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32 Force 
Multiplier
military forces have always 
sought the high ground and the 
modern equivalent is surveillance 
aircraft that gather intelligence 
and direct ground forces 
from above. a newfoundland 
company has developed 
a capable but affordable 
surveillance platform based on 
legacy dash-8 regional airliners.

36 Flying Quiet
it’s often said that one of the 
best ways to improve your skills 
as a pilot is to learn to fly gliders. 
veteran bush pilot robert S. 
Grant has mastered dozens of 
different types but had never 
flown without burning avgas or 
kerosene, often lots of it. we 
sent him gliding with the York 
Soaring association to see if that 
theory holds air.
By RoBeRt S. GRant

42 Saying it 
Straight
our longest serving columnists, 
Graeme Peppler and michael 
oxner, stepped on each other 
in the literary way for this 
issue, offering their expert 
observations on the same 
topic—radio phraseology. nav 
canada has issued a booklet on 
how to use the radio properly 
and oxner and Peppler tell us 
why we should study it.
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They’re works of 
engineering art and 

modern sailplanes 
offer amazing flight 

opportunities. 
Maria Szemplinska 

captured the beauty 
of form and function 

perfectly.
Photo by Maria 

Szemplinska
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Flight Complaints

t’s been theorized that one 
reason aviation is less ap-
pealing to young people 
these days (besides the high 

cost of training, lack of access to student 
loans, odd hours and relatively low pay) 
is that it’s too ordinary.

It’s an astonishing tribute to the people, 
the industry and, I suppose, regulators 
that something as illogical as hurtling 
hundreds of people through the air in the 
top five percent of the atmosphere has be-
come so safe as to be boring and that’s had 
an odd impact on passengers.

Consider the plight of a couple of hun-
dred United Airlines passengers on their 

way from Newark to Hong Kong in Janu-
ary. One of them fell ill and the crew head-
ed for Goose Bay.

It was about -30 and windy, a typical 
winter day, and since the biggest air-
liner that uses Goose Bay normally is a 
Dash-8, the terminal isn’t set up for large 
groups. Under normal circumstances it 
wouldn’t have mattered. After taking 
the passenger off the plane and topping 
up with fuel they would normally have 
been on their way in a few hours. But a 
door seal stuck and they sat on the ramp 
for 16 hours while a replacement aircraft 
was dispatched. The airline and locals 
did their best. Food was brought in and 

ground power connected to keep them 
warm but some irate passengers acted as 
though they had been personally targeted 
by the Fates.

Among the more amusing complaints 
was that United should have picked a 
“better” airport. Did they look out the 
window or consult a map? 

They were on the edge of one of the 
least inhabited areas on the planet and the 
fact there was 10,000 feet of asphalt avail-
able at all is kind of miraculous if you 
think about it.

A few hurt feelings and some inter-
rupted schedules were a bargain, given 
the circumstances. 

I

Walkaround EDitOrial By Russ Niles

sAfety HAs MAde trAvel Boring

ONE STOP SHOPPING • LOWEST PRICES • SAME DAY SHIPMENT
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Big Changes at Buttonville
TransiTion To MF Calls For new ProCedures
by phil lightstone

On January 3, 2019 Nav 
Canada closed the con-

trol tower at Toronto Buttonville 
Municipal Airport (CYKZ). The 
Class C airspace transitioned into 
Class E airspace, including a Man-
datory Frequency area (MF) with-
out advisory. Buttonville became 
an uncontrolled airport. 

Buttonville’s operating environment is 
unique in Canada, requiring a bit of flight 
planning for those pilots unaccustomed 
to the airspace. With the airport elevation 
at 650 feet, circuit altitude at 1,650 feet, 
the top of the airspace at 2,000 feet, and 
an MF area without advisory, many stan-
dard procedures are not applicable. As an 
example, overflying the field at circuit al-
titude plus 500 feet is not possible unless 
communicating with Toronto Terminal. 
As well, left hand circuits to runway 15 
are prohibited.

Aircraft entering an MF area need to 
make the following radio calls:

•  Report before entering the MF area 
and if possible at least 5 minutes pri-
or to entering the area with position, 
altitude, estimated time of landing 
and arrival procedure intentions.

•  Report joining the circuit, giving the 
aircraft’s position in the circuit.

•  Report when on downwind, if appli-
cable.

•  Report when on final. 
• Report clear of the runway.

The current versions of the Toronto 
VTA and VNC charts depict the Button-
ville airspace prior to the Nav Canada 
changes. Nav Canada plans to update 
the charts in their April 2019 cycle. As a 
result, the charts depicted in Electronic 
Flight Bags such as ForeFlight, WingX, 
and others, will not be updated until 
the April 2019 chart cycle is released. 
The airspace diagram in the current ver-
sion of the Canadian Flight Supplement 
(CFS) appears to depict the airspace 
changes. TIP — ForeFlight users will 
not see the CFS airspace when in the 
Airport view (two pages of the CFS are 
displayed, excluding the airspace depic-
tion). To view the airspace depiction, 
the entire CFS must be downloaded and 
viewed from within the Documents tab 
of ForeFlight.

TAF weather forecasts are discontin-
ued and the METAR was changed to 

an LWIS (limited weather information 
service), reporting wind direction, wind 
speed, outside air temperature, dew point 
and altimeter setting, e.g. LWIS CYKZ 
201800Z AUTO 31016G24KT M17/M24 
A2989. Nav Canada’s real time weather 
page is found at: atm.navcanada.ca/atm/
iwv/CYKZ. The ATIS (127.10 MHz) deliv-
ers a message that the tower is closed and 
does not deliver LWIS information. LWIS 
information is provided by Nav Canada’s 
London Flight Information Centre when 
on the ground or in the air within the vi-
cinity of CYKZ on 123.15 MHz.

LWIS weather is not supported by 
many EFBs and aviation weather appli-
cations. AeroWeather users are able to 
add LWIS reporting through purchas-
ing their Plus package ($4.99 per year). 
AeroWeather has added CYKZ LWIS into 
their system. Other airports serviced by 
LWIS must be added by AeroWeather 
on a case-by-case basis. Simply email 
AeroWeather support and the airport will 
be added to their system.

Pilots unaccustomed to operating in a 
challenging airspace environment might 
wish to take a more experienced pilot 
with them for their first flight into Button-
ville. TIP - Today’s modern audio panels 
support split comms whereby the pilot 
in command communicates using Com 
1 and the co-pilot communicates using 
Com 2. This simple approach to cockpit 
resource management makes flying into 
Buttonville easier. 
A review of the CFS prior to flying into 
Buttonville ensures that the pilot in com-
mand is operating in the MF area safely. 
The Million Air FBO at Buttonville has 
a number of crew cars which itinerant 
pilots are welcome to use. With many 
restaurants, retailers, shopping malls, en-
tertainment, Buttonville is a destination 
for a $100 hamburger as well as business 
trips. ■
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WestJet Flying 787

New Amphib Launched

Calgary-ToronTo FlighTs Through aPril

russian aula aPProved in Canada

WestJet is now doing crew 
familiarization flights with 

its first Boeing 787-9, which it flew 
home to Calgary from Everett, 
Washington in early January. The 
$283 million plane, named Clive 
Beddoe, after the airline’s founder 
went to Toronto the next day and 
has been flying around the coun-
try in advance of starting revenue 
service, initally between Calgary 
and Toronto. After a shakedown 
period will start overseas service 
with flight from Calgary to Gat-
wick on April 28.

WestJet has ordered 10 Dreamliners 
and in addition to replacing the leased 
fleet of Boeing 767s on flights to Eu-
rope, the airline is eying routes to Asia 
and South America. The aircraft seat 

>

320 people and have a first class section 
with lie-flat premium seat pods. There 
is also a premium economy section and 
regular economy. 
The new aircraft will allow WestJet to 

challenge Air Canada on international 
routes. Air Canada has been flying 787s 
for about five years and uses them main-
ly on polar and transoceanic flights of 10 
hours and longer. ■

A Russian company has 
received Transport Can-

ada approval for its two-place 
amphibious advanced ultralight 
and the first Canadian delivery 
will be this spring.  AeroVolga 
started manufacturing the Borey 
Model A in 2018 and worked 
with Transport Canada to make 
it conform to tight AULA weight 
standards which only allow a 
maximum takeoff weight of 1232 
pounds. “AeroVolga’s team of 
engineers worked long and hard 
to optimize weight and simplicity 
while maximizing strength and 
serviceability for the Canadian 
AULA market,” the company said 
in a news release.

The Canadian version is powered by 
a Rotax 912 UL engine rated at 80 horse-
power and comes with a host of standard 
features that the company hopes will 
make it attractive as a personal aircraft 
and for ultralight flight schools. “Students 
will be able to acquire their Ultra-Light 

>

Pilot permit on land and get checked out 
as a seaplane pilot,” the company said.

