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WALKAROUND
EDITORIAL BY STEVE DRINKWATER

Home of the 3 Canadian Forces Flight Training School 
(3CFFTS), Southport takes pride in supporting military 
flight training today and into the future.

HONOURING THE PAST,
PREPARING FOR THE FUTURE

204.428.6030204.428.6030 Southport.caSouthport.ca

Readers of this magazine may have 
noticed the addition of my name 

in the masthead as the publisher. I 
purchased Canadian Aviator Publishing 
Ltd. in the summer of 2018, which is of 
course the date I became the publisher. 
Russ Niles, the previous publisher, 
continued as editor as I contributed 
by doing the copyediting work, which 
basically means tidying up an article for 
publication and performing some fact-
checking where appropriate. I also wrote 
the occasional feature article and began 
writing most of the Gear & Gadgets 
reviews and Waypoints articles over  
the last couple of years.

The time has now come for me to ‘cut 

the apron strings’ and let Russ leave his 
role as editor-in-chief so he can concen-
trate on his growing winery business 
in the North Okanagan. I do this with 
some anxiety, but Russ assures me I now 
possess all the skills and experience to 
continue. Indeed, except for the editorial 
column in the Nov/Dec issue of the 
magazine, his hands were off during the 
entire editorial and production process. 
He’s not going too far, however, as he 
may still contribute feature articles from 
time to time when he’s not pruning his 
vines, pressing his grapes or bottling  
his wine.

Going forward I look to continue 
in the same tradition of presenting 

well-written aviation insights and stories 
written by highly qualified contributors 
from across Canada, from this maga-
zine’s founder Jack Schofield on British 
Columbia’s Mayne Island, who writes 
the often-humourous Flying Stories 
column, to Gary Hebbard on the island 
of Newfoundland, who contributes fasci-
nating aviation stories, usually historical 
in nature, in his On The Rock column. 
And in between, our readers regularly 
find features and columns that inform, 
educate or otherwise entertain them.

We continue to encourage feedback 
from our readers — it’s how we know 
whether we’re doing what is expected 
of us.  

Passing The Baton
THE NEXT CHAPTER IN CANADIAN AVIATOR’S 30-PLUS YEAR HISTORY
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WAYPOINTS COMPILED BY AVIATOR STAFF

Creston Receives 
Golden Touch
CENTENNAIRE FINDS NEW HOME

A  retired Canadair CT-114 Tutor jet, 
resplendent in the trademark Golden 

Centennaires blue and gold, has been 
erected as a monument in the small town 
of Creston in British Columbia’s Kootenay 
region.

Now the backstory. Clarence ‘CB’ 
Lang was a young man working at the 
Huscroft Ltd. sawmill in Lister, just south 
of Creston, in the late 1950s. His boss, Ken 
Huscroft, was an RCAF veteran who flew 
fighters in the Second World War and, still 
pursuing his passion for aviation, took 
young Lang up for a flight around the 
mountains. That was all the inspiration 
Lang needed, and off to the RCAF he 
went. 

It wasn’t long before Lang’s talents 
became obvious; he was selected to 
become a member of the RCAF’s Golden 
Hawks aerobatics team in 1963, flying the 
Canadair Sabre 6. The Hawks were envi-
sioned to perform for only one year back 
in 1959, a celebration of the 35th anniver-
sary of the RCAF and the 50th anniversary 
of powered flight in Canada (the Silver 
Dart in 1909). By popular demand across 
Canada, their mission was extended until 
1964, when they were suddenly disband-
ed, ostensibly for financial reasons.

In 1966, Canadian Forces Headquarters 
authorized the formation of a new aero-
batic team, this time to celebrate Canada’s 
100th anniversary of Confederation the 
following year, and named it, rather aptly, 

Below left: Squadron leader Clarence Lang (l) along with the rest of the Golden Centennaires team. 
Below right: The Golden Centennaires in formation.
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the Canadian Armed Forces Golden 
Centennaires. Enjoying the challenge 
of aerobatic flying, Lang was invited to 
lead the new team as squadron leader 
by the team’s commanding officer, 
Wing Commander O.B. Philp. This 
time, it was the Canadair-manufac-
tured CT-114 Tutor that was selected as 
the team’s aircraft. Lang even got the 

chance to fly a show over his home-
town Creston in July 1967.

Like the Hawks, the Centennaires 
also had a fixed mandate, and the team 
was disbanded after performing over 
100 shows across North America in 
1967. Lang retired later from the RCAF 
as a lieutenant-colonel, settling back in 
the Creston area. In 1984 he was diag-
nosed with cancer and Ken Huscroft, 
the man who gave him his first flight, 
also gave him his last – it was a flight 
to the cancer clinic in Vancouver. Lang 
died later that year at the age of 47.

Fast forward a few years and Ken 
Huscroft’s son John decided to honour 
the memory of one of Creston’s more 
memorable sons by purchasing, in 
2010, a CT-114 Tutor jet from a private 
party with the aim of having it mount-
ed in the town as a monument to Lang. 
Huscroft had it repainted in the Golden 
Centennaires colours and lobbied the 
town to have it put on display. Having 
already sunk $70,000 of his own money D
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ENTER 
TO WIN

The 2023 prize is a CITIZEN® 
Promaster Snowbirds Skyhawk 
A-T watch. This watch was designed 
to commemorate the CAF Snowbirds Air 
Demonstration Team. Along with precise 
atomic timekeeping in 43 cities, other 
features include a perpetual calendar, 
dual time, two alarms, a countdown 
timer, digital backlight, UTC displays  
and a pilot’s rotating slide rule bezel.

Canadian Aviator subscribers (paper 
or digital) who have recently soloed, or 
obtained a new licence or rating, are 
eligible to enter. Prize draw will occur  
in the spring of 2023 and the winner will 
be featured in the September-October 
issue of Canadian Aviator.

Canadian Aviator is proud to 
partner with Citizen Watches, 

co-sponsor of the Annual  
New Pilot Prize Draw.

  TO ENTER: Send a photo of 
yourself alongside your flight instructor, 

together with your recently earned 
status and the date it was achieved, 
to steve@canadianaviator.com. 
Include the name of your instructor  

and your flight school.

Vancouver again played host to the 
Air Transportation Association of 

Canada’s Canadian Aviation Conference 
and Tradeshow, the first one to take place 
on the West Coast since 2018. Alternat-
ing annually between Vancouver and 
Montreal, the 2020 event was cancelled 
due to the COVID pandemic. “This year’s 
event here in Vancouver 
saw 65 booths versus 
56 in 2018, a 16 percent 
increase, while there 
were approximately 400 
attendees,” according to 
Debbie Simpson, ATAC’s 
corporate secretary. “Last 
year’s event in Montreal 
drew fewer participating 
companies and individ-
uals due to pandemic 
restrictions, but we’re 
anticipating a much 
higher level of participation in Montreal 
next year.” 

One of ATAC’s objectives is to “Pro-
mote safe, reliable, efficient and afford-
able air transportation” for Canadians. 
It does this through the monitoring of 
legislative and regulatory developments 
and lobbying efforts at the organiza-
tion’s headquarters in Ottawa. ATAC 
also places an emphasis on the promo-
tion of Canada’s flight training industry, 
assisting with the international market-
ing of flight schools.

Current members include some of the 

bigger flight schools and some commer-
cial aviation operators. However, John 
McKenna, ATAC’s president and CEO, 
expressed a desire that more industry 
players join the organization.

“I’d like to see more air operators sign 
up,” McKenna told Canadian Aviator 
in an interview. “Some of the issues we 

are aggressively address-
ing are the personnel 
shortages in the industry 
as well as modernizing 
aviation regulations, and 
these directly affect the air 
operators.” 

On another topic, McK-
enna went on to cite an 
example where Canadian 
regulations are severely 
out of date. “AMEs in 
Canada are still required 
to show competence in 

installing and repairing airframe fabric. 
This means that even if we were able to 
attract foreign talent, they wouldn’t be 
allowed to practice in Canada without 
that specific training,” said McKenna, 
expressing a degree of exasperation. 

Another subject where ATAC is 
pushing for action is for federal loan 
guarantees for aviation students. Given 
that pilot training, when combined with 
a college degree, can cost upwards of 
$100,000, many promising candidates 
find the career out of reach if they are 
unable to arrange private financing.

ATAC Pushes Ahead
ANNUAL CONFERENCE AND TRADESHOW A SUCCESS

in the project, the town finally agreed in 
2021 to endorse the project and added 
another $40,000 to complete it. On July 
26, 2022, the monument was dedicated 
to the memory of Clarence Lang. In a 
special tribute, the Snowbirds overflew 
the dedication ceremony.

Sadly, John Huscroft did not live to 
see his project completed; he passed 
away unexpectedly a few months 
earlier, in February. 

“Today is a culmination of the dreams 
that Johnny Huscroft worked on tire-
lessly and carried with him for over 10 
years,” said Mayor Ron Toyota. “It has 
been nothing short of amazing to have 
witnessed the sheer amount of people 
who dedicated their time, money and 
resources to make Johnny’s dream a re-
ality. For all those that helped all of this 
to happen as quickly as it has, I would 
like to express my heartfelt thanks.”

“Some of the issues 
we are aggressively 
addressing are the 

personnel shortages in 
the industry as well as 
modernizing aviation 
regulations, and these 
directly affect the air 

operators.”

ATAC President  
and CEO John McKenna
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GEAR & GADGETS

Handheld  
Aviation Radio

The AirLite Pro is a small radio 
that can prove to be very useful for 
pilots or other aviation enthusiasts. 
It is capable of tuning in frequencies 
between 118 and 137 MHz with  
25 kHz spacing, but only receives  
in that range — it does not transmit.  
It also receives 108 to 11g mHz voice 
transmissions, i.e., VOR identifi-
er transmissions. FM and NOAA 
weather transmissions can be 
received too. A handy feature is the ability to receive 
two different frequencies simultaneously. Specific 
frequencies can be stored in memory allowing the 
scanning function to monitor them. Direct tuning  
via a keypad is incorporated.

An additional feature is the ability to receive and 
transmit on ham radio frequencies. Around C$175.

Learn more, and available at, aircraftspruce.ca.

EFIS App
A-EFIS Pro is an electronic flight instrument system that 

uses the internal components of a smartphone to provide 
the necessary inputs that allow for the digital display of 
flight instruments such as an Attitude Indicator/Artificial 
Horizon, a Heading Indicator, a Groundspeed Indicator 
(using GPS inputs), Altimeter and Vertical Speed Indicators 

(using either GPS inputs or actual barometric 
pressure), an HSI, a Turn Coordinator 
and Slip Indicator. The actual display 
on the phone’s screen is customisable. 
Around C$75.

Available from your app store.  
Learn more at a-efis.com.

Satellite Communicator
The latest addition to 

Garmin’s inReach product 
line is the Messenger. With 
a non-replaceable but 
rechargeable battery pack 
that lasts almost one month 
if using 10-minute tracking, 
this relatively compact 
device (7.8 x 6.4 x 2.3 cm) 
comes equipped with 
a number of features, 
including the ability to send and receive text messages 
anywhere in the world. It does this by pairing to 
a cellular phone that has the Garmin Messenger 
app downloaded. Text messages prepared on the 
cellphone are then transmitted to their destination 
via the Messenger device, which communicates via 
the Iridium satellite network with its global coverage. 
Its ‘TrackBack’ mode, which will give guidance back 
to your point of origin if you get lost. And, of course, 
an S.O.S. button will summon help (subscription 
required). About C$390.

Available at Mountain Equipment Company and 
elsewhere. Learn more at garmin.ca.

Insulated Engine Cover
If you’re looking for the most protection during the winter 

season, an insulated engine cover from Bruce’s Custom Covers 
will get it done. It encloses the engine intakes, exhaust stacks and 
any smaller openings around the cowling, sealing it from heat 
loss. It can also be customized with access flaps so you can  
check your fluid levels and integrate them with your pre-heating 
system. For over 40 years, Bruce’s has been producing protective 
covers for all seasons and needs. The cold-weather product line 
is, without a doubt, one of the best options in the cover world 
and provides the utmost protection for pre-heating and cold-
weather operations. Prices vary.

Learn more at, and available from, aircraftcovers.com. Or contact 
them directly at bruce@aircraftcovers.com or 408-738-3959.
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AIRMAIL

Send us your letters.  Canadian Aviator welcomes reader letters on topics of concern to Canadian pilots and the  
aviation industry. Please be brief, to the point and polite in your submissions. Email Steve Drinkwater steve@canadianaviator.com

CANADA’S BEST SOURCE FOR BUYING OR SELLING AIRCRAFT

416-399-5247  /  apangrazzi@apexaircraft.com    APEXAIRCRAFT.COM

1993 MOONEY BRAVO
USD $209,900

1981 CESSNA TURBO R182RG
USD $209,900

1972 CESSNA 185 AMPHIBIAN
USD $269,900

2000 CESSNA 182 SKYLANE
USD $292,500

2020 TECNAM P2006T MKII
USD $550,000

1979 CESSNA 182Q SKYLANE
USD $205,000

1974 CESSNA 414
USD $265,000

1952 DEHAVILLAND DHC-2
Please call for price

WE KNOW AIRCRAFT

Lest We Forget
The article in the Nov/Dec 2022 issue 

of Canadian Aviator entitled Remembering 
the Halifax and Their Crews [by Robert S. 
Grant, page 20] was very interesting and 
hit home with me. An uncle of mine, Flt. 
Sgt. Wesley Bailey (my mother’s youngest 
brother) flew on Halifaxes as an air gunner. 
Uncle Wes was stationed at Tholthorpe 
with RCAF 434 Squadron. His Halifax Mk 
V LK634 was lost on a night operation on 
September 29-30, 1943. Flt. Sgt. Bailey, 
along four other members of his crew, 
perished. He was just 19 years old. 

Flt. Sgt. Bailey, along with his fallen 
crewmates, lie in Germany’s Reichswald 
Forest War Cemetery. We will remember 
them.
— Gray Cowan W
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FLYING STORIES
HANGAR TALK WITH JACK SCHOFIELD
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Pumping to a Hard Handle
ANOTHER LESSON LEARNED

Back in the days when I was 
getting checked out on floats, 
Sunday was a popular day for 

plane watchers, and the Campbell 
River seaplane base on Vancouver 
Island was no exception. I was 
returning from a local flight and was 
nervously manoeuvring the Cessna 

172 seaplane onto a short dock with a 
Cessna 180 already taking more than 
half the available space. There is a 
combination of water current versus 
wind speed and wind direction 
that is always at play with seaplane 
pilots, and on this day, I figured I had 
it all aced as I stepped down onto 

the pontoon, scooped up the rope 
and stepped casually to the dock. 
Alas, the rope had snared around my 
ankle and that casual step to the dock 
was interrupted with a dive into the 
water with the plane sailing off into 
midriver, all amidst a huge roar of 
approval from the plane-watching 
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crowd. That group of Sunday watchers 
got their money’s worth that day, and 
I added to my checklist the proper 
airmanship dealing with stowage of 
ropes.

A similar event was told to me 
by a pilot friend who witnessed the 
baptism of another pilot whom we 
had all dubbed, “Captain America” 
because he wore a spiffy leather jacket 
with name patches, emblems and 
wings all over it. The jacket had a 
breast pocket bulging with ballpoint 
pens. He also used a strap-on kneepad 
on which he wrote while in flight. 
Captain America did somewhat the 
same thing that I had done, and my 
friend told me that the only thing to 
come to the surface for quite some 
time was the kneepad and a handful 
of ballpoint pens, followed by 
Captain America himself, spouting 
like a whale. I felt the pain for him 
but enjoyed that image as a way to 
appease my own embarrassment.

The chief pilot of one of the local 
airlines was checking me out on floats, 
and he recommended that I fly with 
as many professionals as possible in 
order to gain local knowledge and wa-
ter-handling tips. Lee Frankem, a local 
pilot for one of the logging companies 
with tons of experience had a seat for 
me anytime so long as he had room in 
his 180. Lee became my mentor and 
the source of many laughs from his 
ascorbic wit. One day we flew into 
Warner Bay to pick up a heavy-duty 
mechanic and return him to Campbell 
River. Lee had removed the back seat 
of the Cessna, knowing the man’s tool-
kit was huge as he had been working 
on a Caterpillar D8 bulldozer. I was 
relegated to sit on the floor beside the 
toolkit and, while the seatbelt was 
used to tie down the tools, I was adrift. 

Atop the mechanic’s regular toolkit 
was an open tray containing the sock-
et-set used for a D8 Cat. That’s a sock-
et set to end all socket sets. The steel 
sockets started at about four inches 
in diameter and went, incrementally, 

right down to 1/8th of an inch. While 
it was a calm day, Lee took a notably 
turbulent route through a mountain 
pass to reach Johnston Straits when, 
suddenly — BAM! — we hit a heckuva 
downdraft sending me up to examine 
the headliner soon to be joined by fifty 
D8 sockets. The cabin was filled with 
flying sockets as Lee yelled out to me, 
“Hey Jack, see if you 
can find a 5/8s.”

The local knowledge 
learned that day had 
something to do with 
securing the load.

Amphibious sea-
planes have a built-in 
hazard, and it is said 
that there are two 
kinds of amphib pilots 
— those who have and 
those who will. This 
refers, of course, to 
landing on the water 
with the wheels down or on the run-
way with the wheels up. There are pi-
lots who have done both, and they say 
that the swim is to be desired over the 
yelling you get from the base manager 
when he sees those floats sitting on the 
concrete with the skins ripped open. 

