removed and used to 
power start carts after the flight test.”

McDougall expects battery technol-
ogy to continue advancing, allowing for 
smaller and lighter cells while maintain-
ing the same level of stored energy. “Even 

if the next generation of batteries limits 
the payload to one or two fewer pas-
sengers per flight compared to six in our 
current Beavers, we’d still be ahead eco-
nomically,” he said. 

Most of Harbour’s Beaver routes last 
20 to 25 minutes including the Richmond-
to-Nanaimo route that will likely launch 
Harbour’s electric airliner service.

Technology is only part of the equa-
tion in launching that service; work 
is also moving ahead with Transport 
Canada on the certification process. 
“They’re very much working with us,” 
said McDougall.

The electric Beaver was scheduled to 
get its floats wet for high-speed taxi tests 
in the Fraser River in mid-December fol-
lowed by a test flight with, as usual, Mc-
Dougall at the controls. 

carBon neuTral 
HarBour air

Harbour air, started by Greg mcdougall with 

two floatplanes in 1982, grew to eventually 

become the world’s largest floatplane airline. 

more than 450 employees work to make the 

floatplane flying experience safe and enjoyable 

for more than 500,000 passengers each year. 

though it lost its title of the world’s largest 

when two maldives-based operators merged in 

2013, it’ll never lose its place as the first airline 

in north america to become carbon-neutral, a 

feat it accomplished in 2007 through its pioneer-

ing carbon-offset policy developed in collabora-

tion with vancouver-based offsetters climate 

Solutions. those areas where carbon emissions 

could not be reduced or eliminated are subject 

to the purchase of carbon offsets.c
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Have a story to publish? Contact Coast Dog Press at coastdog2@shaw.ca

Bush Hawk 
(Undaunted Belief) 
The famed FBA-2 known by bush pilots 
simply as the “Found” outlasted all of 
its competitors. Meet Bud Found, aptly 
cited for his undaunted belief in the air-
craft born of his skill and imagination 
that would ultimately be named the Bush 
Hawk and bring pride to Canadians. 

By S.R. (Rick) Found
Price: $34.00 $30.60 (includes shipping)

Otter and 
Twin Otter
The compel-
ling tale and a 
beautifully il-
lustrated hom-
age to two of 

the world’s greatest aircrafts and of the 
engineers and pilots who made the Ot-
ter and Twin Otter aviation legends.

By Sean Rossiter
Price: $34.95 (includes shipping)

Johnny
Air Commodore John 
Fauquier, ‘Johnny’ was 
Canada’s most deco-
rated airman. He did it 
all during his flying ca-
reer as a bush pilot, fly-
ing instructor, bomber 

pilot, squadron commander, pathfinder, 
master bomber, base commander, and fi-
nally leading the legendary ‘Dambusters’ 
squadron as they dropped 22,400 lb 
Grand Slam bombs on Nazi targets.

By Dave Birrell
Price: $29.95 (includes shipping)

The 
Immortal 
Beaver

Developed soon after World War II, the de 
Havilland Beaver has become one of the 
most successful and long-lived designs in 
aviation history. The Beaver was adopted 
worldwide, and in certain jobs it has yet to 
be surpassed.  This colourful retelling of 
the Beaver saga also captures the unforget-
table characters behind the airplane.

By Sean Rossiter
Price: $34.95 (includes shipping)

Gemini
Flight
Born in Nanton, Alberta, 
identical twins Bruce and 
Douglas Warren trained 
together at High River 
and Medicine Hat, Alber-

ta. They went on to fly Spitfires together, 
completing their wartime service as the 
two flight commanders on 66 Squadron. 
Following the war, both made significant 
contributions to the Royal Canadian Air 
Force during the Cold War. 

By Douglas Warren
Price: $26.95 (includes shipping)

The Canadian 
Air Force at 
High River
When the Canadian 
Air Force was formed 
in 1923, the High Riv-
er Air Station was the 
busiest in the coun-
try. The air force re-

turned to High River in earnest in 1941 
with the Calgary Aero Club and the 
RCAF together, operating a very success-
ful Elementary Flying Training School. 

By Dave Birrell
Price: $21.50 (includes shipping)

Dambusters
Based on interviews, 
personal accounts, flight 
logs, maps and photo-
graphs of the Canadians 
involved, Dam Busters re-
counts the dramatic story 
of the young Common-

wealth bomber crews tasked with a high-
risk mission against an enemy prepared to 
defend the Fatherland to the death.