Last summer, a Borey flew with two 
larger AeroVolga aircraft on a 20,000- 
kilometre circumnavigation of the Arctic.

The Canadian contact for the aircraft is 
Patrick Gilligan at DyKAviation@gmail.com ■
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Used F-18s Coming Soon
new FighTer Bidding This suMMer

The RCAF will get the first 
of 18 Royal Australian 

Air Force surplus F/A-18s this 
spring after a deal was finalized in 
December.

> The air force will actually get 25 used 
jets but seven will be scavenged for 
parts. The 18 flying aircraft will bring 
the fighter force to about 90 useable 
Hornets and the hope is that will tide 

A Manitoba pilot’s experi-
ence in early January high-

lights the need for pilots to be 
ready for anything if they fly just 
about anywhere outside the cir-
cuit in winter. Happy Bednarek 
decided to take a quick bathroom 
break on a remote Manitoba 
lake and it turned into a 52-hour  
rescue effort. 

Bednarek, 72, intended to fly his ski-
equipped Taylorcraft to meet friends on 
Sisb Lake but it was socked in. He could see 
that Pickerel Lake, a few miles to the west, 
was clear and he landed there instead. 
After a quick stop to relieve himself, he 
couldn’t get the engine started again. After 
90 minutes he gave up and set up camp. 
“I dragged my stuff over to the shore and 

started building a fire. I was there for 52 
hours,” Bednarek told the CBC. He had the 
clothes on his back, some cigarettes and a 
granola bar with him.

Meanwhile his pilot friends had no-
tified search and rescue and a C-130 
crew spotted him a couple of days 
later. When the Herc was overhead, he 
threw gasoline on the fire and it lit up 
the night vision goggles of the spotters. 
A ground party was dispatched but 
weather cleared enough for search and 
rescue techs to parachute to the scene. 
He was treated for dehydration but 
was otherwise fine. “I had to concen-
trate pretty good on staying calm,” he 
told CBC.”Did you ever see that movie 
Castaway? For some reason that went 
through my mind. ■

Ready for Anything
QuiCk sToP BeCoMes resCue

>

the air force over for the next 10 or more 
years while the process of acquiring and 
integrating a new airframe into its fleet 
plays out.

Meanwhile, Airbus has announced it 
will enter its Eurofighter Typhoon into 
the bidding for the new fighter contract 
to supply 88 modern jets for the RCAF. 
Airbus, which recently took over Bom-
bardier’s CSeries airliner program, also 
dangled the possibility that the aircraft 
would be built at Mirabel, where it 
builds the airliners, now known as the 
A220.

Other contenders for the contract in-
clude Lockheed Martin’s F-35, Boeing’s 
F/A-18 Super Hornet and Saab’s Gripen 
E. Dassault withdrew its Rafale fighter 
from the competition two months ago.

Initial proposals from bidders will be 
accepted in the last half of 2019 and the 
federal government plans to award the 
contract by early 2022. It wants the new 
planes to be operational by 2026. ■
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Drone Rules June 1

A220 Gets ETOPS

Three-Mile airPorT resTriCTion

TransoCeaniC FlighTs oPened uP

In early January Transport 
Canada released its pro-

posed rules for drone operations 
in Canada and the general theme 
is to keep them away from manned 
airplanes and make operators 
accountable for their safe conduct 
everywhere else.

The new rules require operators (16 
or older to solo) to pass an online test to 
obtain a licence, register and mark their 
drones with the registration number and 
keep them away from people not aware 
of or involved in their operation.

In terms of fitting into the airspace, 
drones can’t be flown above 400 feet AGL 
or within three nautical miles of an airport 
(in some circumstances one nm from a he-
liport). That’s a major reduction in airport 
restrictions that has annoyed pilots unions. 
The new rules come into effect June. 1.

Industries that use drones have 
cheered the new rules. The agriculture  
industry, forestry, oil and  gas, construction 

>

and hundreds of other industries have de-
veloped applications for drones but were 
hamstrung by the red tape required to use 
the new technology. In most cases, those 
barriers have been dismantled.

The Airbus A220 has 
become the smallest airliner 

to be approved for 180-minute 
extended diversion time opera-
tions (EDTO), formerly ETOPS, 
and that could open up lucrative 
opportunities for transoceanic 
routes outside of the normal hubs. 

The former Bombardier CSeries pro-
gram, which was acquired by Airbus in 
July of 2018, targets the 100-150-seat niche 
and the approval by Transport Canada 
widens the scope of operations for the 
highly regarded fly-by-wire airliner. 

The aircraft was also approved for 
steep approaches of up to six degrees last 
summer and with EDTO approval, direct 
flights from London City Centre Airport 
to the east coast of North America would 

be allowed. The approval will also allow 
the aircraft to be used between Hawaii 
and the western U.S. 

Airbus announced it was expanding 
operations at its main A220 factory at  

>

Of course, others say the rules don’t go 
far enough, particularly where licencing is 
required. There have been calls for practi-
cal skills tests for new drone pilots in ad-
dition to the unsupervised online quiz. ■

Mirabel and broke ground on a new as-
sembly line in Mobile, Alabama.

The company got two major orders for 
60 aircraft each just before the beginning 
of the year. ■
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ClosuRe Does Not ComPute
On the one hand TC are steadily mandat-
ing aircraft to be equipped with comput-
erized systems that enhance safe separa-
tion and collision avoidance while aircraft 
are aloft and enroute. While accidents 
have happened aloft, many accidents take 
place in the vicinity of airports, on the 
ground, in the circuit, during approaches, 
departures, etc.    

At controlled airports aircraft separa-
tion is maintained by ATC for aircraft 
within the control zone, joining and de-

parting, in the circuit, and on the airport 
grounds.  Accidents may still happen but 
the risk is significantly diminished. 

At uncontrolled airports, aircraft move-
ments on the ground, in the circuit and 
the vicinity of the airfield are at the discre-
tion of pilots.  If the airport is home to one 
or more flight training facilities some of 
the aircraft movements will be at the dis-
cretion of student pilots of varying skill 
levels.   The undersigned has personally 
experienced scary aircraft movements in 
such an uncontrolled airport scenario.

Buttonville is used by business and 
private aircraft and has at least one flight 
training facility. It also, as mentioned in 
the article, is situated right beneath the 
floor of the Pearson control area, the al-
titude of which was recently lowered by 
NAV Canada.

With a pun intended or not at the dis-
cretion of the reader, something does not 
compute with the TC decision to close the 
Buttonville Tower.

Perhaps COPA will use its influence 
and resources to pressure TC to reverse 
this maladroit decision.

David Green

small WoRlD
My husband, Rick Volker, was recently 
asked to fly at an airshow in China.  The 
other performers represented all the pop-
ulated continents of the Globe with the 
exception of South America.  Within the 
first few moments of meeting one of the 
pilots from Germany, Rick discovered 
that this chap had received tail wheel in-
struction in upper New York State from 
one of Rick’s best friends.  What are the 
odds that one goes to China to meet a 
German with ties to a friend from your 
home town? 

Aviation truly makes it a small world.
All the best for the New Year,

Trish Volker

(866) 733-8432  | SPORTAIRCRAFTCANADA.COM

Canadian Distributor for:

SPORT AIRCRAFT CANADA LTD.

SkyReach BushCat
Aerolite
BlackHawk Paramotors

Kanardia Avionics
Trig Avionics
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product reviews by Russ Niles

geaR & gaDgets

Trisoft Covers
there are a lot of sharp, pointy and fragile parts on airplanes and 
they’re not only expensive to fix if damaged, they can cause a lot of 
damage to workers in hangar. trisoft covers offers a variety of prod-
ucts used to cushion those potentially dangerous and damage prone 
pieces to keep all occupants of the hangar safe. from trailing edges 
to antennas, the company offers custom fit protection for hundreds 
of different applications.
More at TrisoftCovers.com

Abingdon Julia
abingdon, which has claimed the niche market of making aviation 
watches for women has branched into an area that has a lot of 
parallels with the flying world. the company has collaborated with 
nascar race car driver Julia landauer to create a watch that coinci-
dentally includes many of the features demanded by pilots. the Julia 
went on sale on Jan. 21 on indiegogo and the first 200 “backers” 
get the watch and an autographed photo for half the regular price of 
about $500. More at abingdonco.com

Flight Outfitters Lift XL
the paperless cockpit is a repository for all manner of electronic 
helpers and keeping the various devices protected and accessible is 
the big challenge these days. flight outfitters has tackled the issue 
with a line of larger flight bags that keep everything safely in its place 
but make them easy to get to when they’re needed. the lift Xl and 
Xlpro have enough room for two headsets, a full-size laptop, extra 
batteries and those remaining slips of paper that we still need. about 
$200. More at Flightoutfitters.com

Pelican Long Case
flying with fragile or otherwise delicate gear can be challenging 
whether in your plane or on the airlines and it’s even more difficult 
with outsize items. pelican, which makes high-tech protective 
cases for camera and video gear has addressed it with its long case, 
capable of handling all kinds of larger items. it’s a waterproof, impact 
resistant barrier between the equipment and the rigours of travel and 
it’s adaptable for a variety of items. about $400.
More at pelican.com



Back Pain Blues
In Some CaSeS Surgery Can Help
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he 46-year-old RCAF CC-
150 Polaris pilot had just 
bent over to tie his shoe 
when he felt a sudden and 

severe pain in his right lower back and 
buttock. He had never before felt any 
similar lower back pain. Like most of 
us, he had felt intermittent lower back 
strains from time to time, but nothing 
like this. The pilot had no choice but to 
call the squadron and ask for some sick 
time as he didn’t see how he could func-
tion at work with this type of pain. He 

T

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

decided to tough it out for a day or so to 
see if it would settle. 