Of course, I was the exception and 
never made that tragic error, except 
when, well, you be the judge:

We took off in a single de Havilland 
Otter amphib out of Port Hardy on 
a short trip to Bull Harbour to pick 
up a family and all their furniture; a 
Coast Guard employee was moving 
out. I needed a swamper to help load 
the furniture, so I took the boss’s son 
who was working as a ramp-rat at Port 
Hardy. He sat beside me and asked 
what I was doing “pumping that 
handle up and down.” So I showed 
him the gauge on the panel, which was 
unserviceable, and I completed the job 
until I had a “hard handle”, which is 
de rigueur for hand-pumping the gear 
without benefit of a working indica-
tor. The nose wheels came up and lay 
down on the top of the floats as they 

should, and I checked the mirrors 
installed for that purpose to make sure 
the main gear was fully retracted. All 
is well. We are thundering along (this 
was the P&W R1340 radial, and “thun-
der” is the right word) when sudden-
ly a sort of scruffy-looking Cessna 
floatplane pulled up alongside me, 
and there was my friend, Pat Finnerty 

from Sullivan Bay, 
waving at me. I waved 
back. “Funny guy,” I 
said to my swamper. 
Then the Cessna got 
in front of me and did 
some strange gyra-
tions, then slipped 
under me and waved 
some more. “Crazy 
man,” I thought, and 
continued on to Bull 
Harbour where I lined 
up for the landing 
on the inside waters 

of the bay. The water is very clear in 
the inside harbour and one can see 
the sandy bottom in the shallows at 
the point of touchdown. It was a very 
smooth landing, but the plane came 
to a stop in a hurry, and I figured I 
must have grazed a sandbar. I taxied 
to the dock to find my friend Finnerty 
standing there beside his airplane. He 
had his mouth open in amazement, 
and yelled to me, “You’ve got horse-
shoes up your [unmentionable orifice], 
Schofield.” 

He was pointing at the main gear 
and there it was, hanging down, not 
fully extended but half of it showing; 
that was my sandbar. The hydraulics 
had leaked and the gear had extended, 
but of course the nose gear was still 
retracted, which saved the day. 

Pilot error? Yes. One always checks 
for a “hard handle” immediately prior 
to landing and I seemingly did not. 
The lesson here was to learn how to in-
terpret the waving arms and waggling 
wings of a friend whose radios were 
not functioning and was trying to tell 
me my main gear was down.  

“The hydraulics 
had leaked and 

the gear had 
extended, but of 
course the nose 

gear was still 
retracted, which 
saved the day.”
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DOWN EAST
ATLANTIC FLYING WITH DON LEDGER

When I received my pilot li-
cence back in the early 1980s, 
it was soon apparent that I 

could not afford to purchase my own 
aircraft. My flight instruction at the 
Halifax Flying Club at the international 
airport had been in Piper Cherokee 
140s. One afternoon a fellow member 
of the club who had just returned from 
Oshkosh was tying down his plane 
on the club’s tarmac. We engaged in 
conversation and he showed me some 
magazines, mentioning that, now that 
I was licensed, I should check out the 
flying club at Stanley and ask around 
there about building my own airplane. 

Long story short, I did that and, after 
researching the airplane, settled on 
the Chris Heinz-designed Zenair Tri-Z 

CH 300. A member at Stanley owned 
a Tri-Z and took me flying in it. He let 
me have some stick time since it was a 
low-wing similar to the Cherokee 140. 
I purchased plans from Zenair, a sheet 
of 2024-T3 aluminum locally and start-
ed cutting out wing ribs in my living 
room; my basement was unavailable. 
My patience soon wore thin, however, 
when at the airfield I’d watch my fel-
low pilots disappear over the horizon 
in their airplanes on the weekends.

A small windfall rebate of overpay-
ments on my Nova Scotia government 
pension plan and some Canada Saving 
Bonds allowed me to purchase a 1958 
Cessna 172, which I flew for some  
20 years.

Recently I discovered that one of our 

Stanley members, Jim Ward, had pur-
chased a Tri-Z project in the spring of 
2022 with the intention of getting back 
into flying. Ward lives in the village of 
Stanley, where he has lived his whole 
life. He was at the airport a great deal 
because his father worked there for the 
N.S. Department of Natural Resources 
as a mechanic on heavy equipment.

Ward trained at the Halifax Flying 
Club and then Debert, receiving his 
private pilot licence in 1988. He has 
owned a Cherokee 140 and then a Tri-Z 
CH 300 and flew with us for some 
years before packing in the sport for 
some time while still retaining his club 
membership, eventually becoming the 
club’s airport manager. Ward informed 
me, “I found the unfinished Zenith 

Zenair Tri-Z CH 300
BUYING AND COMPLETING SOMEONE ELSE’S PROJECT

The Tri-Z fuselage sits ready for its 
new owner to continue the project.
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Tri-Z CH 300 on Barnstormers in May 
of 2022. I wasn’t sure if I wanted to 
get back into aircraft ownership, but 
I was interested enough to make the 
trip to Fredericton, New Brunswick.” 
He met with the seller and discovered 
that theproject had begun back in the 
late 1970s. While asking the seller a lot 
of questions, Ward did as thorough an 
inspection as he could. 

The Tri-Z is of all aluminum con-
struction which uses Avex blind rivets 
to bind the fuselage sections, wings 
and control surfaces together. The 
rivet is of aircraft grade but is made 
for counter-sunk applications. On the 
Tri-Z the rivets are round-heads which 
is achieved by using a mandrel that 
rounds the counter-sunk heads upon 
riveting. Ward was pleased with the 
builder’s workmanship. The only parts 
of the project that were missing were 
the wheel pants. 

“Some components, like the motor 
mount, canopy bubble, landing gear, 
fuel tanks, etc. were manufactured by 
Zenair,” commented Ward. The bubble 
canopy slides forward on the Tri-Z on 
small rails similar to heavy duty file 
cabinet rails, complete with bearings. 
Satisfied with what he had seen and 
with a price agreed on, Ward returned 
to Stanley, returning back to Fredericton 
towing an enclosed trailer. Some parts 
of the project had to be disassembled to 
fit in the trailer. Back in Stanley, Ward 
was anxious to get the project assembled 
to the point that he could get an MDRA 
(Minister’s Delegates - Recreational 
Aviation) to inspect it so he could then 
be assured that there was nothing seri-
ously wrong with the construction as it 
then was. Ward tackled multiple boxes 
of parts, instruments and miscellaneous 
items, resorting and labelling them. A 
thorough inspection by the MDRA was 
carried out in September. Ward was 
pleased with the result; the inspection 
had uncovered only five small snags.

Jim Ward’s former Tri-Z.

Above: Project owner Jim Ward is unsure if he 
well retain the Lycoming O-290-G, which has 
only one spark plug per cylinder.

With an eye on moving up to a Lycoming 
O-320, Ward commented, “I have no 
information on what was done, although 
it looks professional. It appears to be 
pickled and shows no sign of corrosion 
inside the cylinders. However, I have not 
had it running. I will likely install the 
engine on the airframe and ground-run 
it to see how it works.” Ward hopes to 
move the project to the Stanley airport 
for final assembly in late 2023. He has no 
firm completion date but has promised 
the seller a ride.  

The new project owner is part of a 
family that have talents and facilities 
in the area that Ward needs to com-
plete the project. As mentioned, his 
father is a heavy equipment mechanic 
while his brother has a shop equipped 
with a large sand-blasting cabinet and 
a paint booth where he will blast and 
paint the motor mount and nose gear 
assembly with two-part epoxy. Other 
small parts and the control surfaces 
will be painted in the paint booth. 
Ward is considering painting the 
wings and fuselage in his large garage 
in the spring of 2023. At present he 
is working on getting the instrument 
panel completed and wired during the 
winter months.

One of Ward’s chief concerns is 
whether he will keep the engine that 
came with the project or replace it. The 
engine is a Lycoming O-290-G, which 
was designed as ground power unit 
having only one spark plug per cylinder 
and one magneto. It was reconfigured 
to two plugs per cylinder and two mags 
by a machinist in Red Deer, Alberta. 
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RIGHT SEAT
ALWAYS LEARNING WITH MIREILLE GOYER

As I write, the latest trial in the case 
of the Air France Flight 447 crash 
is unfolding. The families of the 

victims are looking to assign blame. Both 
Airbus and Air France are defendants 
for aircraft design flaws and airline 
crew training failures respectively. Long 
before the families could get their day 
in court, pundits within and outside the 
industry were already busy at work to 
name the ultimate culprit(s). 

As a quick reminder, AF 447 plunged 
into the Atlantic Ocean about 
300 miles northeast of Brazil on 
June 1, 2009, after flying into a 
convective storm system pow-
erful enough to overwhelm the 
de-icing systems of all three pitot 
tubes at once. At the moment of 
impact, the Airbus A330 had a 
10,912 feet-per-minute descent 
rate (108 knots of vertical speed), 
a 107-knot ground speed, and 
was in a fully stalled state.

The lowest time pilot on the 
crew and the one at the controls 
was the son of an airline pilot and had 
logged about 3,000 hours, including over 
800 hours on type. He had learned to fly 
at a local airport, like most of us do, and 
went through a multitude of knowledge 
tests and flight tests to get his spot in the 
right seat of the A330 on the fateful day. 

Did he demonstrate an ability to 
recognize and recover from stalls as part 
of his training? Plenty of times. I do not 
know a licensed pilot who has not. Was 
he exposed to unusual attitude training? 
Yes, you bet. Unusual attitude training is 
part of flight training from private pilot 
onward. Did he get plenty of partial 
panel training? No doubt. Dreaming 
up scenarios featuring a multitude of 
equipment failure is what gets simu-
lator instructors out of bed every day. 
However, it would be delusional to 
believe that training can cover every 
potential real-life scenario. There are too 

many variables, including human factor 
variables. 

Much of the discussions and the 
recriminations centre on whether the 
pilots knew ‘how to fly’. The voice 
recording highlights a different problem. 
“We’ve lost all control of the aircraft, we 
don’t understand anything, we’ve tried 
everything,” said the pilot-not-flying, a 
graduate from France’s top aeronauti-
cal engineering school with over 6,500 
hours of flight experience, to the captain 

who was summoned from his rest time 
to help. The three pilots involved were 
competent and experienced. And yet, 
228 lives were lost. 

Almost two years earlier, Airbus ad-
dressed the topic of unreliable airspeed 
in flight in its Safety First newsletter. 
“Unreliable speed is one of the difficult 
situations that a pilot has to face. Once 
the failure has been identified, a proce-
dure, based on pitch angles and thrust 
settings, will assist the pilot in safely 
flying the aircraft. But the main difficulty 
is to rapidly detect an unreliable speed 
situation. Reaction time is crucial, since 
the aircraft may stall and overspeed 
conditions could cause aircraft damage,” 
wrote Joelle Barthe, an Airbus Flight 
Operations Engineer at the time. 

When investigators ran the accident 
scenario in the simulator, they found 
that reaction time was not crucial in 

this case. Without any pilot inputs, the 
aircraft would have gradually rolled fur-
ther to the left due to the induced roll at 
the time of autopilot disconnect, but the 
variations in pitch attitude and altitude 
would have been small. This finding is 
not surprising. The aircraft was already 
stabilized with proper cruise pitch/trim 
and power settings when the autopilot 
disconnected due to the airspeed mal-
function. 

However, the pilot at the controls did 
react immediately to the startling 
malfunction. He tried to stop 
the roll and ended up of over-
controlling the plane, something 
extremely easy to do for any pilot 
under stress, but even easier to do 
at high altitudes.

Pitot tube malfunctions directly 
affect airspeed indications and any 
equipment that may require air-
speed input, such as the autopilot 
and the flight director systems. 

There are three different failure 
scenarios: 

1) The ram air intake is blocked but 
the drain hole remains clear. In that case, 
the drain hole acts as a static port and 
the airspeed drops to zero. That is fairly 
easy to identify. 

2) If both the ram air intake and the 
drain hole become clogged, the airspeed 
indicator locks in the airspeed at the 
time of failure and only adjusts it during 
climbs and descents. A decrease in pres-
sure during a climb yields an increase in 
indicated speed and vice versa during 
a descent. In other words, in the failure 
mode, the airspeed indicator displays 
airspeed trends opposite from the reality. 
We usually slow down during climbs 
and accelerate during descents — at a 
constant power setting. That is a little 
trickier to deal with. 

3) As if the first two scenarios were 
not challenging enough, especially in 
instrument conditions at night, there is 

Airbus A330 Accident Review
AIR FRANCE CRASH IN 2009 TOOK 228 LIVES

Workers collect debris from Air France flight 
AF447 after crashing into the Atlantic Ocean.
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one more scenario, the one that the pilots 
of AF 447 faced — a fluctuating airspeed 
disfunction yielding erratic data. 

Some would suggest using the GPS 
groundspeed as a backup for airspeed 
malfunction. That option could work 
in normal flight. However, during 
steep climbs or descents, GPS ground 
speed becomes useless. For example, 
GPS ground speed is low regardless of 
whether the aircraft is in a high-airspeed 
straight dive or a low-airspeed spin. GPS 
ground speed was not an “Aha!” option 
for the Air France pilots. 

The crew knew that they were in 
trouble and dropping out of the sky. But 
severe downdrafts in convective storms 
have downed aircraft before. It would 
not be illogical for them to think it might 
be what they were facing. Their actions, 
full power and aft stick, were consis-
tent with attempting to outclimb the 
perceived out-of-control drop. It is too 
bad that they did not try to escape the 

potential downdraft by pitching down 
and accelerating out of it; it might have 
saved the day.

The stall warning system did sound 
multiple times. But the pilots did not 
pick it up in the cacophony of alarms 
going on. Unfortunately, stressed pilots 
do not always respond to warning sys-
tems such as the stall warning and the 
landing gear horn, even in the quieter 
cockpits of GA aircraft. Our industry 
has yet to figure out how to successfully 
address the human factors leading to 
such behaviour.

Manufacturers use redundancy and 
technology to reduce the chances of 
equipment malfunction. As a result of 
the accident, Airbus recommended the 
installation of pitot tube systems with 
different icing sensitivities and devel-
oped the Back-Up Speed Scale (BUSS) 
to provide airspeed without air pressure 
input. The BUSS system uses angle of 
attack, thrust and aircraft configuration 

to deduce the airspeed. That optional 
system helped Malaysia Airlines Flight 
134 avoid the worst in 2018 when the 
pilots took off from Brisbane, Australia, 
with the pitot covers secured on all three 
pitot tubes.

The AF 447 accident investigation 
highlighted systemic training shortfalls. 
It observed that the rapid increase in 
crew workload in an unusual and unex-
pected situation led to the degradation 
of the quality of communication and co-
ordination between the pilots and noted 
that training as it is provided today does 
not promote and test the capacity of the 
crew to react to the unexpected.

Understanding the problem must come 
before solving it. Pilots are action-ori-
ented problem solvers. It takes a lot of 
self-control to hold back the action im-
pulse when under threat. However, there 
is a time for muscle memory and there 
is a time for thoughtful analysis. When 
time permits, think before you act.  

CALLING ALL PILOTS
Help support Hope Air’s mission by taking part 
in a trailblazing event with Give Hope Wings

This is your chance to fly with a dedicated group of Canadian pilots and make a lasting 
difference in the lives of patients who must travel long distances for vital medical care.

For 2023, Give Hope Wings will be launching a series of flying expeditions in different 
parts of Canada. With stops in large urban airports; Hope Air patient communities; and 
hallmark aviation communities, Give Hope Wings offers something for everyone with 
a goal to raise funds and awareness for Hope Air. Highlights will include aerial views of 
some of Canada’s most unique aviation sights, connections to Hope Air patients along 
the way and community events in both urban and rural settings.

To date, Give Hope Wings has raised over $1.8 million, providing 5,145 travel 
arrangements for those in need.

Looking for more information? Email: codorizzi@hopeair.ca
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TALES FROM THE LAKEVIEW
BUSH FLYING WITH ROBERT S. GRANT

Business travellers often find 
themselves pushed toward 
stylistic Cessna Citations, 

Gulfstreams or other costly corporate 
jets emanating fresh-from-the-factory 
fragrances. Charter service Transport 
Aérien Gatineau, or TAG, near Ottawa 
reintroduced a no-frills type first flown 
September 30, 1964. The company’s 
immaculate Piper PA-31-350 Navajo 
Chieftain, registered C-GUNP, has been 
logging hours in several Canadian 
provinces as well as the northeastern 
United States.

“If someone’s interested in Bom-
bardier Global Express or Learjet 45 
comfort, they’re not going to get that 
from a Navajo,” explained TAG Direc-
tor of Flight Operations Brad Wintrup. 
“People we’ve picked up so far have 
said, ‘Oh, this is a small airplane’, but at 
the end of the flight, they pretty much 
unanimously say the trip was better 

than they thought it would be.”
Lebanese-born company president 

Jules Selwan, who came to Montreal in 
2008 and moved to Ottawa in 2010 to 
create the International Pilot Academy 
(IPA), decided to form a dedicated char-
ter entity when the COVID-19 pandem-
ic devastated aviation organizations 
around the world. He also managed 
to attract an asset in the person of ex-
RCAF 431 (Air Demonstration) Squad-
ron commanding officer, Brad ‘Squid’ 
Wintrup to the company.

Navajo C-GUNP joined the flight 
line on Gatineau-Ottawa Executive 
Airport’s 6,000-foot x 150-foot asphalt 
runway in 2018. Acquired for inte-
grated ATPL training only, the aircraft 
formerly served with Missinippi Air-
ways in The Pas, Manitoba. Although 
international student clientele had kept 
the academy busy, general aviation 
became what one observer described 

as “financially unsettling”, especially 
for IPA which depended heavily on 
revenue from foreign markets.

“We couldn’t get international 
students since the borders were closed. 
Rather than sit around crying about the 
situation, we looked at something out-
of-the-box and considered a separate 
charter operation,” said Selwan. “In the 
middle of the pandemic, people who 
couldn’t find flights were calling us two 
or three times a week.”

The Academy already flew a Piper 
PA-34 Seneca but considered the model 
underpowered with minimal passenger 
capacity. The Cessna 400 line would 
have been acceptable although Selwan 
preferred the Piper fold. He already had 
a paid-for investment in C-GUNP which 
rarely flew during the slowdown. Before 
offering a six-seat package as well as an 
ATPL training platform, modifications 
became necessary.

Transport Aérien Gatineau
THE MAKINGS OF A SUCCESSFUL CHARTER OPERATOR

Company executives Jules Selwan (l) and 
Brad Wintrup on the ramp alongside the 
company’s Navajo Chieftain.  
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Without autopilot, Transport Canada 
insisted on two-crew configuration. 
Several right-side instruments exceeding 
line-of-vision requirements needed re-
location. A Mode S transponder and up-
graded Garmin GNS 530WT for weather 
and traffic information required almost 
six weeks off the flight line. Completely 
owned by IPA, basic start-up costs were 
considered inexpensive.

The 1980 PA-31-350 Navajo Chieftain 
utilizes six-cylinder 350-hp Lycoming 
TI0-540 engines capable of 2,575 rpm 
on takeoff. Valued as high as $349,000, 
the ‘people-carrier’ was one of 3,943 
built in Lock Haven, Penn. or Lakeland, 
Fla. before production ceased in 1983. 
Although unpressurized, C-GUNP suits 
the role of a safe and reliable executive 
transport.