Author: Ted Barris
Price: $35.50 (includes shipping in Canada)

Airborne
In this story of a fa-
ther and son, Jona-
than decided to track 
down the object that 
had once given his 
father so much joy: 
a tiny single-seat bi-
plane called Charlie 

Foxtrot Foxtrot Alpha Mike and retrace 
his father’s airborne life.

By Jonathan Rotondo
Price: $29.95 (includes shipping)

sale
People, 
Places and 
Planes

Grassroots Aviation, Sport Aviation, Rec-
reational Flying — Call it what you may, 
this is a book for people with a passion 
for airplanes, for classic airplanes, for 
flying off a grass field, for rebuilding, 
restoring and generally messing around 
in hangars with airplanes and other peo-
ple of like interest.

By Mike Davenport
Price: $34.95 (includes shipping)
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to order: visit aviatorsbookshelf.ca, email roberta@canadianaviator.com or call 1.800.656.7598

Amazing  
Flights and  
Flyers
A collection of true avia-
tion stories that graphi-
cally demonstrate the 
almost super-human 
endurance and tenac-
ity of aviators in life-or-

death situations — including mid-winter 
medical evacuation flights; CASARA 
members searching for lost people and 
planes; and the determination of aviation 
pioneers. All are remarkable stories, and 
most are little-known.

By Shirlee Smith Matheson
Price: $24.95 (incl. shipping)

Farm Boy to  
Fly Boy
Fascinating and in-
sightful, this book 
will appeal to those 
who are fascinated 
by the military and 
flying as well as 
those who are sim-

ply seeking a first-person account of 
what life was really like for the men 
and women who served in the RCAF 
throughout one of the most pivotal pe-
riods of twentieth-century history.

By: Col [Ret] G. Brennand
Price: $24.75 (includes shipping)

Miles to  
Millions
The senior captain for 
Air Canada showed 
up for every flight 
even as he built a real 
estate empire worth 
a billion dollars. Gre-

nier’s ready wit and the many twists and 
turns of a penniless 19-year-old commercial 
pilot’s career built on perseverance and the 
willingness to take risks takes readers on an 
unusual journey, even for the the aviation  
industry.

By Bill Grenier
Price: $35.95 (includes shipping)

Best Seat in 
the House
Jim Griffith and 
Trans Canada Air-
lines were both 
born at about the 
same time and 

grew together over the decades.  Griffith 
experienced the history of Canada’s 
national airline and this book tells the 
story of both.

By Jim Griffith 
Price: $34.00 (includes shipping)

The Coast Dog Series
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 B.C. aviation histories in a re-
vised edition of No Numbered Runways, make 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 (includes shipping)

Riding 
the Fire

Riding The Fire is 
the biography of 
businessman and 
pilot, David Mc-
Culloch, whose ad-
ventures around the 

world are covered in this book. He stacked 
up over 180 countries in his travels. All of 
his trials and tribulations are related in this 
biography that reads more like a novel; a 
rags to riches saga.

By Don Ledger
Price $28.95 (includes shipping)

Lost: Unsolved 
Mysteries
One of the themes 
that runs through this 
book is the enigma 
of aircraft that disap-
pear, sometimes with-
in miles of busy air-

ports and crowded cities, and cannot be 
found despite desperate and prolonged 
searches. 

By Shirlee Smith Matheson
Price: $26.95 (includes shipping)

Yukon Wings
An illustrated history 
of the birth and devel-
opment of the aviation 
industry in the Yukon. 
Filled with hundreds 
of superb previously 
unpublished photo-

graphs, this is an astonishing book of 
ingenuity and determination in the face 
of unrelenting setbacks. 

By: R.B. Cameron
Price: $85.00 (includes shipping)
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65HP Rotax©
582 Model 99

912 & 914
912iS Sport

Series Engines

website: https://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!

(NOW AVAILBLE!)

PNR -  $385
ANR BT -  $685

GA 

Heli 

Lemo

 RS Designs     aviationheadsets.ca   

rsdesign@mts.net or 204-726-4221

RFID Pilot 
Passport Leather 

Wallet 

$39

* COPA members receive extended warranty. 

