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www.aircraftspruce.ca
Call Toll Free 1-877-795-2278

VISIT OUR BRANTFORD STORE
Aircraft Spruce Canada is at 150 Aviation Avenue on Brantford 
Municipal Airport. This 20,000 square foot facility serves as a fully 
stocked distribution warehouse for our Canadian customers!

ORDER YOUR FREE
2019-2020 CATALOG!

1000 PAGES OF PRODUCTS!

  …the heart of your aircraft®

November 17, 2014

Dear valued Lightspeed dealer,

With the holiday season approaching, we wanted to reach out and make sure you are up to date on all of the exciting things 
happening at Lightspeed. As it turns out, the highly successful launch of our Zulu PFX headset this summer was just the beginning.

Please read below for the following topics:
•	 CES	Innovation	Awards	Honoree
•	 Lightspeed	online	training	available
•	 Holiday	gift	with	purchase	promotion
•	 Lightspeed	Aviation	Adventure	Flight	Bag	Launch

Lightspeed	Aviation	has	been	named	a	2015	CES	Innovation	Awards	Honoree	for	our	Zulu	PFX	
ANR	aviation	headset. Products entered into this prestigious program are judged by an expert 
panel of independent industrial designers, independent engineers and members of the consumer 
electronics trade media assembled to honor outstanding design and engineering in cutting edge 
consumer electronics products across 28 product categories. Zulu PFX won in the In-Vehicle 
Accessories/Control/Navigation category.

The CES Innovation Awards are sponsored by the Consumer Electronics Association (CEA)®, the producer 
of the International Consumer Electronics Show. Entries are evaluated on their engineering, aesthetic 
and design qualities, intended use/function and user value, how the design and innovation of the 
product directly compares to other products in the marketplace and the unique/novel features 
present. Products chosen as CES Innovation Honorees reflect innovative design and engineering in 
some of the most cutting edge tech products and services coming to market. 

I don’t think I can overstate what this honor means to Lightspeed, but what this means to you as a dealer is that in addition to 
the innovative features that speak for themselves and the great reviews that keep rolling in from pilots and prominent aviation 
editors, you can now point to the CES award as solid proof that Zulu PFX is a groundbreaking product, even when compared with 
products across other industries.

Become	a	Lightspeed	expert	with	online	training

With such great reviews being published in nearly all of the key general aviation publications 
(and now the CES Innovation Award) we are expecting interest in all of our products to increase 
significantly, so now is the time to make sure you are prepared to answer any questions.

Our website offers a wealth of resources, including detailed product descriptions, educational 
videos, FAQs for each product, and an easy-to-understand primer on active noise cancellation. 

Because Zulu PFX incorporates many features never before seen in aviation headsets, several months ago we created an exciting, 
easy to access online training platform. The Zulu PFX Sales Training course consists of six short modules, each followed by a brief 
interactive quiz. We’ve designed the course so that an average trainee can finish all six modules in less than 30 minutes (but the 
course does not have to be completed in one sitting).

One of the most exciting features of this training platform is that it allows us to track the progress of trainees, giving us an idea 
of our dealers’ readiness regarding their knowledge of Zulu PFX. Many of our dealers have already taken advantage of this free 
resource. If you aren’t one of them, don’t miss this opportunity to increase your staff’s readiness. This will be an important step to 
ensuring a confident sales team and a successful holiday selling season.

To access the course, go to http://training.lightspeedaviation.com/PublicCoursePage.aspx, click on Zulu PFX Sales Training 
Course, and follow the steps to register. It is important that all trainees include their company name in their registration information.

Special Announcements

IMPORTANT:	The	following	information	is	confidential	and	should	only	be	distributed	to	personnel	within	your	company	as	necessary.
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triple tragedy

34 InspIratIon  
For Us all
capt. Jennifer casey was 
determined to galvanize a 
troubled country through the 
magic of flight. Her mission 
continued even with her  
untimely death.
By Russ Niles aNd  
steve dRiNkwateR
Photos By keN liN, RCaF 
aNd Gus CoRujo

40 racIng team
calgary couple Blaire Hamilton 
and matt Hughes have tackled 
pylon racing for their quality time 
together and satisfy their need 
for speed in a bright orange 
cassutt named the atomic 
Pumpkin by its previous owner. 
“Flying low and fast is really 
fun,” they agree.

46 FlyIng For 
coVID
airline pilots have become 
cargo pilots to help solve the 
worldwide supply shortage of 
medical equipment and personal 
protective equipment. newly-
minted 777 commander capt. 
Kevin maher is among a cadre of 
canadian pilots helping to ensure 
the medical system is fully 
stocked for the pandemic.
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on the coVer

Pearson Airport 
firefighters got a 

personal tribute from 
the Snowbirds during 
Operation Inspiration. 

Photo by Ken Lin.
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Blackhawk Aerospace Dealer

Go to our Website for full details and all our Aircraft Listings.

Prairie Aircraft Sales Ltd.
408C Otter Bay, Springbank Airport, Calgary, Alberta T3Z 3S6 

Tel: 403.286.4277 • Fax: 403.286.5989 
sales@prairieaircraft.com • www.prairieaircraft.com

1967 PiPer 235

2001 cessna ti82t2014 Grand eX, Beautiful, 420 ttsn

1965 commence 400, 2992 ttsn

MONARCH PREMIUM CAPS
Premium Stainless Steel
Umbrella Caps

for your Cessna 177 through 210

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

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

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

NEW TANKS - 10 YEAR WARRANTY

Keeping aircraft in the air since 1952
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FUEL CELLS
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Cherokee Tanks
Fuel Cells & Metal Tanks
Repair, overhauled & new
Technical Information or
Free Fuel Grade Decals

Keeping aircraft in the air since 1952
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Flying Is Risky Business

very man and woman who 
puts on a military uniform 
accepts the existential threat 
that goes with it. Risking one’s 

life to serve the country is fundamental 
and foundational and the inherent risks in-
volved are well understood by new recruits.

That being said, the military, and by 
extension, the country, owe it to our folks 
in uniform to mitigate those risks with 
decent equipment and training.

So, it’s inevitable that the death of Cap-
tain Jennifer Casey in an unusual crash in 
Kamloops last May raised concerns about 
the state of the fleet of Canadair CT-114 
Tutor aircraft.

The fact is, there is no airframe any-
where that is better suited to the mission 

the Snowbirds fly than the jaunty little 
Tutor. It is the Cessna 152 of military air-
craft in terms of durability and reliabil-
ity. As the RCAF’s primary flight trainer 
for 30 years, it was built for the rigours 
of less-than-perfect landings and other 
indignities. It’s easy to fly, has great vis-
ibility and is forgiving of mistakes. With 
that old-school axial flow jet engine,  
it has plenty of power to give it the  
nimble grace that has been a hallmark of 
the Snowbirds. It’s also a decent cross-
country platform. If aerospace experts 
set out to design the perfect formation 
aerobatics airplane, chances are it would 
look a lot like a Tutor.

As for maintenance, as we in aviation 
know, the calendar age of an airplane is 

irrelevant. Tutors are maintained to the 
highest possible standards and there 
is a huge supply of good airframes and 
parts available because the Air Force kept 
almost all of them when it switched its 
training process 15 years ago.

Is it perfect? No. It would be better if 
it had a modern ejection seat and, even 
though some electronics have been add-
ed in recent years, the panel is out of the 
1960s. 

The investigation will determine what 
role the aircraft and its dated technology 
played in the tragic events of May 17, but 
to scrap a national treasure and the plucky 
little homegrown jet that carried the Snow-
birds so far would be an injustice unwor-
thy of the legacy left by Capt. Casey. 

E

Walkaround EDiTORiAL BY Russ Niles

LeArn From mishAPs And CArry on

tailBeaconX

Your Passport to 
Global Airspace

uAvionix.com/BeaconXRebate

Mode S Transponder  |  SBAS GPS  |  1090 ADS-B OUT  |  LED Nav Light

LEARN MORE
Order any uAvionix Beacon and Sentry or 
Sentry Mini to qualify.

GET UP TO $150 BACK 
NOW THROUGH JULY 15TH, 2020

LIMIT ONE REBATE PER CUSTOMER
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Aviation Industry Suffering
Pandemic’s Brutal imPacts Being Felt

The carnage created by the 
COVID-19 pandemic in the 

Canadian aviation industry is as 
harsh as it is widespread and it’s 
not clear what the recovery will 
look like. As with most sectors, 
the consensus seems to be that the 
‘new normal’ will be significantly 
different from the state of things in 
January of 2020.

But as with most life-changing phe-
nomena, there have been some winners 
in the process thanks to ingenuity, perse-
verance and sheer luck.

The most high-profile impact has 
been on the airline industry. All airline 
companies have seen traffic plummet 
to less than 10 percent of pre-pandemic 
levels. Hundreds of Canadian airliners 
are parked, and thousands of employees 
will be laid off once government relief 
programs that subsidize wages for idle 
workers run out. Air Canada predicts 
there will be limited return to interna-
tional travel by the end of the year, but 
it could be three years before passenger 
activity is at 2019 levels. 

The drop in passenger traffic was part-
ly made up by a sharp increase in demand 

> for air cargo services. Air Canada took 
the seats out of its three largest aircraft, 
Boeing 777-300s, and using a Transport 
Canada-approved system of cargo nets, 
straps and extra firefighting equipment, 
filled the big jets with masks, gowns and 
other bulky, but lightweight medical sup-
plies. They joined a flotilla of Canadian 
aircraft flying up to 40 round trips a week 
between Asia, where most of those items 
are made, and Canada.

De Havilland Canada also responded 
to changing needs in the industry with a 
quick and inexpensive cargo conversion 
for its Dash 8 series regional aircraft. The 
seat removal and cargo restraint systems 
were approved by Transport Canada for 
the full range of Dash 8 models, includ-
ing the latest Q400; the first customer 
was a Kenyan airline engaged in COVID 
relief efforts.

Of course, the cargo bump couldn’t ful-
ly compensate for the passenger service 
losses and the inevitable trickledown ef-
fect reached deeply into the maintenance, 
parts, supply and services sectors that 
keep a complex industry like aviation 
running. Boeing laid off 400 of 1600 work-
ers at its Winnipeg parts plant and cited 

the downturn in commercial aviation as 
the cause. 

Flight schools are also facing major dif-
ficulties. Dual instruction was paused, and 
the amount of solo work kept few training 
planes in the air. Online ground schools 
and other remote activities kept training 
going but, without in-flight instruction and 
examinations, the issuance of new licences 
and ratings has virtually stopped.

But it’s likely the long-term conse-
quences of the pandemic that are most 
troubling for the training industry. Most 
flight schools have invested heavily to 
meet the demand created by a worldwide 
pilot shortage. Virtually overnight the 
shortage has turned into a surplus and 
there will be little demand for new pilots 
until the market fully recovers.

Even recreation aviation has seen a 
downturn. Although flying solo presents 
little risk of COVID transmission, most 
aviation organizations recommended 
members limit unnecessary flights out of 
respect for the sacrifices of others in the 
pandemic and most pilots did so. ■

thousands of airliners are parked all over the 
world as covid-19 decimates the industry.
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Nav Canada To Bump Rates
Pandemic traFFic reductions Blamed

Nav Canada is planning 
to raise most rates a hefty 

average of 29.5 percent because of 
the decline in revenue due to the 
effects of the COVID-19 pandemic 
but the annual rate paid by owners 
of recreational aircraft and agri-
cultural spraying planes will stay 
the same at $67.40 for at least the 
next year.

Most of increases, which range from 
26.4 percent to 48.5 percent, take effect 
Sept. 1, 2020 and would be by far the larg-
est bumps in fees in the 24-year history 
of the not-for-profit private air navigation 
services company. 

Nav Canada is funded almost en-
tirely from the fees it charges operators 
for access to its services and, with the 
drastic reduction in traffic volume in the 
past few months, revenues have fallen 
through the floor.

The company is trying to borrow mon-
ey and might ask the federal government 
for help but has determined a bottom-
line amount of revenue it needs in addi-
tion to any other sources of income and 
that’s where the fee increase comes in.

“The impact of the COVID-19 pandemic 
on the aviation industry has significantly 
reduced Nav Canada’s liquidity. Revenues 
and cash inflows have been substantially 
reduced as compared to its approved bud-
get,” the company said in a statement. “All 
operating and capital spending has been 
reviewed and actions have been taken to 
reduce spending and cash outflows while 
at the same time ensuring the continued 
fulfillment of Nav Canada’s statutory 
mandate to safely operate and maintain 
the Canadian air navigation system as  
an essential service. Nav Canada will  
continue to pursue all opportunities for 
additional operating and capital spending 
reductions.”

To meet its basic obligations, Nav Can-
ada estimates it needs to raise an addi-
tional $242 million through fee increases.

Nav Canada says it has provided and 
will continue to provide services required 
to keep the airspace safe and will contin-
ue to look for ways to save money. ■

> Nav canada fees for commercial carriers are 
going up substantially because of drastic declines 
in traffic and revenue.
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RCAF Helicopter Down
multiPle Fatalities on HigH seas

A recovery vessel was dis-
patched to raise the wreck-

age of an RCAF CH-148 Cyclone 
helicopter off Greece in late May.

The helicopter crashed in the Ionian 
Sea on April 29, killing all six crew mem-
bers. Only one body and the partial  
remains of one other crew member were 
recovered and the helicopter sunk more 
than 3,000 metres to the bottom.

The cockpit voice and flight data  
recorders are presumed to be in the 
wreckage, so recovering it is fundamen-
tal to the investigation. The recovery will 

be difficult because of the depth and no 
timeline was set.

Meanwhile, a repatriation ceremony 
and memorial service paid tribute to the 
crew, which was assigned to HMCS Fred-
ericton and was taking part in a NATO 
exercise. The aircraft was returning to 
the ship and was being monitored by the 
recovery crew when it suddenly crashed 
into the sea in full view of the personnel 
waiting for it.

The crew members were: Capt. Bren-
den Ian MacDonald, pilot, originally 
from New Glasgow, Nova Scotia; Capt. 

Kevin Hagen, pilot, originally from  
Nanaimo, British Columbia; Capt. Max-
ime Miron-Morin, air combat systems offi-
cer, originally from Trois-Rivières, Quebec; 
Sub-Lt. Matthew Pyke, naval weapons  
officer, originally from Truro, Nova Scotia; 
Master Cpl. Matthew Cousins, airborne 
electronic sensor operator, originally from 
Guelph, Ontario; Sub-Lt. Abbigail Cow-
brough, a marine systems engineering  
officer, originally from Toronto. ■

> the recovery vessel edt Hercules was retained 
to try to raise the wreck of an RcAF cyclone 
helicopter.

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

CERTIFIED
LYCOMING & CONTINENTAL

PISTON ENGINES & ACCESSORIES

WWW.PROAEROAV.COM WWW.PROGRESSIVEAIR .COM

GLOBAL DISTRIBUTOR OF 
CERTIFIED PISTON ENGINES & PARTS

REPAIR • OVERHAUL • NDT
COMPONENT PAINTING • AIRCRAFT SERVICE
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Laser Arrests Made
Police target dangerous BeHaviour

Police helicopter crews are 
turning the tables on laser 

attacks and their tactics are work-
ing. In May, York Police in Toronto 
arrested two suspects in two separate 
laser attacks on one of its helicopters.

Winnipeg police have set up a unit to 
track down laser-happy pranksters and 
there have been arrests there, too.