“This isn’t a lux-
ury aircraft but it’s 
available for nearly 
70 percent less than 
what other opera-
tors can offer. Even 
light jets would cost 
$40,000 for simple 
A to B flights,” 
explained Selwan. 
“The same with us 
is probably $7,000 or $8,000, so we’re 
working hard to keep rates below $1,000 
hourly and performance-wise, we can 
technically use any airport including 
crosswind gravel strips.”

Besides VIP treatment, Transport 
Aérien Gatineau has another asset in 
the person of one of Canada’s most 
experienced pilots. In 1983, Wintrup 
entered military service as an infan-
tryman with the Calgary Highlanders 
before switching to the Royal Canadian 
Navy 12 months later. After moving to 
the RCAF in 1991, he graduated from 2 
Canadian Forces Flying Training School 
at 15 Wing Moose Jaw, Sask. and became 
a Canadair CL-41 instructor. After 
assignment as a CF-188 Hornet pilot at 
Cold Lake, Alta, Wintrup moved to San 
Antonio, Tex. to fly Cessna T-37 ‘Tweety 
Birds’ as an Instructor School Standards 
and Evaluation pilot. After returning 
to Canada, Wintrup earned a Master in 
Defence Studies degree at Kingston’s 

Royal Military College. For six years he 
crewed Lockheed C-130 Hercules world-
wide, including schedules into hostile 
Afghanistan before becoming the 25th 
commanding officer of 431 Air Demon-
stration Squadron (Snowbirds) in 2015.

“In the military, you gain experience 
and then they promote you out of the 
cockpit; I never understood that and 
saw no reason why I should stop flying 
and left in 2019,” he recalled. “I talked to 
Jules and started here as an IPA student 
to convert to civilian licences.”

By 2021, Wintrup possessed a 
Transport Canada ATPL with Instructor 
Rating. When Transport Aérien Gatineau’s 
commercial operations manual and air 
operating certificate received federal 
approval, he became TAG’s director of 

flight operations. 
Another resource, 
Chicoutimi CE-
GEP-trained first of-
ficer Rafael Santiago 
Leal from Colombia, 
joined the Navajo 
team and added his 
diligence to the safe-
ty package.

Besides a low-rate 
aircraft capable of 

214-knot cruise and delivering passen-
gers or cargo to locations considered 
non-useable by business jets, TAG 
stations at an easy-to-access location 
across the Ottawa River from the cap-
ital’s Macdonald-Cartier International 
Airport. With simplified security, free 
parking and a superb on-site restaurant, 
clients board within minutes. No ferry 
charges from centres such as Toronto or 
Montreal exist.

Transport Aérien Gatineau’s first 
Navajo revenue flight took place on 
July 09, 2021, when a distraught family 
needed transportation to the bedside of 
an injured relative. A few days later, a 
no-notice trip took the Navajo directly 
into frenetic La Guardia, N.Y. Another 
hop may stand as the shortest in compa-
ny history after a high school graduation 
party jumped between Ottawa and 
Gatineau. The aircraft departed and 
returned to base within 24 minutes.

Although Selwan and Wintrup con-

sider Chieftain range “just right,” they 
admit piston powerplants restrict them 
to low level airspace. Charters cannot 
be accepted to destinations west of 
Calgary, where MEAs reach 17,000 feet 
since limited start-up resources confined 
TAG to the Navajo. Selwan has reason to 
maintain interest in turbine types such 
as Beechcraft products and Pilatus PC-
12s or perhaps jets.

“Right now, we’re actively looking at 
a Beechcraft King Air. Last month we 
had $108,000-worth of rejected requests 
for charters from Ottawa to Vancouver 
and Victoria,” he explained. “We’re con-
sidering buying or leasing something 
capable of reaching Western Canada 
and even Mexico or Florida.”

While the TAG group labours to “get 
the word out,” Selwan and Wintrup 
have the foresight to look north. They 
understand other commercial operators 
struggle with pilot, AME and despatch-
er shortages which translate to lack of 
business. Worse, post-pandemic fuel 
rates exceed 50 percent and mainte-
nance costs have skyrocketed. Wisely, 
TAG invested in an in-house Aviation 
Maintenance Organization (AMO) for 
servicing.

“We’re confident First Nations 
communities will develop more 
transportation needs as COVID effects 
wane,” explained Selwan. “At this time, 
recovering government agencies are 
barely working and don’t often respond 
to overtures from commercial operators 
like us. In time, they will.”

Selwan described quiet queries from 
Quebec sources to transport human 
remains. The Chieftain’s long fuselage, 
strengthened floor and wide doors 
make the aircraft easily configured 
for short-notice funeral calls. Wintrup 
added that discussions have taken place 
with a local entrepreneur who proposed 
promotion of tourist flights. He also 
pointed out that numerous unserved 
airports and airstrips exist between 
Toronto, Montreal, Quebec City and be-
yond. Every ‘nibble’ receives consider-
ation. With competent managers such as 
Selwan and Wintrup, the gold-framed 
TAG logo will become a respected sym-
bol for efficiency and determination.  

“This isn’t a luxury 
aircraft but it’s available 

for nearly 70 percent 
less than what other 
operators can offer.”

— Jules Selwan,  
Transport Aérien Gatineau president
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PEP TALK
AIRMANSHIP WITH GRAEME PEPPLER

A deterioration in cockpit perfor-
mance inevitably enhances the 
risk of a pilot doing something 

wrong. And one of the lead causes of per-
formance decay is the commonly heard 
factor that is loss of situational aware-
ness. The higher one’s susceptibility to 
the latter, the higher the risk that one’s 
flight will end badly.

Situational awareness (SA) has a 
three-tiered definition. Firstly, it consists 
of one’s perception of environmental ele-
ments within a volume of space and time. 
Secondly, it consists of one’s comprehen-
sion of the meaning of those elements. 
And thirdly, it consists of one’s projection 
of the status of those elements in the 
quickly unfolding short-term future. On 
a good day, a failure in any one of these 
three stages could lead to a less than stel-
lar and stressful day in the air. On a bad 
day, one can best hope that any such fail-
ure may yet have the pilot still around to 
assess how things went so threateningly 
wrong. SA is, indeed, a critical aspect of a 

pilot’s job. A poor grasp of it is a leading 
reason as to why humans are a primary 
source behind accidents in aviation.

The first stage of SA depends on per-
ception. And since everything going on 
in a cockpit is presented visually – be it 
scanning outside or scanning of instru-
ments – a methodology for studying SA 
has emerged that focusses attention on 
the study of eye movements. If a pre-
dominant skill of a pilot is their ability to 
remain alert while attentively monitoring 
the progression of their flight, then the 
tracking of their eyes can help researchers 
to identify key prerequisites that enhance 
the practice of achieving this critically 
essential proficiency.

As miraculous as eyes are as an organ, 
they’re susceptible to their own limita-
tions as well as to the conditions and re-
flexes of the homo sapiens to whom they 
belong. They’re affected by dust, germs 
and glare, as well as by fatigue, age and 
optical illusions. Since visual perception 
is affected by these many such factors, 

it follows that pilots must learn to use 
their eyes in efficient and effective ways 
to scan their entire environment while 
they’re at the controls of their aircraft. 

Learning how to scan properly is know-
ing how to concentrate on the areas most 
critical at any given time. Research, for 
instance, has found that pilots with a high 
fixation rate on an aircraft monitoring dis-
play will find the source of a malfunction 
earlier in the testing of their response to a 
simulated emergency. In this experimental 
case, measurement of the eye-tracking of 
the subject pilots showed more structured 
and predictable cockpit scanning and 
more appropriate and warranted fixation 
rates where and when required. This 
translated to better SA performance which 
was further found to lower perceived 
workload for the pilots.

Eye tracking studies have found that 
more experienced pilots allocate more 
attention to relevant cues when failures 
occur. In other words, they dwell longer 
on areas of relevance to the failure than do 

Your Eyes In the Sky
THEY MAY SOON BE MONITORED
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HEALTHY PILOT
AVIATION MEDICINE WITH CAMERON BOYD M.D., FLIGHT SURGEON, CAME 

lesser experienced pilots. Experiments 
have further linked the greater attention 
found via eye tracking measurements of 
experienced pilots to the more effective 
diagnostic and response actions that 
they show when presented with flight 
failures under simulated conditions. 
Scans by expert pilots, it would seem, 
are more targeted than scans by novices. 
Not surprisingly, experienced pilots 
know how to focus their attention better 
than the new ones do.

Eye tracking is playing its part in the 
constantly evolving domain of cockpit 
display design. Measuring eye move-
ments can help in the understanding 
of task management performance and 
pilot scanning behaviour. Data collect-
ed can thus guide the design of future 
cockpit displays. Eye tracking also has 
its place in collecting data associated to 
a pilot’s mental state in terms of phys-
iology, such as detecting tunnel vision, 
fatigue, stress and response time. 

It may be that the day is fast ap-
proaching where a new ‘big thing’ in 
cockpit automation may be a system 
that can track the movement of your 
eyes. Such a system will monitor your 
physiological status, keep you alert 
if it senses a degeneration in your 
performance, advise you of where to 
focus your attention, and keep you 
situationally aware.

The research is unearthing inter-
esting findings. Eye-closure duration, 
blink amplitude, eye dwell time, pupil 
diameter and fixation points are data 
collectables that, when processed in 
the immediacy of their acquisition, can 
ensure that a pilot is not only looking at 
what’s important, but that they are also 
doing so in a sequence and timeframe 
that increases the safety of the flight. 

As cockpit technology continues 
to find greater ways to mesh piloting 
with automation, having a system that 
is studying your optical conduct may 
get you to your destination safely and 
securely thanks to the interface of a 
gadget gazing at your eyes.  

T he abbreviation C.O.P.D., or C.O.L.D., stands for Chronic Obstructive 
Pulmonary (or Lung) Disease and is the most common cause of 
lung disease. It sits around the same incidence as asthma with about 

one in 10. Asthma decreases in incidence with age and C.O.P.D. tends to 
increase with age and relates to the incidence of smoking. Smoking is by far 
and away the contributing cause with some contribution from industrial 
pollution and second-hand smoke. C.O.P.D. is the third leading cause of 
death in North America after heart disease and cancer.

C.O.P.D. has been classified into four categories: mild, moderate, severe 
and very severe, although other classifications exist. Mild C.O.P.D. is defined 
by pulmonary function tests when Forced Expiratory Volume in One second 
(FEV1) is about 80 percent and FEV1/
FVC (Forced Vital Capacity — a complete 
inspiration/expiration) is less then 70 
percent (normal is above 80 percent). 
Moderate C.O.P.D. is when FEV1/FVC 
is again less than 70 percent and FEV1 is 
between 50-80 percent. Severe C.O.P.D. 
is when FEV1/FVC is again less than 70 
percent and FEV1 is between 30 and 50 
percent. Very severe C.O.P.D. is defined 
as chronic respiratory failure and occurs 
when FEV1 is again less than 70 percent 
and FEV1 is less than 30%.

In terms of aviation, C.O.P.D. affects 
aviators as the partial pressure of oxygen 
decreases with increasing altitude, 
creating more symptoms with increasing altitudes. For example, at 5,000 feet 
the partial pressure of oxygen is 17.3 percent, or 82 percent at sea level. At 
10,000 feet the partial pressure of oxygen is 14.3 percent or 68 percent at sea 
level. 

With mild C.O.P.D. where the FEV1 is 80 percent of normal at 5,000 
feet, this adds to 82 percent availability of oxygen due to altitude. Clearly 
severe or very severe sufferers from C.O.P.D. should be very careful when 
ascending to higher altitudes or should use supplemental oxygen. Mild to 
moderate sufferers may want to consider supplemental oxygen at lower 
altitudes than normal people. Engine exhaust or engine fumes can further 
affect the adequacy of inspired air at altitude.

So, a combination of increasing severity of C.O.P.D. and increasing 
altitude can compromise the healthy breathing of fliers. Increased shortness 
of breath and cough are the result of this combined risk.

Increasing treatments for C.O.P.D. (which aren’t very effective), decreasing 
altitudes or supplemental oxygen are the only solutions.  

COP-D and Pilots
WHILE NOT A GROUNDING CONDITION, 
THERE ARE LIMITATIONS

“In terms of 
aviation, C.O.P.D. 

affects aviators as 
the partial pressure 
of oxygen decreases 

with increasing 
altitude, creating 
more symptoms 
with increasing 

altitudes.” 
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UNUSUAL ATTITUDES
AEROBATICS WITH LUKE PENNER

The 15th Fédération Aéronautique 
Internationale’s (FAI) World 
Advanced Aerobatic Cham-

pionship will be held just outside of 
Las Vegas, Nevada from October 24 to 
November 4, 2023. For the first time 
ever at a world-level aerobatic event, 
Canada will be sending a full roster of 
eight pilots to compete against the best 
advanced level aerobatic pilots in the 
world. 

A Brief History of the World Advanced 
Aerobatic Championship

The first World Aerobatic Cham-
pionship (WAC) was held in 1960 at 
Bratislava Airfield in what 
was then Czechoslovakia 
(now Slovakia). Up until 
1995, world aerobatic 
championships were 
only for unlimited-lev-
el competitors, but that 
all changed that year 
with the introduction 
of the WAAC (some call 
it AWAC). The first World 
Advanced Aerobatic 
Championship was 
held in Cape Town, 
South Africa and, 
since 1995, the event 
has been held every 
other year, on  
odd years, as the 
unlimited world 
championship. 

A few years ago, 
when Jean, Nevada 
was selected to be the 
location of the second WAAC to be held 
within North America, competitive 
aerobatic pilots from across Canada 
expressed interest in participating in 
much higher numbers than ever seen 
before. In fact, Canada has never sent a 

full team of pilots to a world aerobatic 
event. The complex, expensive and po-
tentially risky logistics of containerizing 
your dismantled airplane and shipping 
it overseas is not for the faint of heart. 
That, among other reasons, has kept 
Canadian pilots away from the world 
stage of aerobatics. 

Until now.

Canada Assembles a Team
Here’s how the team was selected. 

First, our governing body for aero-
batics, Aerobatics Canada, decided in 
2021 that it would hold two separate 
qualification events. Given the obvious 

geographic challenges of corral-
ling all the team aspirants 

across the country to one 
competition, a Western 
national champion-
ship was selected at 
the Rocky Mountain 
House, Alberta airport 

(CYRM). Additional-
ly, an Eastern national 

championship was selected 
to take place at the 
Huronia, Ontario air-
port (CYEE). This was 
intended in the spirit 
of fairness, allowing 
the same judges to be 
present at both selec-
tion events. The scores 
of the top five pilots 
would guarantee them 
a spot on the team. The 
remaining three spots 
on the team were to be 

decided by a non-partisan jury to round 
out the full eight members.

Each selection event presented 
challenges to the 10 entrants, with two 
aspirants unable to compete due to 
mechanical issues with their airplanes. 

In Rocky Mountain House, heavy forest 
fire smoke completely obscured any 
hope of a horizon and surface level 
density altitudes in excess of 5,000 feet 
required the pilots to squeeze every 
bit of performance from their machine 
using exceptionally precise energy 
management. In Huronia, strong cross-
winds in the aerobatic box required 
careful planning and wind correction 
techniques in order to stay in the 
optimal position (presentation zone) of 
the box. 

The format of the team selection 
flights was slightly modified from the 
usual International Aerobatic Club 
(IAC) format of three flight programs 
known as the Known, Free and 
Unknown. We flew two Unknown 
flights, forgoing the Freestyle. This 
was mainly to experience a contest 
format a little bit closer to what we 
will experience at the world level. 
The governing body of international 
aerobatics is the Commission 
Internationale de Voltige Aérienne (CIVA) 
which operates under the FAI. In the 
CIVA format, we will fly four programs, 
including three Free-Unknowns which, 
by default, will be considerably more 
difficult than what we would normally 
experience here at a contest weekend. 
The good news is that we have eight 
excellent pilots on our team, and we 
are eager to train hard next year in 
preparation.

Meet Team Canada 2023
Mark Cunningham from Vancouver 

in his Extra 300 L and Dave Barbet, a 
long-time competitor who will be flying 
the quickest rolling airplane in the 
world, the Giles G200, took 7th and 8th 
places respectively. Long-time competi-
tor Miles Crane earned the 6th position 
flying a Laser 200. Christian Baxter 

World Advanced 
Aerobatic Championship
CANADA TO COMPETE WITH FULL TEAM FOR FIRST TIME

“The complex, 
expensive and 

potentially risky 
logistics of 

containerizing your 
dismantled airplane 

and shipping it 
overseas is not for 
the faint of heart.”
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World Advanced Aerobatic pilots (Top row, L-R): Christian Baxter; Ryan Chapman; Miles Crane;  
Middle row, L-R: Jerzy Strzyz; Mark Cunningham; Luke Penner; Bottom row, L-R: Dave Barbet; Neil Harris
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EXPERT PILOTUNUSUAL ATTITUDES
(continued) FLY LIKE A PRO WITH RICHARD PITTET

What does it really cost to 
maintain the typical Gener-
al Aviation airplane? I can 

say for certain that compared to what 
our Polaris dealer service department 
charges, most AME rates are a good 
deal. In the past, our Cessna 140 made 
bail following its annual inspection for 
as little as $800. The four-seat Cessna 
182 I currently fly is a decidedly more 
complex airplane, so we plan on about 
$2,000 for the yearly look-see. Neither 
of these bills account 
for what happened 
during the other 363 
days, the time frame 
I refer to as the Period 
of Ongoing Mainte-
nance.

This distinction is 
sometimes lost on 
pilot owners. Occa-
sionally I’ll chat with 
a friend or colleague 
whose airplane has 
just come out of 
Annual. Some are 
choked at their bill. 
After getting the full story, I gently 
remind them that an Annual Inspection 
is just that, no more than a confirmation 
that an airplane complies with its type 
certificate and is serviceable according 
to the manufacturer’s specifications. 

In reality, the shock often comes from 
the expense accompanying efforts to 
reverse an airplane’s 20- or 30-year  
slide into disrepair, the cases where  
the airplane is airworthy — barely — 
but not really in great shape. These  
instances really drive home the true  
cost of not maintaining an aircraft. I 
classify these airframes as victims of  
a Deferred Maintenance Program. And 
boy, can it be expensive.