It didn’t take him very long, however, 
to figure out that standing made the pain 
worse. It was marginally better when sit-
ting and there was no doubt that laying 
down was by far the most comfortable 
position. Coughing or straining made the 
pain worse. 

He was even noticing pain in his thigh 
and down into his right foot.

After a further 48 hours on his back 
virtually the whole time, he was able 

to mobilize himself to attend the MIR 
(Medical Inspection Room) for a medi-
cal opinion, still in considerable dis-
comfort. By this time he had tried to 
treat the pain, first with acetaminophen 
and then ibuprofen, with only minimal 
relief. 

The pilot waited uncomfortably in 
the waiting room, shifting his seated 
posture from buttock to buttock as the 
pain extended from his back into his 
right cheek. The attending flight sur-
geon (aviation physician) saw him in 
due course and took a history and per-
formed a clinical examination. The pi-
lot noted in his history that he was also 
experiencing some numbness and tin-
gling into the dorsum of his right foot. 
The examination revealed very pain-
ful and limited lumbar spine mobility, 
reduced straight leg raising, reduced 
pinprick sensation across the medial 
dorsum of the right foot and a greatly 
reduced right ankle reflex. There was 
no apparent muscle weakness. 

The doctor informed him that his con-
dition appeared to be pretty typical sciat-
ica which is most frequently due to a pro-
lapsed lumbar disc producing symptoms 
down the affected compressed nerve into 
the leg and foot. It’s called sciatica be-
cause the pain followed the sciatic nerve 
into the leg. Plain X-rays do not show the 
disc anatomy. 

Although the pilot was expecting to 
be X-rayed, the physician said that he 
would proceed right to an MRI rather 
than a CT exam as surgery may be the 
ultimate treatment and most neurosur-
geons requested MRI results. It was still 
very early to be discussing surgical re-
mediation at this stage, but the doctor 
thought the most efficient use of resourc-
es was to proceed right to the more ex-
pensive MRI. The waiting time for MRI 
was longer than for CT scan, but the MR 
Image was of higher quality. 

The pilot was in no hurry to hear that 
surgery was the only option. He was r
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asked to unweight his spine by spend-
ing many hours laying down, and was 
given stronger analgesia for the pain. 
He was also asked to continue the ibu-
profen (an anti-inflammatory) as it may 
reduce swelling around the nerve root. 
The pilot was given three weeks off 
work until the MRI results 
would be available.

After the very unevent-
ful three weeks, the pilot 
reattended the doctor’s 
office to receive the MRI 
results. His pain had sub-
sided to some extent but 
not to the point where he 
could see himself sitting in 
a cockpit for any length of 
time. The MRI results showed a right 
posterior-lateral disc herniation affect-
ing the right L5 spinal nerve, which 
corresponded nicely with the expec-
tations from the clinical examination. 
There are five lumbar vertebrae in most 

people, and the exiting spinal nerves 
are numbered L1-L5. The spinal discs 
resemble a jelly-filled donut and the 
jelly can herniate out the wall of the 
donut to compress the exiting spinal 
nerve. The pilot was asked what he 
thought about surgical treatment since 

there had been very little resolution of 
his symptoms in the almost four weeks 
since they had begun. He was informed 
that surgery would produce the quick-
est and most definitive improvement 
of his symptoms which were becoming 

very bothersome. He agreed to obtain a 
surgical opinion.

Three weeks later the pilot found 
himself in the office of a neurosurgeon 
who specialized in spinal surgery. They 
agreed to proceed with surgery to re-
lieve the disc herniation and the pres-

sure on the L5 nerve root. 
A bone graft would be 
required to fuse the spine 
after removing the disc. 
After a recovery period 
of four weeks, the pilot 
began physiotherapy to 
get his lumbar spine mov-
ing again. He returned 
to short-haul flights four 
weeks later, vowing to con-

tinue physiotherapy at home and build 
his core strength to protect the other 
levels of his spine. 

You never know when an innocent 
movement such as bending over can lead 
to such dire consequences. 

you never know wHen an  

innoCent movement SuCH aS 

Bending over Can lead to SuCH  

dire ConSequenCeS.

SiriusXM Aviation Weather & Data Services now available  
in Canada. Get up-to-date, coast-to-coast graphical weather 
from taxi to touchdown.
 

Get a $200 Hardware Mail-In Rebate*
Learn more at: siriusxm.ca/aviation

WEATHER & DATA SERVICES

*Conditions apply. See offer details.
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Point Of No Return
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CalCulating PnRs an EssEntial Flight Planning stEP

Right Seat always learning with MiReille GoyeR

n Christmas Eve the pilots of 
an Air Canada Boeing 737 fly-
ing from Vancouver to Maui
elected to reverse course af-

ter two hours into a six-hour flight due 
to hydraulic system issues. Information 
regarding the nature of the hydraulic 
problem was not available at the time of 
writing this column, but here is what we 
do know. 

Depending on the model, B737 hydrau-
lic systems power the flight controls, the 
leading edge flaps and slats, the trailing 
edge flaps, the landing gear, the wheel 
brakes, nose wheel steering, the thrust 
reversers and the autopilot. The longest 
available runway at Maui’s Kahului Air-
port is 6,998 feet long. Air Canada has no 
spare aircraft based in or near Maui, a six-
hour flight away from Vancouver.

The decision to return to the Vancouver 
airport, offering as much as 11,500 feet of 
runway, full-fledged maintenance facili-
ties and the potential for a replacement 
aircraft seemed sensible enough despite 
the ensuing schedule disruption. That 

would underestimate the mainstream 
media’s appetite for stories involving in-
convenienced airline passengers and pas-
sengers happy to complain about being 
inconvenienced.

Air Canada quickly became the grinch 
who stole Christmas by forcing tourists 
to spend Christmas Eve in Vancouver, 
which on that day was sunny, dry and 
had reached a high of seven degrees 
Celsius. TV crews were ‘live’ at the Van-
couver airport interviewing disgruntled 
passengers. “On Christmas Eve we had 
to turn back ... and waste our entire day,” 
complained Rahuo Amelkarn.

Passenger advocacy groups jumped on 
the opportunity to be relevant and point-
ed out that Air Canada, who compensat-
ed the passengers with food and air travel 
vouchers, could be liable for thousands of 
dollars in additional compensation under 
the Carriage by Air Act. 

If you have ever wondered why air-
liners are equipped with flight deck 
doors, wonder no more. Pilots need to 
make decisions free from passenger — 

O
and media — pressures. The doors help 
isolate them from non-relevant data and 
sanitize the decision-making process 
when problems arise.

For many paying passengers, the point 
of no return is the moment they purchase 
the airline ticket. Air safety require that 
pilots adopt a far more flexible attitude, 
except perhaps for Santa Claus, who com-
mits to flying regardless of circumstances.

Choosing to return to the departure 
airport is rarely a matter of emergency. 
As soon as the departure airport is no 
longer the closest viable airport, most 
emergencies imply a diversion to an en 
route airport or an off-airport landing un-
til the arrival airport becomes an option. 
At the time of decision, the closest airport 
suitable for the Maui-bound Air Canada 
flight was San Francisco.

On each flight there are two airports 
that are most convenient to both crew and 
passengers; the departure and arrival air- g
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Calculating the point of no return is an 
important part of flight planning.



 w w w . c a n a D i a n av i at or . c o m  1 5

ports. The crew is familiar with and has a 
support base at each airport. Passengers, 
except for those transiting, have accom-
modations planned or available, either at 
home or at their destination hotel. 

A troubling mechanical issue, unfavour-
able weather, a destination airport equip-
ment failure or runway closure are all good 
reasons to return to the point of departure 
rather than divert, if it is feasible. 

But there could be some other reasons. 
For example, in early December, a South-
west Airlines jet bound for Dallas returned 
to Seattle after the crew discovered a hu-
man heart intended for a Seattle hospi-
tal. In October, a United Express aircraft 
returned to base because the last-minute 
replacement airplane was too large for the 
destination airport. And of course, who 
can forget 9/11? Those aircraft able to re-
turn to their departure airport were the 
lucky ones. Everybody else spent several 
days wherever they could land.