Of course, police helicopters are partic-
ularly vulnerable to laser attacks because 
of their typical flight profile, which is also 
guaranteed to annoy people late at night 

when most of those attacks occur.
But they’re also uniquely able to iden-

tify suspects and direct searches for them, 
as those apprehended found out the hard 
way. They face hefty fines and possible jail 
time under provisions of the Aeronautics 
Act and Canadian Aviation Regulations. 
They could also face criminal charges.

The threat, particularly to low-flying 
aircraft, is serious.

“Health Canada warns that a split-
second look into a laser pointer can result 
in a condition called flash blindness,” 

York Police said in a news release. “This 
is similar to the effect you get during 
flash photography, where the image of 
the flash remains in your eyes for a few 
seconds, then fades away. However, for 
a pilot in control of an aircraft flying over 
populated areas, the consequences can be 
very serious.

“Those who aim these pointers at air-
craft are putting lives in danger, not only 
in the aircraft but on the ground, as there 
is a significant potential for harm to the 
pilot as well as the prospect of a crash.”■

>

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

Lycoming
• O-235-L2C • O-320-A, E, D or H
• IO-360-C1E6 • LIO-360-C1E6
• O-540-A, B or E • IO-540-K
• TIO-540-A or J, LTIO-540-J
• VO-435-A

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

engines avaiLabLe for 
saLe or exchange

caLL us for great  
rates on your magneto 
500 hour or overhauL 

needs
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takeoff light system only. Immediately 
after rollout I was met by scary officials 
and had to plead my predicament. After 
a phone call to the island school I was 
allowed to take off an hour later when 
cloud cleared.

I had a great story to tell fellow students.

Robert M. Bradley

Flight exPeRieNce
The May/June issue of Canadian Aviator 
was another exceptional illustration of 
your commitment to the aviation inter-
ests of our fabulous nation. During this 
time of self-preservation through social 
distancing and self-isolation due to CO-
VID-19, I wish I was receiving Canadian 
Aviator much more often.

While scanning the photos in the Spi-
dertracks flight-tracking article my eye 
caught the panel of C-FVFM. I opened 
my first pilot’s log and, sure enough, 
there was CF-VFM. Fifty years ago, in 
1970, VFM was a relatively new PA-28 
in the stable of Cherokees used for flight 
training by Skyway Air Services in Lang-
ley, British Columbia. 

At the time I was a 19-year-old ex-
Manitoban training on a shoestring. I 
flew VFM for solo air work on Aug. 12, 
1970 and again on Aug. 30 when Harry 
Warman conducted my pre-flight test ex-
amination. 

Ten days later, with 35 hours and 12 
minutes in my logbook, CFI Ed Batchelor 
stamped my book and signed me off as a 
newly minted private pilot. I recall that 
my complete training cost $600, which 
was also tax deductible at the time.

In 1971 I returned to Manitoba to com-
plete my academic education. I still fly.

Dale I. Dobson

Ed. note: The aircraft you flew in Langley is 
now owned by Canadian Aviator Publisher 
Steve Drinkwater and is based at Sechelt, B.C.

sad PassiNgs
I just finished Jack Schofield’s book with 
the fine and detailed history of Daryl 
Smith and PCA (Jan.-Feb. 2020). Nice 
work. Then came out of my cave to vis-
it the post box where I found my latest 
copy of Canadian Aviator with the news of  
Daryl’s passing. What a shock.

I too have had several former students, 
flying associates and mentors (read tor-
mentors) who have recently passed. One 
of my finest memories is of an instructor 
who gave me my night, instrument and 
multi ratings, and prepped me for ATPL 
exams, who I flew with on everything 
from PA-23s, Turbo Commanders, Twin 
Comanches, Caravans and LR-31s. He 
had a stroke and we were able to talk a 
few weeks later, before he died. His boss/
mentor, who was cofounder of a large cof-
fee and donut chain, was almost in tears 
at the funeral. Sadder still was the boss’s 
passing 18 months later. At least we have 
the warm memories in our minds. Sorry 
for the loss of your friend. We know the 
feeling all too well. 

Doug Cuss

No Nazis
I am an ongoing subscriber to Canadian 
Aviator and always enjoy reading your 
magazine. I must admit I was late read-
ing the November/December 2019 issue. 

One of the interesting articles in that issue 
is titled Atlantic Crossing and describes 
the first east-to-west crossing of the  
Atlantic by an airplane. 

The third paragraph in the article de-
scribes the Junkers W 33 and the owner 
of the particular aircraft used in the epic 
flight. The author, Gary Hebbard, wrote 
in part, “…the flight was undertaken 
with confidence but under the shadow of 
a then-disapproving Nazi government.” 
Later in the article the year of this flight 
is stated as 1928. 

The Nazi party, one of the evilest orga-
nizations that ever existed, if not the most 
evil, did not come to power in Germany 
until 1933. When reading Mr. Hebbard’s 
otherwise informative article I was struck 
by this discrepancy. 

Graham Payne

doWNsVieW memoRy
Your recent picture of Downsview airport 
(Jan-Feb 2020) brought back memories. In 
the early 1960s I was a student pilot out of 
Toronto Island airport at a school run by 
the Wong brothers. The weather turned 
bad with complete cloud cover over is-
land airport with zero visibility. I had 
to turn around and was forced to land 
at Downsview, which at that time was a 
military base. I had no radio as the island 
airport was controlled by a landing and 
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product reViews by Russ Niles

geaR & gadgets

Super Cart
Getting from A to B in an airplane is the easy 
part of most trips. Getting your gear from 
the plane to the car-rental booth or terminal 
can be a multi-trip chore, but a truly light-
weight, collapsible hand cart that can pack 
up to 400 pounds is available. The Super 
Cart Model 700 from Flight Outfitters fea-
tures a large load tray and is five feet tall 
but folds up to the size of a carry-on bag. It 
weighs 16 pounds. About $220. 
more at flightoutfitters.com

Garmin Autoland Certified
Garmin’s Autoland system, one of the most talked-about avionics innovations in recent 
memory, has been certified in Piper’s flagship M600/SLS. The system is integrated into the 
HALO safety system that is standard on the big single and began shipping in May. Auto-
land automatically finds a suitable airport and then flies the plane through a full instru-
ment approach and landing without pilot input in case of emergency. more at garmin.com

Six-Place Bearhawk
Bearhawk Aircraft has introduced a new six-place kitplane and it flew for the first time in 
May. The Bearhawk 5 has a 300-horsepower Lycoming IO-580 engine and is expected to have 
a payload of about 1,500 pounds. The aircraft is a wider and longer adaptation of the original 
four-place Bearhawk. The extra room in the back of the airplane can accommodate the extra 
seats or more cargo. The aircraft is in early development and no timeline for delivering kits 
has been set. more at bearhawkaircraft.com

Remote Communications
Maintain connectivity in the cockpit through the use of a Zoleo satellite communicator 
device. Using the Iridium constellation, the device allows you to send and receive text 
messages anywhere on Earth when beyond cellular range through the use of a free 
smartphone app. There is a ‘Check-in’ button as well as a dedicated ‘SOS’ button on the 
GPS-equipped, 5.3-oz device itself. Zoleo features a rechargeable battery good for 200+ 
hours. MSRP is C$269 with monthly plans ranging from C$25 to C$70, depending on 
the volume of messaging desired. SOS monitoring is by GEOS.  more at zoleo.com/en-ca



1 2  Canadian aviator +  J u ly / a u g  2 0 2 0

Right Seat always learning with MiReille GoyeR

il
lu

s
tr

at
io

n
: k

at
h

 b
o

a
k

e



Resilience
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Bringing Forth an old Skill

n July 11, 1949, a SCAN 30 
was approaching to land on 
the Seine River near Paris. The 
Société de Construction Aéro-

Navale (SCAN) built the prototype, a li-
censed version of the Grumman Widgeon. 

For this test flight, Paul Mingam, 
SCAN’s test pilot, was at the controls. 
Riding along were the CEO of SCAN and 
Jacqueline Auriol, the daughter-in-law of 
France’s president at the time.

The seaplane landed hard, dug into the 
water and flipped over. All onboard sur-
vived but Auriol suffered life-changing 
injuries. She has several skull and face 
fractures and was disfigured. It would 
take thirty-three surgeries over several 
years to rebuild her face. 

Through it all, this young mother and 
newly minted private pilot never lost sight 
of her passion for flying. “I discovered 
a world where, no matter what your 
name, the only things that count are 
merit, skill and courage,” she said. She 
would eventually become the world’s 
first woman to earn a test pilot licence, 
the world’s first woman to fly at twice 
the speed of sound, and a four-time recipi-
ent of the Harmon Trophy among many 
other aviation accomplishments.

Resilience is the remarkable ability of 
humans to adapt when faced with adver-
sity. Resilience is not the absence of stress 
or trauma; in fact, it requires stress or 
trauma. Resilient people not only survive 
and bounce back after a setback, they 
come back stronger and wiser. Resilience 
is a learned ability, one that anyone can 
acquire and develop and one that pilots 
require to have a chance at a long career. 

COVID-19 grounded more than half of 
the world’s pilot population almost in-
stantly. As I write this, nobody can predict 
when and to what extent the aviation in-
dustry can begin to rebuild and recover. 
Now is the time to draw on and further 
develop our resilience. 

COVID-19 did not initiate the need for 
pilots to develop resilience; pilots have al-
ways been subject to short- and long-term 

setbacks. In fact, pilot training routinely 
weeds out individuals who are not able 
to develop sufficient levels of resilience 
to overcome the negative and disruptive 
impact of routine flight cancellations due 
to weather or mechanical issues, unreli-
able instructors, personal work, familial 
or health issues, and more. 

When children learning to walk take 
their first fall, they generally lay on the 
ground and cry until a caregiver picks 
them up, cuddles them and repositions 
them for success. When they fall again, 
they pick themselves up and carry on 
until they succeed. Past negative experi-
ences leading to positive outcomes are 
one way we learn to become resilient. 

Every cancelled flight is an opportu-
nity for pilots to develop resilience. The 
more upsetting the no-go situation, the 

greater the opportunity to learn and be-
come more resilient. However, it requires 
taking the time to assess how the initial 
setback eventually ended up with a rec-
ognizable positive outcome. 

Supportive instructors and caring men-
tors can assist with the resilience-building 
process using open-ended questions to 
help identify the positive outcome and, 
perhaps more importantly, what steps 
turned a negative experience into a posi-
tive one. Such insights improve self-con-
fidence and positivity. Telling people that 
they can ‘do anything’ is not as powerful 
as helping them recognize that they al-
ready have. Sharing relatable ‘turning-
lemons-into-lemonade’ life stories is also 
a great way to build herd resilience. 

Canadians pilots have an edge when 
it comes to resilience. Many of us cannot 
fly for four to six months in a row in the  
winter. We already know, personally 
and collectively, that not flying for a few 

O
months does not signal the end of our 
flying career. We have learned that it will 
turn out all right after a pause. 

However, dealing with COVID-19 
grounding is different. The virus has in-
fused our industry with widespread and 
long-term calamity. It did not just put in 
doubt our ability to ensure our very exis-
tence, physically and financially; it chal-
lenged our ability to fly.

Resilience takes its roots into acceptance 
of the reality. As I write this, a large portion 
of our industry is still in denial. The sad 
reality is that there is widespread damage. 
More than half of the world’s professional 
pilot population has an uncertain career 
outlook; aircraft are in lockdown at all four 
corners of the globe.

Now is not the time to distract ourselves 
away by pretending that nothing has 

changed, or busying ourselves to return 
things to yesterday’s normal when the 
ground is still shaking. 

Yesterday’s normal was built. We 
need to get ready to build tomorrow’s 
normal from a near empty plate. Rely-
ing on a century of collective experi-

ence and our will to overcome and strive, 
we can build a better and more fitting  
version of aviation. That is resilience and 
it begins with finding a purpose.

So, instead of frantically taking courses 
and listening to a multitude of webinars 
to learn skills that might become useless 
or get rusty before we can use them, now 
is the time for anyone who cares about 
the future of aviation to engage with oth-
er likeminded individuals and dream up 
a better industry. This collective process 
will help each one of us reimagine our 
own personal path and find a new and 
more rewarding place in aviation. 

“In the case of pilots, it is a little touch 
of madness that drives us to go beyond 
all known bounds. Any search into the 
unknown is an incomparable exploitation 
of oneself,” said Jacqueline Auriol. 

Let us leverage our resilience and pilot 
traits to emerge from the COVID-19 chaos 
better and wiser. 

“The viRuS haS infuSed ouR 

induSTRy wiTh wideSpRead 

and lonG-TeRM calaMiTy.”



Malaria
An Ounce Of PreventiOn…

1 4  canadian aviator +  J u ly / a u g  2 0 2 0

he 49-year-old commer-
cial pilot attended the Civil 
Aviation Medical Examiner 
(CAME) for his annual med-

ical. He said he had most recently been 
employed flying cargo flights around 
Nigeria in Africa. He next mentioned 
that he had been bothered with a fever 
and headache for the last few days. The  
doctor then enquired when he had left 
Nigeria and was told 10 days ago. 

At this point, the doctor suspected 
that he was more probably being con-
sulted for diagnosis rather than admin-
istration reasons. If that were indeed 
true, then the pilot shouldn’t have been 
disappointed when the doctor put down 
his pen and informed the pilot that he 
wouldn’t be proceeding with the Avia-
tion Medical. 

The doctor next asked if the pilot had 
up-to-date medical coverage in the prov-
ince. He was happy to hear that he did 

T

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

have current coverage. The doctor then 
picked up the phone and phoned his 
Infectious Disease friend and colleague 
and made an appointment with the spe-
cialist for the next day. 

The doctor then asked the pilot if he 
had been taking malaria prophylaxis 
(preventative medication) and was not 
surprised to hear the answer was no. 
he hadn’t. The doctor didn’t ask “Why 
not?” because he was familiar with 
many Westerners’ misplaced rationale 
and justifications, such as personal in-
vincibility, the use of insecticide laden 
mosquito netting over the bed, the use of 
insect repellant, the wearing of long shirt 
and pants at dusk and a mistrust of the 
medications used for prophylaxis. These  
reasons were as ill-informed as those of 
the anti-vaccinators. Whatever his ra-
tionale for avoiding prophylaxis, it only 
takes one bite from a parasite-laden  
mosquito to transmit the infection. 

The doctor informed the pilot that he 
was very suspicious that his fever and 
headache were due to malaria and he 
strongly suggested that the pilot follow 
through with the appointment he had 
made with his Infectious Disease col-
league the next day. 

As indicated, malaria is caused by a 
bite from the Anopheles mosquito that 
has been infected with a parasite called 
Plasmodium, which is then introduced 
into a human host. The infection spreads 
through the blood to infect the liver 
where it reproduces and then infects the 
host’s red blood cells. 

Across the world there are over 200 
million cases of malaria recorded annu-
ally which causes over 400,000 deaths  
annually, and the incidence seems to be 
on the increase. There is currently no K
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Ex-pat pilots in tropical areas need to be wary  
of malaria.
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commercial vaccine that has enjoyed 
widespread use, but efforts are ongoing. 
The disease is endemic to tropical regions 
around the world, but over 90 percent of 
the world’s cases occur in Africa. 

Malaria used to exist in 
temperate climates and, at 
one time, was transmitted 
in Ontario. Many workers 
building the Rideau Canal, 
for example, suffered from 
‘ague’, which was a form of 
malaria spread by the Anoph-
eles mosquito which lived in 
Ontario at the time. This form 
of malaria was milder than 
many cases in Africa and was 
seldom fatal. 

