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Let’s Talk About ADS-B

t’s certainly no surprise that 
an ADS-B mandate is being 
talked about but what’s a 
little disturbing is who is 

doing the talking. The system, which 
emits a signal carrying information 
about the aircraft, speed, altitude and 
heading, is part of every air traffic ser-
vices company’s plan for modernizing 
their systems.

In case you’ve missed it, the U.S. an-
nounced nine years ago that ADS-B 
would mandatory in most of its con-
trolled airspace and gave operators 10 
years to comply. Canadian pilots who 
want to fly in the U.S. also have to add 
the gear, which isn’t cheap. 

In Canada, there has been no indication 
at all from Transport Canada that ADS-B 
will be mandatory, at least not down here 
in the weeds. So it was with considerable 
surprise that I read a letter received by our 
Expert Pilot columnist Rich Pittet from Nav 
Canada that it’s expecting an ADS-B man-
date in controlled airspace as early as 2023.

Oh, and by the way, that $10,000 you 
spent for U.S.-compliant ground-based 
ADS-B gear? It likely won’t work with 
Nav Canada’s space-based system and it 
can’t be easily modified to do so.

Before we all get excited, the mere fact 
that Nav Canada gave a direct answer to 
Pittet’s questions about his own ADS-B 
needs is a hopeful sign that the powers-

that-be have a plan to work with general 
aviation to implement this change.

But I have to wonder when they were 
going to get around to making it gener-
ally known that the clock was ticking and 
there’s not much time left if the current 
schedule holds.

When information isn’t forthcoming 
people are free to speculate and the sce-
narios they develop themselves can often 
be far worse than the reality.

So, it’s time Transport Canada and 
Nav Canada outlined their plans for 
ADS-B in a public way and the sooner 
the better. Pilots don’t like surprises, es-
pecially when they come with three or 
more zeroes on the end. 

I

Walkaround EDiTORiAL BY Russ Niles

Pilots need to Know whAt to exPeCt
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Seen on the stage for the induction ceremonies, 
left to right are Master of Ceremonies, Denis 
Chagnon; Bill Paris, representing his late uncle, 
William Paris; Greg McDougall; Barry Lapointe; 
John Holding; and Tom Appleton, representing the 
late David Fairbanks.
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Hall of Fame Inducts Five
Builders, leaders and Heroes Honoured
Story and photos by john chalmers

On May 16 at Bombardier’s 
Laurent Beaudoin Comple-

tion Centre at the Montréal–Pierre 
Elliott Trudeau International Air-
port, Canada’s Aviation Hall of 
Fame installed five new members 
at the Hall’s 46th annual induc-
tion ceremonies recognizing out-
standing achievement in civil 
and military aviation. A total of 
237 individuals who have been 
inducted so far.

Barry Lapointe built KF Aerospace, 
headquartered in Kelowna, into a compa-
ny with 1,000 employees at four locations 
in Canada providing maintenance, repair 
and overhaul service, as well as training 
Canadian military pilots. 

Greg McDougall built Harbour Air 
Services into the world’s largest seaplane 

airline, operating on the west coast of 
Canada with 50 aircraft in scheduled and 
charter service. The company’s aircraft 
carry passengers daily between Vancou-
ver and Victoria, as well as to Seattle.

John Holding was honoured for his 
long service as an aeronautical engineer. 
Trained in England, he came to Canada 
in 1979, starting with Canadair, and re-
tired as a vice president of Bombardier 
after being involved with development  
of several types of aircraft built by the 
company.

The late David Fairbanks, a three-time 
recipient of the Distinquished Flying 
Cross, served with the RCAF during the 
Second World War, flying with the Royal 
Air Force. He attained the rank of squad-
ron leader as commander of 274 RAF 
Squadron and had a total of 15 victories 

to his credit as a Tempest pilot. Post-war 
he worked for de Havilland Canada as a 
test pilot and promoter of the company’s 
short takeoff and landing aircraft. 

The late William Paris also served as 
an RCAF combat pilot during the Second 
World War, flying Spitfires in the North 
African Campaign. Discharged as a flight 
lieutenant, post-war he served as a fly-
ing instructor, then spent three decades 
as a manager and executive of the Royal 
Canadian Flying Clubs Association, for 
which he was installed as a member of 
the Order of Canada. ■

>
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1. The black-tie gala event celebrating accom-
plishment in Canadian aviation began with a 
meet-and-greet start to the evening. on display 
was a new Bombardier Global express aircraft 
positioned at each end of the facility which 
served as a banquet hall for some 400 people 
attending the event.

2. The Hall of Fame gala program traditionally begins 
with a piper bringing in Air Cadets, who escort 
inductees to their seats and participate in the induc-
tion ceremonies. Black Watch veteran and piper, 
Brian MacKenzie CD, leads the procession.

3. At the Hall of Fame dinner prior to induction of 
new Members of the Hall, special recognition was 
given to two centenarian Members of the Hall. 
Russ Bannock, who will be 100 on November 1, 
was a Mosquito pilot during the war, command-
ing 418 RCAF Squadron with the rank of Wing 
Commander. Post-war he had a distinguished 
career with de Havilland Canada, eventually serv-
ing as president. Dick Richmond, who reached 
his 100th birthday on January 13, 2019, had a 
long and distinguished career as an aeronauti-
cal engineer, serving with Fairchild, Canadair, 
Pratt and Whitney, McDonnell Douglas and Spar 
Aerospace.

4. Canada’s Aviation Hall of Fame office and dis-
plays are located at the Reynolds-Alberta Museum 
in Wetaskiwin, Alberta. (www.cahf.ca) A tradition 
of the Wetaskiwin city council has been to pro-
claim inductees to the Hall as Honorary Citizens 
of Wetaskiwin. At the induction gala, Mayor Tyler 
Gandam presented new Members of the Hall with 
their honorary citizenship and an engraved glass 
plaque. Shown here is KF Aerospace head, Barry 
Lapointe, left, receiving the presentation from 
Mayor Gandam.

5. Tyler Gandam, left, the mayor of Wetaskiwin, 
Alberta, presents Greg McDougall, founder of 
Harbour Air Seaplanes with a plaque declaring 
him as an Honorary Citizen of the city, which 
is home to Canada’s Aviation all of fame at the 
Reynolds-Alberta Museum.

1

2
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Bombardier has consoli-
dated its aviation business 

under one umbrella company 
called Bombardier Aviation. The 
move will result in the closure of 
plants in Belfast and Morocco, 
which manufacture aerostructures. 
Bombardier has been on a selling 
spree since its CSeries airliner pro-
gram put severe financial strain on 
the company. It shed its air tanker 
business and Q-400 turboprop pro-
gram to Viking Air and also sold off 
its training business. What’s left are 
the business jet nameplates Global, 
Challenger and Learjet and its CRJ 
regional jet business.

“With our clear vision for the future of 
Bombardier Aviation, we will focus our 
aerostructures activities around our core 
capabilities in Montréal, Mexico and our 
newly acquired Global 7500 wing op-
erations in Texas,” said Bombardier CEO 
Alain Bellemare. “Collectively, these facili-
ties provide Bombardier with all the skills, 

Bombardier Consolidates
single Business unit For aviation

>

technologies and capabilities to design, 
produce and service the current and next 
generation of aircraft.” On the business air-
craft side, Bombardier is selling fewer air-
craft (24 bizjets in the first quarter of 2019 
vs. 31 in 2018) but they’re worth more and 
revenue dipped marginally over the same 
period from $1.1 billion to $970 million. ■

Reliving History
goose Bay Hosts dC-3s

For a day in late May, the 
sprawling air force base at 

Goose Bay NL relived its history 
as 10 lumbering DC-3 variants 
touched down in the biggest mass 
arrival of its kind in recent memory. 

The aircraft, part of the 15-strong D-
Day Squadron, stopped in “Goose” after 
the first leg of a five-day trip from Oxford, 
Connecticut to Duxford, England. The 
planes are taking part in a re-enactment 
of the D-Day invasion on June 5 marking 
the 75th anniversary of the pivotal battle.

DC-3s were used to carry paratroop-
ers and equipment and pull gliders full 
of soldiers to the beaches of Normandy 
to begin the grim task of taking back the 
continent from the Nazis.

But it was places like Goose Bay that 
made the massive effort possible. During 
the Second World War, the base was a key 
component of the Blue Spruce Route, a 
chain of airports linking the massive war 
machine in North America to the battle-
fields of Europe and Africa.

Thousands of aircraft stopped for fuel 
and maintenance in Goose Bay and after 

>

the war the base continued to play an im-
portant role in Cold War air operations.

“There’s a lot of old spirits and old 
souls around that remember these quite 
well and that we’re able to participate in 
this sort of situation here, this event here 
in Goose, basically with the same infra-
structure possibly is amazing,” Happy 
Valley-Goose Bay resident George An-
drews told the CBC.

All of the aircraft that visited Goose Bay 
are based in the U.S. Although there are 
several DC-3s in Canada that have strong 

ties to D-Day and war service, none was 
able to make the trip, mainly due to the cost.

D-Day Squadron spokesman Moreno 
Aguiari said it cost from $250,000 to $300,000 
for each of the aircraft to go on the trip.

Among those that made the journey was 
That’s All Brother, the DC-3 that led the in-
vasion and was the first over the beaches. 
The crumbling airframe was found in a 
Wisconsin boneyard and restored to its 
wartime configuration by the Commemo-
rative Air Force. It was scheduled to again 
lead the way in the reenactment. ■
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Air Canada, WestJet Square Off

Downsview Aviation Heritage Maintained

onex aCquisition sets stage For airline Battle

Centennial College Campus in de Havilland Hangar

Canada’s airline business was 
fundamentally restructured 

in late May as Onex Corporation 
bought WestJet in a $5 billion cash 
deal. That prompted Air Canada to 
enter talks with Air Transat to take 
over the primarily leisure trip carrier.

The maneuvering sets the stage for an-
other showdown between arch rivals Ger-
ry Schwartz, head of Onex Corporation 
and Air Canada CEO Calin Rovenescu.

It’s been 20 years since Air Canada 
fought off a hostile takeover from Schwartz 
thanks to Rovenescu, who led Air Cana-
da’s legal strategy. At that time, Air Can-
ada and Canadian Airlines were the two 
main carriers and both were in desperate 
financial straits. A lot has changed and the 
Onex deal puts WestJet in a position to take 
the gloves off with its nemesis. Onex is a  

Centennial College has for-
mally opened its Downs-

view Campus Centre for Aerospace 
and Aviation at the former site of 
de Havilland Canada’s pioneering 
facilities in the heart of Toronto. 
Although students have been attend-
ing classes and pulling wrenches at 
the facility since January, the official 
opening happened April 27. 

“The four-acre campus is the new 
home of Centennial’s aerospace technolo-
gy programs located on the historic site of 
de Havilland of Canada, an indelible part 
of Canada’s aviation heritage,” the col-
lege said in a news release. “The $72-mil-
lion project repurposes the de Havilland 
building with selective demolition and 
new construction to create 12,700 square 
metres of instruction space, including 
classrooms, labs and workshops, two air-
craft hangars, offices, a library and food 
service under one roof.”

>

>

private company and WestJet was shacked 
by shareholder concerns in its efforts to 
compete. As a private company it will have 
much more flexibility. 

While WestJet is smaller by an order of 
magnitude than Air Canada, it operates 
a lot of the same equipment and the two 
will clash on prized high-revenue inter-

The facility allows Centennial College to 
triple enrolment in its various aerospace pro-
grams to 900 students to help fill the huge 
demand for aircraft technicians and other 
skilled aerospace workers. Bombardier, the 
former owner of Downsview, donated a 

CRJ200 to the college for instructional pur-
poses.  It’s the first step toward creating an 
aerospace hub on the hallowed ground. The 
$72 million project got $25.8 million from 
the Ontario government and $18.4 million 
from the federal government. ■

national routes. WestJet just started flying 
its new 787-9s to Europe and the industry 
reviews about WestJet’s new first class 
service have been positive. Air Canada 
has invested heavily in its premium prod-
ucts over the last couple of years to differ-
entiate itself from the plethora of airlines 
battling for the bottom of the market.■
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ADS-B Plan in Motion
Canadian, u.s. requirements diFFer

Nav Canada is proposing 
that aircraft flying in most 

controlled airspace be equipped 
with ADS-B by as early as Jan. 1, 
2023. In an email response to a per-
sonal inquiry by Canadian Aviator 
columnist Rich Pittet, a Nav Canada 
agent said ADS-B in Canada will be 
exclusively space-based so aircraft 
will need top-mounted antennae to 
send the signals to a constellation of 
Iridium low orbit satellites. Those 
satellites carry transponders owned 
by Aireon that receive ADS-B sig-
nals once a second from properly 
equipped aircraft. Nav Canada has 
majority ownership of Aireon. The 
system became operational in April. 
Nav Canada can’t impose an ADS-B 
requirement. Transport Canada 
is the regulator and has made no 
announcements about  mandatory 
equipage.

In the letter, the Nav Canada spokes-
man appears to lay out a proposed 
schedule for such a mandate that would 
require aircraft operating in Class A, 

> Class B and Class E airspace above 
60,000 feet to be phased in over the next 
three years. After that, “no sooner than 
January 1, 2023, Class C, D and E air-
space as required and following addi-
tional stakeholder consultations.” 

Pittet’s inquiry was prompted by his 
desire to equip his aircraft with ADS-B 
so he can fly to the U.S. ADS-B will be 
required in most controlled airspace in 
the U.S. on January 1, 2020. He asked if 
the system he’s contemplating will work 
in Canada’s future ADS-B environment 
and the answer was that it would not. 