To prevent this from happening 
to me, Brad Kingsmith and his gang 
at High River Airmotive look after 
our 2002 Skylane. I consider them an 
important component in my quest for 
flight safety. With only 1,100 hours 
TTSN, the ‘182 is one of the newest 
rides on the field and has so far re-
quired relatively little maintenance.

Note I said “relatively.” She’s already 
had an alternator failure necessitating a 
rebuild. So long $1,147.13 for that one. 

Then a loose piece of 
asphalt punched a hole 
in the left main gear 
wheel fairing. Adios 
$1,000 for that unex-
pected damage. Before 
that was the self-de-
struction of an attitude 
indicator, which we 
elected to replace with 
a Garmin G5. That was 
$4,341 plus $2,262.24 in 
labour charges. Then 
there was the time 
the pilot’s door lock 
literally departed the 

airplane while in flight, calling for a 
couple hundred bucks for replacement 
door locks so poorly made you could 
pick them with a bobby pin.

It seems fitting that all this has hap-
pened to a millennial airplane that lives 
in true millennial style, that is to say, 
single, and in a private heated hangar 
that Mom and Dad pay for. Of addition-
al note is that all these repairs occurred 
in the time between annuals. I accept 
that stuff breaks, and when something 
does go wrong with the ‘182, it’s taxied 
or towed to the Airmotive shop where 
the cowls come off and Brad and his 
guys work their magic. In other words, 
I strive to maintain the airplane on an 

Airplane Ownership 
Revisited
BELIEVE ME, IT DOESN’T GET ANY CHEAPER

“It seems fitting 
that all this has 
happened to a 

millennial airplane 
that lives in true 

millennial style, that 
is to say, single, and 
in a private heated 
hangar that Mom 
and Dad pay for.”

from Vancouver rounded out the 
top five, flying his Extra 330 SC. The 
only aspirant to make the team from 
Ontario was Ryan Chapman, who 
flies the American made Staudacher 
S-300. In the 3rd position was one 
of the elder statesmen of Canadian 
aerobatics, Jerzy Strzyz, who flies 
the mighty Sukhoi Su-26. In 2nd place 
came the talented Neil Harris in 
a Giles G-200. Less than two per-
cent ahead, I qualified first and am 
honoured to represent the team as 
its captain. I have long looked up to 
many of the pilots on our team, and 
to finish at the top position is a huge 
honour. I qualified flying the two-
seat, Extra 300 L. However, next year, 
I will be competing in the single-seat 
Extra 330 SC. 

Let’s Get Down to Business
 One of our first orders of busi-

ness as a team was to select a team 
coach. I’ve had the privilege to be 
coached by Aaron McCartan of Iowa 
for the past several years. Through 
this relationship, Aaron has become 
knowledgeable about the Canadian 
aerobatic scene and shares my energy 
for advancing the sport and taking a 
national team onto the world stage. 
Aaron is an extremely accomplished 
aerobatic pilot in his own right, 
having earned multiple U.S. national 
titles. He was the captain of the U.S. 
Advanced team at the 2018 WAAC in 
Romania and competed on the U.S. 
Unlimited team this summer in Po-
land. With a unanimous vote, Aaron 
was selected as our team coach. 

The next step is to develop a train-
ing camp schedule for 2023 where 
the team will gather to train hard 
ahead of Las Vegas. We look for-
ward to pushing ourselves to be the 
best that we can possibly be for our 
country and to make Canadians and 
Canadian aviators across the country 
proud of their aerobatic team.

Be sure to follow our progress on 
Instagram at @teamcanadawaac.  
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ongoing basis so that the Annual 
Inspection is, as much as possible,  
just that. 

While my unwavering goal is 
always flight safety, the practical side 
of me — the part formally schooled in 
business and economics — also rec-
ognizes that maintaining a valuable 
asset which has more than doubled in 
value in the past 10 years is also the 
smart thing to do.

If not already obvious, the cost 
of aircraft maintenance of any kind 
varies directly with the complexity 
of the airframe. This reality became 
painfully apparent when we sold 
our 1946 Cessna 140 and moved up 
to the spiffy new-to-us 2002 Skylane. 
Constant speed propellers and big 
fuel-injected six-cylinder engines all 
enhanced the experience, but came at 
a price. Money aside, sometimes you 
still get news that’s just too painful 
to hear.

As if to illustrate this last point, a 
high school friend related how he had 
dropped off his near pristine Cessna 
170 for its yearly look-see and was 

informed a few days later that he 
now owned a salvage airframe. Then, 
during a recent simulator session, I 
ran into a colleague, inquiring how 
the family Cessna 177B was faring. 
His response was emotional, and I 
truly felt for the man. In a similar 
manner to the fate of the 50-plus year-
old Cessna 170, his early-70s Cardinal 
had succumbed to corrosion and was, 
in his own words, “…being reincar-
nated as a Toyota bumper.” Hearing 
that nearly broke my heart.

Now take a moment to imagine 
what’s potentially going on inside a 
40- or 50-year-old airframe, one that’s 
been parked outside, exposed to 
the weather and field mice, wanting 
for just average maintenance, never 
mind being the object of true neglect. 
Unless an extensive restoration has 
just been completed, or the owner 
has sprung for a top-drawer mainte-
nance program over the years, don’t 
believe anyone who tells you their 
19-whatever version is, “Just as good 
as a new one.” On that topic, I have 
no delusions that our Skylane will last 

forever, but my hope is for it to out-
last me. This alone will bring my heirs 
some solace during the estate sale.

As I write this column the Skylane 
sits in our hangar, looking rath-
er forlorn since the removal of its 
three-bladed constant-speed propel-
ler. The 10-year overhaul cycle came 
up in October of 2022, but owing 
to COVID supply chain problems, 
Transport Canada allowed for a one-
year extension. Whoopee — 11 years 
for the price of 10. The downside is 
the prop shop charges by the blade, 
and I expect about $6,000 to soon do a 
touch-and-go in our airplane account.

Am I happy to part with an amount 
equivalent to my total earnings in 
1977? Not really. However, once I sign 
the cheque and tell myself it’s no big 
deal, I’ll reflect on how truly fortu-
nate I am to be able to afford this. 
Then, I’ll revert to my normal state 
of cheap pilot, and look forward to a 
decade-long reprieve before the next 
overhaul is due — maybe 11 years if 
we get a repeat of the gong show of 
the last two.  IL
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A PILOT’S LIFE
LIVING THE DREAM WITH CHRIS WEICHT

Engine Failure Over  
B.C.’s Inside Passage
WHEN THERE WAS ONLY AIRCRAFT ON CANADA’S WEST COAST

Air travel up the West Coast of 
British Columbia until compar-
atively recent times was only 

possible by floatplane or amphibious 
aircraft. There were no airports be-
tween Port Hardy and Prince Rupert 
until 1980. But that said, when was 
the very first attempt made to fly the 
extreme length of the British Columbia 
coast from Victoria to Prince Rupert? 

In early 1920 ex-First World War 
pilots William Henry Brown, known to 
all as Harry, and Norman A. Goddard, 
both from Victoria, B.C., formed the 
Vancouver Island Aerial Service and, 
in May 1920, they purchased a former 
Royal Flying Corps Curtiss JN-4 train-
er. On July 7, 1920, they registered the 
aircraft with the Canadian Air Board 
as G-CABU.

When conceiving a marketing plan 
for their new aviation enterprise, they 
rightfully determined that if they were 
to be able to sell the services on the coast, 
they would have to convert their aircraft 
to floats, which were then installed by 
Yarrow’s shipyards in Esquimalt, a sub-
urb of Victoria, in late August. 

The pair decided that they needed 
to make a newsworthy flight to pro-
mote their air service and they would 
make a first ever flight from Victoria 
to Prince Rupert to do so. Harry 
Brown set out alone from Victoria on 
September 18, 1920, stopping for the 
night at Comox where they planned a 
future base for the company. Then, on 
the morning of the 19th, he continued 
to Alert Bay on Cormorant Island, a 
native and government centre located 
at the mouth of Johnston Strait on 
the east side of the top of Vancouver 
Island. 

The Alert Bay community had 
welcomed and hosted Brown on his 
record-setting plan to fly up the coast, 
and the next day, at 3:15 p.m., he took 
off on the most challenging part of his 
venture.

As Brown climbed westward along 
Queen Charlotte Strait, the few inhab-
itants of the area stared in awe at the 
sight of the aircraft. Brown was elated 
at the adventure ahead.

The prominent temperature gauge 
displayed on top of the brass radi-

ator of his Curtiss OX-5 engine was 
silhouetted on the low hills and jagged 
coastline ahead, by Cape Caution 
where, in August of 1792, Captain 
George Vancouver’s ship had nearly 
floundered on a reef.

The weather was partially overcast 
with showers along the mountains 
and hidden inlets to the north. A light 
breeze was blowing and there was 
every indication that the previous 
night’s rainy weather was dissipating. 
Brown could expect good flying condi-
tions during the journey ahead. Bright 
sunshine occasionally illuminated the 
stunted and gnarled evergreens that 
covered the rocky hills and shoreline 
of the mainland. The surf pounded 
the spectacular beach at Burnett Bay, 
a beach so inaccessible that to this 
day has seldom seen the footprints of 
modern humans.

The cool mists of autumn on the 
British Columbia coast were exhilarat-
ing to the aviator as he navigated his 
open-cockpit biplane past Egg Island at 
the mouth of Smith Sound. The staccato 
sound of his engine gave continuous 

Left: Curtiss JN-4 G-CABU after float changeover.  
Right: Harry Brown (R) flies to Seattle.

PH
O

TO
S:

 S
U

BM
IT

TE
D

2 4  CANADIAN AVIATOR  JAN/FEB 2023



din to his ears and burdened the fresh 
sea air with the smell of castor oil from 
the OX-5 engine. Brown was in his 
glory. Although he had only learned to 
fly in 1917, he was considered, for this 
era, to be an experienced pilot.

Harry Brown continued his way al-
most due west and, as he approached 
Calvert Island, he had a spectacular 
view of Rivers Inlet to his right. His 
westerly route along Calvert Island 
paralleled Fitz Hugh Sound to the east.

Brown was mesmerized by the rug-
ged beauty of the coastline and elated 
about his opportunities ahead. Since 
his aircraft had less than a 250-mile 
range, he planned to stop and refuel 
at Bella Bella before 
proceeding on to his 
final destination at 
Prince Rupert.

Brown’s Curtiss 
JN-4, G-CABU, 
would have certainly 
been the first aircraft 
to land at Bella Bella 
but that was not to 
be. The first landing 
there was in July 1922 
by Lieutenant Roy 
Jones, previously of 
the United States Air 
Service in the First 
World War, who flew 
from Seattle in a Curtiss MF Seagull 
flying boat bound for Ketchikan, Alas-
ka. Then the first recorded Canadian 
flight up the coast was accomplished 
by Squadron Leader Earl Godfrey, 
who arrived at Bella Bella in a Curtiss 
HS-2L, G-CYDX, at 2.00 pm on July 
23, 1923, enroute to Prince Rupert 
from the Jericho Beach Air Station at 
Vancouver, B.C.

Getting back to Harry Brown’s ad-
venture, as he flew westerly along Fitz 
Hugh Sound and approached Hakai 
Passage between Hecate Island and 
Nalau Island, his OX-5 engine started 
to fail. He was about 30 miles south-
east of Bella Bella, but he had no radio 
and there was no flight plan and, in 
any event, he had the only aircraft on 

the entire coast. Harry Brown was en-
tirely on his own, and he would only 
survive via his own resourcefulness. 

Brown was able to dead-stick the 
aircraft down to a difficult but safe 
landing despite the heavy swell and, 
as he drifted helplessly, he tried to 
troubleshoot the problem with the 
OX-5 engine, finally analyzing that 
his single magneto had failed. He was 
unable to repair it. 

As darkness was quickly approach-
ing, he made himself as comfortable in 
the cramped JN-4 cockpit as possible 
and prepared to spend the night afloat. 
After dark the wind freshened and, 
with the set of the tide, G-CABU was 

carried onto the 
rocks of Nalau Is-
land where the wind 
and waves started 
to break the aircraft 
up, forcing Brown 
to make his way to 
shore and spend the 
night.

Daylight came 
and there was no 
sign of the battered 
aircraft. Brown real-
ized that he was in a 
tight spot with only 
the food packed for 
him the day before 

by well-wishers at Alert Bay. The 
matches that he had in his pocket were 
soaked and useless.

Brown explored the island and 
found it uninhabited and, after spend-
ing a second night, he realized that he 
would have to do something or die of 
starvation and exposure. He found a 
suitably sized log and a piece of drift-
wood for a paddle and decided to get 
to a point where he might be seen by a 
passing ship. 

His determination was rewarded, 
and he was spotted by the lookout of 
the United States Steamer Hidden Inlet, 
outbound from Alaska to Seattle, and 
he was picked up 25 miles southwest 
of Bella Bella and 23 hours after he set 
out from Nalau Island.  
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“As darkness 
was quickly 

approaching, he 
made himself as 
comfortable in 

the cramped JN-4 
cockpit as possible 

and prepared to 
spend the night 

afloat.”
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VECTORS
ATC VIEWPOINT WITH MICHAEL OXNER

T he two most common questions 
I get asked when I tell people 
I’m an air traffic controller are, 

“Which airline do you work for?” and 
“What does it mean when you do this?” 
The second question is usually asked 
with a motion as if the person inquiring 
is holding wands to direct a taxiing air-
craft to or from the gate. Both questions 
are asked wondering if I’m a marshaller. 
I salute those people since they are out 
there, rain or shine, summer heat or 
winter cold, to keep your airliner mov-
ing, and mistakes made by them can, 
indeed, be costly to their employer, your 
flight schedule and their own safety. My 
job is a little more difficult to explain.

Of course, the answer to the first 

question is, “All of them.” But my 
service doesn’t stop there. There are 
cargo carriers, medical evacuation 
(MEDEVAC) air ambulance flights, 
business aviators as well as general 
aviation. And don’t forget the military 
in all its forms, from cargo planes to 
fighters and helicopters, search and 
rescue to emergency supply missions, 
and so on.

Air Traffic Control (ATC) is much 
more esoteric. There is a tonne of rules 
to apply, and one must be part lawyer 
to be able to determine what can and 
cannot be done. Good communication 
skills are essential, as a misunderstood 
transmission can lead to unimaginable 
consequences.

Communication is mostly done with 
radio, although there are some tasks 
completed with datalink at many air-
ports and in many airspaces these days.

Within the sphere of ATC there are 
different groups that work in differ-
ent environments, and even provide 
different services within subgroups. 
These different units are often referred 
to by the rules the aircraft fly under 
when subject to the control of the ATC 
unit they’re in contact with. Such rules, 
in this context, would be Visual Flight 
Rules (VFR) and Instrument Flight 
Rules (IFR).

Starting in the tower, which is often 
misunderstood by the general public 
(typical misconceptions are that all 

Air Traffic Controllers
WHO DOES WHAT?
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ATC work in a tower cab at an airport 
and everyone who works in a tower 
cab at an airport is ATC), the job is 
focused heavily on moving airplanes 
safely around the airport. These units 
are typically called VFR units, since 
most of the work the average tower 
controller does in terms of the rules 
followed, and separation provided, is 
for aircraft subject to VFR. Collective-
ly, the positions in the tower cab are 
called ‘tower controllers’, but the tasks 
within are usually broken down for 
efficiency’s sake.

All aircraft taxiing on the ground 
are given instructions on the con-
trolled areas of the airports that give 
them access to the runways for takeoff 
or get them back to the apron for 
parking after landing.

The ground controller is first up. 
Depending on the amount of traffic, 
the nature of it (all small aircraft, 
mostly larger aircraft or a healthy 
mix), and even the airport layout (the 
number and placement of taxiways, 
especially near the runways them-
selves), this control of ground traffic 
can be very complex indeed. Some-
times one would see a single-taxiway 
operation and think it would be easy 
with so few options, but often this 
presents difficulties when trying to be 
efficient in multiple traffic situations. 
It often results in a lot of waiting for 
both the pilot and the controller. By 
contrast, an airport with many taxi-
ways can get complicated, both due to 
larger volumes of traffic and the num-
ber of places they can be operating.

The next job encountered at the 
airport is the ‘air side’, or the control-
ler who works the aircraft in the air 
in the immediate vicinity around the 
airport. Like the ground controller, the 
tower controller controls access to the 
runways. To do this, aircraft that have 
been taxied by the ground controller 
check in for takeoff clearances, and 
the aircraft already in the air are given 
instructions to establish a sequence for 
landing. These instructions are usually 
centred around the traffic pattern (a 

series of turns flown by pilots in the 
local area of the airport to set up for 
landing).

Local area traffic must be mixed in 
with aircraft coming from outside the 
control zone, such as inbound VFR 
and IFR traffic. The instructions issued 
by tower controllers are usually based 
on ensuring the pilots see the traffic 
they are to follow. Monitoring is then 
required to ensure safety is maintained. 
Many complications exist, including 
aircraft of different performance and 
those with different operational re-
quirements (faster versus slower, those 
that use a lot of runway and those that 
don’t, helicopters, etc.). Wake turbu-
lence is another thing that must be 
considered when sequencing aircraft.

Local conditions must be 
considered, as well, such as airport 
layouts, the facilities at each, and 
any procedures 
implemented by 
the local airports. 
The location of 
Instrument Landing 
System (ILS) 
equipment may 
affect how traffic 
is moved, and 
reduced- and low-
visibility operations 
come into play 
when the weather is 
down and dirty. All these things play 
to make a tower controller’s life more 
complex.

Outside of the local airport envi-
ronments we reach the Area Control 
Centres (ACC). The controllers in 
these facilities work the terminal areas 
around airports and enroute airspaces 
between them. Their functions are 
more broadly associated with IFR 
flight.

Under IFR, aircraft in controlled air-
spaces are subject to ATC clearances 
and instructions that are geared to the 
provision of separation independent 
of a pilot’s ability to see other traffic. 
Under IFR, pilots may be operating in 
Instrument Meteorological Conditions 

(IMC), meaning they may not be able 
to see and avoid each other.

ATC in these units issue instruc-
tions that keep aircraft clear of each 
other and have many rules to apply 
when doing so. There are minimum 
amounts of separation to be applied, 
depending on the circumstances of the 
airspace, the equipment in use and the 
procedures being applied.