So, the day after the pilot’s aborted 
Aviation Medical Exam, he attended 
the Infectious Disease specialist who 
also suspected his condition was due to  

malaria. To confirm this, he took a small 
sample of blood and proceeded to make 
a smear of blood and examine it under 
his microscope while the pilot waited. 

The red blood cells did contain the  

Plasmodium parasites confirming the 
diagnosis right then and there. The spe-
cialist notified the pilot that he would be 
grounded until further notice (he had no 
immediate plans to be flying anyway). 

He was given a prescription for two anti-
malaria medications to be taken together 
for just three days. He was asked to return 
for a follow-up appointment in 10 days. 

When he returned, the pilot reported 
that he had been completely 
symptom-free for over a 
week and was feeling great. 
He was cleared from any 
further follow-up and could 
return to flying as soon as he 
passed his Aviation Medical 
Exam. He had already made 
a reappointment with the 
CAME. He had no further 
difficulties passing his com-
mercial licensing examina-

tion. When he told the doctor he was 
planning on returning to Nigeria to 
complete his contract, he promised to 
use malaria prophylaxis for the rest of 
his time in Africa. 

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

“tHe doCtor inFormed tHe Pilot 

tHat He waS very SuSPiCiouS tHat 

HiS Fever and HeadaCHe were  

due to malaria...”
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On the Step float flying With keith Saulnier

A National Treasure
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Soft LineS of CLear Moving Water

 like to push the lawn mower 
around. Even though I have 
three able-bodied kids who 
don’t mind exchanging some 

yard work for a bit of pocket money, I 
have always liked to look back and see 
what I had accomplished. The smell of 
the freshly cut grass, the drone of the en-
gine, the uniform lines and the feeling of 
a job well done are the same feelings I get 
around airplanes. It’s funny how every-
day life almost always gets me thinking 
about bush flying.

Each season has its own smell; June, 
July and August are the growing seasons 
for farms across Canada. I love the smell 
of hay, flowers and growing crops. The 
bush is no different as the spruce and 
pine trees add their northern fresh bou-
quet to the air that scent manufacturers 
around the world have poorly tried to 
mimic. Due to the fact that our window 
of warmth is a narrow one when com-
pared to our southern neighbours, the 

I
northern bush explodes with life trying to 
take advantage of this time of plenty. The 
spring melt and rains that had caused riv-
ers and streams to stretch their banks and 
surge down on their paths to the sea have 
calmed. These once-turbid waters have 
begun to clear and lower. This is both a 
blessing and curse.

High-water rivers that I have encoun-
tered, such as the Missouri River, can 
become so muddled that it feels like 
you are landing on chocolate milk. Even 
when taxiing along, it is nearly impos-
sible to tell how deep the water is. At 
times like this it is best to refer to the 
detailed landing areas and water charts 
that clearly denote safe operating areas. 
The same cannot be said for rivers in the 
wilds of Quebec. There, one must rely on 
strict overflights using visual clues, such 
as current breaks denoting submerged 
rocks, as well as local knowledge to 
safely get on and off the water. However, 
when the rains lessen and the river wa-

ters slow, the amount of sediment being 
washed into the river diminishes.

This new-found water clarity truly 
helps with visual inspections. In those 
same Quebec rivers, we can clearly see 
the contours and structure of the river 
bottom in many places. In some places 
the water runs so clear that it becomes 
difficult to determine water depth. When 
I worked these northern waters helping 
fishermen chase world-class Arctic char, 
speckled trout and ouananiche (land-
locked Atlantic salmon) and, later in the 
year, staging and pre-scouting traditional 
caribou hunting territories, I had a devil 
of a time figuring out safe spots to land. 

These rivers tended to have two dis-
tinct parts: slower moving sections with 
deep, long pools and sandy banks and 
shallow faster moving water filled with 
well-rounded river rocks breaking the 

Canada’s rivers offer thousands of kilometres of 
opportunities.
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surface. The slow sections had ample 
room to take off and land as well as ex-
cellent beaching areas and enough width 
to turn safely. I loved getting in and out 
of these spots; nothing to it. Where it be-
comes somewhat tricky is where the wa-
ter runs shallower, the pools are shorter 
in length and boulders come into play. 
I always like to have detailed conversa-
tions with folks who have been there be-
fore and pore over the most recent maps 
to get a clear picture of potential landing 
areas. The thing is, it all depends on wa-
ter depth on the day of the flight. Three 
or four days of rain can really change the 
complexion of the river; a spot that was 
inaccessible earlier in the week may be 
fine now. I have circled around time and 
time again until I had a clear understand-
ing about the safety of a particular stretch 
of river. I conduct high- and low-level in-
spections looking for anything that may 
say to me, “Keep moving, Keith and find 
a new stretch of river. It’s not safe here.” 
You should speak to your co-pilot or crew 
about what you are doing so they under-
stand that you are being precautionary 
and are not just joyriding. I once forgot 
to explain myself and had my wide-eyed 
guests comment with “We are not really 
going to try to land here, are we?” This is 
yet but another example of me learning 
the value of effective communication.

These areas of river are often narrower, 
and getting a DHC-2 Beaver to turn into 
the direction of current is always a chal-
lenge. If the safe landing zone is down-
stream or upstream of where you intend 

to beach, take an extra lap or two in the 
sky to fully understand how you are go-
ing to get to your final destination once 
you are down and on the water. Com-
pounding the technicality of this work is 
the fact that clear water can hide its depth 
even when we are on its surface. Clear 
water is wonderful, but it can surprise 
you as well. I have more than once been 
unhappily taxiing along thinking, “Wow, 
we are getting pretty shallow here, Keith” 
only to find that when I hopped out to 
beach, my hip waders immediately filled 
with icy cold water. Cold wet pants for 

the long ride home is a small price to pay 
for a watertight seaplane.

Looking back on the time I spent in 
Canada’s rugged northeast fills my mind 
with images of soft lines of clear, mov-
ing water carving their way through the 
woods, the smells of the pine forest, the 
wonderful people who I met along the 
way and of a job well done. I like to think 
of our vast Canadian river systems as the 
national treasure that they are and that, 
with a little groundwork and some pa-
tient flying, anyone can get out there and 
enjoy them. 

NO Ribstiching, NO Tapes, NO Rivets, Fewer Coats
STC’d for all certified aircraft

Flying since 1964 with thousands of examples,  
Hipec has unmatched durability against the elements, saves 100 hrs  
to cover/paint an aircraft. Thousands of colours, much lighter than 

other systems at substantial cost savings. 

 info@hipecaircraftcoatings.com | 587.415.1980 
www.hipecaircraftcoatings.com

HIPEC AIRCRAFT COATINGS
“High Performance Aircraft Coatings”
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Sam’s Journey a Pilot’s life With Samuel daigle

Tough Times
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But IsolatIon Can BrIng us Closer together

ave you ever just thought 
that you had it all figured 
out and then suddenly ev-
erything changes? Recently 

this has been the reality for thousands 
of pilots around the globe, including me. 
During the first week of March I was fly-
ing back from San Francisco to Montreal 
and the crew and I were discussing the 
fact that there were so few passengers on 
board our Boing 767 flight. COVID-19 
was really starting to cause people to 
stop flying at this point. Little did I know 

that the San Francisco to Montreal flight 
would be my last flight for a long time. 

As you may already know, I joined 
the regionals right at the start of a big 
hiring wave over four years ago, which 
allowed me to progress quickly within 
the company. 2019 was the best year in 
my aviation career so far because I was 
really comfortable in my captain posi-
tion flying the Bombardier Q400, I knew 
the routes inside and out and I knew all 
the ramp personnel at every outstation, 
which really gave me a sense of be-

longing. Because of all this, I struggled 
very much last year when making the 
big decision of leaving the regionals to 
join the mainline, as I would lose all 
my seniority, my accumulated weeks of 
vacation and my overall power to bid 
decent schedules because of the phe-
nomenal seniority I had for my age. The 
airlines were still expanding every day 
with plans of hiring many pilots over 
the next few years, which is why I came 
to the conclusion that if I was to make 
the switch, it had to be now. I jumped in 

H
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with both feet in late 2019 only to hit a 
wall soon after.

Because of the pandemic, airlines are 
forced to lay off staff, diversify into flying 
more cargo and reduce the fleet size to cut 
costs. The 767s are currently being retired 
so I will have spent most of 
the winter training to get my 
type rating to unfortunately 
fly the 767 only a few times. 
Companies have announced 
thye plan to fly at reduced ca-
pacity for the next few years 
before they can grow back 
into the companies they were 
before. This will cause a big 
surplus of low seniority air-
line pilots like me who may not be work-
ing, potentially, for years. This pandemic 
we are living in will cause huge repercus-
sions in the aviation industry. Pilot short-
age will be a thing of the past for the next 
while but, who knows, things could pick 

up faster than we think, fingers crossed.
I’ve been staying positive and just en-

joying the little things. I recently spent 
a lot of time with my parents and sis-
ter as we all isolated together under the 
same roof in Montreal. We had a little 

routine going, but the best part of the 
day was our lengthy evening conversa-
tions. Reminiscing about the past, talk-
ing about our future projects and simply 
enjoying our time together. Moments 
like these would not have been possible 

otherwise as my sister and I both have 
busy lives. This gave us a chance to all 
be together as a family for many weeks, 
which was truly priceless. I know things 
will eventually get back to normal but 
I’m a firm believer that things do in fact 

happen for a reason. There 
are many life lessons to be 
learned by everyone, and 
hopefully some good will 
come out of this. For me, 
it’s been a good reminder 
to really enjoy the present 
and not take anything for 
granted, as it can all easily be 
taken away.

When this all ends, will 
people still remember lessons learned 
during this pandemic? I hope everyone 
retains something from this situation and 
better themselves in some way, maybe in 
turn making this Earth a better place. 

We’re all in this together, stay safe. 

“ThiS will cauSe a big SurpluS 

of low SenioriTy airline piloTS 

like me who may noT be working, 

poTenTially, for yearS.”

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



n 1938 Jack Hebbard was a 
22-year-old aviation enthusiast 
in St. John’s, Newfoundland 
with a keen interest in any-

thing with wings. When just 11 years of age, 
the young boy had witnessed the overflight 
of St. John’s by Charles Lindbergh when 
the ‘Lone Eagle’ made his historic, non-stop 
solo Atlantic crossing in 1927. 

Lindbergh overflew the city as a check 
of his navigation before setting out across 
the ocean. That navigation check and pulp 
novel stories of Second World War fighter 
pilots dueling in the air over Europe ig-
nited a life-long love affair with aviation. 

Through an incredible stroke of luck 
years later, Jack had the thrill of meeting 
Lindbergh and his wife Anne. The pair 
had landed their float plane on a St. John’s 
lake in 1933 seeking directions to nearby 
Bay Bulls Big Pond during a survey flight. 
The year before, his passion for aviation 
had been strengthened when he borrowed 
a friend’s motorcycle to journey about 20 
miles see the Dornier Do X, a revolutionary 
flying boat that stopped at the harbour of 
Holyrood for refueling on its epic journey 
between Europe and New York City.

By 1937, now a self-possessed 21-year-
old, Hebbard was fired enough by his 
dreams of flight to organize a few close 
friends with the expressed intent of  

NewfouNdlaNd aNd the SliNgSby t.3 Primary

Gliding into History

be obtained and repairs completed before 
the aircraft could successfully be assem-
bled and flown. It was thus the fall of 1938  
before the little craft finally took to the air.

A self-taught pilot, Hebbard was the 
only club member to successfully fly the 
flimsy craft, although fellow club member 
and lifelong friend Jack Mercer made one 
abortive attempt at aviating, which led to 
a crash landing and serious, but repair-
able, damage. And so, from the fall of 1938 
to mid-1940, when Hebbard, Mercer, other 
club members and many of their contem-
poraries departed for the Second World 
War battlefields, the graceful little aircraft 
made a hundred or more flights from a 
flat piece of ground in the city known lo-
cally as Lester›s Field. At first, a long piece 
of rubber known as a shock cord, basical-
ly a big elastic band stretched by human 
power, was used to launch the plane. This 
method quickly became unpopular with 
club members from repeatedly stretch-
ing the cord, resulting in the decision to 
acquire an old car to tow the craft aloft. A 
dilapidated Studebaker touring car with 
a straight-eight engine and a convertible  
top that was fortified with roofing tar 
eventually became the launch vehicle. 
Soon the Slingsby, pristine in its white 

newfoundland aviation with gary hebbardOn the rock
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obtaining and flying a glider in St. John›s, 
an endeavor which lead to the founding 
of the Newfoundland Aero Club. Offices 
were obtained in a downtown building 
and silver pilots wings were struck for 
each of the club’s founding members.  
Following a period of fund raising which 
included the novel idea of selling adver-
tising space on the large white wings of 
the craft to a local department store, a 
glider was ordered from the manufacturer 
in England.

Studying the information then available 
on suitable candidates for their argosy, the 
Slingsby T.3 Primary glider was deemed to 
be the best choice, with ease of assembly 
and maintenance and an affordable price 
being the deciding factors. Other gliding 
clubs in various countries also found the 
Type 3 to be a proven design that first flew 
in 1926, a German design adapted and 
marketed by Slingsby of England in 1933. 
Of wood, wire and doped varnished fabric 
construction, the craft proved rugged, de-
pendable and easily repairable, making it 
popular with budding flyers.

Agog with anticipation, members of 
the club were shocked when the crated 
aircraft finally arrived by steamer at the 
St. John›s waterfront in May of 1938 with 
damage to the tail section incurred dur-
ing shipping. Replacement parts had to 

I
Flying is deeply rooted in Newfoundland’s history.
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fabric covering, became a common sight 
to thousands of depression-weary citizens 
as it soared silently over the homes and 
businesses of the capital city. Landings 
and takeoffs drew fascinated spectators 
and hordes of youngsters. The Evening 
Telegram, then a leading newspaper in 
the city, even sent a reporter and photog-
rapher to chronicle the maiden flight.

Hebbard’s father, an accomplished 
carpenter, was prevailed upon to build a 
small shed to provide secure storage for 
the plane. With wings removed, the craft 
fit snugly inside the shelter until time 
permitted another flight. Departure for 
the battlefields of the Second World War 
in June of 1940 saw the structure and its 
contents left behind in the certain belief 
by club members that it would still be 

there when the citizen-soldiers returned 
from their great adventure. Little could 
anyone know then that more than five 
weary years would pass before the world 
was again at peace and the young men, 
who had left their homes as adventurous 
boys, would return as seasoned, mature 
war veterans. Nor could they have an-
ticipated that shortly after their departure 
for Europe the Canadian Army would 
move into St. John’s in force, looking for 
adequate space in which to build the nec-
essary infrastructure of war and that the 
wide, smooth expanse of Lester›s field 
would prove ideal.

The exact fate of the Slingsby glider 
after its last flight has never been deter-
mined with any certainty. It is most likely 
that a non-descript shed, filled with an  

incomprehensible assortment of wood, 
wire and fabric, unfamiliar to young sol-
diers charged with building barracks and 
other military structures, was demolished 
and disposed of to make way for overrid-
ing military needs. The glider, likely unrec-
ognized for what it was, probably wound 
up as landfill at the local dump. Attempts 
over the eight decades since to confirm 
or deny this theory have been unsuccess-
ful, but family members of those long-ago 
young daredevils still hold out faint hope 
the mystery can someday be resolved.