The U.S. uses a ground-based system 
that requires belly-mounted antennae 
on the aircraft. The letter from Nav Can-
ada explains that they tried to track air-
craft with belly-mounted antennae but it 
didn’t work so aircraft operating in Ca-
nadian airspace will need top mounted 
antennae and those operating in both 
countries will need “antenna diversity,” 
meaning top and bottom antennae.

The letter says there are “lower cost” 
ADS-B systems with two antennae but 
Pittet said the two systems specified cost 

about $20,000 per installation for own-
ers starting from scratch. He also said 
those who have already complied with 
the U.S. mandate can’t simply plug in 
another antenna.

“An ADS-B installation requires a 
WAAS-capable GPS input. This means 
that popular models of so-called diver-
sity transponders will need to be paired 
with the more modern WAAS GPS 
systems,”said Pittet. “In my case the pur-
chase and installation of a diversity sys-
tem, a new WAAS GPS and labour comes 
to $20,000.

ADS-B transponders for use exclusive-
ly in US airspace do not require diversity 
capability and will be about $10,000 in-
stalled as they include integral WASS GPS 
systems built into the transponder.”

There is also a possibility that wingtip 
and tail-mounted systems being devel-
oped as a low-cost alternative to tradi-
tional avionics solutions will work with 
Aireon. Those systems cost about $2,000 
USD and replace wingtip or tail position 
lights, using existing wiring for power 
and data from the existing transponder. ■

The U.S. uses a  
ground-based system  

that requires belly-mounted 
antennae on the aircraft
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FReighteR FouNd
 I just read Robert S. Grant’s  most inter-
esting article about the iconic old Bristol 
“Frightener.” 

Back in the spring of 1969 Jack Ander-
son (North Coast Air service out of Prince 
Rupert) brought Bristol Freighter UME 
up to Whitehorse to do a fuel haul into 
Baker Lake 50 miles east of Yellowknife. 
Great Northern Airways felt that it was 
too late in the season to be landing their 
DC-3’s on the ice. 

Anderson got most of the fuel hauled 
in, until finally the right main wheel 
broke through the ice. UME was aban-
doned to an inevitable watery grave. 
Many of us local pilots watched its slow 
death by flying out to Baker Lake to see 
its progress through the ice. It took the 
big plunge around May 18, 1969.

About 20 years later, when my young 
family and I were enjoying the freedoms 
of having our own Beaver, one of the day 
trips we used to do was take divers and a 
primitive side scan sonar and try to locate 
the long lost Bristol. We did not locate it, but 
we narrowed down just where it had to be.

Another 30 years passed and my son 
plus Steven Hanulik, the son of another 
guy who used to look for it, now capable 
adults in their own right, plus my son 
has a C-180 on floats. Last summer they 
picked up the search where their dads 
had left off 30 years ago. This time they 
had the most advanced SS sonar, plus a 

state-of-the-art underwater rover/cam-
era (operated by David Davidge), and 
they knew where we suspected it to be. 
The still-intact aircraft was found in Au-
gust of 2018.

Video is here: https://youtu.be/YoM-
V9jRxe3I

Bob Cameron

Pole Politics
The Bristol freighter in Yellowknife was 
flown by Don Braun, for Max Ward.

The Commissioner of the Northwest 
Territories at the time was Stuart Hodgson.

Stuart had the reputation of being arro-
gant and demanding. Stuart wanted his 
wife to be the first woman to be photo-
graphed on the North Pole.

Stuart asked Max Ward to arrange a 
flight to the North Pole for this purpose.

Don Braun was asked to fly the Bristol 
to the North Pole, mark out a good loca-
tion to land the aircraft, for the photo-op.

Braun was set to go reconnoiter a good 
spot to land, and a news reporter asked if 
he could go with him. Don also took his 
wife on the trip.

When they landed on the North Pole 
area, and while Don was marking out a 
better spot to land, the reporter took a 
photo of Braun’s wife.

Braun returned to Yellowknife, and 
set up a flight for Stuart Hodgson and 
his wife.

(866) 733-8432  | SPORTAIRCRAFTCANADA.COM

Canadian Distributor for:
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SkyReach BushCat
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BlackHawk Paramotors

Kanardia Avionics
Trig Avionics

Unfortunately, the reporter published 
a photo of Braun’s wife at the Pole in the 
newspaper.

Hodgson was furious and cancelled 
the flight. Braun left his job and Yellow-
knife and returned to the U.S..

Doug Lorenzen

commaNdo Pilot
I want to express my sincere thanks for 
publishing the article,  Commando Pilot, 
on my daughter Jamie MacDonald, in 
your Canadian Aviator May/June 2019 
issue. Robert S. Grant did an excellent 
job in depicting the experiences Jamie 
encountered with flight college, training, 
Buffalo Airways as well as the touching 
story of her great-grandfather who flew 
the Lancaster Bomber, which is the air-
plane Jamie has a dream of flying. 

I hope the article will reach out to the 
many readers who see inspiration to go 
after their dreams, and to those who enjoy 
a good, well-written article about a young 
woman who was motivated by her great-
grandfather flying vintage WWII planes.

Family and friends have already pur-
chased many copies of your magazine 
and we are all so very proud of Jamie’s 
accomplishments at such a young age. 
I am very grateful to you for publish-
ing the article and helping Jamie to suc-
ceed. Many thanks!

Tammy MacDonald
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product reviewS by Russ Niles

geaR & gadgets

Even Easier ADS-B
if you plan to fly to the u.S. after the end of this year, your aircraft  
will have to be equipped with adS-b out if you want to fly in most 
controlled airspace. uavionix has developed the least expensive option 
for compliance in the u.S. the tailbeacon replaces the position light 
on the tail using existing wiring and takes only a few minutes to install 
and because of its placement it may transmit to the space-based 
adS-b system being implemented by nav canada. tailbeacon is going 
through the certification process in the u.S. and will be available  
this year. it’s about $2,000.
more at uavionix.com

Air Chair
its airshow season and it’s surprising how much room even the  
most compact folding chairs take up in the cabin or baggage hold. 
Flight outfitters has adapted the design of those air-filled mattresses 
that are inflated by waving them in breeze and created a lounge chair 
that is a comfortable perch for your ground-bound entertainment.  
it folds to almost nothing, is made from strong ripstop nylon and 
holds 350 pounds. about $85. 
more at flightoutfitters.com

Life Saving Watch
not many watches can make the claim that they can help save your 
life but garmin’s new d2 delta pX includes an oximeter that mea-
sures hemoglobin in the blood vessels in your wrist so you can moni-
tor your oxygen saturation. it doesn’t take much of a drop to have 
major physiological effects so anyone flying above 10,000 feet in an 
unpressurized airplane should be keeping an eye on it. the watch 
also tells time and has a plethora of aviation and navigation func-
tions. about $1,700. more at vippilot.com

Handheld With Bluetooth
Having a handheld radio along is an important backup if something 
goes wrong with the aircraft’s communications but it also saves time 
and money on the ground. using the handheld for preflight work with 
the tower and Fbo cuts the amount of time the engine has to idle 
and it’s easier to get that information outside of the cockpit. icom’s 
a16 has all the features of its premium handhelds and also comes in 
a bluetooth version for hands free operation. about $450.
more at pilotshop.ca



Trim is a Pilot’s Best Friend
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Misuse or Failure Can Cause CatastrophiC results

Right Seat always learning with MiReille GoyeR

 know more than one pilot 
who would question the va-
lidity of such a statement. I 
am not just speaking about 

pilots who regularly struggle with the 
art of trimming, I am also talking about 
the many pilots who were surprised by 
the power of a misconfigured trim dur-
ing changing flight conditions, or had to 
wrestle with a misbehaving trim. 

More than a few aircraft were led 
near or into a power-on stall by a full 
nose-up elevator trim setting prior 
to executing a missed approach. 
Failure to set the rudder trim to the 
proper takeoff setting has made for 
many hair-raising takeoff depar-
tures. And that is when trims work.

Investigating several high-speed fa-
tal accidents in Cessna 402s and 310s, 
the U.S. NTSB determined that a failed 
pushrod could cause the elevator trim 
tab to deflect 39° trailing edge up under 

certain conditions and induce a strong 
and unrecoverable nose-down moment. 
After the issuance of multiple airworthi-
ness directives, Cessna began to redesign 
the system.

And then there is the possibility of 
trims leaving the aircraft altogether and 
negatively affecting the production of a 
proper aerodynamic force by the related 

flight control. Who can forget the P-51 
crash at the Reno Races? Truth be told, 
the trim is not really a pilot’s best friend; 
it is the aircraft designer’s best friend. 
Anytime an aircraft manufacturer runs 
out of ideas on how to build an aircraft 

I that flies hands-free throughout the flight 
envelope, a design flaw compensation 
system is born. 

For example, there would be no need 
for a rudder trim if single-engine and 
multi-engine airplanes did not suffer 
from asymmetric thrust under some con-

ditions and/or could bank without 
producing asymmetric levels of 
drag per wing. 

Fixed and adjustable trims are 
common design solutions. Under-
standing why a trim was added 
to a specific aircraft is key to un-
derstanding how to use it when 

it works as planned and dealing with it 
when it does not.

What all trims have in common is their 
ultimate goal — to produce a size-and 
direction-appropriate aerodynamic force 
and maintain the related flight control  p
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deflection on behalf of the pilot. While 
it is not within their original intentions, 
they also have the power to maintain a 
flight control deflection against the pilot’s 
will when they malfunction.

As creatures depending on airflow to 
work, trims produce maximum aerody-
namic forces and thus are most effective 
at high speeds. Speed is usually not a pi-
lot’s friend when a trim malfunctions. At 
the same time, avoiding low speeds and 
high angles of attack is critical if a rud-
der or an aileron trim fails outside of its 
neutral position. 

There are two basic types of trim: fixed 
and adjustable. 

A common fixed trim is the rudder trim 
found on many small single-engine air-
craft. Attached to the trailing edge of the 
rudder, the metal sheet is bent as needed 
to compensate for the effect of asymmet-
ric thrust production — in normal flight. 

Because they are calibrated to help 
achieve force equilibrium only during 
“normal conditions per manufacturer 
specifications”, the forces generated by 
fixed tab trims are often inadequate at 
low speeds or when the disturbance is 
greater than normal and too powerful 
under the opposite conditions.

That is certainly the case with fixed 
tab rudder trims. At slow speeds or un-
der high asymmetric thrust conditions, 
such as high power settings and/or 
high angle of attack, pilots must assist 
the fixed tab trim with rudder input. 
The reverse is true during high-speed 
descents. To neutralize the overzealous 
fixed rudder trim tab, pilots may need 
opposite rudder input.

Adjustable trims aim to avoid the 
drawbacks of fixed trims and offer a 
broader range of usefulness — and they 
do as long as they work. If they become 
jammed outside their neutral position, 
they will function like fixed trims. De-
pending on the failed position, they can 
present a potentially acute flight chal-
lenge for the pilot.

The trick to calibrating a fixed trim is 
to first identify the force to correct then 
adjust the trim in such a way that it will 
oppose the upsetting force and neutralize 
the resulting moment. Likewise, to prop-
erly use an adjustable trim, the first step 
is to determine the force to be neutral-

ized. Sensors of fly-by-wire systems use 
measurements; pilots of other aircraft use 
muscle stimulation. 

Changing flight conditions make it 
nearly impossible to evaluate the forces 
involved. Before trimming, pilots must 
manually stabilize the flight — and relax 
their grip on the controls to avoid add-
ing a grip coefficient to the perceived 
input force. Then, it is simply a matter 
of moving the trim in the proper direc-
tion to relieve the force until no physical 
input is required. The reward is hands 
or feet-free flying — until a change is 
made.

With greater functionality comes great-
er complexity and more failure opportu-
nities. Knowing how the system works is 
knowing how it can break.

The simplest adjustable trim tab sys-
tems are operated with cables and/or 
rods. Advanced systems may rely on 
complex mechanical, hydraulic, and/or 
electronic systems and are sometimes in-
tegrated with autopilots, feel systems and 
flight management systems. 

Few smaller aircraft manuals have 
published trim malfunction procedures. 
Pilots of these aircraft would be wise to 
seek the knowledge they need to under-
stand how the installed trim systems will 
behave should a failure occur. 

If the system breaks, will the trim 
free-float and become streamlined with 
the related flight control and pose little 
to no control issues other than having 
to muscle the controls throughout the 
flight? If a trim develops a mind of its 
own, moving for no reason or inappro-
priately, can it disabled and neutralize? 
Should the trim become locked in one of 
its full range positions, can it be over-
powered, and how? 

System failures on properly main-
tained aircraft are rare. Mismanagement 
of trim configurations is far more fre-
quent. When was the last time you expe-
rienced the power of full trim deflection 
on your favourite flying machine? 

Practicing and anticipating such occur-
rences can not only prepare you for a bet-
ter outcome should you have to deal with 
a full-scale trim failure someday, but it 
will also enhance your awareness of trim 
dangers and lessen the odds of misman-
agement during normal flights. 