The nature of the traffic varies by air-
space, in many cases quite significantly. 
Aircraft in cruise have concerns and 
needs that are different from those just 
departing or those being sequenced 
for an approach to landing. It is for this 
reason that ‘specialties’ exist.

Controllers break down airspace, 
or ‘sectorize’, to split workload, often 
grouping areas with similar demands 
and traffic flows so that they can con-
centrate better on the needs of the traf-

fic in the specific 
area. For example, 
a terminal con-
troller can apply 
different rules 
and procedures 
from enroute 
controllers, often 
having aircraft 
closer together 
than enroute air-
space can allow in 
order to be more 

efficient around airports. Because of 
this there is a much smaller margin for 
error and therefore they are normal-
ly responsible for a smaller piece of 
airspace.

I’ve already gone on far too long 
for this column, and you can see that I 
really didn’t get into much detail. The 
details get far more complex for each 
of the jobs I touched on. 

Does it sound interesting? Would 
you like to know more? Nav Canada, 
the country’s Air Navigation Service 
Provider, is hiring and needs con-
trollers, among other highly skilled 
workers. Check out their website at 
navcanada.ca and look for the Careers 
tab — that will get you started.  

“Aircraft in cruise have 
concerns and needs that 
are different from those 
just departing or those 
being sequenced for an 
approach to landing. It 
is for this reason that 

‘specialties’ exist.”
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ON THE ROCK
NEWFOUNDLAND AVIATION WITH GARY HEBBARD

A nybody looking to obtain a 
private pilot licence these days is 
going to need deep pockets. Be-

tween ground school and the necessary 
flight time, the bills can add up at an 
astonishing rate. Want to improve your 
skills with instrument flight training, 
a multi-engine rating, float endorse-
ment and more? 
Megabucks can be 
anticipated. But 
there was a time 
when a young man 
or woman who 
was willing to bet 
their life could ac-
quire flying skills 
free of charge. It 
was called the 
Second World War 
and the air force of 
your chosen nation 
would happily 
underwrite all the 
necessary training.

So thought St. 
John’s, Newfoundland youth Don Wyatt 
who, as a teenager, joined the Royal 
Canadian Air Force towards the end of 
the war with the hope of being accept-
ed into the British Commonwealth 
Air Training Plan (BCATP), a wartime 
program set up to train pilots and other 
aircrew for war. Unfortunately, by the 
time Wyatt was accepted into the RCAF, 
the war was nearing its inevitable end 
and the BCATP was shut down. 

A career in medicine had always 
been his plan, so in 1946 Wyatt applied 
to medical school. However, appli-
cants were many and open seats in the 
medical program scarce, delaying his 
acceptance indefinitely. While out for 
a walk one day, his flying passion was 
rekindled when a barnstormer in a war 
surplus biplane landed in a nearby field 
and offered short rides for the princely 
sum of $10. The amount duly paid, 

Wyatt went aloft and knew immediately 
that, medical career notwithstanding, he 
needed to learn to fly.

He’d finally completed his flight 
training, partly through the intervention 
of one Ewan Boyd, an ex-RCAF pilot 
then working for TWA and operating 
a flying school in Gander on the side. 

A part-time job 
with Boyd in 
Gander resulted in 
eventually getting 
his licence on an 
ex-military L-4 
Cub (the military 
version of the 
Piper Cub). “It was 
a great airplane 
to fly,” said Boyd. 
“It was higher 
powered than the 
civilian ones and 
it could do almost 
anything.”

In addition to 
his flying school 

business Boyd soon branched out into 
charter operations. Wyatt soon found 
himself doing some charter flying and 
flew whenever he could, as much for 
fun as a way to make a few bucks. 
Eventually his bank account grew to 
the point of allowing the purchase of a 
war surplus Vultee BT-13A, an Amer-
ican military trainer. The aircraft was 
equipped with a Pratt & Whitney R-985 
Wasp Junior radial engine, fixed landing 
gear, flaps, a two-position propeller, a 
two-seat tandem cockpit with a full set 
of flight controls for student and instruc-
tor pilot, air-to-ground radio, an inter-
com and blind-flying instruments. The 
trainer flew at a maximum speed of 290 
km/h (180 mph) and had an operational 
range of 1,167 km (725 mi). Wyatt really 
liked the Vultee and loved flying it until 
the plane wound up being vandalized 
while parked outside one night to the 

point where it was unrepairable. “But it 
was great fun while it lasted.”

Virtually all of Wyatt’s flying was 
done in Newfoundland, with the occa-
sional trip to the Maritimes. Early on he 
teamed up with a buddy who had a Ti-
ger Moth. They decided to fly to nearby 
Musgrave Harbour, he said, land on the 
beach, buy lobsters from the fishermen 
and bring them back to Gander and sell 
them to the Americans stationed there, 
at a handsome profit of course. Neither 
pilot however had landed on a beach 
before, so they chose to land on the dry 
strip of land above the tide line, not 
realizing dry sand tends to be soft. The 
plane promptly nosed over but, with 
the help of some bystanders, they got it 
back on its wheels undamaged. “While I 
was buying lobsters from the fishermen, 
he was taking young girls up for flights, 
above the streets of Musgrave Harbour,” 
Wyatt chuckled. “That’s the kind of guy 
he was.”

In the meantime, Wyatt became Doctor 
Wyatt upon graduation from medical 
school, setting up a practice specializing 
in family medicine and as an obstetri-
cian-gynecologist. But Dr. Wyatt soon 
found it tough with a large practice in a 
physician-short province, leaving him 
no free time for anything else, including 
flying. In search of a sustainable alterna-
tive in the medical field, he returned to 
university to study in the Department of 
Ophthalmology. Graduating successfully 
with the skills to perform eye exams and 
prescribe eyeglasses and contact lenses, 
Wyatt opened a practice in St. John’s 
specializing in fitting contact lenses, a job 
he held until he retired at the age of 91.

With a successful practice and a less 
demanding work schedule, Wyatt was 
able to revive his flying after a few years. 
“I ran into a fellow who was trying to 
get a flying school underway, so I said, 
‘Okay, I’d better get back to flying.’ And 
I did.”

Dr. Don Wyatt
FROM GYNECOLOGIST TO OPHTHALMOLOGIST, WITH LOTS OF FLYING ALONG THE WAY

At 96, Don models the 1941 vintage helmet 
he used during his early days of flying.
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Dr. Wyatt and his Vultee BT-13.

Wyatt didn’t buy a plane right away 
but would occasionally rent one to keep 
his licence current. Then he met a man 
who was giving lessons on a Quicksil-
ver ultralight. He went for a flight in 
it and was fascinated. He eventually 
bought one of his own, a Zenair on 
amphibious floats, but soon realized 
its drawbacks. “Of course, that doesn’t 
allow you to do much,” he said of the 
craft. “You can’t carry passengers, fly 
at night and so on.” His interest in the 
craft soon waned so he sold it to a guy 
in Nova Scotia who, he later learned, 
crashed it the first time he took it up. 

Time passed and eventually the possi-
bility arose to purchase a used Piper 
Cherokee. A bank had repossessed a 
fleet of basic trainers from a bankrupt 
flying school in Halifax. The bank  
sold them to EPA who in turn sold one 
of the planes to Wyatt. Wyatt enjoyed 
his new toy for a number of years  
without problem. 

“It was a good airplane, but it had 

not been looked after very well. It was 
used as a trainer,” he explained, and 
he spent a lot of money on it, essen-
tially rebuilding it, but then he had an 
in-flight structural failure on that Cher-
okee. “The engine fell off!” On landing 
one day, the forward engine mount 
cracked, and the engine tilted forward. 
Wyatt continued, “The throttle was 
pulled wide open, so the aircraft took 
off again, uncontrolled. I was up in 
the air with [the engine] racing away 
and I couldn’t get it to shut down and 
eventually I crashed it deliberately into 
the ground. I was lucky to walk away 
from that.” 

Wyatt escaped without major injury 
and lived to collect the insurance mon-
ey for the wrecked airplane. By now 80 
years of age with logbooks going back 
to 1946, Wyatt did a reassessment. That 
was essentially his last flight. “I might 
have flown once since, I can’t remem-
ber,” the now 96-year-old recalled. So, 
at the age of 80, he destroyed all his 

logbooks and records because he didn’t 
want the temptation, at that age, of 
trying to get back into it. “Since then, I 
fly in my mind.”

Wyatt claims no great sorrow at 
relinquishing his licence a decade and 
a half ago. But he cherishes the early 
days when flying was more fun than 
anything else. “Back then it was a big 
adventure. We’d hop in an airplane, go 
where we wanted to, didn’t tell any-
body where we were going, when we’d 
be back. There were no flight plans 
filed in those days. I often think how 
silly it was because we’d go off in the 
wintertime sometimes, land on a frozen 
lake and go ice fishing. We didn’t even 
know what the name of the pond was. 
But it didn’t seem to matter to us. You 
could fly wherever you wanted and 
whenever you wanted. It was no big 
deal back then,” recalled Wyatt.

Today, sitting back in a comfortable 
easy chair, Wyatt modestly sums up his 
flying days as,“Nothing spectacular.”  
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COLE’S NOTES

Once upon a time, a long while ago, 
I made my living as a bush pilot. 
In Canada, that can mean up to 

five months a year of flying on skis. In 
those days it was everything from Super 
Cubs to DC-3s, but the majority of the 
flying was carried out on Cessna 180/185s 
and de Havilland Beavers and Otters. 
Looking back at those bright sunny days 
with good ice, snow and wind condi-
tions, it was some of the best flying I can 
remember. However, there were those 
‘other’ days, and many of them.

As we launch off into the winter 
of 2022/23 ski season, I will do some 
remembering, pose some questions and 
make some observations. Hopefully this 
may be a primer for the novice ski pilot, 
be a refresher for the experienced pilot, 
and/or provide some insight for the 
uninitiated. 

The freedom to explore Canada’s wil-
derness, lakes and rivers with an airplane 
equipped with skis is amazing. The wil-
derness can be hundreds of miles away or 
found at that local lake, just 10 away miles 
over the horizon, on a sunny Sunday 
afternoon. If all goes well, what a hoot to 
get out and do a little ice fishing, experi-
ence nature in the snow, have a hot brew 
over a campfire and be back home for a 
hot supper. But what if the unexpected 
happens? Can you walk back, even a few 
miles, in sub-zero winter conditions? Are 
you and your passengers dressed for ex-
treme weather and a cold night (or nights) 

in the bush? Are you carrying winter sur-
vival gear including sleeping bags, an axe, 
snowshoes, matches or fire starter, and the 
implements to start a cold-soaked engine? 
Are you carrying rope(s) to tie down in 
high winds or to attach to the tail-ski to 
help turn the aircraft around in tight spots 
or in deep snow? A rope or broom is also 
necessary to whipsaw or brush frost or 
snow off the wings and control surfaces. 
In slush or deep snow conditions, do you 
carry a snow shovel? Commercial oper-
ators used (and some still do) HF radios 
for communications and flight following 
in remote areas. There are many modern 
forms of communications and tracking 
devices, including satellite telephones, 
GPS trackers and communicators, such as 
inReach, SPOT and ZOLEO. Do you carry 
one? Are you on a flight notification or 
flight plan where someone knows where 
you are and, if you are overdue, will con-
tact the appropriate agencies? 

An engine tent, or at least a tarp, is a 
must for overnighting. If you have access 
to electricity, then the aircraft should be 
equipped with approved oil and/or strap 
heaters. Often ‘in-car heaters’ are utilized. 
However, these should be used with 
caution as they are subject to overheating 
and/or fan failure. A downside is that 

electric heaters usually require lengthy 
(and heavy) extension cords. In past 
years a plumber’s ‘blowpot’ (or a blow 
torch for smaller aircraft) were used to 
preheat engines in remote areas. I spent 
many mornings in the bush at minus 
40 degrees sitting under an engine tent 
with a blowpot and a fire extinguisher 
preheating a Beaver or Otter engine. At 
really cold temperatures I would start 
about 4 am and would have the aircraft 
prepped and the engine warmed by 7 
am to take the men to work in the bush. 
The process would be repeated later 
in the day to bring them back to camp. 
Hard work for a young pilot in the late 

60s and early 70s. Being physically fit for 
operating in cold weather is a must. 

All this extra winter gear takes up a lot 
of room and is heavy. This can be a prob-
lem in smaller airplanes and a pilot must 
take this extra weight into consideration. 
Ensuring that all this gear is secure and 
tied down is also important. Particularly 
if you are working in the sometimes ‘con-
crete-hard’ snowdrift conditions. 

Speaking of conditions, the ski pilot 
must not only be competent at landing 
and taking off on skis, he or she must also 
be aware of the myriad of circumstances 
that ski pilots may encounter. A good 
checkout with an experienced ski pilot is 
imperative. Let’s talk about some issues. 

What is the minimum ice thickness for 
your aircraft? The old bush pilot’s rule of 
thumb is 6 inches (or 16 cm) for a Cessna, 
9 inches (or 23 cm) for a Beaver, 12 inches 
(or 31 cm) for an Otter and 24 inches (or 
61 cm) for a DC-3. These minimums are 
for clear, blue freshwater ice. For white 
ice, or less than clear blue ice conditions, 
these numbers should be at least doubled. 

Knowing your ice and snow state 
is critical. Landing on dubious snow 
surfaces often requires a touch and go 
and then a visual inspection of your ski 
tracks to look for wet marks and other 
clues to see if it is suitable. After landing, 
circling on the snow or ice surface to taxi 
back through your tracks while looking 
for wet patches, slush and snow condi-

Ski Flying 
HIGHLY REWARDING – FOR THE PREPARED PILOT

CAREER HIGHLIGHTS WITH W.T. (TIM) COLE
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Above: Anaconda American Brass’s Beaver 
CF-EYT, Northern Quebec, winter of 1968/69.  
That season, the author spent two months in  
a mining exploration camp with this aircraft. 
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tions is a must. Sometimes 
under ‘iffy’ circumstances 
the prudent pilot will crack 
open the doors to facilitate 
a hasty exist should the 
aircraft start to go through 
the ice. Park in your own 
tracks to facilitate breaking 
free for departures later. 
Aircraft skis generate some 
heat while taxiing and the thin film of 
water generated can freeze and make 
departure difficult and, in some cases, 
almost impossible. If staying for a lengthy 
period, and depending on the ice/snow 
conditions, the experienced pilot will go 
ashore and cut spruce boughs or slender 
poles and taxi up on top of them to avoid 
the skis freezing in. 

Marking a runway at a frequently used 
location with small evergreen trees stuck 
in the snow is a good idea. It can be just a 

single row, but this can aid 
landing in low visibility or 
whiteout conditions. 

Conducting a good recce 
of the landing area is just 
as important on skis as it 
is when landing on floats. 
On floats, a pilot is looking 
for rocks, shoals, hazards 
and where to dock or beach 

when shutting down. It is similarly as im-
portant to avoid areas that might produce 
adverse ice situations as might be found 
near the entrance or exit of a creek near 
the landing area. Glassy water conditions 
on floats are almost always in zero or light 
wind conditions. Landing in whiteout 
conditions can be with blowing and gusty 
winds that create a far more difficult situa-
tion than glassy water. 

When flying at lower levels, in low 
visibility or white out conditions, the 

prudent VFR ski pilot will avoid crossing 
the centre of large snow-covered lakes 
and will skirt the edges of the lake where 
the pilot has the benefit of a contrasting 
tree line. This is not always possible the 
further north one travels. 

Winter weather can be unpredictable 
and both extreme cold and mild weather 
can present challenges to the ski pilot. 
Trying to outline the joys, the challenges 
and the skills associated with ski flying in 
this short article is not possible. Whether 
you are a seasoned working bush pilot 
or a novice recreational pilot, my advice 
is to be prepared and get good training. 
Practice overnight and cold weather pro-
cedures at your home base, under good 
conditions, so that if or when you need 
these skills in the wilderness, it is not a 
first-time experience.

I wish you all good snow, blue ice, 
tailwinds, and keep warm.  

aviatorsbookshelf.ca

The

Your Source for Canadian Aviation Literature

For more information, visit
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Blowpots were used 
under an engine tent to 

preheat aircraft engines. 
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Hawker   Hurricane
BY DAVE HADFIELD  |  PHOTOS BY PHILIPPE LACROIX

A BRITISH-DESIGNED, 
CANADIAN-BUILT WARBIRD

Flight-Testing the
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Hawker   Hurricane

“YOU GUYS BUILD  
GOOD AEROPLANES,”  
I HOLLERED OVER TO THE 
APPROACHING MECHANICS 
AS THE HAMILTON STANDARD 
THREE-BLADED PROP ON THE 
MERLIN 29 ROLLED TO A STOP ...
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B
uilt in 1942 by Canadian Car and 
Foundry in Fort William, Ontario (later 
to become Thunder Bay), Hawker 
Hurricane XII (#5447) arrived at Mike 
Potter’s hangar in 2006 (the year after I 
first did). It had flown on patrols in the 

Maritimes in 1943 with RCAF No. 125 Squadron, fired 
its machine guns as it trained Canadian pilots in air-to-
air gunnery, but ended up on the Prairies in 1945 when 
there was a balloon-scare: Japan launched 9,000 incendi-
ary balloons to spark forest fires in North America. Our 
Hurricane was one of the fighters deployed to shoot 
them down. (No pilot ever saw a fire-balloon on the 
Prairies, but I imagine it was a fun flying assignment.)

After the war it was sold as surplus and was bought 
by a Saskatchewan farmer for the value of its hardware 
— switches and valves and wires and tubing were in 
short supply after years of wartime rationing. But later, 
a far-sighted pilot/farmer in Assiniboia, Harry Where-

att, bought several of these farm-shed airframes and 
began a restoration. 

By 2000 he was able to fly #5447, but warbird oper-
ating costs were skyrocketing, and he sold it to Mike 
Potter of Ottawa, to be flown with Vintage Wings of 
Canada (VWoC).

Sadly, an in-depth inspection revealed corrosion in the 
centre section wing spars. A Hurricane wing comprises 
three pieces: the outer wings can be removed very simply 
with just a few bolts, but to de-bond the centre section is 
complicated and awkward. This one was in its original 
state and was unairworthy. So, the difficult decision was 
made to undertake an in-depth restoration of #5447, 
taking it down to its most basic parts. 