Until then, only the few photos seen 
here, a yellowed newspaper clipping 
and a selection of time-worn family sto-
ries remain to mark the first successful 
glider flights in the then-British colony of  
Newfoundland. 

the professIonal pIlot logbook Is  
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Hangar talk witH jack schofieldflying stories

Jiggle is a Funny Word

‘It Happens’

ike most flying stories, the 
people involved are the im-
portant ingredient, and in 
this true event there are two 

people and one airplane; an engineer 
and a pilot and a Cessna 185 on Edo 2960 
floats. Both the engineer and the pilot 
did some stupid things and the plane did 
some scary things. You will be the judge 
of who was the more stupid or scary.

The airplane was a very low time previ-
ously owned airplane sold to the pilot by 
an engineer who had repaired the aircraft 
from a ground loop accident in which the 
prop had struck the ground, bending the 
crankshaft. The engineer had replaced the 
engine with a low time engine of the same 
make and horsepower and had repaired 
the wing and tail feathers damaged in the 
ground loop. He had done this work over 
a period of four years and had obtained 
some help from other engineers on the air-
field over that time. 

L before phoning the engineer who had 
sold him the plane. 

“You probably inhaled some water in 
the gas,” was the engineer’s answer. “It 
happens.” 

The pilot went back to flying and was 
soon virtually wearing the airplane for 
eight flying hours a day when the follow-
ing events took place in the following order.

Flying in storm-force winds there was 
a sudden drop of 600 rpm and green (130 
octane) fuel sprayed from the engine cowl-
ings onto the windshield and down the 
full length of the plane. The pilot couldn’t 
land because of the violent sea conditions 
and had to fly this airborne bomb for six 
minutes back to his base, which provided 
him with protected waters. He did his 
first ever real-life dead-stick landing and a 
boat came out and towed him to the dock. 
His mechanical prowess included how to  

You have to ask yourself, at this point, 
why it took four years. I don’t have 
room here to tell you — take my word 
for it the engineer had what seemed 
like a reasonable explanation, but then 
that engineer was a pilot/engineer and 
it wasn’t clear, at this stage, at which of 
the two skills he excelled.

The pilot had 2,000 total flying hours 
of which the last thousand were on floats. 
He had logged his float time in the bush 
where the closest AME was 300 miles 
away. He bought the airplane from the en-
gineer and flew off to his base in the deep 
bush where he was flying a little charter 
operation serving remote native villages, 
logging camps and sport fishing resorts. 

One day, after about 40 hours of flying 
time on the new plane, he was startled 
when the plane shuddered excessively 
in mid-flight then resumed operating 
normally — everything in the green. He 
checked everything he could think of  

Airplanes have quirks that can be surprising.
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remove the cowlings and he found a bro-
ken fuel injector tube leading to number 
5 cylinder. The engineer was called and 
said, “It happens.” He sent a new tube 
up in one of the local logging company’s 
seaplanes.

The same thing happened a week 
later, only this time the engine stopped 
dead at 900 feet above unlandable wa-
ter while gas sprayed all over hell. It 
looked like a watery grave for our pilot 
until a fluky thing happened. In des-
peration the pilot, descending into cer-
tain disaster, slammed the throttle to 
the firewall in what might be described 
as a child-like fit of temper. The wind-
milling prop blurred for a moment, fol-
lowed by a backfire then more silence. 
This kept happening and, after each 
dreadful silence, power would be re-
stored for a short burst. Desperation 
gave way to hope as the little Cessna 
belched and blurted its way across the 
angry waters toward the safety of the 
little cove. It didn’t make it and the pi-
lot’s second dead-stick landing came off 
better than could have been expected, 
considering the water conditions, and 
that little power boat, having heard the 
racket, came out of the cove and towed 
him in to the dock once more. The Dzus 
fasteners on the cowling gave up with-
out a fight and an interesting malfunc-
tion was revealed: the fuel line, whose 
fitting is threaded onto the back of the 
fuel flowmeter on the instrument panel 
had backed off, as it had not been lock-
wired and had jiggled free. The fuel line 

had separated from the instrument by 
about 3/8 of an inch. When the throttle 
had been slammed open in the pilot’s 
temper-tantrum some of the fuel from 
the fuel pump had jumped that gap into 
the line and the engine would give an 
occasional burst of power. This pilot had 
horseshoes where the sun don’t shine. 
The connection was replaced and lock-
wired as it should have been and the en-
gine ran like a clock.

This pilot got too late smart and de-
cided to fly the beast to town to have 
competent engine people go over it with 
a fine-tooth comb. He nearly made it. On 
the way to the big city the engine failed 
again, and he did his third dead-stick 
onto the calm waters of a coastal inlet. He 
found, on landing, that the engine had 
not quit but had just gone into idle and 
was ticking over at 300 rpm but would 
not take throttle. He ticked along up the 
inlet for an hour before reaching a log-
ging camp where he phoned that now 
infamous engineer who agreed to fly 
up to the camp the next day to get him 
airborne. When those cowlings came off 
again it was revealed that the throttle 
control push-rods had been installed 
without the use of rod-ends and the en-
gine vibration had jiggled the throttle 
bell crank connection so much that the 
hard fitting had cut through the metal 
and the linkage to the pilot’s throttle con-
trol had become totally disconnected, so 
the engine just went into idle.

The engineer jury-rigged the throttle 
controls so it could be flown to town, but 

another dead-stick occurred immediately 
after takeoff from the camp. The reason for 
the fourth engine failure is, in retrospect, 
very interesting and did reveal at which 
of his trades this engineer excelled. When 
jury-rigging the throttle controls the en-
gineer used a bolt that was too long. He 
warned the pilot not to use the mixture 
control for fear that it would hang up on 
this bolt and not return to the full rich po-
sition. The pilot didn’t plan to use the mix-
ture control until stopping the engine at 
their destination, so he was not concerned. 
Immediately after takeoff the engineer 
reached forward to the panel and pulled 
out the mixture control. This astounded 
the pilot but proved to the engineer that he 
had been right—the mixture controls did 
hang up on the bolt and, yes, it wouldn’t 
go back, so the engine did what engines 
do in full lean position — it stopped. Try 
swapping altitude for airspeed from a 
climb attitude at 100 feet, but ‘Ace Mc-
Cool’ pulled it off again. This particular 
dead-stick landing became locked in the 
pilot’s memory and would wake him up 
in the dead of night for years to come. 

I cannot pry from the pilot any expla-
nation as to why, several months later, he 
was a passenger in this very Cessna 185 
with that engineer at the controls when 
it crashed, cartwheeling into the waters 
of Vancouver harbour and leaving our 
dead-stick hero swimming for it. One 
thing he did tell me was that each time 
he had phoned that engineer and got the 
response, “It happens,” he thinks now 
the first word wasn’t ‘it’. 
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A JApAnese prActice Worth Adopting

Point and Call

ny traveller to Japan will no-
tice that the Japanese have 
different ways of doing 
things. And any such travel-

ler, having spent a bit of time there, will 
recognize that those ways tend to work 
very well. Efficiency, clarity and precision 
are but some hallmarks of efficient and ef-
fective Japanese methods.

What may look behaviourally odd to 
the foreigner, of course, makes total sense 
to the Japanese themselves. Lessons can 
always be learned from observing other 
another culture’s protocols. The Japa-
nese railway system is one place where 
you can observe the idiosyncrasies of the 
Nipponese way, in its acutely controlled 
and orderly glory.

Japanese train conductors and plat-
form attendants are required to employ 
a simple, but assuredly effective, method 
that demonstrably enhances the safety of 
train operations. The method has a name: 
it’s called shisa kanko. The phrase means 

A
‘point and call’. What it requires of practi-
tioners is that they physically point at ob-
jects that identify a task requirement, and 
that they then verbalize the status of, or 
their intended action towards, that object 
triggering the task.

A Japanese train conductor might, for 
instance, accelerate their train to a de-
sired speed and then, upon attaining that 
speed, point to their train’s speedometer 
and call out the speed they’ve reached. 
Their ‘point and call’ thus acts as a con-
firmation of them having completed the 
task successfully. It’s a form of occupa-
tional safety that better engages the prac-
titioner in what they’re doing. It arouses 
the brain, improves situational awareness 
and sharpens precision. And, by all ac-
counts and studies, it works.

Studies of this technique have shown 
that human error rates can drop by as 
much as 85 percent when it’s applied in 
the workplace. By ‘pointing and calling’, 
you’re creating a stimulus-response pact. 

When an action (or status assessment) 
is required, you acknowledge it by the 
‘point’, immediately after which you re-
act to it with the ‘call’. Any required pro-
cedural action firmly follows from there.

‘Point and call’ is a scenario that com-
bines all the senses and forces the brain 
into gear. Your eyes, hands, mouth and 
ears all play a role. Your brain processes 
all these sensory inputs, then confirms 
what these senses are telling it. Thus, 
the task is reinforced physically and au-
dibly, thereby ensuring that everything 
is completed accurately and as required. 
By forcing yourself to awaken to the data 
provided by your senses, you reduce 
the chances that you might miss a step 
in your important list of things to do to 
safely and thoroughly fulfill your job.

In addition to significantly improving 
error rates, ‘pointing and calling’ has been 
proven to also enhance memory perfor-

Pep Talk airmanship With Graeme PePPler
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Point and call helps to remove ambiguity.
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mance and to increase the speed at which 
accurate decisions are made. So effective 
is the technique that it is considered to be 
one of the principal operational reasons 
as to why the Japanese Shinkansen high-
speed railway system has never suffered 
a fatal accident since its inception in 1964.

That the technique is so productive-
ly employed throughout Japan’s rail 
system is amply proven by its safety 
record. Strangely, very few countries 
have applied the technique in some 
capacity within their own rail systems. 
The reasons for its lack of procedural 
uptake may be put down to cultural 
factors. To many outside Japan it may ap-
pear as an awkward behavioural protocol, 
deemed as unnecessary, excessive or even 
silly. The science, however, speaks to its 
procedural benefits, the resultant safety of 
which should be all that matters.

Does shisa kanko have its place in avia-
tion? No doubt, it appears custom-built 

for cockpit checklist procedures. Certain-
ly, commercial flight crews already use 
it in some capacities or variations. Point-
ing to an altitude selector and calling out  
an altitude instruction received from air 
traffic control is an example where the 
technique may be readily used. In some 

ways too, you see this technique every 
time your flight attendant points to the 
escape doors during the safety briefing 
prior to a commercial flight.

Should ‘point and call’ be adopted into 
your cockpit standard operating proce-
dures? Many a pilot may already apply 
the technique, either fully or partially. It’s 

guesswork as to how many may actually 
do it. The best place to initiate a pilot’s 
use of it probably starts early in their 
training. In any case, it’s a good guess 
that those who use it are much safer for 
employing the behaviour. On the evi-
dence, if you use it, you’ll never miss an 

item on your checklist.
Back in 2014, a Gulfstream IV jet ran 

off a runway in Bedford, Massachu-
setts after its flight crew missed, on 
multiple occasions in their checklist 
items, the removal of their aircraft’s 
gust lock. All seven on board were 
killed in the ensuing crash. While the 

behavioural sloppiness that led to this acci-
dent went well beyond the simple adapta-
tion of a ‘point and call’ technique, it is nev-
ertheless food for thought that sloppiness 
does not belong in any cockpit. And any 
technique to reduce its insidious presence 
is a technique well worth its behavioural 
investment. 

“...if you use iT, you’ll 

never miss an iTem on 

your checklisT.”
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How we’ve AdApted to tHe New NormAl

Air Traffic Control

es, this is another one of those 
articles someone has writ-
ten regarding the effects of 
COVID-19. This is not one of 

fearmongering, but one, I hope, with a 
stronger message of preparedness, flex-
ibility and perseverance.

I’ve been in love with flying for as long 
as I can remember. In high school, instead 
of using my hard-saved money from my 
part-time job to buy a car that would 
later be remembered as an amazing set of 
wheels despite how terrible it really was, 
I earned my private pilot licence. I didn’t 
choose to fly for a living as the market was 
very different 30 years ago and I have nev-
er been one to like living out of a suitcase, 
other than the odd vacation.

Instead, I took to the skies in a differ-
ent way. Essentially right out of high 
school I was accepted for training to be 
an air traffic controller. Long odds, back 
then, but I made it through. I’ve watched 

ATC viewpoinT wiTh Michael OxnerVectors
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what I consider to be an amazing evolu-
tion over the last three decades in terms of 
technology and procedures, both for the 
aircraft I oversee in my airspace and in the 
behind-the-scenes movement of air traffic 
throughout my home region and across 
the country.

I have been fortunate to be involved in 
many projects in Moncton Area Control 
Centre’s building and airspace relating to 
the deployment of various platforms of 
technology Nav Canada has invested in 
to better and more efficiently coordinate 
flight and safety data, as well as an on-
going airspace modernization project in 
my region. Updating all of this has ben-
efits for ATC in an operational sense but, 
in each case, we have seen the savings of 
track miles for our customers through the 
work we’ve been doing.

All of this was ongoing at a time when 
the aviation sector was growing and de-
manding improvements.

The COVID-19 virus changed a lot. As far 
as I can tell, it has impacted virtually every-
one in at least some way, with some much 
more egregiously affected than others.

As I watch the effects of this virus on 
the aviation industry around me, I also 
see the effects in our operation in the ACC.

Nav Canada has taken this situation very 
seriously. After all, can you imagine the 
impacts of a full-out closure of a large ATC 
unit? While flying is strongly curtailed in al-
most every sector, there is still a need for fly-
ing, such as transporting cargo and supplies 
and medevac flights, even if no humans 
needed to travel by air otherwise. Let’s not 
forget the massive, all-hands-on-deck ef-
forts made in March to bring about a million 
Canadian citizens home, many by air.

In order to make sure the country’s air 
navigation system continued to operate, 
some striking changes were put in place. 

Air traffic control has adapted to COVID-19.
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CATCA, the union that represents air 
traffic controllers, as well as other bar-
gaining agents that represent the other 
essential, skilled people that keep air-
craft moving, worked in close coopera-
tion with Nav Canada to establish some 
protocols for how to help prevent the 
spread of the virus, reduce its effects on 
staff should someone become infected, 
and still maintain the 24/7 operation in 
a safe manner.

Scheduling practices changed, all in 
the name of attempting to put some dis-
tance between workers, where possible. 
In some ATC units, this went so far as to 
split up normal working groups to isolate 
them from each other to a great extent, es-
sentially making separate ‘crews’.

Sterilization of work areas on a regu-
lar basis also helped with the fact that 
people have to share certain spaces. In 
my own unit, for example, a sector, or 

a subdivision of airspace, is typically 
worked from a certain workstation 
while controllers rotate through it for 
meal and relief breaks. As this situation 
unfolded, it was decided that a control-
ler would use a particular workstation 
throughout his or her shift, such that no-
body else would sit at that workstation 
until it was sterilized.

Social distancing was also implement-
ed within the units early on. As a fairly 
tight-knit group, the loss of socializa-
tion can become stressful. The demands 
of our jobs, combined with the esoteric 
nature of what we do, sometimes makes 
it difficult for others to understand and 
relate to our issues and feelings. Some-
times our peers are our only real outlet, 
since they share an understanding that is 
difficult to discuss with others. To have 
the peers suddenly more distant is an im-
portant consideration to mental health.

That said, the changes that were imple-
mented were entirely understandable, 
and I think quite appropriate. I was very 
pleased to see the changes in my work-
place and how everything was handled 
from a ‘get ahead of this’ point of view. 
Keeping costs under control was obvi-
ously important as well, and everyone 
worked together to make it all happen.

Management and the unions cooper-
ated in a way I haven’t seen, and people 
were extremely understanding and flex-
ible with the changes that were adopted. 
All the changes came together pretty 
quickly with that cooperation that was so 
badly needed. And this is what air traffic 
control is about: Adapting and continuing 
to get things done. 