Shingles Treatment Grounds Pilot
How Vaccines can Keep You FlYing as You age
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he fifty-five-year-old Gen-
eral Aviation private pilot 
attended his Civil Aviation 
Medical Examiner for a rou-

tine medical examination review. How-
ever, he did have a medical event of note 
since his last visit — he had been diag-
nosed with shingles approximately one 
month prior to his medical. His outbreak 
had started with a strange and pretty se-
vere pain that had started in his left mid-
chest area followed a couple of 
days later by a band of blisters 
that extended from front to back 
along roughly the same zone as 
the pain had encompassed. He 
waited a few more days to see 
his doctor who diagnosed the 
rash as shingles and informed 
him that he had just exceeded 
the seventy-two hour window to receive 
the anti-viral oral treatment that can 
shorten the rash and prevent lingering 
nerve pain in the same zone called post-
herpetic neuralgia. This pilot had not 
availed himself of either of the vaccines 
that are available to prevent or lessen an 
outbreak of shingles.

Shingles is caused by a virus that is 
contracted usually in childhood which 
causes chicken pox, or varicella. It is a 
herpes virus similar to the herpes virus 
that causes cold sores. Once the patient 

T

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

recovers from chicken pox, the virus re-
mains dormant in the nervous system 
for many years, only to re-emerge years 
later as shingles. It usually grows along 
one nerve on one side of the body, most 
commonly on the trunk. Other nerve 
distributions are possible and, if it oc-
curs on the face around one eye, it can 
be very serious as the vision can be af-
fected. Ophthalmology consultation is 
a must in that circumstance. The exact 

trigger for the virus to re-emerge is sel-
dom clear but it appears to be related 
to a waning immune system related to 
increasing age. Shingles is increasingly 
common as a patient’s age exceeds 50 
years. Thankfully, there is now a child-
hood vaccine to prevent chicken pox 
which should also prevent shingles in 
later life. When a patient has an active 
rash, either chicken pox or shingles, the 
virus is contagious.

Unfortunately for this pilot, there was 
some lingering pain along the nerve that 

had transmitted the infection, or post-
herpetic neuralgia. He was able to get 
some fairly strong pain medication from 
his doctor for the nerve pain. This type of 
pain is quite difficult to control and the 
medication was only partially effective. 
The rash had mostly faded by the time 
he had his aviation medical appoint-
ment but the pain in that area had not 
changed much over the one month since 
the diagnosis. The medical examiner had 

some more bad news for this pi-
lot. The strong pain medication 
which he had been prescribed 
was inconsistent with aviation. 
So he was going to either make 
do with a weaker and safer pain 
medication (non-prescription) 
or wait until the pain subsided 
enough for him to do without 

the stronger medication. The post-her-
petic neuralgia pain can sometimes per-
sist for quite some time and it is very dif-
ficult to predict just how long it may last. 
The pilot was not happy with the choices 
he was being given; it may be some time 
before he will be able to fly again as he 
thought he would need to continue the 
stronger medication for a while yet.

This is certainly a good example of 
prevention (vaccine) being much more 
effective than treatment (as there is no 
cure). 

unFortunately For tHiS Pilot, 

tHere waS Some lingering Pain 

along tHe nerve 
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hangar talk with jaCk SCHoFieldFlying Stories

stranraers were indeed strange looKing

You Had To Be There

mmediately following the 
end of the Second World 
War the Royal Canadian 
Air Force (RCAF) sold off or 

scrapped a lot of its fleet of coastal recon-
naissance bombers. Among the first to 
go were the Supermarine Stranraers, a 
rag-wing biplane designed in the 1930s 
by R. J. Mitchell, who later redeemed 
himself by designing the Spitfire. Four 
of these retired old aircraft were put to 
work by a 1945 start-up airline 
called Queen Charlotte Airlines 
(QCA). These 90-mph airplanes 
commenced plying the British 
Columbia coast on a scheduled 
service, flying into the many 
little communities along the 
coast from Vancouver to Prince 
Rupert in the north. Many funny stories 
were told of the old flying boats as they 
became beloved by those who flew them 
or flew in them. Known as the ‘Stranny’, 
and a few other rude names, the aircraft 
were likened to Vancouver’s old Gran-
ville Street Bridge because of their many 
struts and flying wires, but their crews 
were fiercely proud of them and became 

I
very defensive of their reputation of safe-
ty and dependability.

The funniest story that emerged from 
this history involved the United States 
Navy carrier pilots based on Whidbey 
Island, just south of the U.S. — Canada 
border. These jet pilots developed a habit 
of dropping their dive brakes, lowering 
their gear, getting slow and dirty in order 
to fly alongside those 90 mile-an-hour old 
flying boats; waving and snapping pho-

tographs to show their friends this crazy 
old anachronism that QCA were flying. 
The QCA pilots were getting tired of this 
treatment and one of them decided to let 
the Navy guys know about it. He made 
a sign out of plywood and stowed it in 
the rope locker in the nose of his Stranny. 
The next time they encountered the U.S. 
Navy he ordered his co-pilot to go for-

ward and display the sign from the nose 
hatch of the aircraft. The co-pilot stood 
up into the slipstream holding the sign 
over his head. It told the laughing Navy 
pilot in no uncertain terms to F…. Off! 

Several years later the Stran-
ny pilot, now a Captain with 
the international carrier Air 
Canada, was having lunch be-
tween flights in a restaurant at 
New York’s JFK airport. At a 
table beside him four U.S. Navy 
pilots from the nearby Annapo-

lis naval base were having a great laugh 
at a photograph one of them produced 
as he described that funny flying boat 
and the event with the sign, which he 
had caught in his photo. Our Air Canada 
pilot, overhearing the funny tale, got up 
and sat down with the Navy pilots and 
said, “I am about to tell you something 
even funnier…”. il
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to vanCouver’S old granville 

Street Bridge 

The Stranraer flying boat was a rag-wing 
biplane designed in 1930. It was powered by 
two Bristol Pegasus sleeve-valve engines. 
During the Second World War they were used 
to patrol along the British Columbia coast where 
Japanese U-boats made regular visits.
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Do Things The same Way

hat do a Skywagon launching 
with a concrete-filled tire still 
attached to its tailwheel, a 
hand-propped single turned 

runaway buzz saw, and a Beechcraft Bo-
nanza shredding its engine and prop on a 
tow bar all have in common? The answer 
is some or all of these situations might 
have been prevented had their crews em-
ployed a Standard Operating Procedure.

Manufacturer-supplied checklists give 
specific guidance on how to operate an air-
plane.  Examples include engine start pro-
cedure and what to do during a run-up. In 
contrast, Standard Operating Procedures, 
also known as SOPs, provide overall guid-
ance in how to conduct your flight, some-
thing General Aviation manufacturers do 
not typically provide pilots. The merits of 
SOPs are proven by their widespread use 
at charter companies and airlines, where 
they have two specific objectives; to make 
a flight safer and more efficient. Safety and 
efficiency should be common goals for all 
good pilots, meaning you don’t have to fly 
a Learjet or 777 to make this method work 
for you. A simple-to-use, personal SOP is 
easy to develop for any GA aircraft. 

W
Borrowing from my job, I’ve structured 

mine using a Phase of Flight approach. 
Before departing for the airport, I check 
weather and NOTAMs from home, and 
then delay filing a flight plan until just 
before launch in the 182. There is nothing 
sacred in this order except that I endeavor 
to do it the same way, every time. Even 
though our airplane lives alone in a locked 
hangar, I focus on conducting a thorough 
walk around. This is made easier in part 
by the red folding Director’s chairs se-
lect passengers are invited to luxuriate in 
while I conduct my preflight checks. 

Once boarding is complete, I brief my 
passengers on how to egress the airplane, 
where the safety equipment is located as 
well as the correct use of headsets. Then I 
close the hatch — from the outside, con-
firming no seat belts are jammed in the 
doorsill. (Experience has also shown that 
even the brightest of passengers remain 
unconvinced a door is secure unless it 
first achieves terminal velocity in the pro-
cess of being closed.)

Along with identifying threats, your 
SOP should include steps on how to 
mitigate the associated risks. The conse-

quences of leaving a seat belt outside a 
secured door can easily be classified as a 
threat, given its potential for distraction 
and misidentifying the source of the en-
suing banging. Securing all doors from 
the outside, wherever possible, could be 
a strategy worth considering.  Your SOP 
might also include rethinking a takeoff if 
the ambient temperature exceeds a pre-
determined value. Consider doing as the 
airlines do, and factor in, or add a margin 
to manufacturer’s published takeoff and 
landing performance numbers. Remem-
ber that a highly skilled test pilot being 
paid by the factory generated the data in 
your aircraft performance charts. 

The objective of my SOP is to reduce 
threats. With that goal in mind, I’ve 
modified my Before Start Checklist to 
combine the setting of brakes and the spe-
cific whereabouts of my tow bar. I’ve seen 
some operators go so far as to attach their 
ignition key to these propeller-destroying 
metal handles. If your airplane lacks an 
electrical system, your SOP might include 

Expert Pilot Fly like a Pro with RichaRd PittEt

Disaster awaits those who don’t follow  
procedures.
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chalking the main gear as well as tying-
off the tailwheel before hand-propping.  
And don’t forget those pesky, sometimes 
hard-to-see tie-downs. Personal observa-
tion confirms a 15-inch tire full of con-
crete has a very low coefficient of lift.

Ensure your standard operating pro-
cedure includes a thorough flight control 
check versus a cursory waggle of the con-
trol wheel. Many years ago, while a pas-
senger in a twin, I had occasion to crawl 
forward and remove internal rudder 
locks the pilot somehow missed during 
his pre-flight checks. CIFFTERS, a last-
chance confirmation that includes: “Con-
trols, Instruments, Fuel, Flaps, Trim, Elec-
trics, Radios and Switches,” has proven 
useful over the years and is now one of 
my last-chance SOP checks.

Even with a takeoff clearance, don’t as-
sume the runway is free of vehicles and 
other aircraft since ATC clearances are 
predicated on known traffic. For uncon-
trolled airport operations, my SOP is to 
check final approach, right base, left base 
and even the departure end for traffic. 
This look out extends to the possibility 
of critters on the airport surface. Over the 
past 44 years, I’ve encountered moose, 
deer, coyotes, arctic fox, baboons, bald ea-
gles, hundreds of gophers, Canada geese 
and even Bedouin camel trains on all va-
riety of runways. None had clearance to 
be there. Make it your personal SOP to 
confirm clear really means clear.

During takeoff roll, consider verbaliz-
ing instrument annunciations. I call “Air-
speed’s alive” then “Temps and pressures 
in the green.” The first call makes certain 
a pitot cover isn’t still installed; the sec-
ond will identify a potentially catastroph-
ic oil leak, not readily apparent at low 
power settings. On the topic of vital flu-
ids, if you’re planning on learning how to 
fly helicopters, air taxi slightly sideways 
before departure to look for indications of 
oil or hydraulic fluid beneath you.

Safely airborne, you’ll hear me call “gear 
up,” and confirm the opposite before each 
landing. This practice might seem odd, 
given that the landing gear on our C-182T 
has been bolted in place since the airplane 
was assembled 17 years ago. I do this in 
part to stay current on other retractable 
gear aircraft I fly, including the one with 
seating for over 300. For the fuel misers out 
there (this writer included), a good SOP 
means resisting the temptation to lean us-
ing an engine monitor until well clear of 
the traffic pattern. This practice, along with 
the engagement of an autopilot where ap-
propriate, allows for eyes-outside during 
the critical departure phase.

If all this sounds like common sense, it 
is. Develop your own Standard Operat-
ing Procedures and learn from the mis-
takes of others. Ultimately, a good SOP 
is nothing more than a series of habits 
that save us from the most dangerous of  
errors — the intentional ones. 
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On the Step float flying With keith Saulnier

West Coast Experience
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Float Flying a Major industry

uring our visit to Canada’s 
amazing West Coast, we 
couldn’t help but stop by the 
Patricia Bay seaplane base just 

north of beautiful Victoria, British Colum-
bia. The first thing that struck me was just 
how rich a marine ecosystem exists in our 
country’s version of California. The Pacific 
Harbour Seals were basking in the sunlight 
on the breakwater immediately adjacent to 
the dock. They splashed and played and 
were as curious about us as we were about 
them. They basically reminded me of our 
company dog back on Georgian Bay. Star-
fish, Dungeness crabs, small fish, and all 
manner of shellfish helped round out the 
busy marine environment.

We were greeted by our host from the 
Victoria Flying Club. Graham Palmer is 
the CFI for the club and is as steeped in 
local history as he is in aviation knowl-
edge. Even though he is an obviously 
busy man, he took the time to take some 
‘easterners’ out for an adventure. Palm-
er is one of those people who is at ease 
with himself and puts you at ease at the 
same time. We thoroughly enjoyed our 
time with him. The Victoria Flying Club 

D
is known for their quality flight training 
programs for those seeking both private 
and commercial training. They also have 
a solid float training department that 
looked and felt like the real deal to us.

What caught my attention as the most 
distinct differences in west coast opera-
tions and what happens in central Cana-
da was having to deal with tides and salt 
water. Row upon row of vehicles, that 
have had the rear of the vehicle chopped 
off and an aircraft retrieving dolly at-
tached to the front, line the waterfront 
parking spaces. What was apparently 
clear was the skill sets it takes to get a 
seaplane in and out of the water here.

Fisheries and Oceans Canada publish-
es easy-to-find and operate tide tables (at 
tides.gc.ca/eng/find/zone/9). Due to the fact 
that some outgoing tides can remove so 
much water from a bay that it can ren-
der a ramp unusable, a quick look at this 
ready-to-use predictive table helps you 
decide when best to get your aircraft in — 
and more importantly — out of the wa-
ter. One note, says Palmer, while the tide 
charts are helpful, the actual tides on that 
day can fluctuate due to many forces of 

nature and it does take time to learn how 
to read and predict them.