Turning back is not always an option. 
Once the flight has passed the point of 
no return (PNR), there is no going back 
because there is no longer enough fuel to 
return. That’s why it is critical for pilots of 
all aircraft to calculate the PNR before de-
parting on flights stretching beyond the 
roundtrip limits of its fuel capacity. If you 
need to refuel to come back, you need to 
calculate the PNR.

The PNR is related to fuel reserve and 
fuel consumption. It should not to be 
confused with the critical point (CP), the 
point where the flight time to destination 
equals the flight time back to base.

In calm wind, with a constant fuel con-
sumption rate and constant true airspeed 
conditions, the groundspeed will be the 
same in both directions and simplify the 
calculations. In such cases, the time to the 
PNR is half of the endurance (usable fuel 
on board divided by fuel consumption) 
and the distance to the PNR is the time to 
the PNR multiplied by the groundspeed. 
For example, with four hours of fuel on 
board and a groundspeed of 120 knots, 
the time to the PNR is two hours (4 x 120 
/ (120 + 120)) and the distance to the PNR 
is 240 nautical miles (2 x 120).

When the outbound and return ground-
speeds differ but the fuel consumption 
rate is constant, to calculate the time to the 
PNR, multiply endurance by the return 

groundspeed then divide the result by the 
sum of the outbound and return ground-
speeds. For example, with four hours of 
fuel on board, an outbound groundspeed 
of 150 knots and a return groundspeed of 
90 knots, the time to PNR is 1.7 hours (4 x 
90 / (120 + 90)) and the distance to PNR is 
204 nautical miles (1.7 x 120).

What if the outbound and return fuel 
consumption rates vary? In that case, to 
determine the distance to the PNR, use 
the quantity of usable fuel and the two 
fuel consumption rates per nautical mile. 
Divide the fuel quantity by the sum of the 
fuel consumption rates. For example, with 
240 pounds of usable fuel, an outbound 
fuel consumption rate of 0.375 pounds per 
nautical mile (equivalent to 7.5 gallons per 
hour at 120 knots) and a return fuel con-
sumption rate of 0.43 pounds per nautical 
mile (equivalent to 6.5 gallons per hour at 
90 knots), the distance to the PNR is 298 
nautical miles (240 / 0.805) and the time 
to PNR is 2.48 hours (298 / 120).

While methods to calculate the time 
and distance to the PNR abound, none 
take into account unplanned param-
eters such as a stronger-than-planned 
headwind on the return leg or a higher-
than-planned fuel consumption rate (in-
adequate leaning technique, less than ef-
ficient engine, etc.). Keep the fuel reserve 
out of the PNR calculations; it might 
come in handy if the decision is delayed 
until the PNR is reached.

Returning to base rarely ‘feels’ right. 
What’s more, it is expensive. The longer 
the flight before the decision to return 
is made, the more expensive and incon-
venient it becomes. It is not difficult to 
understand why pilots and passengers 
would be frustrated with such a move.

The Air Canada passengers did have a 
long day: Arriving at the airport two to 
three hours prior to the 9 am departure, 
back to Vancouver at 2:30 pm, and on 
their way to Maui again on the replace-
ment aircraft after 8 pm that evening. It 
was not the relaxing Christmas Eve trip 
they likely envisioned. Many got an-
noyed, others frustrated, or some down-
right angry, but no-one got hurt.

Air safety has a cost. Knowledge, experi-
ence and hard decisions based on facts, not 
convenience, are the price. When given a 
choice, it is better to return than not. 



Boeing 787 Dreamliner
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GettinG type-endorsed in A simulAtor 

he Boeing 787 is a big air-
plane — a really big airplane. 
Flying overhead, its 197-foot 
wingspan would cast a shad-

ow over our suburban home and the 
next three houses down the street. At 206 
feet in length, the 787-9 is only 36 inches 
shorter than a 777-200LR. Tonight I’m sit-
ting in the left seat of the middle sister 
in the Dreamliner family. We’re also com-
paratively light, tipping in well under 
the 560,322-pound (254,692-kilogram) 
maximum taxi weight.

Beside me is former Q-400 captain 
Michael Sitayeb. In training as a first 
officer on the 787, once his course is 
complete he’ll be employed as a cruise 

T
relief pilot. Only a few short years ago 
Mike was flying singles in northern 
Ontario. He is also a gentleman with 
superb hands and feet and air sense to 
match, so much so that I suggested he 
apply to the Canadian Space Agency if 
this doesn’t work out. 

For six weeks in October and Novem-
ber we will spend most of our waking 
hours absorbed in learning to fly the 787. 
With ground school finally behind us, it’s 
now 22:00 local and our training in the 
simulator begins in earnest.

Ready for pushback, I take in the view 
outside. The visuals in the simulator are 
stunning. An apparently bored software 
engineer has created a Terminator-like 

marshaller, who strides along on top of 
the jet bridge before jumping down over 
seven metres, only to continue march-
ing across the ramp, wands in hand. So  
realistic is this Canadian-built CAE sim-
ulator that we will be licensed to fly the 
Dreamliner — type endorsed — before 
ever having set foot in the real thing. 

Sitting in the shadows behind us is first 
officer and 787 instructor David Visagie. 
Like our other instructors who will fol-
low, Dave has taken on the Herculean 
chore of schooling us in the Boeing way. 

Former Q-400 captain Michael Sitayeb in 
training on a simulator as a first officer on 
the 787.

Expert Pilot Fly like a pro with RichaRd PittEt
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To say that these men and women know 
the Dreamliner is a gross understatement. 
They are literally experts on the airplane.

After nearly 10,000 hours of flying Air-
bus products, I find it difficult to imagine 
how different two airliners can be. I jok-
ingly tell my friends the airplane from 
Toulouse is a Democrat, the one from 
Seattle a Republican. Luckily, flying a 
Cessna 182 has kept me current on con-
ventional aircraft; that is to say, one with 
control wheels and throttles that move.

On this particular evening it’s taken 
us over an hour to complete pre-flight 
checks, a number we will later shave to 
a mere 47 minutes. Mike’s fingers blaze 
across the CDU keyboard, the Flight 
Management System interface unit. I am 
fortunate to be paired with a millennial, 
at times struggling to keep up with him. 
My own performance programing even-
tually merits a podium finish, just not the 
gold medal. Over the next three weeks 
I continually wonder if our seating as-
signments weren’t mistakenly reversed. I 
take comfort in the notion that experience 
and cunning will most times prevail over 
youth and talent.

Airborne, we are given a chance to 
hand-fly the simulator. Airbus builds a 
remarkable airliner, but Boeings are pure 
magic at the wheel. As a former military 
pilot, I’m interested in seeing the full ca-
pability of the 787. With the permission 
of our instructor, I disconnect the auto 
flight protections and attempt a manoeu-
vre well outside the course curriculum 
and one never to be attempted in the real 
airplane. Applying full thrust, I pitch the 
nose up 45 degrees before inputting full 
left aileron. As the world turns upside 
down and the 787 rolls through the in-
verted, I apply slight forward pressure 
and continue the barrel roll to recover 
wings level, about 15 degrees nose down. 
Easing the speed brake lever back to 
its resting place, the airliner returns to 
straight and level flight. From the instruc-
tor’s console, Dave tells us no design lim-
its were exceeded during the ‘unusual at-
titude’ and that playtime is over. It’s back 
to work.

Exercises like single-engine ILSs are 
boringly simple. So too are those based 
on the airplane’s IAN, or Integrated  

Approach Navigation, the 787’s one- 
button approach to VOR, Localizer and 
GPS instrument approaches. Equally 
breathtaking are the two Head-Up  
Displays, technology borrowed from 
Boeing’s military aircraft division. A 
Combiner glass plate sits in the pilot’s 
line of sight, displaying attitude, naviga-
tion and energy state data projected from 
overhead in monochromatic green. All 
that is missing is a “Shoot” cue. 

Much of our training occurs after 
midnight and into the wee hours, good 
preparation for the flying that will fol-
low. The majority of Dreamliner flights 
are oceanic, employing the airplane’s 
approximate 14,000-kilometre range. 
Most trips will dispatch with a four- 
pilot crew. If you happen to be mid-
Pacific and think you hear snoring  
emanating from the ceiling, it’s likely a 
crew member taking a break in a crew 
rest facility tucked away in the attic.

After eight MTs (manoeuvre trainers) 
and two LOFT sessions, we’re ready for 
the check ride. Most of our training was 
done in real time, with an emphasis on 
Crew Resource Management. The ses-
sions each averaged 30 specific training 
objectives, reminding me of the military’s 
firehose approach to schooling pilots. 
That said, anyone familiar with simula-
tor training knows of the unexplainable 
time dilatation occurring in what we 
simply call The Box; each four-hour  
session invariably took on the feel of only 
45 minutes aloft. 