This article is an expression of the views of 
the author and do not necessarily represent the 
views of Nav Canada. 
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A New Kind of Attitude
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One Small Step, One Giant leap

he other day, as the world 
was fully engaged with the
COVID-19 virus, our attitude 
indicator died. It happened 

one beautiful, sunny morning. Nearing 
our destination, the little airplane and 
its imaginary world took one last gasp, 
slowly toppled, then called it quits.  
Kaput — finished — done. Perhaps a lack 
of social distancing got to it. Even with 
an alternate vacuum source at the ready, 
the rigours of nearly 1,100 hours of duti-
ful gyroscopic rigidity finally took their 
toll. It was only 18 years old.

There were warning signs. In recent 
months the gyro had become less and less 
enthused with its primary function, name-
ly, erecting in a timely fashion following 
engine start. It wasn’t handling precession 

T
well either, listing slightly to port, even 
in straight-and-level flight. Then there 
were the intermittent high pitch grinding 
sounds, occasionally audible over cockpit 
ambient noise levels. One day, during taxi-
out, it even conducted a series of leaps and 
dives, worthy of a Sea World show, before 
finally regaining its composure. 

A confession is in order: I will miss my 
little airplane and its accompanying gy-
roscopic world, as I am inclined to devel-
op emotional attachments to machines. 
When something on our beloved Cessna 
or even our lawn tractor breaks, I feel its 
pain. On the day the attitude indicator 
failed, I parked the Skylane in our hangar 
and went home to mope. 

 The next week I stopped by to see Brad 
Kingsmith, owner of High River Airmotive. 

Immersed in a fog of self-denial, I opened 
with what I hoped was an innocuous prop-
osition. “Suppose your AI just up and died. 
What would you recommend?” Brad the 
AME saw through me immediately, his re-
sponse swift and unequivocal. “Don’t even 
consider fixing it. Get a Garmin G5.” 

Then, without any warning, my inner 
pilot took over. “Order me one, please.” 
This is what happens when your mouth 
detaches from your brain, and your 
brain in turn from your wallet. In the 
midst of airlines collapsing around us,  
a worldwide pandemic topped off  
with a looming financial crisis, I’d just 
committed to blowing nearly $5,000.

Expert Pilot Fly like a Pro with RichaRd PittEt
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Electronics replace vacuum-driven gyroscopes 
in the G5.
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Rather than admonish me for fiscal 
foolhardiness, support for my decision 
came from far and wide — or at least 
Germany. Our friend Peter, a retired 
Lufthansa captain, recently installed 
a G5 in what is undoubtedly the best-
equipped Beechcraft Sierra in the Eu-
ropean Union. “You will love it,” he as-
sured us, adding, “This will make you 
wish your HSI will die so you can re-
place it as well.” Peter had a good point. 
The G5 has multiple personalities, able 
to serve either as a Horizontal Situation 
Indicator or a Primary Flight Display. 
Install them in pairs and, with the push 
of a button, you have instant attitude 
reference redundancy. 

Despite all this I wasn’t totally con-
vinced. The flight deck at work is all about 
high tech, and I happily fly with the new-
est and the best equipment available to-
day. But where GA aircraft are involved, 
it turns out I’m a bit of a 
traditionalist. Our 2002 
Skylane just missed be-
ing G1000-equipped by 
a couple of years and, to 
be honest, I wasn’t dis-
appointed going semi-
old school. The panel in 
our 182 is a pleasant mix 
of the old and the new, 
with a second genera-
tion IFR GPS married to 
round dials and a Multi-
Function Display.

As I’ve written be-
fore, where airplanes 
are involved, it pays to 
listen to your Little Voice. Even before 
the failure of our attitude gyro, I’d be-
come more and more conscious of the 
risks of flying in IMC with only one 
AI, even with a backup vacuum source. 
These nagging concerns were suddenly 
brought to the forefront when a local pi-
lot died in a crash due to an apparent 
failure of his own attitude gyro during 
an approach in IMC. During the subse-
quent installation of the G5, we decided 
to remove both vacuum pumps since 
they were no longer required (our HSI 
is electrically powered). In addition 
to increasing useful load by nearly 10 
pounds, it helped clean up the engine 
compartment. There was another, less 

obvious benefit. Following their remov-
al, an inspection of the mechanically 
driven pumps revealed that a failure of 
one or both units was imminent.

Compared to its mechanical prede-
cessor, the G5 is more Primary Flight 
Display than an attitude indicator. It’s 
also based on a solid-state AHRS tech-
nology, meaning it has no moving parts. 
Designed to drop into existing 3-1/8” 
instrument cut-outs, the other tenants 
on your panel won’t be forced to relo-
cate to make room for the newcomer. 
With a second, identical unit installed 
as a Horizontal Situation Indicator, 
we’ll benefit from the aforementioned 
redundancy in attitude control. Digital 
reliability and four hours of backup bat-
tery time to boot. There is a downside to 
this. Someday soon instrument techni-
cians — the watchmakers of our indus-
try — will themselves become rare birds 

before disappearing al-
together. That will be a 
sad day. 

Few fields of human 
endeavor embrace ad-
vancements in technol-
ogy like aviation. If you 
think this isn’t so, con-
sider that only 66 years 
separated the Wright 
brothers first flight on 
a windy beach and the 
lunar landing of Apollo 
11 on the moon’s Sea of 
Tranquility. Just as wood 
structures gave way to 
aluminum, aluminum 

is now yielding to carbon fibre. Moore’s 
Law is in turn reshaping the world of GA 
avionics and cockpit displays. 

Which brings me back to our recent 
$4,861.51 investment. The installation is 
complete, the logs signed off and the STC 
in hand. Our G5 sits proudly, front and 
centre, on the panel, looking all modern 
and new in the company of its mildly 
archaic analogue brethren. After only a 
few short hours of flying I’m totally en-
amoured with the bright, colourful dis-
plays and intuitive presentation of data. 
All things considered, it was the perfect 
choice. In the end, it might have been one 
small step for a man, but it was a giant 
leap for my kind! 

“WhERE 
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involvEd, it 
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voicE.”

Win mE!

photo contest
announcement

2020

Canadian aviatOr + 
 Garmin preSent the

  
PHOTO CONTEST

Get natiOnal expOSure 
and win a Garmin virb 

360 aCtiOn Camera

let your photographic creativity  
work for you! Contest closes  

december 31, 2020 with winners 
announced in the may-June, 2021 

issue of Canadian aviator.
 

Send an email to  
photocontest@canadianaviator.com 

for contest rules.

 

 

 

 



Donald Murdock Christie survived numerous perils  
as a Royal Flying Corps pilot in the First World War  
only to be killed by the Spanish Flu in the 1918  
pandemic.
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Tales from the Lakeview Bush Flying With RobeRT S. GRanT

ome First World War sailors, 
soldiers and airmen became 
household names for their 
heroics on oceans, battle-

fields or above mud trenches. In the case 
of Canadian Donald Murdock Christie, 
the undecorated fighter pilot never at-
tained fame and glory and would have 
remained unknown if not for a donated 
dusty wooden trunk in the Glengarry, 
Nor’Wester and Loyalist Museum in 
Williamstown, Ontario, 200 kilome-
tres northeast of Kingston. The leather-
strapped box belonged to the family of a 
farm boy who went to war, survived the 

Quiet Christie
Canadian Wartime Pilot Felled by PandemiC

S
conflict and perished after the Armistice 
through no fault or accident of his own.

Born January 13, 1895 Christie enlisted 
with the 59th Battalion, Canadian Expe-
ditionary Force on January 15, 1916 and 
seven months later transferred to the 
Royal Flying Corp (RFC). Assigned to 
Camp Borden, 120 kilometres north of To-
ronto and several other training schools, 
the new cadet inserted his 73-kilogram 
frame into a 90-hp fabric-covered Cur-
tiss JN-4 (Can), aka ‘Jenny’, assembled 
from white oak and multitudinous heat-
treated steel parts. Far from corn fields 
and cedar fences, Christie encountered 

new and stunning revelations, including 
one pointing out that nothing more than 
a simple laminated piece of wood called 
a propeller kept his delicate ‘mechanical 
contrivance’ clear of the rocks and trees 
passing below his biplane’s wings. 

When Christie entered what news-
papers called a ‘young man’s element’, 
his world changed the instant he settled 
into the Jenny’s wicker seat. Instructors 
reminded cadets that the most danger-
ous place in aviation “…is near ground” 
and relentlessly drilled the principles of 
navigation into every one of them. Since 
engine failures plagued the RFC, cur-
riculum included recognition of suitable 
forced landing places. 

“Stubble fields sometimes looked like a 
bean patch. Always have tailwheel down 
when landing in corn. Sand is bad to land 
in if it is loose,” read Christie’s training 
notes. “Trees, water or stumps are bad. If 
landing in these, try the trees as they are 
much softer.”

Instructors knew their pupils would 
carry weapons and worked diligently to 
inculcate cadets into unfamiliar technical 
terminology such as fulminate mercury 
and trinitrotoluene (TNT), which filled 
their 20-pound Hales bombs. Without 
blowing themselves to pieces, they also 
handled aptly named petrol-packed 
10-pound ‘Carcass’ bombs and other in-
cendiary devices designed to destroy gas-
filled Zeppelin airships.

Future fighter pilots understood the 
need to defend themselves in hostile skies 
and learned to become airborne mechan-
ics and accurate marksmen. Lewis and 
Vickers machine guns on most RFC air-
planes frequently malfunctioned. Broken 
firing pins, bulged cartridges, grit or rust-
clogged gun barrels needed attention 
far above friendly workshops. Pre-flight 
inspecting became critical and, oddly, 
RFC pilots were cautioned never to load 
American-manufactured ammunition. p
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Training completed, Christie travelled 
overseas into an environment where sta-
tistics allotted two- to four-week lifespans 
for fresh recruits. With No. 3 Squadron by 
December 13, 1917 at Worloy-Baillon air-
field in the district of Amiens, France, he 
soon claimed a two-seat enemy aircraft 
while firing from 110-hp Sopwith Camel 
B9163 armed with two .303 Vickers. Dur-
ing a ground attack mission nine days 
later, he himself went down. In spite of 
leg wounds, Christie survived.

By New Year’s Day 1918, Christie ar-
rived at No. 8 General Hospital, south 
of Rouen. Temporarily unable to serve 
‘King and Country’ while the leg healed, 
the former farmer’s son be-
came immensely bored. To 
pass the hours, he began 
writing terse notes in a mili-
tary issue day planner. These 
ink-stained pages eventually 
became part of the display at 
Williamstown. Some early re-
marks described a welcomed 
and time-consuming move to 
‘Blighty’ (England).

“Had breakfast. Was car-
ried out and was placed in 
an ambulance train. Went to 
Le Havre. Went in boat,” he 
wrote. “Embarked at 5 p.m. 
Struck a British destroyer at 
10 p.m. Landed at Southamp-
ton at 8:30. Was placed in hospital train. 
Landed in Waterloo station at 2:30. Came 
to Hampstead Hospital in ambulance.”

Far from home, the young Canadian 
did not enjoy the hospital sojourn. Be-
sides the pain from changed wound 
dressings, he underwent agony when 
hearing of friends killed or missing. Oc-
casionally, air raids shook the hospital. 
Even soothing sponge baths by pretty 
nurses could not lessen the depression 
until January 31, 1918 when he described 
the morning’s mood as ‘chirpy’.

Doctors recommended a two-month 
leave in Canada and, 19 days later, Chris-
tie viewed the lights of St. John’s, New-
foundland. At home in Martintown, 100 
kilometres southeast of Ottawa, he re-
freshed himself with family and social 
visits, keeping away thoughts of flames 
and flak in France. Leave expired, a medi-
cal board declared him healed for travel 

to New York to board the Liverpool-
bound SS Grampian. Days later, Christie 
walked the familiar rain-soaked landing 
grounds expecting to cross the English 
Channel quickly.

Anxious to fly, Christie received an un-
pleasant surprise when a British board 
declared him unsuitable for flight. Per-
sistent, he haunted airfields observing 
fellow pilots and reviewing the arts of 
aerial warfare. In spite of witnessing an 
Avro 504 trainer crash, he remained de-
termined. On August 19, 1918 authorities 
permitted him to carry out his first flight 
in eight months, also in an Avro 504. The 
following day, Christie’s luck changed.

“Took Avro up; engine cut out after 
being up 30 minutes. Came down,” he 
wrote, but quickly returned to the air. 
“Took solo in Sopwith Pup, liked it fine. 
Had scrap with Camel, won out. Feeling 
much more at home.”

Christie’s intensity led to instructor 
positions. When mud rendered airfields 
unusable, he read war news, wrote letters 
to Canada and, inundated by British mo-
res, took frequent teas and munched on 
crumpets. Restless, he requested posting 
to a state-of-the-art fighter called a Mar-
tinsyde. Instructors, however, could not 
be spared. Christie had to stay away from 
the front for another five months. 

The patriotic Canadian could have re-
mained comfortable enjoying officer so-
cial life but he wanted the Martinsydes 
badly. While standing by, he logged 
more experience on Sopwith Scouts and 
two-seat Sopwith Camels until October 

30, 1918 when permission finally came 
to join a fighting squadron. “Awfully 
pleased,” he wrote.

Instead of idly wasting time, Christie 
used a Sopwith Camel to practise ma-
chine gun firing when, without a sputter 
or shake, his engine went “dud”. Trained 
in emergencies, he landed without dam-
age. As the aircraft rolled to a stop, 
ground crew brought news that the Great 
War ended on November 11, 1918. With 
peace declared he could have returned to 
southern Ontario but, instead, continued 
with the Royal Air Force (RAF, changed 
from RFC in 1918). The British Empire 
needed peacetime pilots in its distant do-

minions to dispel rebels and 
rioters.

For weeks, Christie’s notes 
indicated naps, tea times, 
and poker with occasional 
instructional flights. He also 
attended court martials and 
tested Avro 504s. On Novem-
ber 20, the RAF veteran re-
minded himself that one year 
earlier he had stepped upon 
French soil. Within a week, 
another entry voiced disap-
pointment on not seeing his 
name listed for a Martinsyde 
squadron. Then, on Decem-
ber 29, 1918: “Just a year ago 
today I was shot down in Ba-

paume in France.” 
In the new year, orders came for duty 

with a fighting group and then, Christie’s 
meticulous journal abruptly ended. With 
nearly 50 million others worldwide, the 
self-sacrificing 24-year-old succumbed to 
the Spanish flu. The RAF arranged burial 
with a headstone in Hampstead’s cemetery 
and, in Canada, a stone cenotaph near Mar-
tintown carries the inscription: Lt. Donald 
Murdock Christie, February 23, 1919.

Unlike some participants in the Great 
War, Christie’s name never appeared in 
big black newspaper print, nor did de-
scendants receive posthumous Victoria 
Crosses. In a quiet but well-organized 
Ontario museum, only a youthful face 
on fading photo paper beside the image 
of brother Hugh Farquhar Christie, who 
perished October 31, 1917 at Passchen-
daele, reminds visitors of Lt. Donald 
Murdock Christie. 
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Down East atlantic Flying With Don LEDgEr

Trying Times
Numerous Tragedies HiTTiNg Nova scoTiaNs Hard

OVID-19 has forced changes 
on people’s lives and their 
pursuits. Commercial avia-
tion, in particular, has taken 

a beating due to this pandemic as have 
many companies and small businesses. 
But Nova Scotia is also coping with some 
major tragedies, a couple of them directly 
involving our aviation community.