When the aircraft is up and on the 
dolly is when the years of ground han-
dling experience become apparent. Each 
unit is unique and has its own quirks, but 
the principle is the same. When putting 
the aircraft down into the sea, they are 
placed nose out, away from the vehicle. 
The idea is, after the engine has had a 
chance to warm up, some smooth power 
application will allow the floats to slip off 
of the ramp. Once you are clear and into 
deeper water, the water rudders can be 
lowered for better control.

There is a catch though; if the tide is on 
the way out, place the airplane slightly 
further down the ramp and into a bit 
more water. Not far enough out that it 
begins to float, but as the water recedes 
while you are parking the ramp truck, it 
can leave you high and dry if you don’t 
take precautions. Conversely, if the tide 
is coming in, using a buddy system, and 
having a person stay down on the ramp 
with the airplane holding a rope, helps 

Launching West Coast style.
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on blustery days. The last thing anybody 
wants is to have to swim after their quick-
ly-floating-away airplane.

Upon returning to the ramp there is a 
distinct ramping technique that has been 
passed down through the ages. As you 
approach the ramp, adding power to put 
the airplane into a plowing taxi attitude 
will build up a solid wave under the front 
of the float. Here is where experi-
ence again plays a hand. Pulling 
the power back just before contact 
with the ramp will result in the 
floats surfing the wave up and onto 
the ramp. Not reducing power 
soon enough can result in a firm 
jolt to the airframe as the airplane 
comes to a rest while going too fast.  
Reducing the power too soon will make the 
wave generated by the displacement taxi 
to completely dissipate, with a final result 
that leaves only the tips of the float up on 
the ramp surface. This makes it very hard 
for the dolly to get under it and lift it out 

of the water. Palmer was a nice guy and let 
me try it a second time. Always humbled 
and always learning. If the ramp is made of 
cement, a slower speed is recommended to 
reduce the risk of float damage from ramp-
ing too fast or hard. 

Once out of the water, the next step is to 
wash all of that salt water off. It dries on 
and forms a sticky film that, if left on, may 

begin to corrode your seaplane. There is a 
large- and small-gauge hose placed at the 
top of the ramp. Similar to a quality walk 
around, working from top to bottom and 
in a 360° circle, all attachment points were 
given a hosing down. Special mention was 

made to not blast water directly into the 
engine compartment and to really con-
centrate on all of the lower gear and water 
rudder assembly. Corrosion is a part of life 
on the sea, but by taking measures like re-
moving the salt water, you can prolong the 
good health of your equipment.

While learning the moods of the sea 
and tides can seem intimidating at first, 

a little time and practice under a 
solid guide like Palmer will open 
up so many coastal opportunities 
for adventure.

Canada’s West Coast is booming 
with wildlife, wonderful people 
and a very healthy aviation com-
munity. The mild temperatures and 
distinct lack of blackflies and mos-

quitoes make this a year-round travel des-
tination. It is no wonder that every other 
person we met while out west is from one 
eastern part of Canada or another. They fell 
in love with the climate and the lifestyle 
and decided to make the move. 

519-694-4435
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AND MANY OTHERS
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place the airplane Slightly 

further dOwn the ramp



f you were one of the privi-
leged few who had the 
wherewithal to ride in bliss-
ful comfort aboard the mighty 

Concorde supersonic airliner before a crash 
and the realities of the profit and loss sheet 
brought about its demise, give a nod to 
Gander International Airport and a young 
Newfoundland radio news reporter.

During the days before the futuristic 
aircraft went into commercial service it, 

LocaL Radio RepoRteR Went aLong FoR the Ride

Gander to London In A Concorde

in British Airways Concorde G-BOAB. 
Enter our hero, 20-something radio re-
porter Terry Hart of radio station CKCM 
in Grand Falls (now Grand Falls/Wind-
sor), N.L. CKCM in those days also cov-
ered the town of Gander 100 kilometres 
to the east and was a regular part of 
Hart’s news beat. Gander was chosen 
as a flight-test destination for the Con-
corde fairly early in the craft’s develop-
ment stage, analyzing not only the proto-
type interior appointments but also as a 
means of developing procedures for the 
en route, climb and descent requirements 
for the aircraft going from supersonic to 
subsonic speeds as it related to other air-
craft, and the sonic turbulence created 
by its passing. Since the Oceanic Control 
Centre for the eastern half of the Atlantic 
is located in Gander, the choice was both 
convenient and logical. The program be-
gan in 1974. People from both Europe 
and the Gander area were chosen to fly 
on regular test flights and, as a local jour-
nalist, Hart was asked if he would like to 
participate.

“I said sure, I’d love to do that,” was his 
quick reply.

Hart was duly scheduled to fly to Lon-
don, Paris and Bahrain but conflicting 
job responsibilities limited him to the 
Gander-London and return segment. He 
doesn’t remember the exact date but, ar-
riving at Gander International (CYQX) for 
a 7 a.m. departure, Hart was immediately 
impressed by the graceful aircraft.

“There were all kinds of dignitaries 
from the British government, airline offi-
cials, other invited guests, even the lead-
ers of some small countries,” Hart noted.

Lots of other features of the aircraft 
quickly got his attention as he settled in 
for the flight. The food, Hart recalled, 
was one of the best attractions, featuring 
such delicacies as ‘Pheasant under glass’, 
served with champagne. Visual differ-
ences from other, more mundane, passen-
ger planes were also apparent. The small 

newfoundland aviation with gary hebbardOn the rock
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like every new aircraft, had to go through 
a rigorous testing period. British Airways 
and Air France, partners in the innovative 
new plane, realized that passenger com-
fort in the relatively tight cabin with its 
much smaller than average airliner win-
dows would be an important part of the 
appeal to passengers paying a premium 
for the supersonic experience.

Thus came about the installation of 
the experimental ‘Project Rocket’ interior 

I

Concorde’s cabin was small and tight.
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windows were immediately noticeable, 
offering a very limited view. But with an 
airframe designed to fly as high as 60,000 
feet, the structural integrity of the pressur-
ized fuselage at that altitude trounced any 
thought of a larger field of view.

The startling, high-speed acceleration on 
takeoff was another feature that impressed 
itself on the young reporter. Where today’s 
typical Airbus A320 will lift off at about 150 
knots, depending on load, temperature, 
wind direction and other factors, the Con-
corde had to hit about 195 knots under like 
conditions, nearly 25 percent faster. Hav-
ing achieved takeoff, another difference 
was quickly noticeable — a much steeper 
ascent than more conventional planes. A 
glance at the Concorde’s spec sheet indi-
cates an initial climb angle of 22°, decreas-
ing to 17° and then 12° until cruising alti-
tude was reached. But the biggest single 
difference, of course, was the travel time 
from North America to Europe.

“I think it was three hours and 22 min-
utes going over and three hours and 26 
minutes coming back,” Hart recalled.

Getting there may be half the fun but 
upon arrival at Heathrow, Hart immedi-
ately had to go into work mode. Buses 
took him and others to Bristol where 
the British planes were assembled, and 
the subsequent VIP tour took most of 
the day. Hart noted that company of-
ficials were very free with information 
when answering questions, even those 
regarding the more technical aspects 
of the project. They were very friendly 
and cooperative, he added, something 
journalists are not always accustomed 
to when dealing with large, highly tech-
nical companies.

The next day brought a supersonic  
return to Gander, and Hart’s subsequent 
news stories were greeted with great in-
terest by a public fascinated with the con-
cept of flight at speeds in excess of 1,000 

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

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

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

miles per hour at a distance of 10 miles or 
more above the Earth.

“It was a real buzz around Gander and 
a lot of the stories I did got picked up by 
national and even international media,” 
Hart recalled. 
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Tales from the Lakeview Bush Flying With RobeRT S. GRanT

ost aviation enthusiasts 
visiting Yellowknife track 
inbound to the Buffalo Air-
ways premises moments 

after their feet slam into the sub-Arctic 
surface. Green-trimmed classics such 
as Curtiss C-46s and Douglas DC-3s 
serve as drawing cards, but few aficio-
nados know of an obscure rust-speckled 
seacan (shipping container) settled into 
the soil behind the company’s hangar. 
Inside the gigantic metal box, parts of  
a Fairchild 82D stand by patiently for 
restoration.

The original Fairchild 82 descended 
from an American design developed south 
of the Canada-U.S. border at the Fairchild 
Aircraft Corporation of Hagerstown, 
Maryland. Publications of the 1920s and 
1930s frequently carried reports and told 
tales of heroic exploits occurring daily in 
the faraway Canadian wilderness. Short-
ly before the multi-purpose Noorduyn 
Norseman arrived on the transportation 
scene, Fairchild’s Longueil branch near 
Montreal launched the first Fairchild 82 on 
floats on July 6, 1935. Test pilot Alexander 
C. Schneider completed a fault-free flight.

Powered by a 450-hp Pratt & Whitney 
R-985, the ‘Eighty-Two’, as pilots called 
the product adapted to thrive in remote 
regions, supposedly delivered a 128-mph 

The Fairchild 82D
Long-Lost AircrAft now AwAits restorAtion

M
cruise and landing speed as low as 60 mph 
with 343 square feet of wing surface. Pi-
lots who flew any of the 24 built were said 
to prefer the type above the faster selling 
and more elegant Norseman. Although 
not as sleek or as quick as many other 
bush planes, few pilots or clients consid-
ered the noisy Eighty-Two a “…thing of 
beauty.” Instead, they appreciated the 
merits of the “…cumbersome-looking old 
workhorse” which routinely handled sev-
eral hundred pounds of overload. 

The first to carry Canadian registration 
— CF-AXA — went to Dominion Sky-
ways in Rouyn, Quebec, but the outbreak 
of the Second World War forced Fairchild 
into licensed manufacturing of Bristol 
Bolingbroke bombers. When the conflict 
ended in September of 1945, the Eighty-
Two’s production drawings and tooling 
had carelessly been destroyed.

In CF-MAK’s case, life started in 1937 
with an inline modified 420-hp Ranger 
engine as the Model 34-42 Niska. A 
poor performer, engineers converted 
the airplane into a Fairchild 82D version 
and, by 1938, the aircraft entered ser-
vice with the Manitoba Government Air 
Service until acceptance by Northland 
Fish Ltd 17 years later. Resold in 1955 to 
Yellowknife-based McAvoy Air Service, 
owners Peter and Charles M. McAvoy 

upgraded to a 600-hp Pratt & Whitney 
R-1340-AN-1. Ten passengers could be 
carried with ease. 

Erroneously entered as ‘British’ in orig-
inal logbooks, CF-MAK (s/n 64) weighed 
4,377 lb on Edo 6470 seaplane floats. Fit-
ted with detachable bench seats and large 
cargo doors, takeoff could take place at a 
6,470-lb gross weight. Corrugated metal 
interior walls and plywood floors proved 
ideal for year-round operations and a slid-
ing hatch above the cockpit served as an 
emergency exit as well as a pathway to the 
48-gallon wing tanks. A 31-gallon reserve 
cell under the pilot seat extended range.

A cautionary instrument panel note 
warned that if the external glass fuel 
gauges shattered in flight, they could 
be cut off by simply opening the cock-
pit door, stretching an arm into the slip-
stream blast and turning a small valve. 
The aircraft’s 24 V electric system also 
came with a fuel pressure warning gauge. 

“A buzzer is located at the rear of the pi-
lot’s compartment just below the front left 
wing locking pin inside the fairing,” read 
a manual perused at Ottawa’s Canada 
Aviation and Space Museum. “The switch, 

Fairchild 82D had green speed lines with red wing 
tips, read a searchmaster report by F/L J. Menton 
in July 1964.



    W W W . c a n a d i a n av i at or . c o m   2 5

which must be left on when the engine is 
running, and the pressure gauge are in-
stalled on the dashboard and firewall.”

Unlike most aircraft oriented to hinter-
land operations, the Fairchild 82D came 
with 51-foot wood spar foldable wings. 
Maintenance instructions indicated that 
float-equipped versions in folded con-
figuration should never be placed in the 
water. A follow-up note warned that the 
process must be carried out on shallow 
shorelines so the stern of the floats rest-
ed on the bottom, otherwise the aircraft 
”will probably capsize.” Further instruc-
tions implied that pilots didn’t truly un-
derstand seaplane takeoffs.

“Open throttle. Hold stick back 
until nose is well up, then ease for-
ward past neutral,” a suggestion 
read. “When 50 mph is indicated, 
ease stick gently back and ship will 
fly off. Do not rock or bump as this 
will make the machine porpoise.”

On June 9, 1964, 31-year-old ‘Chuck’ 
McAvoy and two Roberts Mining Com-
pany geologists from Duluth, Minnesota, 
departed Great Slave Lake for a 609-mile 
exploration flight in CF-MAK. Besides 
clients, wall-to-wall fuel kegs, rations 
for 30 days, tents and plywood filled the 
cabin. The trio was never seen again. In-
tense searches by RCAF, USAF and civil 
aircraft proved futile and at one point, lo-
cals even called upon the help of a hired 
psychic. Northern residents never forgot 
McAvoy and his gray-painted Fairchild 
82. An RCAF report described him as “…
something of a hero and legend around 

Yellowknife because of his many spec-
tacular exploits.” 