It’s been nearly 13 years since I’ve 
taken a new airplane course. This one 
reminded me of the staggering pace of 
learning this business demands, an ob-
servation repeatedly confirmed by my 
young colleague. Secretly I’m relieved it’s 
not just me. By the time our final check 
ride is complete, we’d demonstrated over 
20 emergency drills from memory and 
were able to execute literally hundreds of 
Standard Operating Procedures by rote, 
both as pilot flying and pilot monitor-
ing. Next is line indoctrination in the real  
airplane. 

With Christmas in the air, I’m pack-
ing sunscreen for a trip to Brisbane and 
brushing up on my Mandarin for a  
layover in Shanghai. 

Award winning
Lightspeed Zulu3!
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On the Step float flying With keith Saulnier

Waking Up From Hibernation
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GettinG Rid Of the WinteR Rust

he cold chill of deep winter 
can only last so long. Even-
tually the days will get lon-
ger as the tilt of the earth’s 

axis begins to favour the northern hemi-
sphere. Even though it was speculated 
to be a warmer than usual winter due 
to El Niño effects, the snow came early 
and it stayed. The smarter animals tend 
to hibernate through the colder months, 
and this coping strategy allows them to 
emerge from their dens a little groggy, a 
little unsure of themselves and hungry 
to get out there and start living again. 

My flying skills are much the same. 
I have not had the pleasure of working 
the controls for well over a year now, 
but the time for my self-imposed hiber-
nation is at an end. We were fortunate 
enough to find a nice little C-185 on 
amphibious PK floats and were able to 

T
secure it. It is currently sitting in British 
Columbia waiting for the spring melt 
to begin. Before I can even think about 
how much fun it will be to once again 
follow mountain streams and valleys 
though some of the world’s most spec-
tacular scenery, I have to face up to the 
fact that I might just be a little rusty.

As I mentally go through the exercises 
of preparing myself for another of those 
‘journey-of-a-lifetime’ trips, I begin as I 
always do by making lists. Things to prac-
tice, survival gear to bring, people and 
places that I should call ahead of time to 
ensure that we can get gas, maintenance, 
food and lodging along the way. Nicole 
is really good at developing spreadsheets 
to ensure that everything is accounted for 
and how much this is going to cost us.

When I think about rusty skills, I think 
about how much training we can get in 

on our first day there. As much as the 
Rocky Mountains feel like a second home 
to us, we do have three kids at home and 
they would appreciate us getting back 
there sooner rather than later, meaning 
we better make that first day really count. 

Where the airplane is located there is 
a decent-sized public landing strip and 
the river widens as you go north along 
the valley. This will provide an excellent 
opportunity to get in some much-needed 
crosswind takeoffs and landings. Since 
this is an amphibious airplane, both land 
and sea techniques must be re-learned 
and practiced hard. Once I feel comfort-
able that both of us have it down pat, we 
can move onto short-field takeoffs and 
landings. We have thousands of hours 

Getting ready for the new flying season is a  
mental exercise.
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between us, but no checkout is ever com-
plete without going through as many en-
gine failure and emergency scenarios as 
possible. Having had to depend on these 
life-saving skills more than once in the 
past has given me a deep appreciation 
for mentally and physically preparing 
for the worst.

When you plan to travel 
through rugged country, 
you have to plan out every-
thing that will come with 
you. Our survival kits have 
been with us on many ad-
ventures, but they too have 
been gathering a bit of dust 
as of late. The food must be 
changed out, the meds reviewed for due 
dates and the bandages must be sorted, 
counted and replaced. I realize that most 
of the new materials that go back into 
the kit will only lay there until they too 
expire, but the comfort that my gear has 
been cleaned, reviewed and is ready to 

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

be used in a moment’s notice provides 
me with a comfort level similar to hav-
ing current emergency procedures under 
my belt. Inside of the cloth cases of our 
survival kits are metal containers used 
for cooking and holding water. It gets 
a wash and repacking along with our 
good sleeping bags, thermal underwear,  

hiking boots and fall weather gear. I al-
ways have to remember to keep it light, 
as every fuel stop will be for full tanks 
and the aircraft’s weight and balance 
must be considered. It should be rela-
tively cool out, meaning that the air will 
be nice and dense which should negate  

negative takeoff performance character-
istics at higher altitudes. Takeoff perfor-
mance is always worth bearing in mind. 

I love playing hockey. Every fall I 
step back onto the ice for that first skate 
back. There is not a part of the game 
that I do not enjoy. Putting all that gear 
on, stretching it out and laughing with 

my friends before the puck 
drops. It all becomes real as 
soon as I leave the warmth 
of the dressing room and 
get my first smell of the ice 
and see that clean sheet that 
I have missed all summer 
long. It is the same feeling 
I get when I begin my first 

walk-around to start the flying season. I 
take a little longer than usual, savouring 
each moment, every sight and smell. The 
longest flying hibernation in my career 
is over and it is time to climb back into 
that seat, feel the warmth of the controls 
and make some new memories. 

When yOu plan tO travel  

thrOugh rugged cOuntry yOu 

have tO plan Out everything that 

Will cOme With yOu.



ention the art of flight to most 
people, pilots or otherwise, 
and thoughts will almost cer-
tainly turn to images of grace-

ful airliners flying through cobalt blue 
skies with perhaps a strategically placed 
cloud for effect. But at the international 
airport in Gander, Newfoundland, the art 
takes a more tangible form. The now little-
used international departures lounge has 
been described as one of the most impor-
tant Modernist rooms in Canada.

Unveiled in 1959 by Queen Elizabeth II 
when the airport was bustling with trans-
Atlantic passenger traffic, the lounge is 
dominated by a 22-metre mural painted 
on-site by artist Kenneth Lochhead as 
his interpretation of the wonder of flight. 
Enhanced by geometric terrazzo floors 
and graced by cutting-edge furniture 
and sculpture by acclaimed Canadian 
and international designers, the room 
quickly became renowned worldwide for 
its beauty and style. Today, six decades 

Renowned ModeRnist ARtwoRk suRvives teRMinAl MAkeoveR

Crossroads Of The World

M

later, the room remains largely untouched 
with the most notable change being an 
enclosed glass and aluminum corridor 
added for security reasons.

Unfortunately, the iconic room is en-
closed in a terminal building plagued 
by outdated technology in its plumbing, 
heating, mechanical and other infrastruc-
ture. In addition, the building itself is far 
too large for today’s reduced traffic vol-
umes resulting from more fuel-efficient 
passenger jets no longer needing to stop 
for refueling before making an ocean 
crossing.

A few years ago, airport management 
realized that the building was badly in 
need of replacement and the suggestion 
was made that perhaps the international 
departure lounge would have to be sacri-
ficed on the altar of modernization. For-
tunately an immediate public outcry, led 
by members of the Gander Airport His-
torical Society, quickly helped manage-
ment and government authorities realize 
that the plan needed major revision.

Convincing the various levels of gov-
ernment that a substantial infusion of 
funding was necessary was initially met 
with pushback. However, a revised plan 
to reduce the size of the existing building, 
demolishing unneeded square footage 
and replacing worn out infrastructure 
with modern technology, could meet the 
airport’s needs for the foreseeable future 
and save the much admired lounge.

A recent chat with Gander airport man-
ager Roger Wright updated the status of 
plans for a rejuvenated terminal build-
ing. The airport authority, Wright said, is 
now in the third stage of a design for the 
renovations, expected to take another 18 
months to finalize. Then of course comes 
the need to get the necessary financing in 
place. The final iteration of the Gander 
International Airport terminal building 
remains a few years in the future, but 
Wright says the travelling public will see 
some steady improvements, as they can 
afford them, over the next couple of years.
In the meantime, the lounge is now used 

newfoundland aviation with gary hebbardOn the rock
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only occasionally by international passen-
gers transiting through Canada. It is des-
ignated as a sterile space.

“So if you’re on a flight from, say, Ber-
lin to Chicago and you stop in Gander, 
you can use that room without being 
in Canada (in a legal sense). I can’t be 
in there at the same time there’s an in-
ternational crew in there, for example,” 
Wright explained.

Use of the room is greatly reduced since 
the days when international flights rou-
tinely stopped at Gander, widely known 
as the crossroads of the world, for refuel-
ing. However, the upside is that the room 
is very well preserved and has essentially 
become a time capsule. And Wright added 
the current level of use is not doing any 
damage to the room and its contents. With 
a plan now at least in place to revitalize the 
terminal, airport management is looking at 
ways to use the facility more effectively, giv-
ing it back to the community as a resource.