As I write this, the remains of Captain 
Jennifer Casey, a Canadian Armed Forces 
public affairs officer, are being returned 
to her Halifax home for burial. Casey, 35, 
died when the Canadair CT-114 Tutor jet 
aircraft she was a passenger in crashed 
shortly after takeoff from Kamloops air-
port in British Columbia. She and the pilot, 
Capt. Richard MacDougall, ejected from 
the jet at a very low altitude. MacDougall 
was seriously injured but Casey did not 
survive.

In typical Nova Scotia fashion, residents 
shrugged off their other concerns and 
turned out in the thousands, properly so-
cial-distancing, to watch her two-kilome-

C

The motorcade carrying Capt. Jennifer Casey  
punctuated a tough year in the Maritimes.

tre-long funeral procession from Stanfield 
International Airport to her hometown of 
Halifax. The motorcade wound through 
the north end of the city, passing many of 
her favourite places, including her child-
hood home and the radio station where 
she started her broadcasting career. It was 
that radio job that ultimately led her to 
the cockpit of the Tutor on May 17; Casey 
was the chief cheerleader for Operation 
Inspiration, the Snowbirds’ cross-country 
tribute to health care and essential service 
workers.

On April 29, a Sikorsky CH-148 Cy-
clone helicopter based at CFB Shearwater, 
crashed during NATO training exercises 
in the Mediterranean. The Cyclone went 
down into the Ionian Sea off Greece with-
in sight of HMCS Fredericton and other 
ships of the group. All crew members and 
passengers died. 

Two of the six people aboard were from 
Nova Scotia. One body was immediately 
recovered, the partial remains of another 
later. The wreckage of the Cyclone rests on 

the bottom of the Ionian Sea over 3,000 me-
tres below the surface. Recovering such a 
heavy piece of equipment from that depth 
is beyond Canada’s capability, so the Unit-
ed States Navy has been called upon to 
help bring the Cyclone to the surface.

Investigations into both the Cyclone 
crash and the Tutor crash will no doubt 
take a year or more.

The most devastating tragedy to befall 
Nova Scotia in recent memory occurred 
April 18-19, when 22 people were killed 
by a Dartmouth denturist who was 
wearing an RCMP uniform and driving 
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The RCAF CH-148 Cyclone ship-borne helicopter on 
a training exercise at sea.

a car painted and equipped to replicate 
a police cruiser.

Although not directly related, the hor-
rific massacre reached into the aviation 
community; one of the shootings in Wen-
tworth involved a relative of a late pilot 
well known by Nova Scotia aviators. 
Robert (Bob) Hyslop was an RCAF pilot 
who retired to fly Grumman Avengers 
converted for spruce budworm spray-
ing and water-bombing in northern New 
Brunswick. It was during one of those sor-
ties that Hyslop lost his prop and crashed 
into trees near the end of the runway; he 
survived to tell the tale which I recorded 
in one of my columns in the September 
2009 issue. Hyslop lived in the Wentworth 

Valley area of Nova Scotia and kept a 
small homebuilt Cygnet at Debert Air-
port (CCQ3), N.S., just outside of Truro. 
Once retired, he donated a lot of his time 
to helping out during fly-ins and at the 
EAA fly-in in Oshkosh, Sun ‘n Fun and, 
for some years, at Stanley airport (CCW4) 
whipper-snipping grass around hangars 
and taxiways.

Nova Scotians will respectfully face 
the challenges of moving on in the face of 
these tragedies, and our sympathies go out 
to the family and friends of the shooting 
victims. 

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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snowbirds

Capt. Jennifer Casey’s LegaCy
by russ niles

Inspiration       
             For a 
NatIoN
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sk anyone in British Columbia about the Victoria Day 
long weekend and they will advise you to pack every-
thing from snow boots to a bathing suit. The weather is 
so notoriously unpredictable on the three days that kick 
off the unofficial start to the summer that most events 
are planned to be ready for anything.

The slate grey skies and splashes of cold rain that 
the city of Kamloops awoke to on Sunday, May 17 followed a sparkling 
bluebird of a day. The intense blue and puffy clouds on Saturday com-
bined with the spring green of the surrounding hills conspired to per-
fectly frame one of the closing performances of Operation Inspiration, 
a cross-country barnstorming tour by the Canadian Forces Snowbirds 
aimed at brightening the days of pandemic-weary Canadians.

That dreary Sunday, about 150 kilometres to the southeast in the 
Okanagan Valley, tens of thousands of people awaited their chance to 
see the familiar formation of agile red and white CT-114 Tutor jets, but a 
wall of overcast and low ceilings in the narrow valleys that define that 
piece of paradise made it too risky.



Formation flights over Canadian cities marked 
Operation Inspiration. 
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snowbirds

The call was made about 10:00 and in 
what appears to be her last act as the be-
loved public affairs officer (PAO) of the 
Snowbirds, Captain Jennifer Casey is-
sued a Facebook post that both delivered 
the bad news and gave Okanagan Snow-
birds fans cause for hope.

“OKANAGAN: We know some areas 
are starting to clear up, however transit 
through some of the mountain passes have 
very low cloud cover which is unsafe for 
flying nine jets. We are going to pre-posi-
tion to Comox to start working our way 
east. Don’t worry, the longer-term forecast 
looks better and we plan to be back on our 

way home to Moose Jaw! Keep watching 
our page for updates and enjoy your Sun-
day!” the post, time stamped at 10:19, read. 
About 90 minutes later Casey strapped in 
beside team coordinator and Snowbird 11 
pilot Capt. Richard MacDougall for the 
hour-long flight to Comox.

Amateur video shows what appears to 
be a normal formation takeoff with one 
other Tutor but, as the jets cleared the 
threshold of the runway, MacDougall’s air-
craft abruptly climbed in what may have 
been the well-rehearsed reaction to a prob-
lem of some kind at low altitude. Local 
media reported that, as the jet climbed, the 

pilot issued a Mayday call. At about 1,000 
feet the plane started a turn to the left be-
fore falling into what appeared to be an un-
recoverable spin. With only a few hundred 
feet of altitude left, both occupants ejected, 
and Casey did not survive. MacDougall 
suffered serious but non-life-threatening 
injuries when he slammed into the roof 
of a house. The aircraft hit a nearby house 
and the elderly couple inside escaped un-
harmed with their pets before it was con-
sumed by the post-crash fire. p
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The video offers important clues to 
the circumstances of the crash but the 
RCAF has categorically refused to com-
ment on the images that went viral and 
prompted much speculation by arm-
chair investigators.

After two months of stoic forbearance 
in self isolation, the tragedy unleashed a 
tsunami of emotion and grief. But it was 
tinged with appreciation, gratitude and 
national pride, the very attributes of the 
Canadian spirit Operation Inspiration 
was intended to awaken in the nation 
when Casey came up with the idea a few 
weeks earlier.

Casey, a former broadcast journalist 
who joined the RCAF in 2017, was quick-
ly recognized for her energy and skill 
and joined the Snowbirds as PAO for the 
2020 season. She was also the PAO for the  
CF-18 demo team in 2018. She saw the  
opportunity to turn a difficult set of  
circumstances into an uplifting moment.

With their previous season cut short  
by the loss of a Tutor and the successful 
ejection of its pilot (Capt. Kevin Domon-
Grenier) at the Altanta Air Show in Oc-
tober, and their 2020 season almost cer-
tainly cancelled, the highly trained team 
was primed and locked for a mission 
like this. 

“We’ve been asked to do what we do 
best — inspire Canadians,” said Lieuten-
ant-Colonel Mike French, Commanding 
Officer, Canadian Forces Snowbirds in 
announcing the mission. “Through Opera-
tion INSPIRATION, we not only want to 
salute the front-line health-care workers, 
first responders and essential workers, but 
also all Canadians doing their part to stop 
the spread of COVID-19. We want Canadi-
ans to know we’re in this with you.”

The first stop on the tour was the Mari-
times, Casey’s birthplace and the launch 
there was especially poignant in that the 
area had just experienced the worst mass 
killing in Canadian history and suffered 
the loss of six in the crash of a Halifax-
based CH-148 Cyclone helicopter in a 
NATO operation days before the Snow-
birds arrived. Casey’s inspiration gave a 
welcome relief to the crushing sadness, 
but her death ironically added a new 
element of loss to the close-knit Atlantic 
region.

It’s not just B.C. that gets unpredictable 
spring weather and a miserable series of 
storms prevented the team from getting  p
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An outpouring of grief and tribute lined a kilometre  
of perimeter fence at the Kamloops Airport.

3 8  canadian aviator +  j u ly / a u g  2 0 2 0

snowbirds
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to Newfoundland and Labrador. Snow 
delayed the performances in Ontario but 
as they moved west the team hit their 
stride. Throughout the complex and fast-
moving operation, Casey’s thumbs blazed 
over her phone’s screen, providing doz-
ens of updates on schedules, conditions 
and special notes. Her social media work 
gained a huge following and by the time 
the team approached the Rockies, it was 
evident that it was achieving its goals.

“The emotional reaction to the Snow-
birds in Edmonton has been amazing. I 
have read many posts in a variety of  fo-
rums where this flyby has brought people 
to tears,” wrote Ed McDonald, an aviation 
consultant and former Canadian Forces 
pilot. “Well done, ladies and gentlemen!”

The next stop after Edmonton was  
Kamloops.

In the aftermath, Casey was remem-
bered as a consummate professional whose 
commitment and enthusiasm added im-
measurably to the team and its place in the 
national fabric.

“She absolutely loved what she did; 
she was one of the main reasons Op  
INSPIRATION has been so well received 
by the public,” said Lt.-Col. French in his 
official statement on her death.

The pride of her family shone in a pub-
lic statement that celebrated her impact 
on a nation.

“Operation INSPIRATION is a mission 
with one focus, making Canadians happy 
in a time of uncertainty and there was no 
better person in this world to carry out 
that mission than Jenn,” the family wrote. 
“Her beautiful smile and positively infec-
tious personality could brighten anyone’s 
day and she proudly served the mission 
as she flew across our great nation with 
a team that she adored, the Snowbirds.”

But it was the spontaneous outpouring 
of support from the people of Kamloops 
that captured the hearts of the nation. 
More than a kilometre of airport perimeter 
fence was neatly and respectfully adorned 
with tributes to Casey, the team and the 
front-line workers they celebrated.

“You flew over our city to lift our spir-
its and now you will forever soar in our 
hearts,” said a handwritten message on 
a Canadian flag. “Gone now, but never 
forgotten.” 
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among the many tributes that erupted spon-

taneously across canada in the wake of the 

fatal crash of a snowbird tutor jet shortly after 

takeoff from Kamloops, British columbia, claim-

ing the life of the team’s public relations officer 

captain jennifer casey, was a commemorative 

flight put on the day after the crash by members 

of the Bc general aviation association (Bcga).

over thirty aircraft, from a cessna 210 to a 

piper cub, participated in the hour-long tribute, 

weaving a course along the lower reaches of the 

Fraser valley and westward over english Bay 

before returning over downtown vancouver at 

altitudes from 1,200 to 2,000 feet. 

“we’ve all decided we want to pick up where 

the snowbirds left off,” explained ryan van 

haren of the Bcga. “aviators…we are a family, 

no matter where we are,” he added.

the tribute was dubbed ‘operation Backup 

inspiration’, following on the name of the mis-

sion — operation inspiration — the snowbirds 

were conducting across canada when the acci-

dent occurred. given cancellations due to the 

pandemic of the many air shows across north 

america that the snowbirds routinely participate 

in, canada’s air demonstration team embarked 

on a different mission to provide house-bound 

and isolated canadians with an aerial treat from 

coast to coast in the hope of inspiring them 

during the pandemic, not to mention the many 

other tragedies that were befalling fellow cana-

dians across the country. the mission was 

launched in nova scotia, home to most of the 

recent losses of soldiers, sailors and aviators, 

and home to captain casey.

on the day of the accident weather condi-

tions prevented the planned aerial display over 

the okanagan valley, so the team was in the 

process of repositioning themselves to cFB 

comox on vancouver island sunday morning 

(may 17). given the excellent vFr weather 

forecast for next day — victoria day — the 

snowbirds were expected to continue opera-

tion inspiration over vancouver until the crash in 

Kamloops and the grounding of the remaining 

fleet of snowbirds ended the mission.

“that’s our part as an aviation community, 

just to pick up where the snowbirds left off,” 

van haren said.

an extensive effort went into the planning of 

the event, which started sunday evening. nav 

canada was on board right away with some initial 

recommendations. conference calls among vari-

ous air traffic control facilities ensued, which then 

led to the exchange of many ideas and much 

coordination that produced a well-planned event 

where safety was the overwhelming theme. 

nav canada’s Ben hendrickson, a controller 

at abbotsford’s tower, came up with the idea to 

assign two transponder codes to each aircraft; 

the first to be used during the flight, and the 

second, with the aircraft’s home airport prereg-

istered with the code, to be used when the pilot 

departs the group, either at its planned destina-

tion or along the route.

“no formation flying,” came the announce-

ment from the event organizers during the pre-

flight briefing. “i’ll say it again, no formation 

flying.” it was repeated once more. some of 

those who signed up were persuaded to drop 

out as the high standards and discipline that 

were expected of participants became clear to 

them, or if they otherwise felt uncomfortable 

with the mission.

a moment of silence in captain casey’s 

memory was held. the pilots then hopped into 

their cockpits and a cacophony of piston airplane 

engines filled the air.

the participants took off one after another; 

when the preceding aircraft rotated and lifted 

off from the runway, the pilot of the aircraft fol-

lowing began his or her takeoff role. From there, 

the pilot’s eyes were to remain focused on the 

aircraft in front, never to be greater than a mile 

distant. losing sight of the aircraft was suffi-

cient cause to immediately abort the mission, 

descend 500 feet while turning 90° to the left, 

switch to the previously assigned secondary 

transponder code and contact the appropriate 

atc facility.Before the end of the flight, four par-

ticipants peeled away, either because they lost 

sight of the aircraft preceding them, or because 

they decided to return to their home airport.

OperAtIOn BACKup InspIrAtIOn
VancouVer area Pilots comPlete the mission

By steVe Drinkwater
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Husband/Wife Team up  
for pylon racing
By rich Pittet

rE N
WWhat happens when a beautiful young commercial pilot,  

herself the daughter of a prairie crop-duster, attends an aerial 
applicators course and meets the aviation equivalent of the boy 
next door, also an aspiring duster pilot? The answer is obvi-
ous; they fall in love, buy three airplanes and eventually form 
a husband-and-wife Reno Formula One Air Racing Team. 