One person had excellent reasons to 
revere the pilot who saved his life follow-
ing a highway auto accident during his 
school years. McAvoy loaded a blanket-
wrapped 14-year-old into a Cessna 180 
on floats, took off from Hay River at night 
and landed in blackness as close to a Yel-
lowknife hospital as possible. The young 
survivor — Joe McBryan — went on to 
found highly successful Buffalo Airways 
in 1970 and never ceased his quest to find 
the man who not only saved his life, but 
encouraged him to invest in what be-

came a noteworthy aviation career.
Almost 40 years later, helicopter pilot 

Curtis Constable and several exploration 
technologists happened to hover their 
Bell Jet Ranger by a barely discernible 
pile of aircraft tubing and fabric shreds 
in a jumble of boulders near Contwoyto 
Lake, southwest of Bathurst Inlet.  No 
one will ever know how CF-MAK and its 
brass-bottomed ash skis came down in an 
area so diligently searched. McAvoy and 
his passengers had perished instantly. 
One theory persisted that he encountered 
poor weather and another suggested 
structural failure as the cause. 

“The summer he went missing, I was 
coming back to fly for him and of course, 
when I got back, he was missing so I’ve 
been looking for him ever since,” McBry-
an said to CBC on August 20, 2004.  

McBryan could not leave his mentor 
and friend in the taiga. At personal ex-
pense, he flew Buffalo Airways Douglas 
DC-3 CF-LFR to the scene of the tragedy 
and loaded every speck of metal, wood 
and Plexiglas he could find. As a tribute 
to McAvoy, he flew low passes along Yel-
lowknife’s seaplane bases before landing 
at the airport. “Chuck’s last ride,” McBry-
an concluded.

Fairchild 82 CF-MAK will 
someday undergo restoration 
and revisit the barren lands and 
ripple the water of Great Slave 
Lake again. With the help of the 
McBryan family and a company 
known for abilities to do the im-
possible or the unusual, Joe Mc-

Bryan intends to honour the man who 
became a friend and changed his life. 

Until CF-MAK becomes airborne, the 
aviation enthusiasts who peered into 
the Yellowknife seacan can flog them-
selves towards Ottawa’s Canada Avia-
tion and Space Museum. Resplendent in 
wartime Canadian Pacific Air Lines liv-
ery and handed over for public display 
by the carrier on May 16, 1967, sister 
ship CF-AXL awaits. Another Fairchild 
82D has been refurbished for the Museo 
Nacional de Aeronáutica in Buenos  
Aires, Argentina — a long drive from 
Yellowknife.  

a 31 GaLLon ReSeRve  
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How To Avoid A Poor JudgmenT CHAin

Pilot Decision Making

hen aircraft accidents occur, 
they overwhelmingly tend 
to have a significant reli-
ance on the poor judgment 

of humans to make them happen. It often 
happens too that, in post-accident investi-
gations, causes are found not to be the re-
sult of a single event. Rather, they are the 
consequence of a series of accruing errors. 

This scenario is referred to as the ‘poor 
judgment chain’. One poor decision in-
creases the probability of another one oc-
curring. And so it goes, with more links 
being added to the chain of poor deci-
sions until the only chain remaining is the 

W
one pulling a crashed aircraft out of the 
hole it made in the ground.

While pilot knowledge and skill are 
taught throughout every pilot’s training, 
decision-making is a trait that individu-
als are assumed to already have, or that 
they can acquire through experience. 
Either way, if pilots can be taught better 
decision-making, then accident rates will 
assuredly go down.

Good decisions require good judg-
ment. Good judgment is the result of 
a process from which pilots take into 
account all factors and available infor-
mation about themselves, their aircraft 

and the environment in which they find 
themselves. Armed with the analytics 
of their current circumstances, they can 
then rationally determine courses of ac-
tion to maximize the safety of their flight. 

Good judgment comes from a healthy 
recognition and acceptance of one’s level 
of knowledge, skill and experience. Atti-
tude towards risk plays a role in this pro-
cess. If you’re low in knowledge, skill and 
experience, but enjoy high-risk, then you 
might also be at higher risk for develop-
ing a poor judgment chain.

Pep Talk airmanship With Graeme PePPler

Pilot decision making is an important skill.
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Requiring the application of one’s 
judgment infers that a problem exists 
from which one needs to use decision-
making tools to make a choice result-
ing in an anticipated outcome. If you’re 
not very good at developing options 
from which choices must be made, then 
you’re also at risk of slipping into a poor 
judgment chain.

Essentially, pilots need to un-
derstand what combination of 
factors lead to accidents. One 
of the most common is a lack of 
situational awareness. You can’t 
make decisions if you don’t 
know what’s happening. And if you as-
sume that everything is normal when it is 
not, then you are heading into a danger 
zone.

False assumptions add links to poor 
judgment chains because they are dif-
ficult to undo. Shaping one’s reality to 
fit one’s expectations will surely spring 
surprises that you’ll be completely un-

prepared to handle. If you’re the type to 
look for information you want to hear 
at the expense of bad news, the links in 
your chain will build up fast. The good 
news is, if you know everything there is 
to know about your flight as it is hap-
pening, and you can assess the impor-
tance of everything taking place, then 

a chain has little chance of ever getting 
started. 

Many factors play a role in your abil-
ity to make sound decisions. Staying 
calm is the most important of all. Calm-
ness leads to clear thinking and careful 
reasoning. Heightened anxiety clouds 
judgment, confuses thinking, restricts 
clarity and hampers awareness. Stay 

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

Supplying deHavilland Spares
from the Beaver up to Dash 8

Image Courtesy Bombardier

If deHavilland made it, NewCal Has it
HELPING THE Bush Pilot FLY THE NORTH FOR OVER 55 YEARS

cool — it keeps the mind open and free 
to better see all your options.

Manage your stress. Otherwise, it 
impairs your ability to make good deci-
sions. As stress goes up, coping capacity 
goes down. You won’t think straight if 
you’re stressed. Control stress, and you 
greatly enhance your ability to perceive, 

think and act decisively.
Assess risk. Determine prob-

abilities from the actions that are 
available to you. Leave yourself 
with an escape if things go wrong. 
An accurate assessment of risk en-
ables you to arrive at a decision to 

ensure a safe conclusion to your flight.
The tools at your disposal to inhibit 

a poor judgment chain are many. ‘Stay 
aware’ and ‘stay cool’ should be at the 
top of your toolbox. Coolness begets clar-
ity, and clarity begets awareness. Break 
the chain, and you not only prevent the 
next link from ever forming, you stop the  
accident from ever happening. 

Good decisions require  

Good judGmenT.



viation has always had its chal-
lenges, and that’s not going to 
change any time soon. Tech-
nology has emerged over the 

last few decades that has become a boon to 
pilots and operators, but it also has some 
pitfalls that are often not readily apparent.

No, I’m not talking about drones and 
laser pointers, the new banes of aviators’ 
existences. I’m talking about the technol-
ogy that promises to make things easier 
and more efficient. And it’s not just one 
item, but the combination of them. I’m 
talking about navigation systems and 
flight planning tools. I’d like to speak 
from an air traffic controller’s viewpoint 
on some of the issues.

GPS is fantastic. Even if your aircraft 
doesn’t have one, you likely have it on 

your cellphone or tablet and probably 
have one of many apps to use it, possi-
bly quite effectively, in the cockpit. When 
connected to the flight controls, GPS can 
make the route as short as possible by fly-
ing the airplane on a precise, direct line 
between two places. Even when not con-
nected, navigation guidance can be pro-
vided to help you fly it on your own.

Flight planning software has advanced 
incredibly over the last few years and 
takes away much of the pain out of that 
most mundane part of any flight. Enter 
your point of departure and your destina-
tion and ‘ZAP’, it plans a route for you to 
fly. Could it get much easier? Yes, because 
it can also do all the weight and balance as 
well as fuel calculations for you in a heart-
beat, if you set it up properly.

Great time SaverS, But are they SeeinG everythinG?

Flight Planning Apps

A
Since weight and balance isn’t an ATC 

issue, I’ll let someone else warn you of the 
pitfalls of incorrectly entering data there. 
But from ATC’s point of view, the routes 
generated are often concerning.

The first thing I’ve noticed is that Re-
stricted Airspaces are almost universally 
ignored by most flight planning software. 
There are two kinds: Charted and NOTA-
Med. The charted kind are the ones that 
are plainly and clearly visible when you 
look at a chart, whether a Visual Navi-
gation Chart (VNC) or a Low or High 
Enroute (LO and HI, respectively) charts.

The charts will contain vertical dimen-
sions in addition to the pictured lateral 
dimensions, as well as times of activa-
tion. Some of these are activated ‘OCNL 
BY NOTAM’, unsurprisingly meaning  

ATC viewpoinT wiTh Michael OxnerVectors
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‘Occasionally by NOTAM’. If you plan to 
fly through one of these charted areas, you 
should check the appropriate NOTAM 
file or contact ATC or an FIC to see if this 
airspace is active and should be avoided.

Others will not be found on the NO-
TAM file since they are charted with 
times, or marked continuously active. 
This has led to confusion as some pilots 
have noted that they believed such air-
space was not active since they did not see 
it in the NOTAM file.

Other potential problems are areas that 
are uncharted and only mentioned in 
NOTAMs. Things like unusual military 
activity, forest fire areas, large-scale events 
around which air traffic must be limited 
or excluded, or areas that have activities 
in them like gliding, paradrops and flight 
training that aren’t really confined to an 
exact set of dimensions. Some of the latter 
are actually shown on charts by symbols, 
hoping to call a pilot’s attention to po-
tential conflicts. Flight planning software 
usually misses all the aforementioned.

With the flight planning software ‘look-
ing’ at the charts, these issues are often 
not seen by the pilots if they don’t at least 
have a quick check along the route of 
flight provided by the machine.

Another area where flight planning 
software, either on a tablet or an online 
computer service, falls short involves 
Mandatory Routes. Each Flight Infor-
mation Region (FIR) has an entry in the 
Flight Planning section of the Canada 
Flight Supplement (CFS) that deals with 
routes into and out of various airports, 

and sometimes routes through high-
traffic-volume areas where adherence to 
specific corridors eases traffic flow over-
all. Sometimes STAR arrivals are dictated 
from certain directions, or outbound 
routes to certain directions must be filed. 
It takes some getting used to, as there is 
a lot of data to sort through. This is, un-
doubtedly, why the authors of flight plan-
ning software don’t include it.

If they’re not filed, pilots can expect 
to be rerouted, meaning unanticipated 
‘heads down’ time in the cockpit, or be-
ing vectored away from traffic, which can 
lead to its own form of penalty, depending 
on ATC workload. Manual entry of data 
is error prone; when an ATC-assigned fix 
is misspelled accidentally, an aircraft can 
take a sudden turn in the wrong direction. 
This has a lot of potential for problems, 
ranging from minor inconveniences to 
something much larger.

Some pilots have the attitude that “I’ll 
just file this and ATC will fix it if they 
want to.” But a poorly planned flight 
means incorrect amounts of fuel on board 
and flying over areas unaccounted for in 
planning. Also, as mentioned, it allows 
room for other errors to creep in and pos-
sibly grow into hazardous situations.

Other issues we see are hugely circu-
itous routes. For example, a flight was 
filed from Fredericton, N.B. (CYFC) to 
Halifax, N.S. (CYHZ). Restricted airspace 
between the two is often missed by filing 
direct (requiring a reroute), but in this 
case, the 141 NM flight had ballooned to 
276 NM because the system chose a route 

over northern N.B. and P.E.I. with two 
turns of nearly 90° before finally pointing 
at CYHZ.

Weather systems can also be ignored 
by flight planning tools. A large group 
of thunderstorms observed on weather 
radar and reported by SIGMETs could 
be avoided by a pilot quite handily, but a 
computer-generated route is not likely to 
account for such things.

The bigger trouble here is that these 
two systems can come together in igno-
minious ways. The flight planner misses 
these important details and the GPS is 
more than happy to fly the route provid-
ed. If the pilot doesn’t check the work be-
fore the flight, surprises can come later in 
the air. Often, the only indication to the pi-
lots that something is unusual is a number 
in the corner of a screen. In the above ex-
ample, the overall distance may call atten-
tion to it, if the pilot was familiar with the 
area. Possibly the planned track could call 
attention, as well, since the direction of 
travel should have been generally south-
east, but the track on the FMS showed 
northeast for a significant distance.

The upshot of all of this is fairly sim-
ple: Let the computer do the work, if you 
want. But have an expectation of what 
it should look like and crosscheck to see 
that it actually looks that way. If some-
thing seems off, check it — twice if you 
have to. Computers are notoriously good 
at doing what they are told to do. How 
much do you trust the person who wrote 
the software? Do you trust them with 
your life?

#1-5550 Aerospace Drive, Kelowna B.C. V1V 1S1 
Fax: 765-8322 • Phone 250.765.9718  
Email: okaero@shaw.ca

Lycoming
• 0-235-L2C • 0320-A, E, D or H
• 0-360-A • 10-360-CIC, CIC 6
• 10/LTO-360-C1EC
• 0540-A or E • 10-540-K
• TIO-540-A or J

continentaL
• 0-200-A • 0-300-A,C or D
• 10-360-C or D • TSIO-360 EB, FG, KB
• O-470-K,L,R or S • 10-470-D, E, L or U
• 10-520 A, C, D, F or L
• TSIO-520 E, EB, J, K, M, N, NB, R,VB

engines avaiLabLe for 
saLe or exchangecaLL us for great rates  

on your magneto 500 hour 
or overhauL needs
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Down East atlantic Flying With Don LEDgEr

Profile of a Flying Club Manager
It takes DeDIcateD PeoPle to Make It Work

enyse Sibley is a pilot and the 
general manager of both the 
Truro Flying Club and the 
Truro Flight Centre (TFC), 

located at Debert airport (CCQ3), 15 kilo-
metres northwest of Truro, Nova Scotia. It 
is the province’s last flight training facil-
ity. The flight centre utilizes five training 
aircraft: two fuel-injected Cessna 172s, two 
normally aspirated 172s and a Cessna 152. 
There are three full-time flight instructors 
(Classes 2, 3 and 4), a CFI (Class 2) and 
two part-time instructors (Classes 2 and 4). 
Presently the TFC has 40 students in train-
ing. Sibley and TFC hosted the Snowbirds 
which performed on June 19 at Debert. She 
was alerted to the Snowbirds being in the 
area and convinced Mark Austin of Eco-
nomic Development. “It was a team effort 
that paid off,” Sibley advised me.