“The room has seen some limited use 
in the past few years,” said Wright, cit-
ing events such as wine shows, commu-
nity balls and dinners, a fashion shoot 
for a New York fashion company and 
a kids’ Christmas party, among other 
events. “The intent is to breathe life 
back into the room, introduce it to the 
younger people of the community who 
haven’t been aware of it as they grew 
up, and instruct them on the history and 
significance of a resource that is unique 
and irreplaceable.”

Perhaps somewhat unusually, Gander 
airport will soon become part modern, ef-
ficient aviation servicing facility and part 
keeper of a significant Canadian treasure. 
While currently seldom used, the famed 
lounge can still be viewed today by trav-
ellers using the airport, but in the not-too-
distant future, will afford them an oppor-
tunity to interact with a stunning piece of 
Canadian history. 

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

Supplying deHavilland Spares
from the Beaver up to Dash 8

Image Courtesy Bombardier

If deHavilland made it, NewCal Has it
HELPING THE Bush Pilot FLY THE NORTH FOR OVER 55 YEARS
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as it synchronicity? As I  
finished up my column for 
the last issue, I was surprised 
to learn that there was an-

other man restoring a Second World War 
fighter about an hour’s drive away from 
where Terry Dieno created a P-51D Mus-
tang out of parts and wreckage.

On a quiet street in Saskatoon, out back 
in the garage you can find Don Bradshaw 
at work on what is arguably the ultimate 
restoration project.

Bradshaw, an AME with M and S  
licences, spent years working for Trans-
port Canada as an aircraft inspector. 
Now he’s five years into rebuilding a 
mid-1940s Messerschmitt Bf 109G-6.

The plane, commonly known as the Me 
109, is thought to be the most widely pro-
duced fighter aircraft in history. It was an 
advanced design that was constantly up-
dated. Almost 34,000 were produced from 
1936, when it first flew in combat during 
the Spanish Civil War to the end of the 
Second World War, when it was still the 
front line fighter of the Luftwaffe. Today 
some of the Spanish-built Hispano Avi-
acion HA-112 Buchons remain but there 
are just a few of the true Messerschmitts 
in flying condition. 

W

The Me 109 is truly a distinctive fight-
er. It’s a collection of engineering mar-
vels, but some of them gave the aircraft 
some bad manners. Looking at the bare 
fuselage, your eye is drawn to the front of 
the cockpit where there’s a very unusual 
sort of firewall. The firewall was not so 
much to protect the cockpit as to provide 
attachment points for the engine, wings 
and landing gear. As a result, the firewall 
was leaky and the cockpit was filled with 
fumes whenever the engine was running. 
The simple solution was to have the pilot 

on oxygen from start up to shutdown.
The forward fuselage was designed so 

that the fuel-injected Daimler inverted 
V-12 could be changed out in a few hours. 
The wings without the wingtips are only 
12 feet long and light. They were thin and 
suited for speed but they required leading 
edge slats to slow down landing speeds. 
They were mounted with spherical bear-
ings so any small misalignment would not 
cause problems in mounting the wings. 
Any G-series wing would fit quickly and 
easily on any aircraft. “The entire aircraft 

prairie flying with malcolm mcleodStraight and level

Ambitious DreAm tAking shApe

Me 109 Reborn in Saskatchewan
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was designed for easy maintenance,” says 
Bradshaw, “but even with a mechanical 
background — you just shake your head 
and wonder how did they come up with 
this.” The main landing gear are hinged at 
the firewall fitting and retract outward into 
the wings but the result is very narrow, and 
splayed main gear caused many hundreds 
of takeoff and landing accidents.

“The closest analogy I have for it is to 
say it was like an Indy car,” says Brad-
shaw, “It’s very sophisticated and very 
compact.” The biggest challenge, he says 
was “everything.”

The majority of the parts and the wreck-
age that he acquired were out of Germany 
or Austria, gathered in bits and pieces 
since, after the war, almost every piece of 
wartime equipment was destroyed. A lot 
of the wreckage could only be used for pat-
terns. Some other ‘109 survivor projects’ 
were, to a perfectionist such as Bradshaw, 
“good from far but far from good.” It’s a 
metric airplane. “You couldn’t even find a 

screw in Canada that belonged to a 109 … 
so to me it’s the ultimate challenge.”

Bradshaw is an airframe specialist and 
what he has now is a substantially com-
plete airframe with some systems installed. 
However, finishing the 109 will take more 
time and a great deal more money. Fortu-
nately, Bradshaw’s project has attracted the 
attention of one of the most avid aircraft 
collectors, Kermit Weeks.

Many years ago Bradshaw, who comes 
from southern Saskatchewan, had a 
Hawker Hurricane project. It was one 
of the many Hurricanes sold to farmers 
at the end of the war. When he got it to 
the point where the fuselage structure 
was assembled he put it up for sale and 
Weeks, who was adding a “British Wing” 
to his Florida museum, bought it.

“He came up and looked at it. I 
shipped it down there and we kind of 
loosely stayed in touch over the years. 
Then when I was going full-bore on the 
109 project we reconnected.” After some 

cryptic comments on the Florida War-
birds website about a ‘secret 109’, Weeks 
has become the sponsor of the project and 
the owner of the aircraft. He has a Daim-
ler engine ‘on the shelf’ in Florida waiting 
for the airframe to arrive, and like all the 
Kermit Weeks airplanes, this one will be 
maintained in flying condition.

“I’m the hands behind the project,” says 
Bradshaw, “but I’m not the money. I like 
to kid myself but this is definitely a rich 
man’s game and I am fortunate that Kermit 
is very confident in my capabilities so I am 
able to participate in this endeavour.”

Bradshaw hopes to move the Me109 
to the Saskatchewan Aviation Museum 
in Saskatoon for a while before it goes to 
Florida for completion. In the meantime 
he has become a true Me 109 aficionado 
and has developed a lot of unique knowl-
edge and skills on the plane. At the end 
of our interview he says, almost offhand-
edly, “I’m actually working on a second 
one right now.” 

lakecentral.com

Aircraft Sales and Maintenance
Approved Lake & Seaplane Training Course
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Insurance Training & Assistance
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1(705) 687-4343  •  info@lakecentral.com
1016 Sabre Lane •  Muskoka Airport (CYQA) •  Gravenhurst, ON •  P1P 1R1
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Tales from the Lakeview Bush Flying With RobeRT S. GRanT

n November 8, 1972, Gate-
way Aviation’s Beechcraft 
D18S CF-RLD landed at 
Cambridge Bay, 461 nm 

north of Yellowknife. Pilot Marten Hart-
well arrived from a nearby mining site at 
nearly the same time as a de Havilland 
Twin Otter touched down from Boothia 
Peninsula’s Spence Bay. The shorter-
range medevac Twin Otter carried pa-
tients Neemee Nulliayok, who suffered 
birth complications, and her 14-year-old 
nephew David Pisurayak Kootook, with 
possible appendicitis. Both needed trans-
fer to Yellowknife.

German-Canadian Marten Hartwell lis-
tened to pleas from Cambridge Bay’s des-
perate medical staff and decided to take 
the trip.  Kingsbridge, England-born nurse 
Judy Hill would be in charge. Fatigued 
after a lengthy duty day, Hartwell topped 
his fuel tanks for the expected three-and-a-
half-hour southbound flight. Although not 
instrument rated, his 2,000 hours included 
25 hours on type and time garnered in sev-
eral Arctic islands. He departed into dark-
ness across Queen Maud Gulf on what 
became northern aviation’s ‘costliest, most 
controversial flight in 26 years.’ Weeks lat-
er, an ear-piercing racket blasted out by a 
peculiar airplane type would save his life.

Cambridge Bay’s radar station lost 
contact with the ‘Wichita Ice Magnet,’ as 

Arctic Rescue
‘Wichita ice Magnet’ Went DoWn With Four on BoarD

O
some pilots call the Kansas-built twin-tail 
type, 71 miles after the wheels clunked 
into the wells. Crossing into the North 
American mainland, Hartwell attempted 
map-reading under a dim cockpit light 
while Hill brought coffee forward. No 
campfires, snow machine lights or trap-
pers’ cabins broke the darkness below. 
Unknowingly, he drifted over higher 
terrain southeast of Great Bear Lake. 
Suddenly, the right wing clipped some 
spruce trees and CF-RLD cartwheeled. 
As the elegant aircraft disintegrated into 
kaleidoscopic whirls of snow, shattering 
navigation lights and blackness, 27-year-
old Judy Hill perished instantly.

Nulliayok died several hours later and 
47-year-old Hartwell awoke to broken 
ankles and a shattered left knee. Kootook 
emerged almost unharmed into land with 
less than six hours of daylight and tem-
peratures as low as -38˚C. The survival kit 
had contained enough for four people for 
eight days but little of the life-sustaining 
goods could be found. Kootook devoted 
himself to keeping Hartwell alive. When 
not subsisting on tree bark, he cut wood, 
melted snow and maintained their crude 
shelter before fading away after 20 days 
of ‘despair and malnutrition.’