Other projects crowded in, and the Hurricane 
was pushed to the back of the hangar. The Westland 
Lysander (also from Harry) was restored. The Fairey 
Swordfish gained a new engine and flew to Oshkosh 
and back. The Yellow Wings aircraft were purchased 

BIG GRINS FLASHED UP AT ME. “EVERYTHING WORKED!” 
I COULD SEE THE RELIEF AND PRIDE IN THEIR FACES. NO 
ONE RESTORES A SECOND WORLD WAR FIGHTER WITHOUT 
A LOT OF THEIR DNA ENTERING THE AIRFRAME. IT WAS A 
LONG, COMPLICATED, DIFFICULT PROJECT, AND THEY WERE 
ON PINS AND NEEDLES DURING THIS FIRST FLIGHT.
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and put in service for a very successful national tour. 
Hawk One, an F-86 Sabre, was restored in time to fly 
over Bedeck, Nova Scotia for the 100th anniversary 
of Canadian flight. And the ‘crown jewel’, the Mark 
IX Spitfire, was restored and flown across the conti-
nent in 2018’s 5,000 Miles In A Spitfire program.

But no one forgot the Hurricane, and it became 
top of the list. With a zero-time Rolls-Royce Merlin 
29 engine, an overhauled Hamilton Standard prop, 
and a total re-work of all systems, by spring of 2022 
it was ready to go. My job as chief pilot was to make 
it happen — and keep it in one piece.

The best way to get into the guts of a fighter test-
flight is to write the pilot’s manual for that aircraft. 
Our previous chief pilot, John Aitken, was superbly 
qualified to do this. He turned out a ‘gem’, a practi-
cal and straightforward evaluation of the aeroplane 
with all the data a pilot needs. This involved work-
ing with the AMEs in the hangar for several years. 
Questions always arise as you write the manual: 
“Where is the back-up pneumatic pump? What 
do you mean there isn’t one?” These sessions help 
evolve an aircraft into one that is truly functional.

As for me, during the spring of 2022, I wrote the 
flip-chart-style checklist we use in the cockpit. Orga-
nizing this in the standard VWoC format immersed 
me in the flight-prep. I’d flown our previous Hurri-
cane, a Mk IV, but that one had a -500 export engine, 
and was otherwise stock-British — this XII was quite 
different. Next came writing a ground school exam 
for #5447 (now CF-TPM), plus the normal VWoC 
recurrent training, and flights in the Harvard to 
knock the winter’s rust off. I spent lots of time sitting 
in the cockpit looking foolish as I talked to myself. I 
wanted to coach my hands into where they should 
go, my eyeballs into what they should see and my 
brain into the correct numbers and readings.

Project chief Pat Tenger knew every nut and bolt 
— he’d installed most of them — and effortlessly 
answered my hundreds of questions. A first flight 
should never be a jump-in-and-go; it requires a 
complete coordination of pilot and the maintenance 
team. The goal is ‘boredom’. It’s never going to 
happen, but that’s the target.

When the day arrived, we met in the briefing 
room at Gatineau airport at 08:00. I’d laid out the 
test card on the whiteboard. Owner Mike Potter 
was there to fly ‘chase’ in the Extra 330. Pat Tenger 
would be in the passenger seat with a camera and 
his in-depth knowledge. Joe Cosmano (who would 
be taking over the test-flight series later) was on 
hand, as well as Paul Tremblay, Vintech Aero’s boss. 

The goal was simple: get airborne, climb over-
head, stall the aircraft with flaps up and with flaps 
down to establish an approach speed, then come 
back and land. Then pass it to the mechanics to see 
what leaked, broke or fell off. We covered contingen-
cies, frequencies, timings and The Plan.

Starting the Merlin 29 is different from the other 
V-12s in the VWoC collection. The hand wob-
ble-pump functions somewhat as the primer. Pat 
coached me to use very little prime, but to get it 
running with the wobble-pump. And there are three 
magnetos; the normal ones, but also a Starting Mag, 
which the checklist reminds you to turn off after 
start. Unlike the Spitfire, there’s just one button for 
the starter; the boost-coil is built into the start-
ing-mag. I pressed it firmly; the big Packard-built 
engine kicked on the third blade. One quick cycle of 
the wobble-pump as it tried to quit, then it settled 
down to the normal rumbling, barking Merlin idle.

Unfortunately, after the start, with the crowd all 
around and the Extra idling beside me, the flaps 
wouldn’t retract. Paul T was instantly up on the 
wing with me, beard rippling in the prop-wash, as 
we diagnosed the problem. Hurricane hydraulics 
operate on a demand system and the pump wasn’t 
waking up. Finally, we hit on the idea of selecting 
neutral, using the hand-pump to build up pressure, 
then selecting UP. This worked, triggering the en-
gine-driven pump, and I taxied away. 

Why would I commit to a test flight with an 
intermittent hydraulic pump? Well, these things 
are a judgment call. The clincher here was that it 
was a simple gear-down flight (we’d raise the gear 
on Test Flight No. 2). No concern about a gear-up 
landing. And I’d just demonstrated that the flaps 
could be operated in the hand-pump mode for sure. 
In a Hurricane, I didn’t really need flaps anyway; 
that big thick wing makes lots of lift. So, I pressed 
on. Sometimes you want to preserve a program’s 
momentum.

Taxiing this Hurricane is easy. It has no toe brakes, 
of course, and a free-castering tailwheel, but you 
soon get used to positioning the rudders and then 
squeezing the brake lever on the spade-grip. The 
pneumatic valve that diverts air to one brake or the 
other can be glitchy, but this one worked flawlessly. 
With the seat at full-up, visibility was excellent for 
a taildragger, which is a good thing because the 
busiest flight school in Quebec was operating from 

“The goal was simple: get 
airborne, climb overhead, 
stall the aircraft with flaps 
up and with flaps down 
to establish an approach 
speed, then come back 
and land. Then pass it to 
the mechanics to see what 
leaked, broke or fell off.” 
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beside our ramp, and the student-driven Cessna 150s 
zipped around like mad, blind hornets at a picnic.

The next test-point was vibration during the run-up. 
There was a known nasty-band at about 1900 rpm. 
What if this got worse on takeoff? We’d done full rpm 
(3000) run-ups, with the tail tied down of course (an 
eye-opening and ear-closing experience), and felt some 
improvement, but it’s a very different thing to do it 
while you’re rolling down the runway. Today the prop, 
mags and engine gauges all responded properly, and it 
was fun to see the whites of the flight-students’ eyes as 
the Merlin let out its shattering roar. But the vibration 
was still there.

Thumb up, and Mike in the Extra 330 led the way 
onto Taxiway A. He took off from the intersection to 
get out of the way while I backtracked the full length 
of Runway 09. Engine temps and pressures were 
perfect. I stopped after the turnaround with the nose 
cocked 20 degrees off the runway heading to see 
any traffic, then had one last methodical check of the 
cockpit. Ready.

Hood back, lined-up, throttle-tension firm, chase 
plane in position a mile behind, I eased the throttle 
up. I watched the prop rpm carefully — the Hamilton 
Standard governor is completely different from the Ro-
tol props of the British Merlins, and the prop lever po-
sition is far more significant. At 30 inches we only had 
2650 rpm (idle is 18 inches). I pushed up to 38 inches 
and saw 2900 rpm — close to the 3000 target. And it 
was smooth! Big sigh of relief — the rough band was 
apparently confined to the ground run-up regime. And 
there was no prop overspeed. (A Canadian Hurricane 
can have a strange mix of gauges — this one was in 
inches of mercury, not in pounds of boost.) It felt like 
plenty of power as I was pressed into the seat back. 
We were off the ground in about 1,500 feet. And I was 
pleased by the way it had tracked straight — we don’t 
do high-speed taxi tests, so this was the first time the 
gear had rolled at 70+ mph.

I squeezed the brake lever to make a habit of it for 
the next flight, then reduced to 32 inches and 2600 

rpm for the climb, keeping the nose up to stay within 
the 140-mph gear-down limit. I initiated a very gentle 
turn almost immediately after takeoff in case I had to 
make a quick return — even a few degrees can make a 
difference. (With WW2 fighters you do not fly Cessna 
circuits. They don’t work.) A quick look over my shoul-
der indicated the Extra joining on the inside. Mike was 
briefed to not call unless he saw something bad, so no 
news was good news. A few turns of the trim wheels, 
slide the hood closed, check the engine gauges and, 
hey — piece of cake!

The radio was extremely loud and blotchy. I turned 
it off and then on again — fixed. Later I was to discov-
er that when I slid the hood forward my arm pushed 
the volume button and turned the squelch on — it’s 
amazing what a flight test reveals. 

We climbed up to 4,000 feet and, during that time, I 
trimmed it hands-free — the aeroplane was pleasingly 
well rigged — and made numerous test-adjustments 
to the rpm and manifold pressure. Here I discovered 
that, at higher power settings, the governor wasn’t 
governing, and the prop was acting like it was fixed 
pitch. (Later flights were to devote considerable time to 
this issue.)

I prepped for a stall overhead the field. No drama. 
Stall speed with flap up was 85 mph, 65 mph with flap 
full (80 degrees!). Gentle wing-drop both times, easily 
corrected with rudder. And the flaps cycled normally 
— good news considering that earlier problem. I began 
the descent back to the circuit, stretching my distracted 
brain to calculate 65 x 1.3 = 85 mph for approach. Then 

“Why would I commit 
to a test flight with an 
intermittent hydraulic 
pump? Well, these things 
are a judgment call.” 

3 6  CANADIAN AVIATOR  JAN/FEB 2023



waved Mike to bring the Extra in closer for a few 
pictures as we dropped.

With the gear down I couldn’t explore the 
Hurricane’s handling much, but rolling back and 
forth, from wingtip-to-wingtip, I could tell I was 
going to like the follow-on flights. The aeroplane 
rolls faster than the Spit, and much faster than 
the Mustang.

With the canopy back (very windy — the 
ends of your harness straps must be tucked in 
or else they beat you to death), seat up, gear 
and flaps down, pitch fine, fuel on the reserve 
tank, coolant door open, I looked for a gap in the 
circuit traffic. Gatineau Radio was very coopera-
tive in arranging for once, although I had to fly a 
much longer final than I like in a fighter — about 
a mile. I targeted 100 mph initially for better 
visibility and control. 

There is a known condition in Hurricanes 
where, at full flaps (80 degrees) and idle power, 
the elevator is partially blanked, and pitch au-
thority is reduced. In response, I had planned to 
keep a trickle of power on until the main wheels 
touched, but with this long approach I needed 
power anyway so that was no problem. I let 
the speed come back to 85 mph over the fence, 
and the aeroplane wheeled-on gently, but I did 
indeed have the stick full back. (Sorting this out 
was another concern of later flights — more tail 
ballast and landing with 60 degrees flap instead 
of 80 helped.) The Hurricane has a very forgiv-
ing oil/air oleo arrangement in the main gear — 
quite ego-stroking. 

The roll-out was dead-straight, much easier 
than a Harvard. The tailwheel touched almost 
immediately, just as Mike in the Extra zoomed 
by with perfect timing. We taxied in with the 
growling rumble of the Merlin saying, “Of 
course we flew — damn well, too!”

There was great euphoria on the ramp. But 
after the handshakes and the pictures, it was 
hustle right into the flight ops room and start 
writing the report while the memories were 
fresh. The helmet-cam was a great aid. 

I flew #5447 seven more times before handing 
it over to Joe. There were some ‘moments’: On 
Flight 3 I had a complete comm failure with a 
hydraulic failure, and had to squawk 7600 and 
hand-pump the gear and flaps down. That one 
was busy! But most of the tasks were simpler, 
such as setting the prop lever and governor to 
give a full range, adding some ballast, adjusting 
trim tabs, basic aerobatics, etc.

After that I had my hands full with flying 
the Lysander to Oshkosh and back, but that’s 
another story.

Author and pilot 
Dave Hadfield at 

the controls of the 
restored vintage 

Hurricane.

It Takes a Team
BY PAT TENGER

Our Hurricane, #5447, had 
been a project that was 
started long ago. The 

aircraft was complete and even 
had three flights under its belt 
after it was restored by Harry 
Whereatt in the early 2000s. 
Once it arrived at our facility 
in Gatineau, an inspection was 
carried out and a few issues 
were found that needed serious 
attention. However, the project 
was then sidelined for other 
projects, including the Spitfire 
restoration. 

Once the Spitfire was running 
through its flight tests, the 
focus turned to the Hurricane 
once again to finish what was 
started. We had our structures 
mechanic Ken Wood, who was 
lead for the Spitfire build, start 
with inspecting the frame and 
all sheet metal areas on what 
we still needed to carry out 
before we could really start 
putting things back together. 
Mike Irvin and I dove into all the 
systems, going over every sin-
gle part and system to see what 
was damaged, needed cleaning 
or missing. Slowly things start-
ed to come together. 

Building a Hurricane is done 
in layers with many pieces 
overlapping into the next, so 
in many cases we would start 

on a system only to find out 
we would have to take half of it 
apart to start another system. 
The plan was to have all the 
areas that would be covered in 
fabric done first so we could 
have it covered and prepped for 
paint as other parts could easily 
be added afterwards. 

Finding parts for an 80-year-
old Second World War aircraft 
is one of the most challenging 
aspects of building a warbird. 
It takes a network spanning 
the world to find all the little 
parts to make it as original as 
possible. We did have to add 
modern components such as 
radios, antennas and other 
safety equipment while figuring 
out how to keep the look it 
would have had right out of the 
factory. 

First systems installed were 
to be the main structure compo-
nents, horizontal stabilizer and 
vertical stabilizer to allow for 
the flight controls to be installed 
and rigged in the main fuselage 
areas. Many of the cables had 
to be made by hand. Once the 
cables and guides had all been 
installed, we could then start 
on covering the main fuselage 
in fabric. 

Mike Irvin was our fabric 
guy, having spent most of his 
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career restoring the aircraft 
at the Canadian Aviation and 
Space Museum in Ottawa. His 
30-plus years of expertise went 
into turning out a fabric job that 
was as authentic as when it first 
rolled out of the factory in Fort 
Williams, other than the fabric 
was now Ceconite instead of 
Irish linen.

With systems still being 
installed Andre Laviolette, who 
was one of the only remaining 
members of the team that ini-
tially started on the Hurricane’s 
restoration, was busy searching 
the world to locate the missing 
pieces that were still needed for 
each system.

The Packard-built Merlin 
29 had been overhauled a few 
years previously and, with the 
engine bearer inspected and 
installed on the main fuselage, 
it was time to get the engine in 
place and start connecting it 
to the rest of the aircraft. The 
last of the systems for engine 
runs were tightened up and all 
that was left to do was fire it up 
and check for leaks. On a cool 
March morning, with the tail tied 
down and Paul Tremblay at the 
controls, the Merlin kicked back 
to life after years of waiting on 
the shop floor. 

Ken Wood was busy finishing 
up the sheet metal work and 
last of the engine cowlings. The 
compound curves in some of 
the cowlings are a challenge to 
get just right and fit to the air-
frame. With all the panels made 
and fitted and the systems 
finally complete, all panels and 
cowlings could then be installed 
to complete the Hurricane build. 

With everything installed, 
fitted and rigged, we then had 
to take a good chunk of the 
aircraft apart again to get ev-
erything painted. Korrey Foisey 
went over every detail with the 
team. The paint took months 
to research, with many emails 
back and forth. Going through 
old orders and historical photos 
we found a few changes to 

the way it had previously been 
depicted. The famous ‘Reaper’ 
pilot art was also something 
that we knew had to be perfect. 
Dave O’Malley hand-painted the 
artwork on and, with the final 
touches complete, we had a 
Hurricane ready for test flights.

Finally, the paperwork. All 
parts and procedures were 
documented and turned into a 
stack of paper just shy of 12 
inches thick for Transport Can-
ada to look over and approve. 
Once all approvals were done 
and we were ready to fly.

When the spring weather 
started to clear out the snow, 
Dave Hadfield made the call 
that we would soon have good 
weather for the first flight in 
early April. When that day came, 
the winds were calm and, even 
with the overcast conditions, 
it was good weather for a first 
flight. 

I, together with Mike Potter, 
the person who makes it 
possible for these aircraft to 
be brought back to life and 
continue to fly, were orbiting the 
field when the Hurricane started 
its roll down the runway and up 
into the air for its first flight in 
two decades.

Above: The Vintage Aircraft of Canada Hawker 
Hurricane cockpit remains largely as it was 
when it left the factory some 80 years ago, 
though radios had to be installed for safety. 
Right: The Hurricane’s gear and flap controls.
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“The paint took months to research, 
with many emails back and forth. Going 
through old orders and historical photos 
we found a few changes to the way it had 
previously been depicted. The famous 
‘Reaper’ pilot art was also something  
that we knew had to be perfect.”
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AND CANADA POST  
SHOULD HIGHLIGHT THAT

BY W.T. (TIM) COLE

Proudly  
Canadian 
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In March of 2019, Canada Post issued a 
Canadian stamp series entitled Canadians 
in Flight. The series honoured Canadian 
pilots, Canadian aircraft and their designers. 
The second set of stamps in the series was 

issued in October of 2022. Canada Post is to be 
congratulated by the aviation community for taking 
the initiative to recognize Canadians and their 
aviation achievements by issuing this series. 

The second set features the de Havilland DHC-2 
Beaver. This year was the 75th anniversary of the 
flight of the prototype that first flew on August 16th, 
1947, at Toronto, Ontario. That aircraft had the Cana-
dian registration CF-FHB. 
The registration was in 
honour of Frederick How-
ard Buller, one of the de 
Havilland engineers who 
was responsible for the 
design of the aircraft. Mr. 
Buller is a member of the 
Canadian Aviation Hall of 
fame and the first Beaver, 
CF-FHB, is on display in 
Ottawa at the Canada Avi-
ation and Space Museum. 

In 1982 Canada Post issued a 30-cent stamp fea-
turing CF-FHB as part of its Bush Plane series which 
also marked the 35th anniversary of FHB’s first flight. 
In 1999 the Royal Canadian Mint circulated a 25-cent 
coin honouring the Beaver and in 2021 a commemo-
rative pure silver coin (face value $50) featuring the 
Beaver was issued, neither featuring a registration 
mark. In 1991 a sterling silver commemorative coin 
(face value $20) was issued and, in 2008, a pure 
gold commemorative coin (face value 50 cents) was 
issued, both with images featuring the Beaver with 
Canadian registration CF-FHB. 