Sibley began and maintained a career 
as a radio announcer beginning when 
she was 17 years old. She took the night 
shift at CHNS-AM in Halifax. She moved 
around to various stations before return-
ing to Halifax as a host on CHFX-FM, then 
the biggest country radio station in Nova 

D
Scotia. As her career advanced she created 
a bucket list for herself. Two that topped 
the list were learning to fly and mastering 
the riding of motorcycles, both of which 
she accomplished. She began training for 
her private pilot licence in 1996-97 at Hali-
fax International, then switched to the De-
bert Flying Club, where it was a little less 
hectic, and received her PPL over the next 
two years. 

Marriage, raising four children and her 
radio career took up most of her time. Con-
sequently she let her licence lapse in 2007. 
She maintained her membership with the 
Truro Flying Club, and this year has been 
working on getting current which, by 
the time this is published, she will have  
accomplished. 

Sibley, as mentioned, was a member for 
many years and as a result was asked to 
join TFC’s board of directors which she ac-
cepted. Eventually the previous manager, 
Stu Fairchild, retired and she offered her-
self as the new manager and was accepted. 
Fairchild was an acquaintance of many 
pilots around the province. He had va-
cated the position of CFI, Chief Pilot and 

other duties. Sibley, with the board’s per-
mission, divided up those duties among 
several people, most importantly the CFI 
position as she did not have the qualifica-
tions to instruct. She retained her position 
as the Person Responsible for Maintenance 
(PRM), overseeing the maintenance of the 
club aircraft. She set up a support team to 
help with the running of the club. 

“There were some personality conflicts 
that had to be dealt with,” Sibley said. 
“Never a day goes by that I don’t thank my 
team and employees of the club for their 
work. You’re nobody without your team.”

After a short stint working with the 
RCMP, Sibley returned to her broadcasting 
roots, accepting a position with a station in 
Halifax, Jewel 105.1 FM. “I cross-promote 
the station and the Truro Flying Club as 
much as I’m allowed...being careful that 
there’s no conflict of interest.” 

The club and flight centre operate from 
Debert airport. The Department of Nation-
al Defence (DND) purchased the property 

Denyse Sibley juggles managing the Truro Flying 
Club, Truro Flight Centre and a broadcasting career.
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for the RCAF in 1938. They were anticipat-
ing hostilities in Europe. Construction be-
gan in November of 1940, built as a result 
of the British Commonwealth Air Training 
Plan (BCATP) at the beginning of the Sec-
ond World War. It is now a municipal air-
port, purchased by the province in 1971 to 
be used as an industrial park. Cooler heads 
prevailed as pilots and aircraft concerns 
worked out an agreement to save the run-
ways and keep the airport viable with 
the industrial park circling the edges 
of the airport. Its three runways are 
paved and, on occasion, businesses at 
the industrial park take advantage of 
the facility to land corporate aircraft. 
The air cadets conduct glider training 
out of the airport during the summer 
months using Cessna L-19s to tow the 
gliders to altitude.

During the war years Debert was a 
training base for bomber pilots. They op-
erated Lockheed (A-28, A-29 and AT-18) 
Hudson Bombers from the aerodrome. 
Pilots and crews trained on the aircraft and 
then might have found themselves flying 
the light, twin-engined bomber on coastal 

patrol as a sub hunter, as a transport air-
craft or even covert missions flying agents 
into enemy territory.

Whereas Debert is located a few miles 
inland from the eastern end of the Minas 
Basin, which is affected by the extreme 
high and low tides of the Bay of Fundy, it 
made an excellent area for bomber train-
ing. Rumour has it that the bottom of the 
Minas Basin is littered with concrete prac-

tice bombs and depth charges from numer-
ous training missions during the war years. 

The airfield went dormant at war’s 
end until 1949, when it was reactivated 
by the RCAF as a service field, used for 
flight training, refuelling aircraft, doing 
maintenance, layover stops for service 
aircraft, etc. The RCAF maintained its 

ownership of that field but turned it over 
in 1960 to the Royal Canadian Navy as a 
training base for carrier landings, which 
continued until 1969, at which time the 
Department of National Defence shut the 
base down.

In 1971 the provincial government 
stepped in, taking over the asset with a 
mind to turning the whole area into an in-
dustrial park. With the airstrips came the 

Debert army base adjacent to the 
aerodrome. The base was built to 
accommodate 20,000 well-equipped 
troops waiting for transport to Hali-
fax for the dangerous trip across 
the Atlantic to England. Hundreds 
of thousands of soldiers spent time 
there during the Second World War 
before being shipped overseas. 

During the Cold War, in 1971, bun-
kers were constructed of concrete, dug in 
underground with huge bomb-proofed 
doors to house government leaders and 
infrastructure in case of a nuclear attack. 
They are still there, a chilling reminder of 
the black cloud and madness we all lived 
with during that period. 

ShE SEt up a Support tEam 

to hELp with thE running 

of thE cLub



fleet model 2
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Lindbergh inspired a ga boom
story and photos by russ niles

relic of the 

Golden

aGe
s everyone in aviation knows, the business  
is cyclical and it can be argued that the first 
real business cycle for general aviation 
began when Geoff Pritchard’s 1930 Fleet 
Model 2 rolled out of the factory floor in 
Buffalo, New York in 1930.



i like to tinker  
as much as i like  
to fly
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fleet model 2

the fleet was built in an era when airports were nothing but large square fields with wind socks in the 

middle. Pritchard has adapted to the reality of pavement and concrete by perfecting his wheel landing 

technique but he admits grass is his favourite.

to photograph the fleet, canadian aviator arranged with mabel lake airpark (cBf9) for permission 

to use the privately owned 2900-foot grass runway.

owner Ken laursen obliged and explained that public use of the facility is tightly controlled to protect 

the interests and access of the strata owners whose investments and ongoing maintenance payments 

keep it one of the best grass strips anywhere.

“it’s mind blowing,” said Pritchard who said the table flat turf and stunning surroundings make it 

the best he’s ever used.

larsen said the airpark was conceived about 30 years ago and now has dozens of seasonal and full-

time residents in a development that overlooks mabel lake, a little-known part of the Shuswap system 

about 30 kilometres east of enderby, British columbia.

“we really take a lot of pride in it,” he said. there is also an adjacent golf course, marina and rv park. 

although it’s a registered public aerodrome, prior permission is required to land there and larsen said 

he has to disappoint a lot of people who have heard how great it is. he said he doesn’t allow ‘drop-in’ 

visitors to the airpark but pilots can get occasional access by renting one of the condos, staying in the 

rv park or being an overnight visitor to one of the residents. there are also still hangar lots adjacent to 

the runway available for sale.

/////////////////////////////// Made For Grass ///////////////////////////////

Just three years previously, Charles 
Lindbergh flew solo non-stop across the 
Atlantic, igniting interest in civil aviation 
and creating a boom for the few compa-
nies able to take advantage of it. Fleet was 
part of Consolidated, which was borne of 
the merger of Gallaudet Aircraft Compa-
ny and Dayton-Wright Company. Reuben 
Fleet engineered that deal. In addition to 
the Buffalo plant, it also had facilities in 
Fort Erie, Ontario, which built some of 
the more famous Fleet designs, including 
the Canuck and Finch.

The hysteria surrounding Lindbergh’s 
flight created a lucrative market and 
Pritchard’s Fleet sold for $3,000 (about 
$50,000 in today’s dollars) to a buyer in 
Texas. The original sales receipt came 
with the airplane.

But just as the aviation market was 
gathering steam, the Great Depression hit 
and the GA market collapsed. Fleet stayed 
in operation by selling some aircraft to 
the military but the great boom was over. 
Only about 300 Fleet Model 2s were built, 
including six for the U.S. Navy that were 
equipped with hooks that allowed them 
to fly relief pilots to two Navy airships, 
where they would capture a trapeze cable 
and get winched aboard.

a sunny day on the grass at Mabel Lake 
airpark was an ideal setting for the Fleet to 

stretch its wings.
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fleet model 2

Pritchard’s Fleet spent most of its life 
in Texas and Louisiana before it was 
bought by someone in New Hampshire 
whose dream of restoring the airplane 
faded at about the same time Pritchard 
was ready to pursue his passion for air-
craft of that era.

Pritchard started flying in 1985 and 
had an Aeronca Champ for years. In fact, 
he’s never flown anything but taildrag-
gers. The Champ served him well but as 
his business grew in the Alberta oil boom, 
he began looking for an aircraft he could 
roll up his sleeves with.

“I like to tinker as much as I like to fly,” 
he said. He knew he wanted something 
historic but he also knew that the usual 
route to a heritage aircraft didn’t interest 
him. “I didn’t want a warbird,” he said.

He had joined the International Fleet 
Club decades ago and knew what was 
generally available and when the New 
Hampshire restoration project showed 
up he knew he’d found a match in the 
Model 2.

“It’s really nicely put together. It has 
perfect proportions,” he said. 

The existing owner got seller’s remorse 
and discussions went back and forth for 
more than a year before the deal was 
made in 2012.

Although the aircraft was intact and 
complete, it needed a lot of work and 

Pritchard’s restoration is faithful but it also 
adds a few modern touches like electric start 
and a tailwheel.
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a common thread when accident victims recount 

their experiences is that the mishap seemed to 

have unfolded in slow motion. that could be why 

geoff Pritchard’s brush with aviation mayhem 

seemed to last an eternity.

“it was only 10 or 15 miles an hour,” said the 

retired contractor in his tidily cluttered hangar in 

vernon, B.c. the centrepiece of his version of 

the man cave is a perfectly restored 1930 fleet 

model 2, the biplane that carried him sedately 

off the edge of a runway at Springbank airport 

in calgary before depositing him upside down in 

the turf in the fall of 2016.

“to this day i can still see the pieces of wood 

(from the propeller) going past my head, pieces 

of wood with brass embedded in them,” he said.

the gleaming red and yellow aircraft, which 

Pritchard had found in a new hampshire barn 

five years earlier and faithfully restored to flying 

condition, was a write-off according to the insur-

ance company.

“fortunately i had it insured for the full hull 

value,” said Pritchard. it took only a few minutes 

to negotiate a deal to buy the wreck back and the 

mud-encrusted tangle of fabric, wood and wire 

was soon on a truck to Pritchard’s retirement 

home in vernon.

meanwhile, Pritchard and his mechanic fig-

ured out what had caused the aircraft to become 

uncontrollable as it touched down at Springbank. 

the fleet didn’t come with brakes in 1930 and 

in the first restoration Pritchard wanted a brak-

ing system that would fit the oversized wheels 

and be authentic to the period. a hayes oil filled 

bladder system, in which a rubber tube expands 

within the wheel to press nine pucks of brake 

material against the moving surface, was installed 

and the flights in Springbank were part of the 

calibration process. the tolerances are tight and 

Pritchard didn’t account for the heat that was 

building up as he taxied around the sprawling 

airport northwest of calgary. the heat expanded 

the oil and resulted in him landing with the brakes 

on. “it was just uncontrollable,” he said. 

a four-inch berm of turf at the edge of the run-

way finished the job and within a few minutes 

Pritchard, who was unhurt, was surrounded by 

first responders, news crews and anxious airport 

officials whose main runway had just been closed.  

Back at the hangar at the vernon regional 

airport, a busy ga field in the bucolic okanagan 

valley, the painstaking and painful process of 

assessing the damage got under way. the top 

wing, tail and the eight-foot Sensenich wooden 

prop took the brunt of the damage and Pritchard, 

who had owned a cabinet making company in 

calgary, got to work on the second restoration 

of the obscure aircraft.

the top wing is a single piece so the first chal-

lenge was finding big enough aviation grade Sitka 

spruce with the tight, virtually knot-free tight grain 

required for the two main spars. the spars are made 

up of 18 individual pieces of spruce and just to be 

sure Pritchard prepared 26, painstakingly planing and 

sanding them to the correct dimensions. “we just 

barely got the 18 out of those 26,” he said.

as the wing took shape, the engine was 

shipped to the u.S. to one of a handful of shops 

that specializes in the quirky designs of the 

golden age of aviation. the five-cylinder radial in 

Pritchard’s aircraft is a 160-horsepower military 

version and is substantially heavier duty than the 

civilian versions that were standard on model 

2s. the ruggedly built powerplant underwent a 

complete teardown that cost more than $8,000 

and no damage was found. it went back together 

with the same parts that whacked that eight-foot 

prop into the grass.

By late 2017, the aircraft was back together 

and the test flights through the rolling hills of the 

okanagan proved the repairs were successful.

as he tallied up the cost for materials, subcon-

tracted work and miscellaneous expenses he real-

ized the insurance adjusters had earned their keep 

when they declared the fleet unrepairable. not 

including the hundreds of hours of labour Pritchard 

and his friends donated to the cause, virtually all the 

remaining money from the insurance settlement 

was used. “i might have had enough left over for a 

beer and pizza,” said Pritchard.