Word spread to Rescue Coordination 
Centres in southern Canada where a proj-
ect code-named ‘SAR Hartwell’ began 

with the ominous words, “We have an 
overdue for you.” A Namao, Alberta-based 
Canadian Armed Forces (CAF) Lockheed 
CC-130 Hercules became the first to com-
mence grid-searching. Soon, Yellowknife’s 
440 Squadron’s two Twin Otters and an 
RCMP Twin Otter trudged north.

Gateway Aviation and Northward 
Aviation airplanes became part of the ar-
mada. Volunteers underwent briefings to 
call attention to any ground movement, 
smoke or flares. Well-known wilderness 
pilot James McAvoy, whose brother Chuck 
McAvoy had inspired the legendary Joe 
McBryan to enter aviation, followed river 
routes. In spite of covering 130 miles on 
each side of Hartwell’s estimated path, no 
trace of CF-RLD appeared. By November 
25, searchers covered 80,500 square miles 
without success. Three days later, officials 
suspended SAR Hartwell.

Hartwell’s close friend Susan Haley had 
rushed to Yellowknife and joined the ob-
servers. When word came to cease opera-
tions, she pressured everyone she could 
to continue. At one point, the determined 
lady mentioned a Canadian-designed air-
plane usually associated with Canada’s 
coasts. A massive submarine hunter, the 
Canadair CL-28 Argus weighed 81,000 
pounds and could take off at 157,000 
pounds with 15 crew and ‘loiter’ for 20 
hours. With a 142-ft 3.5-in wingspan, the 
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Argus outsized the Hercules. Four Curtiss 
Wright R-3350 radial engines weighing 
2,700 pounds each and producing a total 
of 14,800 hp provided power. 

Media joined the outcry to extend 
the search until defence minister James 
Richardson authorized a re-start. Every 
available aircraft went back into the ef-
fort including an Argus, although critics 
claimed the complicated engines would 
unlikely start in sub-zero temperatures. 
Nevertheless, Summerside, PEI’s 415 
squadron tasked Argus 10732 to Namao. 
Sure enough, mechanics postponed the 
initial dispatch when the R-3350s refused 
to cooperate in the prairie winter. Three 
days later, they set course to what mili-
tary planners called “areas of 
possibility.”

“I was the routine navigator 
assigned for the initial transit 
of our search area and planned 
a track that would give some 
probability as we proceeded 
low level and below cloud,” 
navigator Joseph Scoles explained. “Past 
Yellowknife, I requested a climb from 
500 feet due to navigation requirements 
to confirm our estimated position before 
reaching the assigned blocks 200 miles 
away.”

Unknown to Scoles and his fellow 
crewmembers, Hartwell passed his days 
in a tent thrown together from sleeping 
bags and an engine cover. Kootook, who 
had never seen a tree until he crawled 
from the wreckage, had helped the in-
jured pilot until his own demise. Hart-
well never expected to survive and tried 

to acquaint himself to the fact that he 
would die. Prepared for what he thought 
would be inevitable, Hartwell composed 
words to his son which stated, “When 
you receive this letter, I will be dead.”

When Argus captain Wayne Healey 
acknowledged Scoles’ call for climb 
above the cloud layer, four aluminum, 
bronze and steel turbo-compound mass-
es of metal sent down rivers of noise that 
shimmered the snow-covered lichens. 
At first, Hartwell thought wild animals 
had invaded his space before realizing 
no thundering muskox herds happened 
to be nearby. After conserving his ELT 
battery for weeks, he flicked on the unit. 
Thirty seconds later, everyone aboard the 

Argus heard the 121.5 signal and Healey 
rolled the massive airplane into a low-
level steep turn. A searching Hercules 
20 miles away also homed to the scene. 
Directly overhead, the Argus crew spot-
ted Hartwell waving a red flare. After the 
Hercules reached the camp, Air Transport 
Command, instead of Maritime Com-
mand, received credit for the discovery 
although Hartwell never heard the qui-
eter Lockheeds which had covered his 
area. The R-3350s’ shattering roar saved 
Hartwell, not the quiet-purring Hercules’ 
Allison turbines. 

“Thank God for the noisy Argus, its 
presence allowed Martin Hartwell to en-
joy many more years of life on this earth,” 
said Scoles.

Rescue specialists moved Hartwell to 
Yellowknife’s Stanton Territorial Hos-
pital where media questioned how he 
survived 31 days while three others died. 
Rumours filtered out that cannibalism 
had taken place and through an inquest 
months later, exhausted, weak and in per-
sistent pain from thawing limbs and frac-
tured bones, Hartwell confirmed that he 
had partly dismembered Hill’s body with 
an axe and consumed her flesh. Condem-
nation came quickly from around the 
world after an Edmonton radio station 

broadcast the news but in hind-
sight, no one who had not been 
in Hartwell’s position could 
fault him. 

Today, few Canadians re-
member the tragic epic near 
Great Bear Lake, although avia-
tion enthusiasts can see Cana-

dair CL-28s at locations like Ottawa’s 
Canada Aviation and Space Museum. 
In Taloyoak (previously Spence Bay), a 
health centre has been named after Judy 
Hill and a rock cairn at the community 
airstrip honours David Pisurayak Kooto-
ok for his sacrifices that enabled Hartwell 
to live. 

Hartwell remained ‘north of 60’ and 
formed an air service at Fort Norman, 332 
nm northwest of Yellowknife, gaining re-
spect for his contributions to aviation in 
the Mackenzie Valley. He passed away on 
April 2, 2013, at age 88. 
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hangar Talk WiTh jack schofieldflying stories

Waxing Poetically in the SkieS

Getting The Word Out

ave you had a chance to 
read the latest edition of the 
magazine titled Trial Balance, 
describing the bookkeeping 

adventures of a certified general accoun-
tant, and now available on Kobo, iBooks 
and Kindle? 

“Not likely,” you say. “Bean-counters 
aren’t my style.” 

How about the latest magazine craze, 
Big Shipper, providing wonderful in-
sights into the adventures of freight 
forwarding? Well, there is a magazine 
called Cigar, but where I’m going with 

H
this is that there are very few industries 
that are interesting and exciting enough 
to warrant their own publications. The 
exception being anything to do with 
transportation— if it moves it’s worth 
writing about. Travel and the means of 
doing it have always been the source of 
a writer’s muse. Back in Robert Louis 
Stevenson’s day, sailing ships were top 
of the list. Little kids would daydream 
about sailing before the mast, and that 
writer’s Treasure Island and Kidnapped 
were filled with the lore of sail. Today, 
it is safe to say that airplanes have filled 

that place for many years and at one 
time this phenomenon was referred to 
as the romance of flight. I am not so sure 
that term still applies as we approach an 
era of unmanned, artificially intelligent, 
radio-controlled aircraft, but within this 
industry professional aviators are still 
prone to telling adventurous stories 
and even waxing eloquent with poetry. 
When this magazine was launched back 
in 1990 we published in each issue the 
poetry of airline pilot Dennis Currie. 
Currie’s Corner, we called it. When 
we stopped printing Dennis’s poems il
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there was a cry from readers that quite 
amazed me. Now, Dennis has published 
an entire book of his poetry titled Half 
a Mile in Rain, written to describe his 
many adventures in the left seat. In a re-
cent book that I compiled titled Hangar 
Flying, telling stories by six pilots from 
the flight decks of airliners or the cock-
pits of helicopters and bush planes, we 
received so many stories that a second 
and possibly a third volume of this book 
is now in progress. There seems to be no 
shortage of narrative coming from pi-
lots worldwide—the lure of flight lives 
on despite flying by wire and autoland. 

Yesterday, a pilot friend of mine who 
flies for Seair out of Vancouver, and lives 
here on Mayne Island in British Colum-
bia’s beautiful Gulf Islands, approached 
me with a poem written by his father. 
His dad, Syl Dzus, was an accident in-
vestigator for what was then known as 
the Department of Transport (DOT) and 
has written a poem about the Beaver 
amphibian CF-DTI that was operated 
by the DOT. That Beaver was familiar 
to pilots flying on the west coast, and in 
particular the rather frequent dunking 
it took from DOT inspectors who forgot 
to retract the wheels before landing in 
the ocean. That happened often enough 
to gain recognition in Inspector Dzus’s 
poem: 

Those government inspectors
They all flew very well
But sometimes they forgot the wheels
And ended up Pell Mell

While we might view as ironic that 
those responsible for making the rules 
were themselves guilty of breaking a 
basic one of safety, the fact remains that 
even employees of Transport Canada 
can wax eloquent. So, put down your 
autographed copy of Bookkeeping Can Be 
Fun, and send me (coastdog2@shaw.ca) 
an account of your greatest adventure 
in the left or right seat and, who knows, 
you might find yourself in line for the 
Giller Prize.  