That is why, when Canada Post issued the most 
recent stamp to honour the Beaver as part of the 
Canadians in Flight series, I was dismayed to observe 
that the registration on this Canadian stamp was 
N995SP, a foreign registration.

I was not alone. The Canadian aviation communi-
ty lit up the internet and the associated social media 
was rampant with comments from Canadian avia-
tors, and aviation enthusiasts, that they could not 
believe that Canada Post could be so insensitive and 
so careless. Can you imagine other Dear Mr. Cole, 
Canadian icons being depicted on a Canadian stamp 
with a foreign flag? Imagine the Bluenose, or Terry 

Fox, being represented on 
a stamp with other than a 
Canadian flag.

Global TV, including 
their associated radio 
station and social media, 
picked up the story and 
spread the issue to the 
Canadian public. Letters 
to the Canadian Heritage 
minister and to the minis-
ter responsible for Canada 
Post requesting the reissue 

of the stamp, at the time of writing, have gone unan-
swered. Canadian philatelic experts advise that there 
is precedence that when Canada Post has previously 
made an error, stamps have been withdrawn and 
reissued. 

Following Global TV’s airing of the issue, I 
received the following response from Canada Post’s 
Director of Media Relations. “The DH Beaver stamp 
is the celebration of a plane designed and built in 
Canada, which saw considerable success at home 
and abroad. The decision to include an image with 
American registration was intended to highlight the 

Opposite: Canada Post’s Canadians in Flight series, issued in 
October 2022,  features the iconic Canadian Beaver showing 
the image of a foreign registered aircraft, N995SP. 

This page: In 1982 Canada Post issued this stamp in its Bush 
Plane series. Shown here is CF-FHB, the protoype DHC-2 Mk1 
Beaver that first flew 35 years earlier in 1947. 
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international success of 
this Canadian aviation 
innovation. As this is  
not an error, but a design 
decision to support the 
story being told, we  
will not be reissuing  
the stamp.”

The photo used on 
the stamp is unargu-
ably a good one and the 
stamp is attractive. Yes, 
the Beaver has been an 
international success. However, can you imagine the 
U.S. Postal Service issuing a stamp honouring an iconic 
American aircraft (e.g., a Boeing 747 or the Douglas DC-
3) with a foreign registration? If you Google N995SP 
you will find that the picture used is a stock photo 
listed on the internet by a European photographer to 

whom Canada Post 
gives credit on the 
back of the cover of 
the Canadians in Flight 
stamp packet. 

I ask the question, 
“Was it really a design 
decision to include 
an image with an 
American registration 
or was it merely a 
nice photo to use and 
now that the stamp 

has been printed, Canada Post is reluctant to admit they 
made an error?” 

Echoing the comments and sentiments of the Canadi-
an aviation community, I call on Canada Post to do the 
right thing and reissue this stamp with a Canadian reg-
istration and identity. It is a matter of Canadian pride.

I am writing in response to your 
email to Mr. Doug Ettinger, President 
and Chief Executive Officer, and your 
follow-up to Ms. Susan Thomas, 
Director of Corporate and Presidential 
Affairs, regarding Canada Post’s stamp 
featuring the DHC-2 Beaver aircraft. 
As Senior Vice-President of Corporate 
and Employee Communications at 
Canada Post, I oversee the corporation’s 
commemorative stamp program and, as 
such, your correspondence was referred 
to me for reply. While I understand 
our Media team has also been in touch 
about this, please do forgive the delay 
in formally responding to you on this 
matter.

At the outset, I would like to thank 
you for taking the time to share your 
perspective. I welcome this opportunity 
to share some information regarding 
the design of the De Havilland Canada 
DHC-2 Beaver stamp. This issue is 
the celebration of a plane designed 
and built in Canada, which saw 
considerable success at home and 

abroad. Between the Beaver’s first flight 
in 1947 to the end of initial production 
in 1968, 1,692 Beavers were built in 
Canada and delivered to 62 countries. 
The decision to include an image with 
American registration was intended 
to highlight the international success 
of this Canadian aviation innovation. 
As this is not an error, but a design 
decision to support the story being told, 
we will not be reissuing the stamp.

I can assure you that Canada Post 
works with academic and community 
experts in the production of our 
commemorative stamp program. In this 
instance, the experts we consulted had 
no concerns with the inclusion of this 
particular aircraft in our Canadians in 
Flight stamp series — these included 
Canada’s Aviation Hall of Fame 
and the Canada Aviation and Space 
Museum, as well as the Ottawa chapter 
of the Canadian Aviation Historical 
Society, among others.

I acknowledge your point of view 
when it comes to this stamp issue,  

Mr. Cole, particularly as an 
experienced Canadian aviator. I 
appreciate your engagement and hope 
I have helped to clarify Canada Post’s 
due diligence and rationale behind 
it. Thank you again for writing and 
sharing your perspective, and please 
accept my best regards.

Jo-Anne Polak

Senior Vice President,  
Corporate and Employee 
Communications
Canada Post | Postes Canada

Dear Mr. Cole,
“The decision to include 
an image with American 

registration was intended to 
highlight the international 
success of this Canadian 

aviation innovation.”

The author with Beaver #1 CF-FHB at the Canadian Aviation 
and Space Museum. (Photo courtesy the Cole Collection.) 

CANADA POST RESPONDS

De Havilland Beaver 
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The Beaver went into produc-
tion in 1948 and a total of 1,692 
airframes were produced until the 
termination of assembly in 1967. 
The aircraft was widely accepted 
worldwide in both civilian and mil-
itary applications. The largest pur-
chaser was the U.S. military which 
obtained 970 aircraft and utilized 
them as the L-20 and U-6A in light 
observation and utility roles. It is 
reported that nine of these aircraft 
are still in active use with the U.S. 
military. The surviving military air-

frames have been remanufactured 
to meet civilian standards and 
many are still in active use. Most 
of the existing 700-plus aircraft are 
registered in Canada and the U.S.  
It should be noted that the RCAF 
did not utilize the Beaver but opted 
for the larger “King Beaver”, the  
de Havilland DHC-3 Otter. 

In 1987 the DHC-2 Beaver was 
named one of the top 10 Canadian 
engineering achievements of the 
20th century by Canada’s Engineer-
ing Centennial Board. The aircraft 

became famous for its robust and 
resilient capabilities as the “flying 
pick-up truck” that could operate 
in remote and rugged parts of the 
world on wheels, floats and skis. Its 
Short Takeoff and Landing (STOL) 
performance made it an Olympic 
athlete amongst bush planes. 

The Beaver is powered by a Pratt 
& Whitney R-985 Wasp Junior 
engine and the performance is 
outstanding. The 60 purpose-built 
Turbo Beavers (equipped with a 
P&W Canada PT6 turbine engine) 

THE SIGNIFICANCE OF THE

John Bogie, Canada’s Aviation Hall of Fame inductee, owned more DHC-2 Beavers (100+) than 
anyone else other than de Havilland itself and the U.S. military. (Photo courtesy Marc G. Terziev.)

De Havilland Beaver 
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From the top: 
Beavers at work at Maniwaki, Quebec; 

Beaver #1, CF-FHB, in Western Quebec, 1968; 
Department of Transport Beaver C-FDTI  

at Minstrel Island, B.C.  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and the subsequent airframes that were converted 
to turbine power may be likened to an Olympic 
athlete on steroids. 

Like many thousands of young pilots, I learned 
my trade as a bush pilot on both the piston and 
turbine versions of the Beaver. For 25 years I flew 
Beavers, both in commercial and government 
service, primarily in Quebec, Labrador and British 
Columbia. Like so many other Beaver pilots, 
I owe my life to the aircraft and to those folks 
who designed and built these superb aircraft for 
pulling me out of life-threatening situations in the 
wilderness. I am also one of the fortunate few who 
can claim to have flown Beaver #1, CF-FHB. 

Canadian Hall of Fame member John Bogie 
was one of my employers. Bogie operated 
and repatriated many Beavers to Canada. He 
claimed to have owned more Beavers (over 100) 
than anyone else other than de Havilland and 
the U.S. military. Working for Bogie gave me 
the opportunity to fly many different DHC-2 
airframes. This iconic aircraft type is dear to my 
heart and, like so many other Canadians, I am 
proud to claim that the Beaver is the epitome of a 
symbol of Canadian aviation excellence, alongside 
the Avro Canada CF-105 Arrow.
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by Airbly
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AFTER TOUCHING DOWN 
at the Kelowna, British Columbia 
airport I taxied to the Kelowna Fly-
ing Club ramp and parked. I waited 
for my passenger to disembark first 
(such is the inconvenience of Piper 
Cherokees — only one door, and it’s 
on the passenger’s side).

After chocking the plane, I walked 
over toward the clubhouse and took 
out my iPhone to check for messages, 
as most of us are wont to do soon 
after landing these days. There were 
two emails which stood out: one 
announcing the details of my depar-
ture from the Victoria airport (CYYJ) 
a couple of hours before, and one 
announcing my landing at Kelow-
na’s airport (CYLW) minutes before. 
In both cases the messages were 
received within a couple of minutes 
of the time each event occurred. 

The departure message included 
the time my engine started, the time 
my plane began moving, and the 
time my aircraft left the ground. The 
arrival message included the same 
departure information but also the 
same data in reverse — touchdown, 
end of taxi and engine shutdown. It 
then presented the flight statistics: 
engine time, block time and air time 
(aka time in service). METARs and 
TAFs, if available at or near your 
airports of departure and arrival, are 
included. 

I made four flights that day and, 
after settling in my room after dinner 
in Prince George that evening, 
opened my journey log to make the 
appropriate entries. It took all of two 
minutes — all the times and calcu-
lations were there in the ‘Arrival 
Reports’.

The source of this valuable and 
convenient data? A little black box 
a Charlottetown, Prince Edward 
Island-based company called Airbly 
names the Phoenix P200 Aircraft 
Monitor ($429). 

Thanks to its built-in rechargeable 
battery, there is no need to connect 
anything. Its built-in instruments 
sense the vibration of the aircraft’s 
engine, its built-in GPS senses the 
movement of the aircraft and, once 
your rotation speed is achieved, take-
off time is recorded. All this data is 
received and transmitted via the Glo-
balstar satellite constellation, giving 
coverage around the world except 
in extreme polar regions, where few 
of us will ever venture. Additional 
email addresses can be programmed 
using the accompanying smartphone 
app, which is a very useful feature 
not only for the ground-based oper-
ators of aircraft fleets, such as flight 
schools, but also to friends or family 
members whom you may want to 
inform of your whereabouts. 

Of course, like any device that uses 
satellite time there is a subscription 

The Airbly 
iPhone app 
displays, among 
other things, 
an overview of 
aircraft statistics. 
In this view, a 
Phoenix ‘Battery 
low’ warning is 
displayed.

“[The monitor’s] 
built-in instruments 
sense the vibration 
of the aircraft’s 
engine, its built-in 
GPS senses the 
movement of the 
aircraft and, once 
your rotation speed 
is achieved, takeoff 
time is recorded.”

Phoenix Aircraft 
Monitor ($429)
(Includes mounting 
brackets and USB 
charging kit)

Basic plan ($99/year)
Bluetooth sync only

Lite plan ($169/year) 
250 hours satellite logging

Unlimited plan ($399/year) 
Unlimited satellite logging

+
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to purchase. The Basic plan ($99/
year) includes the aforementioned 
flight alerts but not in real time — 
they are transmitted via Bluetooth to 
your paired device. Airbly’s Lite plan 
($169/year) includes 250 hours of sat-
ellite logging (i.e., data logging only). 

However, for an additional $189/
year, satellite tracking is available, 
with location data (including altitude) 
sent every five minutes. And that, to 
me, is one of the more 
attractive benefits of the 
Phoenix box, especially 
should my 406 MHz ELT 
fail to trigger. 

True, an aircraft trav-
elling at, say 100 knots, 
could cover up to 8.33 
nautical miles in five 
minutes, suggesting a po-
tential search area of up to 
63 square (statute) miles 
if the pilot has doubled 
back just after the last 
position report. However, 
this is somewhat mitigated by the 
device’s SOS feature. By depressing a 
button five times in quick succession, 
the unit will begin transmitting SOS 
messages every five minutes. Those 
messages, however, are sent only to 
the email addresses that were previ-
ously programmed for the departure 
and arrival reports. Helpful, but one 
will really want the ELT to work if 
an off-field landing is undertaken, 
especially if one is incapacitated and 
unable to proactively set the Phoenix 

in SOS mode. Another option is to 
carry a Personal Locator Beacon (PLB) 
that can be used to transmit an SOS 
message directly to search and rescue 
authorities, although this 
too must be manually 
activated.

If you have opted for a 
plan that includes track-
ing, you will be assigned 
a URL that you can share 

with 
others. 
This will 
reveal the path the 
flight has taken 
since takeoff, with 
GPS coordinates 
plotted on a map 
at five-minute 
intervals (30-second 
intervals with the 
ADS-B plan). Nav 
Canada allows for 
that URL to form 
part of the flight 

plan template that many of us have 
on file. One of the first things they 
will do if I don’t answer my cellphone 
if I’m overdue is check my track. 
That’s reassuring.

If your aircraft is equipped with 
ADS-B Out, then your position 
reports can be sent every 60 seconds, 
reducing your potential search area 
to just 2.5 square miles if you’re trav-
elling at 100 kt. This is a $59-per-year 
add-on. 

For flights in the U.S., FAA section-

The Phoenix P200 
can be hard-wired 
into the aircraft’s 
electric circuitry 
or removed from 
the aircraft for 
periodic battery 
charging via a 
5 VDC micro 
USB port (cable 
supplied).

Airbly’s compact 
form factor is 
evident in this 
depiction.

al charts are the default map, with 
a terrain map as an option. For 
flights in Canada, a terrain map 
is available. According to Airbly, 
Nav Canada charges third parties 
for the VNC at a price that would 
make the cost to users prohibitive-
ly expensive.

The Phoenix device itself, truly 
a ‘little black box,’ measures just 
94 x 94 x 28 mm (3.7 x 3.7 x 1.1 
inches) and weighs in at only 200 
g (7 ounces). There is an arrow 
atop the device which indicates in 
which direction the device should 

“If you have 
opted for a plan 
that includes 
tracking, you will 
be assigned a URL 
that you can share 
with others.”
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be pointed (otherwise obvious as 
the indicator lights must face the 
pilot) and it must be mounted atop 
the glareshield where it has a view 
of the sky. And yes, it withstands 
the very high temperatures it might 
be exposed to on a hot summer day. 
Although it comes with a mounting 
bracket, I chose not to use it as the 
device sits comfortably and relative-
ly securely at the nose end of my 
glareshield (and it was a loaner). 

Once it is turned on, that’s it — 
nothing else to do as it wakes up and 
goes to sleep au-
tomatically, unlike 
other devices such 
as inFlight and 
SPOT, which must 
be switched on 
and off before and 
after each flight. 
Airbly claims the 
battery will last 180 
days or 100 flight 
hours per charge, 
although I expe-
rienced less than 
that. Nevertheless, 
a warning light will 
notify you when 
the battery begins 
to get low (and a 
warning is includ-
ed in your email 
flight notifications), 
and it is a simple matter of taking 
the Phoenix home and recharging 
it with the included charging cable. 
Alternatively, it can be hard-wired in 
to ship’s power.

Airbly also offers an unlimited 
plan for $399 per year (plus addi-
tional fees for satellite tracking). This 
could be an attractive choice for op-
erators of aircraft that fly in excess of 

250 hours per year, such as commer-
cial operators and flight schools. And 
this is where many of the Phoenix’s 
additional features could become 
attractive. Maintenance intervals can 
be programmed so that countdowns 
are included in the reports and 
reminders sent. Such things as 50- 
and 100-hour maintenance checks, 
recurring ADs and SBs, and oil 
changes based on calendar and/or 
flight time can be programmed. For 
flight schools, monitoring of aircraft 
positions on cross-country flights at 

all times, including exact takeoff and 
landing times, can prove invalu-
able. End-of-day journey log entries 
would be a breeze; human mistakes 
in time-logging eliminated.

In summary, the Phoenix P200 
should be considered primarily as a 
timesaving and potentially cost-sav-
ing device, especially for busy air-
craft. The fact the ‘air time’, or ‘time 

in service’, for aircraft 
maintenance purposes 
can be precisely mea-
sured has reportedly 
allowed some com-
mercial users to save 
as much as 15 percent 
on unnecessary time-
based maintenance if 
they had previously 
been relying on tach 
time. Even for casual 
users, journey and 
pilot log entries are 
suddenly much easier 
and more accurate. 

The Phoenix’s safety 
features, as outlined 
above, should not be 
shrugged away either. 
Although that aspect 

is limited in scope, what price does 
one put on safety?

And finally there is the conve-
nience factor to consider. Having 
friends and/or family informed im-
mediately and automatically of your 
whereabouts is something that might 
be invaluable to some.

Technical support has been good, 
with email enquiries usually re-
sponded to within 24 hours. 

“In summary, the 
Phoenix P200 should 
be considered primarily 
as a timesaving and 
potentially cost-saving 
device, especially for 
busy aircraft.”

Screen grab of the Give Hope Wings 2022 Expedition track between  
Victoria and Ottawa (later extended to St. John’s).

Canadian Aviator would like to acknowledge Airbly’s generosity in making the Phoenix device and accompanying tracking services 
available for the Give Hope Wings 2022 Coast-to-Coast Expedition in June of 2022, in which I participated. Supporters of Give Hope 
Wings and donors to Hope Air were able to follow the expedition’s progress across the country in real time. This review was based 
on my observations of the device and its performance during the expedition.
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A WOLF’S MOON
Hank Sands, an 
ex-military ‘jet jockey,’ 
landed his first civilian 
pilot job with Okanagan 
Helicopters. His book 
spans several decades 
and relates Sand’s 
encounters with a host 

of northern characters, from diamond drillers 
to forestry workers, spending time flying 
diamond drilling crews and bosses into 
remote wilderness areas. It’s a great read for 
all aviation buffs.

DOUBLE CROSS 
(Hardcover) 
This book tells the 
story of James A. 
Richardson’s dream of 
promoting commercial 
aviation in Canada. It 
is also the tale of how 
Canada lost its chance 
to become a world 

leader in aviation as a result of government 
short-sightedness, departmental rivalries 
and bureaucratic bungling. This is a story of 
intrigue at the highest levels.