////////////////////////////////////////////////////// Back FroM the Brink  //////////////////////////////////////////////////////
90-Year-Old Biplane Gets a third ChanCe 
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fleet model 2

Pritchard took on the project with en-
thusiasm. Through the Kinner Engine 
Group, he found a California company 
that would rebuild the engine and add 
an electric starter. Numerous details were 
attended to and a few modern touches, 
like a push-to-talk button, were added. “I 
fixed a lot of things,” he said. The brakes 
were installed and the tail skid was re-
placed with a Scott tailwheel. 

With the repairs that were made after 
the Springbank incident, the aircraft is in 
virtually perfect flying condition.

“It’s old but it’s brand new,” he said. “It 
flies like a big Piper Cub. It’s a thrill to fly.”

It’s naturally a fair-weather aircraft 
and Pritchard has put about 40 hours on 
the plane.

The Fleet turns heads wherever he 
takes it and he’s now making plans to 
show it off at fly-ins and air shows.”

lakecentral.com

Aircraft Sales and Maintenance
Approved Lake & Seaplane Training Course

Shuttle Options for Maintenance Customers
New Customer Discount & Incentives

Insurance Training & Assistance
PHILLIP — Director of Maintenance - 38 years Air Force and industry experience

1(705) 687-4343  •  info@lakecentral.com
1016 Sabre Lane •  Muskoka Airport (CYQA) •  Gravenhurst, ON •  P1P 1R1

Lake Central Air Services

Reliable and Dependable Service Since 1964 / Under New Ownership

the Fleet Model 2 “flies like a big 
Piper cub” according to owner 

Geoff Pritchard.
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Where Passion and hobby Merge
story and photos By steve drinkwater

AviAtrix 
Emporium 

As aviators we often come across fellow pilots who have the means to invest sub-
stantial funds in pursuit of their hobby or passion, and sometimes both. For most, 
those funds go into their aircraft. Should extra funds be available, they often go into 
the building or purchase of a hangar. A few continue to pump funds into their han-
gars, and occasionally we might come across luxurious examples which generally are 
reflections of the people who own them. Elaborate pilot lounges, hobby rooms and 
games rooms are a few of the concepts that come to mind.
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aviatrix

At Pitt Meadows airport (CYPK), locat-
ed in the suburbs of Vancouver, there is  
a very unique example of how Jill  
Korstrom put her personality into her 
Aviatrix Emporium, what is essentially a 
garage for her 1982 Cessna 172P.

No detail was overlooked in Kor-
strom’s quest to make her 172, its acces-
sories and the hangar an expression of 
her artistic talents. Her personal logo, 
a stylized Flying Pink Mermaid, is  
emblazoned on the Cessna’s tail and 
appears elsewhere in her hangar and 
pilot lounge. Other slogans decorate the 
walls: Time Flies, The Sky Is The Limit 
and The Sky Is My Playground to quote 
just a few.

“I was the interior designer for the 
project and did all the creative design,” 
said Korstrom. “Nothing was standard 
‘cookie-cutter’ and so really the hangar is 
a bespoke piece of art.”

 Lightspeed headsets were 
disassembled and the ear cups 

airbrushed with one of the 
theme colours.

Jill Korstrom’s Cessna 172,  
sporting her custom colour 
scheme, was featured on the 
cover of the September, 2018  
edition of COPA Flight  
magazine.
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“The Sky is the Limit!” and 
“Spread Your Wings” are 

aphorisms that Jill Korstrom 
lives by.

Being located on the West Coast, over-
water flights up the coast or over to 
Vancouver Island are common. Korstrom’s 
passengers all get factory-standard hot 
pink Mustang PFDs to wear.

Korstrom’s hangar design allows for 
plenty of natural light to permeate 
the 80-foot by 50-foot interior.
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aviatrix

As an example of the attention to de-
tail Korstrom put into her project, she 
had four noise-cancelling headsets refin-
ished in pink and inlaid with colourful 
beads, and four PFDs in hot pink. Those 
colours, along with orange and red, are 
about the only ones present in the han-
gar. They are interwoven skillfully; not 
gaudy, but overwhelming while at the 
same time tasteful. If ever there were a fe-
male version of a ‘man-cave’, this quali-
fies, and abundantly so. A ‘woman-cave’, 
perhaps, or ‘she-shed’.

Korstrom’s 172, which was featured 
on the September, 2018 cover of COPA 
Flight magazine, sports a similar paint 
scheme.

The hangar is complete with lounges, a 
flight planning area, a patio, second-floor 
balcony with a view across the runways, 
a kitchen, a powder room, laundry facili-
ties, and a bathroom replete with a free-
standing slipper bathtub.

That a substantial amount of money 
was put into this project is evident. 
Korstrom figures she’s into the hangar 
for about $750,000, which covers the 
cost of construction and the furnish-
ings. But what price can she put on the 
time and effort involved in sourcing 
just the right furniture, appliance or ob-
jet d’art in the precise colour or shade 
she wants?

“Custom and bespoke original work is 
expensive,” Korstrom says. 

The hangar has both a powder 
room on the main floor and a 
three-piece bathroom on the 

upper floor.

What’s a ’she-shed’ without a lady 
slipper bathtub to soak away the 
stresses of flying in Vancouver’s 
congested airspace?

no detail was 
overlooked in 
korstrom’s quest 
to make her 172, its 
accessories and the 
hangar expressions 
of her artistic 
talents.
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The Aviatrix Emporium has 
more than one lounge or sitting 

area to entertain guests.

A kitchen completes the features 
of the Aviatrix Emporium. Local 
bylaws prevent a normal, 220-volt 
range from being installed, but hot 
plates and microwave ovens are 
permitted.

An office desk with a window 
overlooking adjacent farmland 
makes for a bright workspace.
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AVIATION CAREERS

With the pilot shortage seemingly 
everywhere in the news, especially in 
the aviation press, there are undoubt-
edly many potential commercial pilots 
who are currently established in an-
other career, even completely unrelated 
to aviation, and contemplating a career 
change.

However, many of these potential pi-
lots may feel discouraged by the time 
commitment and the cost. They may also 
be apprehensive about embarking on 
a new career only to discover part way 
through their training that it’s just not 
for them after all. That may keep some 
people from giving aviation a try.

There is a way forward, however, that 
initially requires less of a time require-
ment and less money than that offered by 
aviation career institutions that tie a col-
lege degree to a full suite of flying qualifi-
cations and licences. These one-stop pilot 
career centres are prevalent across the 
country and, while an appropriate path 
for many, are not always the best solution 
for mid-career entrants who may or may 
not already have post-secondary school-
ing. In fact, one of the reasons a college 
degree is typically offered jointly with 
flight training is so that the student pilot 
has a qualification to fall back on if they 
unexpectedly stop flying during their ca-
reer, such as could occur for medical rea-
sons. Mid-career entrants already have a 
fall-back option.

So what is the alternative path, and 
how can I save time and money? First, 
one should determine that they are not 
only comfortable in the cockpit of a 
light aircraft, but excited by the expe-
rience. All paths to a career as a pilot 
first start with basic flight training in a 
small airplane, such as a Cessna 152 or 
172, so if being in the front seat of one 
doesn’t appeal to the prospective pilot, 
then it would be best to stop there and 
conclude that being a pilot is not for 
you. Introductory flights are offered by 

all Flight Training Units (FTUs), which 
is what Transport Canada-Civil Aviation 
(TCCA) calls the flying schools and clubs 
that have been certified by them to con-
duct pilot training. 

At this point, one should book an ap-
pointment with a Civil Aviation Medical 
Examiner, a physician who has been au-
thorized by TCCA to certify a person as 
being fit to be a pilot. For career-minded 
candidates, a Class 1 medical certificate 
should be requested. This will ensure the 
candidate meets the standard that is re-
quired for commercial pilots. 

Ground school is typically the next 
step. Some FTUs offer classroom-based 
ground school courses, with two-to-
three-hour classes on a weekly basis, and 
typically last until at least 40 hours of 
ground instruction have been acquired. 
The course prepares the student to write 
the Private Pilot Licence (PPL) written 
exam. This means that several weeks of 
classroom attendance is required, which 
may not be at a nearby or otherwise con-
venient location. This is where technol-
ogy steps in with ground school courses 
that can be taken on line. PilotTraining.ca 
is one such website offering them; Harv-
sAir.com is another. Choosing an online 
ground school course allows the student 
to proceed at his or her own pace, from a 
location of their own choosing, and at a 
time most convenient for them.

Either simultaneously with the ground 
school course, or after completing it, the 
flying lessons start. Each typically lasts 
about one hour, and a minimum of 45 
are required before the flight test can be 
performed. However, few student pilots 
are ready at that stage, and do so only 
when flight lessons are concentrated 
over a short period of time, such as once 
or even twice daily. Someone who is tak-
ing lessons once or twice a week, or once 
a fortnight, may require somewhat more 
than the minimum number of hours to 
meet the standard. 

Is A FlyIng CAreer  
For you?
A look At Pilot Training Alternatives
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WHAT’S YOUR DREAM?

Steven Wills | 403-397-6107 
filicanlend@primus.ca |studentaviationfinancial.ca

* NEW PREFERRED RATES * 

PRivATE, commERciAl, iNSTRucToRS, iFR, NighT oR FloAT RATiNg, TimE-builDiNg

we provide a line of credit to your flight school  
of choice to assist you in your training!

It is not unreasonable to expect to be 
licenced as a private pilot within six 
months. But if one finds that part way 
through she or he changes their mind 
about following through as a commer-
cial pilot, there is a lesser permit, called a 
Recreational Pilot Permit (RPP), that can 
be obtained with only 25 hours of flight 
lessons. That way, someone who decides 
along the way that a career as a pilot is 
not for them, but still enjoys recreational 
flying as a hobby, ends up with some-
thing to show for their efforts.

With an RPP, a pilot can fly aircraft 
seating up to four people, but can carry 
only one passenger with them. FTUs of-
ten offer training aircraft for rental, so 
there is no need to purchase an aircraft 
in order to enjoy the freedom and privi-
leges being pilot offers.

For the career oriented, the next step is 
a commercial pilot licence (CPL). It can 
be approached in the same way – an on-
line ground school course and flying les-
sons at an FTU. 

Although one is employable as a pro-
fessional pilot once they’ve obtained a 
CPL, more steps will be required before 
one can be employed by an airline. One 
such step is an Instrument Rating. How-
ever, once a pilot has a foot in the door 
with a job sitting in a cockpit and getting 
paid for it, opportunities for advanced 
training may be easier to obtain.

For a complete listing of FTUs across 
Canada, consult the TCCA website that 
lists all of them by entering ‘how to se-
lect a flying school’ in your browser and 
select the Transport Canada website that 
appears at or near the top. TCCA also of-
fers sound advice to prospective pilots on 
this website. 

All paths to a  
career as a pilot 

first start with basic 
flight training in a 

small airplane, such 
as a Cessna 152  

or 172
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Bush Hawk  
(Undaunted Belief) 
The famed FBA-2 known by bush pilots 
simply as the “Found” outlasted all of 
its competitors. Meet Bud Found, aptly 
cited for his undaunted belief in the air-
craft born of his skill and imagination 
that would ultimately be named the Bush 
Hawk and bring pride to Canadians. 

By S.R. (Rick) Found
List price $34.00 (incl. shipping)

Otter and  
Twin Otter
The compelling tale and a beautifully il-
lustrated homage to two of the world’s 
greatest aircrafts and of the engineers 
and pilots who made the Otter and  
Twin Otter aviation legends.

By Sean Rossiter
List price $ $19.95 (incl. shipping)

Hangar Flying 
Pilots will always have a story to tell and 
here on these pages from the flight deck 
of airliners, bush planes — whatever flies 
— Hangar Flying is still part of the game. 
Six professionals tell stories from their log 
books and some outstanding aviation art-
ists illustrate with acrylic paintings and 
pen and ink sketches.

Author: Jack Schofield
Price: $44.00 (incl. shipping)

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

bomber pilot, squadron commander, path-
finder, master bomber, base commander, 
and finally leading the legendary ‘Dam-
busters’ squadron as they dropped 22,400 
lb Grand Slam bombs on Nazi targets.  
Signed by the author.

By Dave Birrell
List price $29.95 (incl. shipping)

Vertical
Horizons
Okanagan Helicop-
ters achieved world 
renown from hum-
ble beginnings in 
British Columbia’s 
interior by devel-

oping a mountain flying technique that 
is still a fundamental of helicopter flight 
training.  Featuring first-hand accounts, 
extensive research and a multitude of 
photographs, Vertical Horizons is the first-
ever history of this company. 
Author: Doug. Grant
Publisher Harbour Publishing Ltd.
Price: $55.95 (incl. shipping)

Fling Wing and 
Finding Nimmo
FLING WING and FINDING NIMMO 
are two different stories about the sa-
mething—Fishing the British Columbia 
Coast—Heli Fishing that is, an invention  
of Peter Baratt of West Coast Helicopters 
and Craig Murray of Nimmo Bay Resort. 
A fabulous 300 page book on Nimmo 
Bay Resort and 150 pages of Fling Wing 
or the horizontally challenged.

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

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

By Sean Rossiter
List price $34.95 (incl. shipping)
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to order: visit aviatorsbookshelf.ca, email admin@canadianaviator.com or call 1-800-656-7598

Amazing 
Flights 
and  
Flyers
A collection of true 
aviation stories that 
graphically dem-
onstrate the almost 

super-human endurance and tenacity 
of aviators in life-or-death situations —  
including mid-winter medical evacua-
tion flights; CASARA members searching 
for lost people and planes; and the de-
termination of aviation pioneers. All are 
remarkable stories, and most are little-
known.