This is the story of Blaire Hamilton and Matt Hughes, a married couple who take 
their shared love of flying seriously. By day, Hamilton is a human resources profes-
sional with the City of Calgary, Hughes an engineering technologist. But at night, and 
every weekend they can manage, they pursue their love of aviation, and most recently, 
air racing. As you might have inferred, it was Hamilton’s father who introduced her 
to flying. As a young girl she’d perch on the smoker tank next to her dad’s seat in 
the crop-dusters he flew in southern Manitoba. After high school she earned private 
and commercial licences in the family’s Piper Pacer, then went on to a multi-engine 
instrument rating and her first flying job, crewing a Piper Cheyenne and a Beechcraft 
King Air in northern Manitoba. More than 800 hours of tailwheel experience helped 
fund her business degree, including two summers spent flying tourists in Waco and 
Stearman biplanes and three seasons of crop-dusting. Hughes learned to fly at Harv’s 
Air Service in Steinbach, Manitoba.  Like Hamilton, he added a multi-IFR ticket to his  
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engine to replace the original 18-hp twin-
cylinder Onan. It’s been said, “What hap-
pens in Vegas, stays in Vegas.” Not the 
case in Reno, at least where Hamilton 
and Hughes are concerned. In September 
of 2018 they attended the desert city’s an-
nual air races as spectators, determined 

to return the following year as competi-
tors. With the help of other Alberta rac-
ers, they purchased their third E-AB 
airplane, a Cassutt lllM. The compact 
monoplane is a popular design in the 
Formula One division and was bought 
sight unseen, causing Hughes to turn to 
his wife and observe, “I guess now we’re 
in the air racing business!” Originally 
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commercial licence and then set off 
north to find work, eventually landing 
a job flying a Piper Navajo Chieftain. 
For many pilots, this might have led to 
an airline job, but Hughes’ real goal was 
to become a crop-duster. His determina-
tion paid off. After just a few short sea-
sons he was recognized by the Canadian 
Aerial Applicators Association with their 
version of a ‘Top Gun’ award for pilots 
with under five years of experience in 
the business. Like his wife, he is also a 
big fan of tailwheel flying, having logged 
over 800 hours in conventional gear air-
planes.The two now reside in Cochrane,  
Alberta. Happily married for 11 years, it’s 
fair to say they are plane-crazy. Speak-
ing to Aviator from their rented hangar 
space at Springbank airport, Hamilton 
says the real reason for the couple’s 
day jobs is to allow them to buy avgas. 
She has a point. Together they own an 
amateur-built two-place Rutan Long-EZ 
as well as a Quickie Q1. Hughes refers 
to the Long-EZ, as their daily flyer. An-
other Burt Rutan design, the single-seat 
Q1, currently resides in their garage in 
nearby Cochrane. It’s awaiting a beefier 

christened The Atomic Pumpkin, they 
made the decision to keep the name in 
honour of its late builder.By the spring of 
2019, the bright orange monoplane sport-
ing the race number 48 was back in the 
air, only this time west of Calgary. With 
only four months until Reno, Hamilton 
and Hughes set a goal of collectively log-
ging 45 hours flight time in the Cassutt, 
a number they felt represented profi-
ciency in type. They told Aviator build-
ing those hours proved to be one of their 
biggest challenges. There was still more 
work to be done. Each pilot took aero-
batic training and added FAA licences to 
their Canadian ones, completing regula-
tory flight reviews in the nearby state of 
Montana. With race season upon them 
and final preparations completed, they 
removed the wings from the Atomic 
Pumpkin, loaded the airplane onto spe-
cial jigs they’d built for trailering and set 
off, driving non-stop to Reno, Nevada.
Accompanying them for their first time 
as competitors was Calgary-based corpo-
rate pilot Chris Weaver (Chris campaigns 
his own red Cassutt lllM, dubbed the 
Mach Chicken).  With Hughes’ brother p
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“Flying is fun  
but flying low and 
fast is really fun.”  
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since 1964, the reno air races have been 

a showcase for pilots and their high-perfor-

mance aircraft. each september fans and 

racers flock to reno stead airport (Krts, a 

few miles north of reno, nevada) to see the 

world’s fastest air race pilots compete. the 

field is divided into six classes: F-1, Biplane, 

sport, t6, jet racing and unlimited. 

the monsters of race week reside in 

the unlimited class. this group is made up 

of second world war fighter aircraft, the 

likes of p-51 mustangs, hawker sea Furys, 

and F8F Bearcats. speeds over 500 mph 

in the unlimited class are not uncommon. 

the jet class draws non-current nato 

and former soviet bloc trainers, while the 

sport class focuses on high-performance 

kit-built aircraft. the Biplane class attracts 

aerobatic aircraft such as the pitts special. 

do you own a stock texan, harvard or us 

navy snj version of the venerable fighter 

trainer? then show up, go to the pylon rac-

ing school and compete under the banner of 

the t6 group. Finally, F-1 is a class for aircraft 

powered specifically by the continental c-85 

and o-200 engines.

racecourse lengths vary with the type of 

aircraft competing, ranging from just over 

three miles for F-1 to more than eight miles 

in the unlimited class. eight trips around the 

pylons counter-clockwise in what’s termed 

an ‘uncooperative formation’ and you’re 

done. Best to stay high in the clean air, but 

not too high. and, for goodness’ sake, not 

too low either. even while pulling three gs 

on the racecourse, if your head is seen dip-

ping below the 30-foot-tall pylons, you’ll be 

penalized.

with the number of aircraft in the unlim-

ited category slowly dwindling, the future of 

high-performance air racing seems to reside 

in the sport class. here, teams can spend 

hundreds of thousands of dollars of spon-

sors’ funding and achieve speeds well in 

excess of 300 knots. at the other end of 

the speed spectrum is reno’s newest and 

unlikeliest event, the highly popular stol 

drag category. 

Pylon racing is a family affair for Blaire Hamilton and 
Matt Hughes and they split the flying and maintenance 
duties. Their Cassutt is named Atomic Pumpkin and 
they compete in the F1 category at the National 
Championship Air aces in Reno.

working the pits, the three pilots and one 
crewman formed a team for race week, 
which they later described as “feeling 
more like a month.”

Competitors were each allotted one 
hour of flying time daily to practice on 
the racecourse, complete any flight-test 
program and, most importantly, to re-
cord a qualifying lap. Hamilton, who 
told Aviator that “Flying is fun, but fly-
ing low and fast is really fun,” turned 
in the twosome’s fastest qualifying time. 
Ms. Hamilton went on to be the first to 
race, placing first, but was subsequently 
disqualified by a pylon judge for low 
flying (the penalty was later retracted). 
For the remainder of the week they al-
ternated flying the airplane, at one point 
even moving up to compete in the faster 
Formula One Silver division. More rac-
ing followed on Saturday, but their big 
win came at the wrap-up banquet. The 
flying couple was jointly presented the 
Formula One class Rookie of the Year 
award, the first time ever given to a 
husband and wife team at Reno. They 
told Aviator they’d met their biggest 
goal for Year One of air racing, namely 

to “finish with no breakdowns and to 
be safe.”When Aviator asked if they 
aspired to compete in a faster airplane 
group, both replied that they’d rather 
focus on achieving better results in F-1. 
To that end, Hughes has employed his 
considerable technical skills to model 
various modifications, and to further 
experiment with the 3D-printing of 
possible new engine cowling designs. 
The switch to a carbon fibre propel-
ler alone could net a 20-knot airspeed 
increase over the present wooden ex-
ample, huge gains in a pursuit Hughes 
aptly describes as “fighting for micro-
knots.” Like any race team, they hope 
to someday benefit from sponsorship.  
Follow Canada’s newest entry into the 
world of air racing on Facebook: Atomic 
Pumpkin Air Racer, and on Instagram: 
atomicpumpkin_air.  Those interested in 
contacting them directly can do so via 
email at matthughes@sasktel.net. 

ReNo AiR RACiNg
A Brief History of speed

By ricH pittet
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aspiring F-1 competitors bound for the reno air 

races must first graduate from the pylon rac-

ing seminar, also known as prs. the four-day 

course is taught by experienced air racing pilot 

instructors, focusing on the skills and knowledge 

necessary to compete safely in F-1, or any higher 

division. once issued, a prs certificate is only 

valid for 24 months. the prs program focuses 

on bringing rookie pilots up to competitive racing 

standards so they can compete safely. 

the actual requirements for issuance of an 

F-1 pylon racing certificate can be broken down 

into three main areas: aircraft specifications and 

layout, engine performance and the all-important 

pilot credentials and training. organizers pride 

themselves on their sport being self-governing, 

effectively keeping the u.s. aviation regulator — 

the Federal aviation administration, out of the 

air race rule-making business.

AircrAFt

with a goal of bringing air racing to the com-

mon man, F-1 is all about being inexpensive and 

simple. to start with, you should think small, 

but don’t confuse an F-1 racer’s diminutive size 

with it being anything but a high-performance 

aircraft. with a minimum wing area of 66 square 

feet (6.132 m2) fitted to an airplane weighing at 

least 500 pounds empty, your race plane must 

be stressed for a minimum load factor of six 

gs. to get airborne, and then make eight laps 

around the course before landing, a six u.s. 

gallon fuel tank is fitted to the airframe. the 

undercarriage must have fixed main landing gear 

and the propeller must be of the fixed pitch vari-

ety. a turn-over structure (aka roll bar) must also 

be integrated into the airframe. other airframe 

considerations include a fresh supply of air (or 

oxygen) and padded restraints paired up with a 

five-point ratcheting harness.

engine

with a goal of racing on the cheap, F-1 engines 

are restricted to specific, commonly available 

models, specifically the four-cylinder continen-

tal c-85 and o-200 (the same kind powering 

thousands of cessna trainers). Forced induction, 

meaning turbo or supercharging, is forbidden 

in F-1. the league also specifies what jetting 

is allowed in otherwise stock carburetors and 

the type of fuel to be burned during a race. to 

ensure compliance, all racers are mandated to 

gas up from a common source. competitors 

are allowed to ‘blueprint’ their engine, thus 

ensuring components precisely measure up to 

the manufacturers’ specifications, and you can 

even lighten other parts of the moving mass, 

but you can’t up the horsepower by increasing 

compression. 

Pilot

show up with at least 100 hours pilot-in-com-

mand time and a total of 500 hours in your log-

book. alternately, substitute 10 hours of F-1 

racing for every 100 hours in case you’re short 

in the total time department. an even easier 

requirement for the average pilot to meet is 

tipping the bathroom scales at a minimum 160 

pounds. you are required to possess at least a 

private pilot licence with a valid medical. where 

personal kit is involved, bring a certified helmet, 

high quality nomex fireproof gloves and a flame-

retardant flying suit to match. and don’t forget 

your parachute.

But it takes more than just fighter jock looks 

to get your prs certificate. during the course 

you’ll also be required to demonstrate stick-

and-rudder skills. mass takeoffs of eight air-

craft are done in formation, starting with a 3-2-3 

airplane stagger on the runway. you’ll need to 

show you can conduct an unassisted takeoff at 

full power, tracking straight within a +/- 10-foot 

tolerance. then, once the tail is up, smoothly 

reduce power to idle and come to a complete 

stop, all the while staying within 20 feet of your 

line. these hard skills are necessary to avoid 

colliding with other competitors during a normal 

departure, and similarly miss them should things 

go wrong during the formation takeoff should 

someone be forced to abort.

once in the air, demonstrate three 180° turns 

at 60° bank or greater. expect to pull at least two 

gs. then show them your left and right aileron 

rolls, with a less than 50-foot altitude loss in 

each direction. strictly speaking, Formula one 

is not an aerobatics competition. however, the 

sanctioning body wants to know you are able 

to recover should you suddenly find yourself 

inverted.

air racers refer to the eight-plane gaggle 

as an ‘uncooperative formation’. this means 

keeping track of where your seven other fel-

low competitors are at all times. like any for-

mation flight, race pilots are bound by a ‘con-

tract’ that specifies what you will and won’t 

do while in close proximity with others, in this 

case while booking along at over 200 mph in 

wake turbulence, as convective bumps rise off 

the desert floor. Finally, show ‘em your stuff 

in emergency and normal landings, as well as 

procedures for recovering the formation once 

the race is over.

with all this preparation, who fails the F-1 

prs course? it turns out private and commer-

cial pilots, warbird pilots, airline pilots and even 

fighter pilots. who gets issued the F-1 prs cer-

tificate? anyone who works hard, flies safely 

and comes prepared  

FAsT TiMes AT PyloN RACiNg Rookie sCHool
By ricH pittet
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Airline Flying During A PAnDemic
By capt. Kevin Maher

Stepping 
Up to the 
plate

he novel coronavirus pandemic has changed  
everybody’s work in some way, and for an airline 
pilot, the job is almost unrecognizable. The most 
noticeable change is that 95 percent of our work 
has disappeared, leading to long-term layoffs for 

many, and work-sharing for the rest of us. Another change 
was that, while demand for passenger flying has evaporated, 
demand for cargo capacity has dramatically increased, and 
suddenly we began operating cargo-only flights. 

For pilots, operating a cargo flight is in some ways simpler. No passenger issues, no 
catering issues, no baggage issues and no need to liaison with our flight attendant col-
leagues. But in other ways it made our jobs more complex. Parking at remote cargo 
facilities we had never been to before, liaising with third-party logistics companies that 
may not be familiar with our own internal procedures, and learning how to cook our 
own meals in the airplane’s confined galley. For the first little while it had a bit of a 
‘charter flying’ feel to it until we got the bugs ironed out. But that didn’t take long, as 
everybody, both within the company and our outside contractors, had a wonderful can-
do team approach to solving problems. 

Competition used to be fierce between airlines that previously used cabin comforts 
and service to win passengers’ loyalty and increase market share. Now, for the few pas-
sengers who still travel, service is non-existent, having been replaced by hygiene proto-
cols and quarantines upon arrival. Walking through airport terminals has an eerie feel to 
it. Previously, you would be elbow-to-elbow in a slow-moving swarm of people, many 
enjoying their last opportunity to part with their money at the luxury goods retailers in 
the airport. Now the airports are deserted, and a cup of coffee takes some finding. 

For me, I was in the middle of a long-awaited command upgrade on the Boeing 777 
when the music stopped. This created a logistical training problem because I required 
a significant number of flying hours under the supervision of a training captain, ‘line 
indoc’ in airline parlance. These hours had become extremely difficult to find due to the 
limited amount of flying available. It added several months to the process, but my man-
agers persevered, and I was able to complete the program. It was difficult to go a month 
between flights in a training environment, but the training captains were understanding 
and patient, for they were dealing with the same issues themselves. 

Left: Capt. Kevin Maher just before he earned  
his fourth bar on the 777 while flying COVID-19  
supply flights.p
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The pandemic has also created a drastic 
shortage of medical supplies, especially 
ventilators, masks and testing kits. This 
problem has been made much worse by 
the lack of domestic manufacturing ca-
pacity and long fragile supply chains. 
To bring these urgently needed supplies 
to Canada, my employer converted four 
Boeing 777 aircraft to freighters. The 
seats were removed and a cargo restraint  
system was developed because, while 
the aircraft could carry nearly 80 tonnes 
of supplies, the shipments were light 
and bulky, thereby bulking out the air-
craft long before it reached its maximum 
payload. While we have aircraft flying 
all over the world, the freighters were  
primarily flying to Australia, Hong Kong, 
Zurich, Tokyo and Shanghai.

Right now, air travel is considered a 
high risk for contracting and spread-
ing the coronavirus, and these flights 
are travelling pretty much to the virus’s 
birthplace. To do one of these flights 
could be to put oneself in harm’s way. 
Worse, you have to be willing to self-
isolate to the maximum degree possible 
from your loved ones after you return. 
For this reason, the company didn’t as-
sign the flights — it asked for volunteers. 
Of the 200 Triple-seven pilots at our 
base, about 75 percent volunteered. This 
is remarkable because we are all being 
paid a minimum flat pay and operating 
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Above, an empty Hong Kong Airport.  
Facing page: Boeing 777-300s stripped of seats  
have carried hundreds of tons of medical supplies  
to Canada.

these flights won’t increase our recently  
reduced paycheques. 

Why did I do it? Partly it is because I 
love to fly, and it had been over a month 
since I had flown the behemoth jet. But 
the deeper reason was because I felt that 
this was my opportunity to step up to 
the plate. I have a special skill set that 
most of the times is occupied doing 
important but somewhat noncritical 
things. Taking people to business meet-
ings and on vacations, moving the lat-
est and greatest mobile phones from the 
factories to the vendors, and other such 
things that are soon forgotten. But this 
cargo is about saving lives and return-
ing society to an increased level of func-
tionality. One of those lives could be my 
physician sister-in-law, or one of my 
wife’s elderly clients. 