AUTHOR: Hank Sands 
PRICE: $29.95 (includes shipping)

AUTHOR: Shirley Render 
PRICE: $51.95 (includes shipping)

NO ORDINARY 
DAYS
Terry McEvoy was 
told by his pilot father 
that he would never 
be a pilot because he 
wore glasses. So how 

come our author has thousands of hours of 
flying time on 175 different aircraft and has 
girdled the world in a Citation as a corporate 
pilot? Seems that the glasses thing only ap-
plies to the military and McEvoy learned that 
after becoming an AME, too. The book’s 224 
highly illustrated pages are full of adventures.

NO ORDINARY 
DAYS

An Aviator’s Story

Terry McEvoy

UPLIFT –  
A PILOT’S 
JOURNEY
Grant welcomes you 
into his logbook consist-
ing of 48 years of flying 
with a 30-year airline 
career as icing on the 

cake. You will be uplifted as you share an 
insider’s view of his passion and experi-
ence working for one of the world’s great 
airlines. You will fly with him as he exposes 
his failures and doubts – his triumphs and 
close calls.

AIRLINE PILOT 
– A DAY IN  
THE LIFE
Join an experienced 
Airbus flight crew as 
they face a typical 
day’s work. Captain 
Grant Corriveau takes 
you beyond that 

locked door to see what real airline pilots 
are up to while you’re invited to “Sit back, 
relax and enjoy the flight.” After thirty years 
of airline flying, the captain has gained a few 
insights and formed some strong opinions.

AUTHOR: Grant Corriveau
PRICE: $35.95 (includes shipping)

AUTHOR: Grant Corriveau
PRICE: $35.95 (includes shipping)

AUTHOR: Terry McEvoy
PRICE: $45.95 (includes shipping)

NEW NEW NEW

The
Your Source for Canadian 
Aviation Literature

THE DESIRE 
TO FLY
Rick Found was 
a captain with Air 
Canada. His father 
blazed the path 
as a captain with 
Trans Canada Air 

Lines and his uncle and father put the 
famed FBA-2C Bush Hawk in the air. The 
surprise was that young Rick chose to 
join the navy before realizing his future 
was in the skies. These pages, filled with 
Found’s exciting flying adventures, detail 
for the first time the training that goes 
on behind the scenes in an airline pilot’s 
experiences.

A TRADITION 
OF 
EXCELLENCE
The extraordinary 
history of Canada’s 
airshow teams is re-
corded in its entirety. 
Meticulously re-
searched by a former 

Snowbird team leader, this 768-page hard-
cover book documents the scores of Cana-
dian military air demonstration teams that 
have thrilled millions of airshow spectators 
for over 90 years. From the Siskins to the 
Golden Hawks to the Golden Centennaires 
and Snowbirds, every Canadian demonstra-
tion team is represented in the book.

THE ICE PILOTS
A nail-biting tour 
whooshing through the 
Arctic air alongside the 
legendary ice pilots, 
whose story created an 
international television 
sensation. Based 
on the top-rated TV 

show that aired on History Channel and 
Global TV in Canada, and in eleven other 
countries around the world, The Ice Pilots 
follows a group of pilots in Yellowknife 
in the Northwest Territories, and the 
extraordinary adventures of the most 
unorthodox flyboys on Earth.

AUTHOR: LtCol (Ret’d) Dan Dempsey
PRICE: $139.99 (includes shipping)

AUTHOR: Michael Vlessides
PRICE: $30.95 (includes shipping)

AUTHOR: S.R. (Rick) Found
PRICE: $36 (includes shipping) 

A PILOT’S 
JOURNEY LOG 
(Hardcover)

Daryl Smith (1939-2020), 
a logger who entered this 
flying world as a fledgling 

bush pilot, within a few short months owned 
an airline and was ‘scud-running’ the coast 
with the best of them. In an industry with a 
history of takeovers and buyouts, of little guys 
combining and becoming one big guy, Smith 
managed to stay one step ahead of the pack. 
He ended up as an owner of the only regional 
carrier, Pacific Coastal, to remain standing 
after a succession of takeovers.

AUTHOR: Jack Schofield
PRICE: $51.95 (includes shipping)
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GO TO  FOR MORE AVIATION BOOKS

THE NEXT 
PLANE 
CRASH
Eugeni worked at a 
regional jet carrier 
operating for one 
of North America’s 
premier airlines, 

where he came face to face with the unseen 
reality of modern commercial aviation in 
North America in the 21st century: Large 
carriers subcontracting commercial flights 
to the lowest bidder and the relentless race 
for padding profits at any cost — including 
safety.

ALL THE  
FINE YOUNG 
EAGLES 
All the Fine Young 
Eagles collects the 
wartime diaries and 
postwar reminiscences 
from a great variety 
of Canadian fighter 
pilots who served in 

the Second World War. Their vivid first-hand 
accounts take the reader into the cockpit to 
experience dogfights, tactical manoeuvres, 
forced landings and injuries, as well as the 
often-tedious periods between engagements.

AUTHOR: David L. Bashow
PRICE: $47.95 (includes shipping)

AUTHOR: Alan Eugeni
PRICE: $27.50 (includes shipping)

BUSH 
HAWK  
Updated Edition

The famed FBA-2 
known by bush 
pilots simply 
as the “Found” 
outlasted all of 
its competitors. 

Meet Bud Found, aptly cited for his undaunt-
ed belief in the aircraft born of his skill and 
imagination that would ultimately be named 
the Bush Hawk.

AUTHOR: S.R. (Rick) Found
PRICE: $40.50 (includes shipping)

SKYDANCING 
– HIGH 
ADVENTURE 
WITH 
HELICOPTERS
Skydancing is the story 
of one man’s odyssey 
through (and with) an 
industry, through time, 

and through an understanding of the almost 
magical abilities that allow man to explore, 
endure, adventure and conquer. This book is a 
celebration of the human spirit.

AUTHOR: Manley Fredlund
PRICE: $22.50 (includes shipping in Canada)

LAND HERE? 
YOU BET!
At 20 years old, Ted 
Huntley begins his 
initiation into the world 
of bush flying. His 
journey unfolds over 
two summers in Alas-
ka. But it takes one 

more summer to complete his education, 
this time in B.C., flying men and equipment 
off and on a glacier for a prospecting compa-
ny. Huntley’s story is not just an inspiration to 
aspiring pilots; it’s an inspiration to dreamers 
everywhere reaching for their own stars.

INSTRUMENTS, 
SWITCHES, 
RADIOS AND 
RUDDERS
Cole’s book describes his 
climb from ‘wrenching’ 
broken airplanes in the 

North to command seats on jetliners. After 
piloting northern Norsemans and DC-3s on 
wheel-skis, Cole eventually flew for 29 years 
with Japanese carriers. Sadly, discriminatory 
age policies forced him from Asia. Now 67, 
Cole flies business jets throughout North 
America. His descriptions of life above Can-
ada’s boreal backcountry blended with his 
inspirational days abroad will draw aviation 
enthusiasts.

AUTHOR: Sunny Fader and Ted Huntley
PRICE: $27.95 (includes shipping)

AUTHOR: Samual Cole
PRICE: $54.95 (includes shipping) 

PACKTRAINS  
& AIRPLANES:
MEMORIES OF  
LONESOME LAKE
Born in a remote homestead at 
Lonesome Lake in southwest 
B.C., Trudy Turner was raised 
in true pioneer fashion, without 

running water, electricity or cars. (Trudy learned 
to fly a plane in her twenties but didn’t get her 
motor vehicle driver’s licence until she was in her 
sixties.) Her parents began their homestead in 
1912. When she was 24, Turner started her own 
homestead, building a home with the most basic 
hand tools. Published in 2012 when she was in 
her 80s, Turner reflects on her unusual life.

AUTHOR: Trudy Turner
PRICE: $42.95 (includes shipping) 

WHEELS, SKIS 
AND FLOATS
This book tells the story of 
one of Canada’s pioneer-
ing pilots. From barn-
storming and instructing 
in the Royal Flying Corps 
to delivering mail and 
bush flying with Ontario 

Provincial Air Service, Burton’s exploits are 
vividly recounted. Diaries, newspaper clip-
pings, personal letters and sketches, as well 
as an impressive collection of photographs 
contribute to the background of this very 
interesting book.

AUTHORS: E.C. (Ted) Burton  
and Robert S. Grant
PRICE: $27.50 (includes shipping)

NEW NEW

WARPLANES  
TO ALASKA 
(Hardcover)

This book is a tribute to the 
hundreds of men and women 
who toiled in the harshest of 
climates to help decide the 
outcome of WWII. The author 

interviewed scores of Canadian, Russian and 
American veterans and acquired hundreds of 
photos to fully recount this amazing part of 
history. Details of the Russian portion of the 
airway and their military operations, long hidden 
by an impenetrable veil of official secrecy, are 
revealed here for the first time. 

AUTHOR: Blake W. Smith
PRICE: $54.95 (includes shipping)

To order, visit aviatorsbookshelf.ca or call 604-999-2411

NEW
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SERVICE CENTRE

TO ADVERTISE  
IN THIS SECTION

HERE’S WHAT WE  
CAN DO FOR YOU:
• Architectural & Engineered Drawings  
• Municipal Applications & Permits  
• Airport Applications & Approvals  
• Transport Canada & NavCan Applications  
• Complete Construction

airbly.com
888-747-4565

Automated Aircraft
Logging, Tracking,

and More

Made in Canada

SPORTY’S 
PILOT  

TRAINING 
APP

25 Courses 
Available

SPORTYS.COM/COURSES

Contact 
KATHERINE KJAER  

250.592.5331 
katherine@canadianaviator.com
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If you already have a design  
or drawings, send it along in  
CAD or PDF for an estimate to:  
steve.secco@secandco.com

QUESTIONS?  
Phone 519.857.7639  
or visit www.secandco.com



To advertise, contact Katherine Kjaer / 250.592.5331 / katherine@canadianaviator.com

PILOTMEDICALS.CA

Dr. Stephen Cooper

SCAN, CALL,
FLY!

Virtual 
Renewals

Anytime, anwhere.
In just 10 minutes.
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Aviation Crossword Puzzle: 
— Grumman Aircraft Models —

Refresh  
Your Memory
BY GRAEME PEPPLERWithin this puzzle are 10 names of aircraft models manufactured by Grumman 

(clues marked with an *). Most other answers, but not all, are aviation related.Grumman Aircraft Models
 1 2 3 4 5 6

7 8 9

10

11 12

13

14 15 16

17 18 19 20

21 22 23

24 25

26 27

28 29

FLIGHT BAG
1-c
2-a
3-b
4-a
5-a
6-c
7-c
8-a

ACROSS
1  Donald was one.*
4  Together with ‘aviation’, describes civilian 
personal and recreational flying.
7  Where a parked aircraft might be found.
9  Describes an action.
11  Diana Rigg played one on TV, Robert 
Downey Jr played one in a movie.*
12  When you are expected at your 
destination.
13  Prefix for a cloud type.
14  The climb up.
16  Want more thrust? _____ the prop 
angle. 
17  Units of velocity.
21  GMT, today.
23  Mountain lion.*
26  Intercity bus line.*
27  Twin-engine Avro warbird built in 
Canada. 
28  Might form on a wing.
29  What a transponder does.

DOWN
2  Canadian regulatory aviation tribunal.
3  Maverick’s cockpit companion in Top 
Gun.*
4  Left-leaning British newspaper.*
5  The month in which the 11th hour on the 
11th day is memorialized.
6  Might be found around someone’s neck.*

8  A ‘Pink’ film franchise starring Peter 
Sellers.*
10  A wild species of duck.*
15  Opposite of compressions.
16  Global airline cartel.
18  A spiky hairstyle.*
19  To many pilots, forced retirement at 60 
was an example of this.
20  What a starter does to an engine.
22  Cessna, to his friends.
24  Aviation Hall-of-Fame member known 
for pioneering helicopter operations in 
Canada.
25  Ford said they had the better one.

ANSWER KEY 
Beechcraft Models

1  A lower grade of avgas than recommended will most 
likely cause which of the following issues? 
a) An unbalanced mixture of fuel-to-air in the combustion 
chambers.
b) Lower cylinder head temperatures.
c) Detonation.
d) Reduced throttle response and lower airspeed.

2  In what flight condition is torque effect the greatest in 
a single-engine aeroplane?
a) Low airspeed, high power, high angle of attack.
b) Low airspeed, low power, low angle of attack.
c) High airspeed, high power, high angle of attack.	
d) High airspeed, low power, low angle of attack.

3  What causes an aeroplane to pitch nose-down when 
power is reduced, and controls are not adjusted?
a) The centre of gravity shifts forward when thrust is 
reduced and drag increases.
b) Reduced elevator effectiveness owing to less downwash 
on the elevators from a weaker prop slipstream.
c) Lift is no longer supporting weight when thrust is 
reduced to less than weight.
d) The boundary layer atop the wing shifts forward 
inducing the nose to pitch down.

4  Why does a rising parcel of air cool?
a) Because the parcel expands as the external pressure 
decreases.
b) Because it loses an increasing amount of heat to 
radiation.
c) Because it is getting further away from the heat of the 
earth.
d) Because it passes through air of lower temperature.

5  To maintain altitude in a 60-degree bank, what weight 
does a 2,300-lb aeroplane’s structure need to support?
a) 4,600 lbs.
b) 3,400 lbs.
c) 2,600 lbs.
d) 2,300 lbs.

6  As altitude increases, the indicated airspeed at which 
an aeroplane stalls in a given configuration will...
a) decrease as the true airspeed decreases.
b) decrease as the true airspeed increases.
c) remain the same regardless of altitude change.
d) increase as true airspeed changes.

7  When plain flaps are lowered on a light aircraft, which 
of the following is not altered?
a) The camber of the wing. 
b) The area of the wing.
c) The span of the wing.
d) The angle of incidence of the wing.

8  An increase in air density has what effect on the 
forces acting on an aircraft in straight and level flight?
a) Lift increases and drag increases.
b) Lift decreases and drag decreases.
c) Lift decreases and drag increases.
d) Lift increases and drag decreases.

Beechcraft Models
 1B 2S K 3 I P P 4E R 5C O 6A

7O R C A A B 8S D
N M T O 9T A C H

10A R C 11B A 12R O N A E
N E Y 13G E A R

14Z I P P O D G E
A B 15D 16U K E

17T I R R 18S
19M I 20D Y E A R E 21W E S T
E U X 22D E 23N A L I A
O C A E N R

24W U H A N 25A 26V I 27R G 28A S
E C E I E H

29M U S K E T E E R 30C O R G I
S S H O P
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From
 the G

round Up
®

Aviation Publishers Co. Ltd.www.aviationpublishers.comISBN 978-0-9730036-3-5

9 780973 003635

Published by Aviation Publishers Co. Ltd.

“There is a smoothness and ease-of-reading that make this book a pleasure to read… everyone out there should read the engine section,

which is excellent and covers timing, carburetors, magnetos, solid-state ignitions and even a procedure for a backfire during starting… 

if you are going to buy a flight manual and only want to have one around the house, this is the one.”

PrivatePilot Magazine

“[From the Ground Up] offers a wide range of advice and information, technique and instruction, on practically every aspect of flying – 

in a single volume… The level of detail and its easy-going writing are way ahead of some of the text books we’re used to, especially when 

it comes to radio navigation and aircraft technical explanations… I found From the Ground Up so useful that it’s becoming part of my 

deskside library.”
Flyer Magazine

“For 50 years the book From the Ground Up has been published and is one of the most comprehensive volumes on the subject of flying 

and learning to fly… it can be read right through, from cover to cover, or can be dipped into for information on specific subjects. Some 

aviation books cannot comfortably be used in this dual role.”

International Flight Training News

A World Leading Source in Aeronautics for 80  Years

aviationpublishers.com

AVIATION PUBLISHERS CO. LIMITED
Box 1361, Station B, Ottawa, Ontario, Canada,  K1P 5R4
www.aviationpublishers.com

FROM THE GROUND UP ®

For over 80 years, the content of From the Ground Up has 
stood as a literary benchmark that defines the multitude of 
theories associated to aeronautics. It describes the practices 
necessary to achieve the highest levels of distinction as safe, 
competent and skilled life-long aviators.

Through its evolving editions, many generations of readers 
have used this award-winning title as the foundation of  
their introduction to the concepts and theories that require 
thorough understanding in advance of the sought-after 
hours of flying enjoyment that are the ultimate goal of all 
who seek to earn their wings and expand their knowledge  
of flight theory and practice.

The content of From the Ground Up may, at times, seem
complex, but the pathway to learning the fundamentals 
of aeronautics is one that reaps much in the way of 
personal reward for all who pursue the goal of thoroughly 
understanding the subject. Indeed, it was by design 
that its original author, “Sandy” A. F. MacDonald — a 
man recognized as a “father” of what still stands today 
as the standard curriculum for ground school instruction 
— devised this aeronautical textbook to be comprehensive  
and current while conveying its material in such a way as to 
enhance the reader’s understanding of every written word.

Not one to permit his vast experience to allow for foregone conclusions, “Sandy” MacDonald’s meticulous care in the 
creation of From the Ground Up has become the hallmark for its widespread use and respect as the reference manual 
of choice in hundreds of flying schools throughout Canada and around the world.

Its latest edition is the 29th Edition. A French-language version is also available under the title Entre Ciel et Terre. Totalling 
over 370 pages of in-depth content formatted in a sequential, logical and easy-to-read fashion, the publication boasts over 
360 graphics, charts, diagrams, illustrations and photos. An additional full-colour navigation chart and a sample weather 
chart are included.

All chapters are current in the latest technological and legislative aeronautical matters and cover such topics as The 
Airplane, Theory of Flight, Aero Engines, Aeronautical Rules & Procedures, Aviation Weather, Navigation, Radio & Radio 
Navigation, Airmanship, Human Factors, and Air Safety. From the Ground Up also includes an extensive index, glossary 
and a 200-question practice examination.

Since the 1940’s, virtually every student — civilian, military, commercial, recreational — who has ever learned to fly in 
Canada has used From the Ground Up as the primary ground school textbook from which they’ve learned everything 
one can learn about aeronautics, and about flying. Referred to as “the bible” of ground school instruction, and updated 
with every frequent re-print, From the Ground Up has long been considered an essential resource for all with any interest 
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