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

Maverick  
in the Sky
In Maverick in the  
Sky the author paints a 
fascinating portrait of 
flying ace Freddie Mc-
Call, one of the most 
successful fighter pi-

lots of World War I. McCall’s bold spirit 
might well have been inherited from his 
clan motto Dulce Periculum — Danger is 
Sweet. His amazing wartime accomplish-
ments, his extraordinary flying skills, his 
fiercely independent barnstorming char-
acter and his self-reliant entrepreneurial 
spirit make him one of Canada’s most 
spectacular mavericks.

By Shirlee Smith Matheson
Price: $12.95 (incl. shipping)

Miles to 
Millions
The pull of aviation 
can be strong but 
nothing illustrates 
that better than Bill 
Grenier’s remarkable 
career. The senior 

captain for Air Canada showed up for 
every flight even as he built a real estate 
empire worth a billion dollars. Grenier’s 
ready wit and the many twists and turns 
of a penniless 19-year-old commercial  
pilot’s career built on perseverance and 
the willingness to take risks takes readers 
on an unusual journey, even for the the 
aviation industry.

By Bill Grenier
$35.95 (incl. shipping)

Best Seat in 
the House
Jim Griffith and Trans 
Canada Airlines were 
both born at about the 

same time and grew together over the de-
cades.  Griffith experienced the history of 
Canada’s national airline and this book 
tells the story of both.

By Jim Griffith | $34.00 (incl. shipping)

The Coast Dog Series
Flights of a Coast Dog—a BC Book Award and West Coast bestseller along with  
its sequel, Coast Dogs Don’t Lie, and some significant B.C. aviation histories in a  
revised edition of No Numbered Runways, make up the trio of great flying yarns  
with a BC Coastal flavour. 

Author: Jack Schofield | Publisher: Coast Dog Press
Price for the set of 3—$93.00 (incl. shipping)

Baz
S/L Ian Bazalgette 
was the only Al-
bertan awarded 
the Victoria Cross 
during World War 
II. Based on ex-
tensive interviews 
with his friends, 

relatives, crewmembers, and over one 
hundred letters and other photos and 
documents that were only recently locat-
ed by the family, this third edition tells 
the story of a Canadian hero. Signed by 
the author.

By Dave Birrell
Price: $25.95 (incl. shipping)

Lost: Unsolved Mysteries
Lost: Unsolved Mysteries of Canadian Aviation is even more 
compelling than the original book Lost: True Stories of Ca-
nadian Aviation Tragedies published in 2005 and now out of 
print.  One of the themes that runs through this book is the 
enigma of aircraft that disappear, sometimes within miles of 
busy airports and crowded cities, and cannot be found despite  
desperate and prolonged searches. 

By Shirlee Smith Matheson
Price: $26.95 (incl. shipping)
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65HP Rotax©
582 Model 99

912 & 914
912iS Sport

Series Engines

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

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

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

141HP!

&

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

Drawings
Municipal Applications & Permits
Airport Applications & Approvals

Transport Canada & NavCan Applications
Complete Construction

Questions? Phone 519.857.7639  
or visit www.secandco.com

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

or fax 519.679.2200

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

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

 

iPad accessories

FLIGHT SCHOOL
Flight Training  •  Flight Reviews  

 

Instrument Proficiency Checks

PILOT SUPPLIES

PHONE: 1 (USA) 513.735.9000
SPORTYS.COM

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

Professional seaPlane Training
“wesT coasT” bush and mounTain courses

PiTT meadows, bc, canada

seaPlane Training | flighT Training | charTers | sighTseeing

604.454.8162 | tom@islandcoastalaviation.com | www.islandcoastalaviation.com
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To advance, promote and  
preserve the Canadian  

freedom to fly.

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

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

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

which includes free guides, 
updated articles, and  
community events

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

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

•  Attending our convention to 
network and engage with 
 fellow aviators

Join now and support aviation 
in Canada today!

Canadian Owners and Pilots  
Association  

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

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

www.copanational.org
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45 YEARS OF 
EXCELLENCE

YOUR ONE STOP SHOP FOR ALL YOUR MAINTENANCE NEEDS!

Ý H eav y  Maintenance
Ý Structura l  Repa i rs 
Ý Import /Export
Ý Modi f i cat ions
Ý Avion ics
Ý Paint

8 0 0 . 6 2 8 . 2 1 5 8
7 0 5 . 2 4 8 . 2 1 5 8
S P R I N G E R A E R O S P A C E . C O M

1-800-667-0522

CERTIFIED
LYCOMING & CONTINENTAL

PISTON ENGINES & ACCESSORIES

REPAIR • OVERHAUL • NDT
COMPONENT PAINTING • AIRCRAFT SERVICE

WWW.PROAEROAV.COM

WWW.PROGRESSIVEAIR.COM

GLOBAL DISTRIBUTOR OF 
CERTIFIED PISTON ENGINES & PARTS

1-800-264-6019
to advertise in service centre 

contact: 

Katherine Kjaer  
P: 250.592.5331 | E: katherine@canadianaviator.com

Island Wealth Experience
An exclusive getaway to chart your path

Your success affords you the ability to enjoy an exquisite life.  
Island Wealth Experience is your opportunity to reach new heights.

www.IslandWealthExperience.com
46° 17’ 21” N, 63° 6’ 55” W Cudmore Ross

Wealth Management 

Richardson GMP Limited is a member of Canadian Investor Protection Fund. Richardson is a trade-mark of James Richardson 
& Sons, Limited. GMP is a registered trade-mark of GMP Securities L.P. Both used under license by Richardson GMP Limited.

RGMP-120 Cudmore Ross_Ad_Canadian Aviator.indd   1 2019-03-11   8:42:54 AM



HOPE AIR provides Canadians in 
fi nancial need with free travel to 
medical care far from home. Your 
donation allows patients to focus 
on what’s important: their health.

To learn more and to donate, 
visit hopeair.ca

WE’RE NOT 
AN AIRLINE.
WE’RE A 
LIFELINE.

HopeAir_7.25x4.625 ad._01.19.indd   1 2019-01-30   11:25 AM

if you are a canadian flight training student and would like to enter the viP draw each issue to win your own professional  
pilot logbook, please send canadian aviator your name, the licence or endorsement you are training towards, the flight school 

you are training with, and your personal contact information. 

SEnd your flighT Training dETailS To:
fax: 250.658.6576 | Email: katherine@canadianaviator.com

enter to win
the winner of this issue’s viP Pilot centre Professional Pilot logbooK draw is  
christian fernandez, who is worKing towards his PPl at calgary flying club.

the Professional Pilot 
logbooK is Provided by 
viP Pilot centre
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photo puzzle key from last issue

Puzzle answers from last issue: 
1) extra handle on cargo door 2) extra foam package on pile
3) Buffalo Brand stamped on package 4) extra step on airplane stairs 
5) rim of cargo bay color changed to green
6) red wheel block missing on tarmac 7) hyphen in tail number 
missing 8) extra wheel on Buffalo truck in background
9) airplane graphic on side of truck reversed.

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

1.	 What	does	the	term	‘absolute	altitude’	refer	to?
a. the actual height of an aircraft above the earth’s 

surface.
b. the maximum altitude that a given aircraft can 

reach.
c. the transition between the troposphere and 

stratosphere.
d. the highest recorded altitude that an aircraft has 

ever flown.

2.	 To	what	does	the	term	‘critical	altitude’	refer?
a. the altitude at which an aircraft’s wing no longer 

produces lift.
b. the maximum altitude at which a rated power or 

specified manifold pressure can be maintained.
c. the altitude that all aircraft must fly in the circuit of 

an airport.
d. the altitude beyond which a pilot can no longer 

lean the aircraft’s engine.

3.	 When	does	an	aircraft’s	‘flight	time’	commence	
for	the	purposes	of	a	flight?

a. When the aircraft first moves under its own power.
b. When the aircraft’s wheels leave the ground on 

takeoff.
c. When the aircraft commences cruise flight.
d. When the aircraft’s engine starts.

4.	 When	does	an	aircraft’s	‘flight	time’	end?
a. at the moment the aircraft’s wheels touch  

the runway at the end of a flight.
b. When the aircraft enters the circuit at its  

destination airport.
c. at the moment the aircraft comes to rest at its 

point of landing.
d. When the aircraft exits the runway at its  

destination airport.

5.	 What	is	an	aircraft’s	minimum	sink	speed?
a. the airspeed in slow flight at which the aircraft  

will not lose altitude. 
b. the airspeed at the transition into wing stall.
c. the airspeed that gives, with no power,  

minimum sink.
d. the airspeed recommended for short final in  

an aircraft’s operating handbook.

6.	 What	is	a	standard	rate	turn?
a. a turn of 2 degrees per second. 
b. a turn of 360 degrees in one minute.
c. a turn of 3 degrees per second.
d. a turn of 1 degree per second.

7.	 From	where	is	derived	the	international	urgency	
signal	‘pan	pan’?

a. from the french expression ‘panne,’ meaning  
a breakdown

b. it is an acronym for ‘please assist now.’
c. it is loosely derived from the greek word  

‘panacea,’ meaning ‘help’ or ‘healing.’
d. it is derived from the prefix ‘all,’ and refers to 

 a ‘call to all.’

8.	 What	is	an	aircraft’s	‘true	altitude’?
a. its exact height above mean sea level.
b. its exact height above the ground.
c. its altitude corrected for pressure.
d. its altitude corrected for temperature.

New ChalleNges
With	summer	approaching	quickly	and	days	getting	longer,	I’m	busier	than	ever	try-
ing	to	make	time	for	family	and	friends	as	well	as	all	my	hobbies	between	flights.	I’ve	
been	preparing	the	Toyota	Hilux	for	summer	off	roading	trips	as	it	does	have	a	few	
split	axle	boots	as	well	as	other	small	things	to	address	before	taking	it	on	the	trails.	
I	also	recently	got	back	into	mountain	biking	and	North	Vancouver	has	some	mind	
blowing	trails	that	are	way	better	than	I	ever	expected	so	this	has	been	keeping	my	
mind	and	body	busy.	I’ve	been	torn	between	staying	on	the	West	Coast	a	little	longer	
or	heading	back	to	Quebec	but	I	guess	some	would	say	that	having	the	choice	is	a	
good	problem	to	have.	

On	another	note	with	the	Dash-8	300’s	being	phased	out,	I’ve	been	assigned	to	
fly	the	Dash-8	Q400.	It	will	be	quite	interesting	to	see	the	difference	in	performance	
from	this	newer	version	with	almost	twice	as	much	engine	horsepower,	updated	
avionics	and	78	passengers.	With	the	ability	to	fly	jet	departures,	CAT	III	approaches	
as	well	as	still	maintaining	relatively	good	takeoff	and	landing	performance,	it	will	
certainly	feel	like	a	different	airplane.	My	training	on	the	Q400	will	probably	be	
sometime	mid-summer.  

sam’s JourNey By samuel Daigle

sPot the NiNe diFFereNCes
Not	many	of	the	images	that	our	Photoshop	demon	gets	to	work	on	come	pre-camouflaged	
but	Jill	Korstrom’s	Pitt	Meadows	hangar	is	a	feast	of	pink.	There	are	so	many	shades		
and	styles	of	pink	it	was	hard	to	know	where	to	start.	Again,	look	for	the	obvious	and		
not-so-obvious.

Not maNy wiNNers
It’s	just	a	pile	of	cargo	in	an	old	airplane	(that	we	mistakenly	called	a	C-46	when	it’s		
a	DC-3)	but	our	victims	of	last	issue’s	puzzle	had	a	hard	time	picking	out	the	differences.	
To	the	few	of	you	who	passed	the	test,	kudos.

Photo Puzzle

p
h

o
to

 p
u

zz
le

 B
y

 c
o

r
y

 D
a

W
s

o
n



AeroRecip.com   
1.800.561.5544 | INFO@AERORECIP.COM

SERVICE  
AND STANDARDS 

ELEVATED

RECOMMENDED SERVICE FACILITY FOR

Some shops claim the highest-level of service,  

others give proof. A turbocharger with an AeroForce  

data tag is a pledge that every turbo undergoes the  

same level of craftsmanship from the factory to support.  

Aero Recip’s commitment to overhauls and repairs performed  

to factory specifications is simply unmatched.

CONTACT US TO LEVERAGE THE BENEFITS OF THE RSF NETWORK

HARTZELL ENGINE  
TECHNOLOGIES ENTRUSTS  
AERO RECIP AS A RECOMMENDED  
SERVICE FACILITY (RSF)



WHEN YOU CHOOSE LYCOMING, 
200 EXTRA FLYING HOURS IS JUST 
THE BEGINNING. 

We recently extended our TBO by 200 hours for a 

significant number of Lycoming Factory New, Rebuilt and 

Overhauled engine models. In some cases, 400-hour TBO 

extensions can be approved. These extensions give our 

customers more flying time, increased cost efficiency, and 

peace of mind. 

We continually invest in the materials science research 

and development needed to increase the durability of 

genuine Lycoming engines and parts. This commitment to 

innovation comes with a worldwide support network that 

offers a level of customer service unmatched in general 

aviation.  

 

Lycoming’s efforts show that not all 
engines and parts are created equal.

Contact an authorized Lycoming Distributor to purchase a 

genuine Lycoming engine or genuine Lycoming parts. 

Lycoming.com/TBO
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