HEADSETS
and

HELMETS

Ultra-light and Strong 
Crystal-Clear Communication

Proven Quality

Courses  •  DVDs  •  Headsets  •  GPS
  Radios  •  Flight Bags  •  Kneeboards   

 

iPad accessories

FLIGHT SCHOOL
Flight Training  •  Flight Reviews  

 

Instrument Proficiency Checks

PILOT SUPPLIES

PHONE: 1 (USA) 513.735.9000
SPORTYS.COM

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

WE’RE NOT 
AN AIRLINE.
WE’RE A 
LIFELINE.
HOPE AIR provides Canadians in fi nancial need with free travel 
to medical care far from home. Your donation allows patients to 
focus on what’s important: their health.

To learn more and to donate, visit hopeair.ca

HopeAir_4.75x3.75 ad._01.19.indd   1 2019-01-30   11:26 AM
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To advance, promote and  
preserve the Canadian  

freedom to fly.

As a COPA member you’ll enjoy 
the many benefits that we offer, 
including but not limited to:

•  Group insurance programs  
for aviation, life, dental,  
accidental death, emergency 
medical, home and auto,  
UAV

• Car and hotel discounts
• 5% discount with VIA Rail
• Monthly issues of COPA Flight
•  Website Members-only section 

which includes free guides, 
updated articles, and  
community events

•  A BMO MasterCard; whenever 
you make a purchase, a  
payment is made to COPA 
from BMO Bank of Montreal  
at no additional cost to you

•  Discounts on other aviation 
publications including Wings, 
Helicopters, Canadian Aviator, 
and Air Maintenance

•  Attending our convention to 
network and engage with 
 fellow aviators

Join now and support aviation 
in Canada today!

Canadian Owners and Pilots  
Association  

75 Albert Street, Suite 903  
Ottawa, ON K1P 5E7  

T: 613-236-4901  
copa@copanational.org 

www.copanational.org
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attention Flight 
training StudentS!

enter to Win the canadian aviator Flight training conteSt!
Send your name, School you are attending and a photo to: 

katherine@canadianaviator.com

the deadline For the Spring iSSue iS January 10th

the proFeSSional pilot 
logbook iS provided by 
vip pilot centre



 

subscribe today!
1.800.656.7598 | www.canadianaviator.com

SUBSCRIBE + SAVE!
one year subscription  

only $26!*
* Taxes may vary by province.
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1-a
2-b
3-a
4-c
5-c
6-c
7-a
8-a

ReFResh YouR MeMoRY

1.	 At	approximately	44,000	units,	it’s	the	most		
produced	civilian	single-engine	aircraft	in	history.

a.  Cessna 172.
b.  Piper Pa-28 Cherokee.
c.  Cessna 150/152.
d.  Piper j-3 Cub.

2.	 Of	the	estimated	16,000	DC-3s	ever	built,	how	
many	were	built	specifically	for	civilian	use?

a.  10,732.
b.  607.
c.  13,225.
d.  1,210.

3.	 With	over	36,000	produced,	it’s	the	most		
manufactured	military	aircraft	in	history.

a.  Ilyushin Il-2.
b.  Messerschmitt bf 109.
c.  north american P-51 Mustang.
d.  focke-Wulf fw 190.

4.	 The	military	variant	of	the	Cessna	172	was	known	
by	what	designation	and	name?

a.  C-172 Rampart.
b.  T-172 San Marcos.
c.  T-41 Mescalero.
d.  L-2 Surveyor.

5.	 The	1st	American	Volunteer	Group	became	
famous	in	WWII	for	carrying	what	nickname?	

a.  The Iron angels. 
b.  The black Cats.
c.  The flying Tigers.
d.  The fighting aces.

6.	 Which	of	the	following	Canadian	companies	built	
North	American	Harvard	trainers	during	WWII?

a.  De Havilland aircraft of Canada. 
b.  fleet aircraft.
c.  noorduyn.
d.  avro Canada.

7.	 Diamond	Aircraft	Industries	produces	their		
aircraft	in	what	Canadian	city?

a.  London, Ontario.
b.  Mirabel, Quebec.
c.  Midland, Ontario
d.  Trois Rivières, Quebec.