The very society from which my fam-
ily and I reap enormous benefits living in 
now needs my skills to help it function 
again. Is there risk? Undoubtedly. Did I 
sign up for this when I first wore the gold 
wings? Not really. Is there anything in it 
for me? Other than the sense of satisfac-
tion, no; A week of my life, two weeks of 
difficult distancing from my family and 
no additional money. But I think for all of 
us, when we live in a society that we reap 
great benefits from, there is an unwritten, 
unspoken deal: Occasionally you may 
have to step up to the plate.

If I thought that walking through a 
deserted airport terminal was eerie, it 
was nothing compared to getting on the 
airplane with not only no passengers, 
but no seats either. Our first leg was an 
empty positioning flight to Tokyo. Taxi-
ing out felt like we were in the simulator. 
We were the only airplane moving on the 
airport and the only controller was work-
ing all frequencies — clearance, apron, 
ground and tower. 

Upon arrival in Tokyo, the computed 
landing speed of the empty airplane was 
lower than I had believed possible. It was 
actually Vmc, the single-engine control 
speed and higher than the aerodynamic 
speed required to keep the airplane safely 
flying. The airplane felt strange — a bit 
like a 172 flown 10 knots too fast on a 
gusty day. I didn’t care for it at all. Once 
we reached the airport hotel we were ef-
fectively in quarantine. We were not to 
leave the hotel and ate room-service meals 
on our own. And you don’t dare test the 
resolve of those in charge of enforcing the 
rules. A U.S. pilot was recently jailed for  
a month in Singapore for violating the 
quarantine protocols. At the stroke of a 
government directive, the entire social  
aspect of our layovers had been erased. 

Later the next day we went back to 
the airport for our flight back to Toronto. 
Another crew had flown the airplane 
to Shanghai where it was loaded with 

the medical cargo, and then returned to  
Tokyo. Loaded for the flight home, it now 
weighed as much as three fully loaded 
tractor-trailer units. The cavernous cabin 
was full of netted lightweight boxes and 
the cargo hold full of palletised heavier 
freight. The engines are the largest jet 
engines in production, each capable of 
producing 115,000 pounds of thrust. This 
time we were going to use almost all of 
it, and the airplane now felt more like a 
freight locomotive than a 172. 

Shortly after levelling off at a cruise 
altitude 9,000 feet lower than the alti-
tude we came over at when empty, the 
day turned to night. The other crew 
cooked their meals and took a nap as my 
training captain and I set out over the 
Sea of Japan. Fifteen hours and 15 min-
utes after takeoff we touched down in  
Toronto and taxied to a gate surrounded 
by cargo handling machinery. As a newly 
minted captain, I stood on the ramp and 
watched nearly 70 tonnes of urgently 
needed medical supplies get unloaded. 
And none of it would have been possible 
without the army of fellow employees 
who also stepped up to the plate. 

Stepping up to the plate felt pretty 
good. 
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Have a story to publish? Contact Coast Dog Press at coastdog2@shaw.ca

This Airplane 
Can Dance!
This book tells a story 
of danger and daring…
of a family of pilots who 
come to the rescue of 
some injured children 
stranded in the woods. 

This story shows that while some airplane 
jobs may seem unglamorous, there are many 
important and satisfying ones.  Ages 5 – 8

Author: Danielle Marcotte
Price: $10.95 (includes shipping)

The Next
Plane Crash

 As a regional airline 
captain, Alan Eugeni 
had a front row seat to 
the many ways in which 
profits sometimes took 
precedence over safety. 

He writes candidly about his real-life expe-
riences in the challenging world of regional 
airline operations.

By: Alan Eugeni
Price: $25.00 (includes shipping)

Quietus — 
Last Flight
Generously illus-
trated, Quietus: Last 
Flight offers a unique 
insight into the Sec-
ond World War on 
the home front in 
Canada, as well as a 

glimpse into the post-war aviation medi-
cine and present-day aviation accident 
investigation.

By: Anne Gafiuk 
Price: $51.00 $47.50 (includes shipping)

Scamper and  
the Airplane 
Thief
When a student kidnaps 
the small training plane 
for a joyride, it is up to 
the little Luscombe 8F 
to show courage, deter-

mination, and quick thinking to save the 
day. Will Scamper, the little red seaplane, 
be able to save himself and his rebellious 
pilot in Canada's wilderness? Ages 5-8 

Author: Danielle Marcotte
Price: $19.95 (includes shipping)

The Bell 47 
Helicopter 
Story
This huge and im-
portant volume 
is by far the most 
comprehensive 
account of the 
world’s first com-

mercial helicopter…the ground-break-
ing Bell Model 47.  This book is said to 
set new aviation standards, containing 
over 1000 quality photographs and dia-
grams detailed text, and an unsurpassed 
wealth of information.

Author: Robert S Petite 
and Jeffrey C Evans
Price: $89.95 (includes shipping)

Big Joe McCarthy,  
The RCAF’s 
American
Dambuster
After Joe McCarthy complet-
ed a tour of operations with 

97 Squadron, he was personally selected to 
fly on the Dambusters Raid. He also partic-
ipated in an additional 33 challenging and 
varying operations with this “special duty” 
squadron then flew Nazi aircraft to the U.K 
following the war. 

Author:  Dave Birrell
Price: $38.95 $36.95 (includes shipping)

Miles to  
Millions
The senior cap-
tain for Air Can-
ada 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 pi-
lot’s career built on perseverance and the 
willingness to take risks takes readers on  
an unusual journey, even for the the avia-
tion industry.

By Bill Grenier
Price: $35.95 $33.95 (includes shipping)

Riding 
the Fire
Riding The Fire is 
the biography of 

businessman and pilot, David McCulloch, 
whose adventures around the world are 
covered in this book. He stacked up over 
180 countries in his travels. All of his trials 
and tribulations are related in this biogra-
phy that reads more like a novel; a rags to 
riches saga.

By Don Ledger
Price $28.95 $26.85 (includes shipping)

new

new

newFinding 
Nimmo
Finding Nimmo is 
a beautifully writ-
ten story by Craig 
and Deborah Mur-
ray about Fishing 

the British Columbia Coast—Heli Fish-
ing that is, an invention of Peter Baratt of  
West Coast Helicopters and Craig Murray 
of Nimmo Bay Resort.

Authors: Craig and Deborah Murray
Price: $44.95 $42.95 (includes shipping)
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to order: visit aviatorsbookshelf.ca, email roberta@canadianaviator.com or call 604.999.2411

sale

Air to Air:  
Ultimate 
Airline 
Photographs
This unusual full  
colour book features 

over 200 images of classic propliners and 
jetliners taken by the great air-to-air photo 
masters of the 20th Century. This title also 
has an appeal to young children interested 
in pictures of airplanes.

Author: Henry Tenby
Price: $23.95 (includes shipping)

A Wolf ’s Moon, 
A Helicopter 
Pilot’s Story
The stories in A Wolf’s 
Moon span several de-
cades and relate Hank’s 
encounters with a host 
of northern characters, 

from diamond drillers and geologists to 
forestry personnel and biologists. His ad-
ventures with bears, wolves and whoop-
ing cranes, camp cooks and grizzled 
prospectors, make this a great read for all 
aviation buffs.

Author: Hank Sands
Price: $27.95 (includes shipping)

Bush Pilot’s 
Mayday
This book features 
journeys far inside the 
Arctic Circle, includ-
ing the recovery and 
repair of his aircraft 
found upside down 

on a beach in northern Alberta. Outdoor 
enthusiasts and adventure lovers will be 
fascinated by this tale. 

Author: Ken Forscutt
Price: $24.95 (includes shipping)

They Call  
Me Lopey: 
Saga of  
Wilderness 
Flying
The stories in this 
book reflect the life 
of BC's bush pilots in 

the days before GPS and Google Earth. 
Bill’s story will appeal to anyone inter-
ested in bush pilots, planes, BC's aviation 
history and the big projects that shaped 
the province's northern economy. 

Author: William Lopaschuk
Price: $24.95 (includes shipping)

Those Darned
Airplanes
Travelling by plane has 
its benefits, but it takes a 
different kind of person 
with a lot of know-how to 

design, build and fly their own plane. That 
was Elmer Andrews. Of interest to pilots, 
would-be pilots, aspiring pilots and any-
one else looking for a good story of local 
‘feats of daring-do’ that are well told.

Author: Elmer Andrews
Price: $28.50 (includes shipping)

A Pilot’s 
Journey 
Log
 Daryl Smith 
started as a log-
ger and ended 
as the owner 
of  the only 

regional air carrier to remain standing after 
a succession of take-overs in BC. Pacific 
Coastal Airlines survived a turf war that 
changed forever, the coastal flying indus-
try and the domestic air services in all of 
Canada.

Author: Jack Schofield
Price: $49.95 $44.95 (includes shipping)

View from 
the Tower
The View from The 
Tower is a combina-
tion of humour, his-
tory, geography and 
memoir taking the 
reader through one 
adventure after an-
other. An ode to air-

planes and flight and a respectful tribute to 
a special time in BC’s history. The reader 
is transported to a place and time that no 
longer exists. 

Author: Grant B Evans
Price: $27.50 (includes shipping)

Baz
S/L Ian Bazalgette 
was the only Al-
bertan awarded the 
Victoria Cross dur-
ing World War II. 
Based on extensive 
interviews with his 
friends, relatives, 

crewmembers, and over one hundred let-
ters and other photos and documents that 
were only recently located by the family, 
this third edition tells the story of a Cana-
dian hero. Signed by the author.

By Dave Birrell
Price: $25.95 $24.45 (includes shipping)

newnew

new

new

new

new new

Bush Hawk  
Updated 
Edition

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

By S.R. (Rick) Found
Price: $39.50 $36.20 (includes shipping)
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iPad accessories
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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.
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&

Here’s wHat we can do for you:
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Drawings
Municipal Applications & Permits
Airport Applications & Approvals

Transport Canada & NavCan Applications
Complete Construction

Questions? Phone 519.857.7639  
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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
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Individual • Corporate • FBO’s • T-Hangars



n
n
nFlight bag

5 4  canadian aviator +  j u ly / a u g  2 0 2 0

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

across

2. Berlin cold war activity.

5. Carries an olive branch.*

7. Was broadcast.

9. Dedicated to commuters.

11.  Head honcho at flight school.

12.  Celestial bodies.*

13.  Wan Kenobi.

14. On the Vegas strip.*

16. used for navigating.

18. British tabloid newspaper.*

20. Rotorway helicopter model.

21. Precursor to the CaRs.

22.  Sea mammal.*

25. She has one to grind.

26. First avro pressurized airliner.

28. Puff was one.*

29. Noah’s boat.

30.  used to calculate annual 
inspections.

31. a shaft in a lycoming.

down

1. ___ and fro.

2.  Type of photography.

3.  Not to, but ____.

4. Current units.

5.  Home to a British war 
museum.

8.  __ and when.

9. also a CF-188.*

10. a poisonous fluid.*

15. Bloodsucker.*

17.  Controls heartbeat.

19. Summer shirt style.

20. after Delta.

21. French-speaking region.

23. Bridge spanning Niagara.

24.  Sister.

27.  Where radios are typically 
installed.

10	de	Havilland	Models In	this	month's	puzzle	there	are	names	of	10
Brish	de	Havilland	aircra�	models	���.	�ther
clues,	but	not	all,	are	aviaon	related.	Enjoy!

1 2 3 4

5 6

7 8 9 10

11 12

13 14 15

16 17

18 19

20

21

22 23 24

25 26 27

28 29

30 31

Aviation Crossword Puzzle: 
10 de Havilland Models

More	Piper	Aircra� In	this	month's	puzzle	there	are	names	of	10	Piper
models	not	used	in	prior	puzzles	(*).	Other	clues,
but	not	all,	are	aviaon	related.	Enjoy!

1
M

2
H Z

3
S

4
S

5
A

6
B M

U
7
T O M A H

8
A W K O

9
S H O O R C

10
I D L E

U M
11
P A C E R I

12
P A

13
C E T

14
A N

E A
15
E G O

16
R A N G

17
E

18
R O W G

19
W R N

S
20
M

21
V A G A B O N

22
D G

O A R W
23
I R A

N
24
C L I

25
P P E R S G

I I A I
26
V M C E

C B
27
C O H O A

28
D U

29
C K

30
R

31
A N

32
G E

33
R

H U R I U
34
C L U B S

35
K I N D E R

mORe PiPeR aiRCRaFT aNSWeR Key

in this month’s puzzle there are names of 10 British de Havilland  
aircraft models (*). Other clues, but not all, are aviation related.  

enjoy!

reFresh Your MeMorY

1.	 	Formers	are	those	parts	of	a	fuselage	that	serve		
what	principal	purpose?

a.  They act as firewalls in case of cabin fire.
b.  They act as an equal and opposite force against  

cabin pressurization.
c.  They keep the fuselage’s shape and absorb torsion 

and bending loads.
d.  They are bulkheads used to separate first class f 

rom economy in commercial jets.

2.	 	What	is	meant	by	‘Fly	by	Wire?
a.  it is a system whereby aircraft control surfaces  

are moved electronically instead of mechanically.
b.  it is an expression describing navigation when  

following a gPS display’s magenta line.
c.  it was a means to describe the flying of a biplane 

with wire-braced wings.
d.  it’s how sailplane pilots describe being towed  

to altitude.

3.	 	If	an	aircraft	has	a	canard,	it	has	what	feature?
a. it has a flatter nose profile for better stability at  

mach speeds.
b. it has a fairing atop the fuselage incorporating  

multiple antennae.
c. it has a nose-mounted vortex generator allowing  

the aircraft to reach a higher angle of attack.
d. it has a horizontal stabilizer mounted on the front  

of the aircraft.

4.	 	A	Normal	Category	aircraft	has	what	specified		
load	factor	limit?

a.  1.8 times the aircraft’s gross weight.
b.  2.5 times the aircraft’s gross weight.
c.  3.8 times the aircraft’s gross weight.
d.  4.4 times the aircraft’s gross weight.

5.	 	What	is	a	Krueger	flap?	
a.  an airbrake designed into the wings of powered  

sailplanes. 
b.  a multi-tiered flap system used for aircraft carrier 

landings.
c.  a non-slotted flap that rotates out in front of the  

main wing leading edge.
d.  The name for small outboard trailing edge flaps  

on WWii german fighters.

6.	 	From	where	is	the	fuel	term	“octane”	derived?	
a.  it refers to the eight different types of fuel  

ratings that are commercially available. 
b.  it refers to the chain of carbon atoms in fuel  

with eight double bonds.
c.  it is a hydrocarbon of the methane series that  

has eight carbon atoms.
d.  it refers to the eighth advancement in fuel  

standardization.

7.	 	On	a	two-bladed,	fixed-pitch	propeller?
a.	 	each blade is washed in.
b. each blade is washed out. 
c.  one blade is washed out, the other washed in.
d.  neither blade is washed out nor washed in. 

8.	 Lift	generated	by	a	wing	can	best	be	described	by
a.  maxwell’s equation.
b.  Bernoulli’s Principle.
c.  Newton’s third law of motion 
d.  the Cosine rule.
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Lycoming holds itself to its own standard – the Lycoming Standard. 

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

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

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

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

www.Lycoming.com

A 400-HOUR TBO EXTENSION IS REAL VALUE
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