8.	 The	first	woman	to	fly	as	a	passenger	on	an	
aircraft	in	Canada	occurred	when	and	in	what	
province?

a.  1912, british Columbia.
b.  1909, nova Scotia.
c.  1910, Prince edward Island
d.  1911, Ontario.

acRoss
1. apprehend.
3. a provincial capital.*
6. Heavy work might break it.
8. a town in Ontario and england.* 
10. alternative to crew (v).
12. an email op on.
13. Wedge open.
15. brings home the baby.*
17. Much ___ about nothing.
18. Choose.
20. an expression of disgust.
22. not only good, but _____.
24. both north and South are U.S. 
states.*

26. a negative word.
28. not this one.
30. a Golden Hawk.*
32. a Guthrie.
33. a long, long time.
34. Moment divided by weight.
35. Dorian is one.

DoWN
2. Wraps around seeds.
3. break into a computer.
4. a cargo hauler. *
5. a diminutive for father.
7. Used for arresting some 
aircraft.

8. a retriever.*
9. Resort of well-being.
11. Straight as an _______.*
14. nHL team member.*
16. _____ in the air.
19. a young youngster.
21. beast of burden.*
22. a little old man, in folklore.
23. Decompose.
25. In addition to.
27. a flight manoeuvre before 
some landings. 
29. Short-term airplane parking 
spot. *
31. Drinking establishment.
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Aviation Crossword Puzzle: 10 Historic RCAF Aircraft

the WaY liFe WoRks
I	was	having	a	conversation	with	a	friend	recently	about	how	times	have	changed	and	
how	tough	it	was	for	us	to	get	our	first	flying	jobs.	When	I	started,	you	had	to	get	your	
name	out	there	somehow	and	differentiate	yourself,	it	was	all	about	the	connections	
you	made.	This	reminds	me	of	my	short	stay	at	Hearst	Air	services,	which	helped	bridge	
the	gap	in	finding	my	first	flying	job.

In	2010,	I	was	ferrying	a	J3	Cub	from	Yukon	to	Quebec.	I	was	flying	over	northern	Ontario	
and	along	the	Transcanada	was	a	short	sandy	runway	with	a	lake	right	beside	it	and	some	float	
planes.	I	decided	to	make	a	quick	stop	to	check	it	out.	I	ended	up	talking	to	the	owners	and	
they	offered	me	a	job	helping	out	around	the	base	to	finish	off	the	season.	After	finishing	my	
trip	with	the	J3	and	having	nowhere	else	to	be,	I	drove	my	car	back	to	Hearst	Ontario	where	I	
would	work	the	dock	for	the	next	three	months.	The	company	owner	and	bush	pilot	Georges	
Veilleux	was	an	awesome	guy.	We	got	along	great	and	I	learned	a	bunch.	If	it	wasn’t	too	busy,	
Georges	would	let	me	fly	the	Beaver	from	the	left	seat	on	the	empty	legs	or	cargo	runs.

During	my	time	at	Hearst	Air,	the	Canadian	Aviator	article	about	the	ferry	flight	I	had	
done	was	published,which	then	opened	the	door	to	finding	my	first	actual	flying	job	in	Gillam	
Manitoba.	Unfortunately	that	was	the	last	time	I	would	ever	fly	a	Beaver.	I’ve	been	dreaming	
of	getting	back	in	one	ever	since.	Thanks	Georges	and	everyone	at	Hearst	Air! 

saM’s JouRNeY by Samuel Daigle
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Lycoming holds itself to its own standard – the Lycoming Standard. 

It is a bar, continuously raised, to be better than everyone, including ourselves. For example, our recent 
200-hour TBO extensions give our customers more flying time, increased cost efficiency, and peace of mind. In 
some cases, 400-hour TBO extensions can be approved.

Genuine Lycoming engines and parts are held to high quality standards, offer improved wear characteristics, 
and incorporate Lycoming’s latest innovations and enhancements. Add all this to our customer service, which is 
unmatched in general aviation, and a factory warranty, and you quickly realize that a genuine Lycoming engine is 
the right choice.

There is no substitute for the reliability and durability that you expect and receive from Lycoming. 
Don’t trust your safety to imitations. Choose a genuine Lycoming.

Contact an authorized Lycoming Distributor to purchase genuine Lycoming engines and parts.

www.Lycoming.com

A 400-HOUR TBO EXTENSION IS REAL VALUE
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