Need healthcare but can’t afford 
to fly there?

Getting Canadians to Getting Better
www.hopeair.org

if you are a canadian flight training student and would like to enter the viP draw  
each issue to win your own pilot logbook, please send canadian aviator your name,  
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and your personal contact information. 

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

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

is chris buchanan who is working towards a degree in university as well as 
his PPl at canadian flight centre school in kamlooPs british columbia.
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logbook is Provided by 
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Down East atlantic Flying With Don LEDgEr

A Boy’s Toy With An Afterburner
MiG-17F Provides BusinessMan With unique Personal transPort

 thought this column might 
dovetail with my article in the 
next issue of this magazine; a 
contrast between the two. In 

1989 Nova Scotia-born pilot/adventurer 
and businessman Dave McCulloch de-
cided to invest in his third jet. He’d made 
an offer on a Learjet 23 but at the last min-
ute the seller changed his mind and took 
it off the market. “I’ve got a Chinese-built 
MiG-17F (Shenyang J-5). It’s a take-it-or-
leave-it deal,” the broker told him. Long 
story short, McCulloch was pumped for 
another jet and something fast so he took 
it. He’d recently sold his ‘farm-slash-air-
strip’ north of Toronto and started a tire 
business in Texas. He acquired a home in 
Horseshoe Bay, Texas. It had a 31-metre-
wide hangar attached with a short taxi-
way to the runway. He had sold his Hansa 
Jet, a German-designed business jet, and 
retained a Paris Jet that shared the hangar 
with the MiG-17F. Now he had to learn 
how to fly the MiG.

The MiG-17F is a single-seat fighter. 
Potential pilots had to learn to fly it from 
the handbook and solicit advice from 
others who flew the aircraft. Another 
method was to train on a MiG-15, which 
had two seats. The 17F had an afterburn-
er which was not available on the MiG-

I

15. There was an organization in Nevada 
which owned foreign aircraft, including 
two MiG-15s. McCulloch went there to 
qualify himself on a MiG-17F at the cost 
of about $8,000 an hour. He took three 
hours of instruction in the MiG-15 while 
soaking up advice about the foibles of the 
MiG-17F.

McCulloch upgraded the radios, added 
a transponder, DME (Distance Measuring 
Equipment) and ILS (Instrument Landing 
System) so he could fly the MiG-17F on 
instruments. However, most of the instru-
ments were still in Chinese.

In Horseshoe Bay he taxied the MiG-
17F onto the runway to get a feel for the 
aircraft. After some time, he decided it 
was time to get airborne. He topped off 
his fuel tanks with jet-grade kerosene 
and climbed into the cockpit heated by 

the hot Texas sun. He was wearing a 
crash helmet and a G-suit. He lined up on 
the north-south runway and advanced 
the throttles. He quickly turned on the 
fuel pump for the afterburner. The effect 
was stunning. McCulloch was slammed 
back in his ejection seat from the sudden 
thrust. Forty-four U.S. gallons each min-
ute was being consumed by the engine 
and the afterburner. “I had a flame 20 feet 
long coming out of my butt,” he grinned. 
“I was riding the fire.”* He was climbing 
fast and got to 30,000 feet in just three 
minutes. But after several more minutes 
of tearing around the upper atmosphere, 
the MiG pilot noticed that he was losing 
fuel. The fuel gauges were unwinding.

“Fuel leak?” he wondered. Then it 
dawned on him; he’d been so taken with 
the acceleration to 30,000 feet that when he 
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Dave McCulloch said his MiG-17 was a stress reliever.levelled out he had forgotten to shut down 
the afterburner. Fuel was pouring into the 
engine like it was coming out of the nozzle 
of a gas pump. 

As he became more comfortable with 
the aircraft, McCulloch tested its design 
limits. He took the plane to its service 
ceiling of 51,000 feet (15,810 metres); he 
climbed it at 621 mph (1,000 km/h).

The MiG-17F became his business jet 
and a stress reliever. He flew around the 
United States promoting his tire product 
to distributors. The media discovered 
McCulloch and his Chinese-built MiG-
17F. It stood out at airports. It was still 
wearing its Chinese-red star in Cold-War 
colours. He was called on by various 
agencies to fly the MiG at airshows in the 
U.S. and Canada, and that’s when I first 
met him.

Eventually he moved on to a more prac-
tical biz-jet; the MiG loved kerosene too 
much. He sold the MiG and his Paris Jet to 
finance the purchase of a Cessna Citation 
501 SP. He also acquired another small jet, a 
British BAC Provost trainer used by the RAF. 
Eventually he sold those off to purchase the 
aircraft he really wanted — lusted after, in 
fact — a Learjet 23, which he still owns, as 
well as a Piper Aerostar (the beefed-up Su-
perstar version) and a PA-28 Cherokee 235. 
The latter is basically a Cherokee 140 with 
a 235 hp engine and a constant-speed prop. 
But that’s another story.

*Riding The Fire became the title of a 
biography I wrote about McCulloch’s 
flying adventures and his airplanes. It’s 
now available on aviatorsbookshelf.ca. 
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ost pilots know there are 
six types of fog: advection, 
radiation, upslope, frontal, 
steam and ice fog. Canada’s 

east coast will be entering fog season, 
annoying pilots from early April until 
well into the summer due to advection 
fog, but this type can loom any time of 
the year if the winds blow in from the 
ocean. 

If you are flying out east during fog 
season, expect numerous challenges. 
Airports like those in St. John’s, N.L. 
(CYYT), Halifax, N.S. (CYHZ), Sydney, 
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Weather KnoWledge With Doug MorrisEye on The sky

M

Fog Can ground VFr Flights For days — or longer

The East Coast Veil

N.S. (CYQY), Yarmouth, N.S. (CYQI) 
and Saint John, N.B. (YCSJ) is where 
thick fog lurks. Growing up in Halifax, 
I thought it normal living in a continual 
thick blanket of fog this time of year. 
Not until I moved to Ontario did I real-
ize the abundance of VFR. 

Advection fog (also called sea fog) 
forms when warm moist air advects 
over a relatively cool surface (water or 
land). Advection is the movement of air 
horizontally, not to be confused with 
convection, which is the movement of 
air vertically. Where the warm waters Fr
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it’s claimed the halifax airport location was 
chosen because it was in a region of reduced 
fog, but when the trees were cut down to 
build the airport, fog materialized. my take is 
any airport near the atlantic coast, especially 
one built on the highest terrain in the area, will 
be conducive to fog. rather than burning off 
the fog from the heat of the trees, the clearing 
allowed the low clouds to reach the surface. 
st. John’s, n.l. suffers from the same plight, 
as it too is perched upon a hill. 
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of the Gulf Stream collide with the cold 
Labrador Current, it’s conducive to 
forming some of the foggiest places on 
the planet. Advection fog is not as de-
pendent on wind speed as it is on wind 
direction. Many claim this fog can lift 
to a stratus layer under strong surface 
winds, and indeed this does happen. 
However, when the cooling is extreme, 
like over the very chilly waters off Can-
ada’s eastern shoreline, think thick fog. 
You will often find gale-force winds and 
be unable to see beyond a few feet. 

The world’s foggiest place is found 
off the Grand Banks of Newfoundland, 
where the Gulf Stream and the Labrador 
Current butt heads. Your career may 
see you flying supply helicopters to oil 
rigs located in those waters. And where 
are the choppers based? At the foggiest 
airport in Canada, St. John’s, of course. 
In a past article, I mentioned St. John’s, 
a.k.a. Torbay, is the windiest, cloudiest, 
second rainiest and foggiest city with 
the most freezing precipitation in the 
country. It goes without saying it has 
Canada’s lowest VFR ranking, about 65 
percent in the summer lowering to just 
62 percent in the winter.

As mentioned, wind direction is a 
very important factor in the formation 
of advection fog. For example, advection 
fog is almost a definite at the Halifax air-
port when the winds are persistent from 
070° (true) to 240°. This low-lying IFR 
menace does not form in Halifax when 
west-to-northerly winds blow. 

Don’t think advection fog is strictly  

an east coast thing. The west coast of 
Canada and the U.S. also gets mired in 
this fog. Cold waters hug British Colum-
bia and the states of Washington, Oregon 
and California, and all the way south 
to the tip of the Baja Peninsula. While 
Vancouver sees some advection fog, it’s 
the west coast of Vancouver Island that 
is the real home to this chilled air mass. 
Sometimes you’ll see advection fog form 
over Lake Ontario and move inland to 
Toronto. Advection fog can be enhanced 
when a relatively moist air mass over-
rides a snow-covered terrain. The solid 
snow may sublimate directly into water 
vapour, adding to the low-level mois-
ture. This process is conducive to very 
dense fog. 

It takes most of the winter to cool 
the waters off the east coast, so fog sea-
son plagues the Atlantic provinces for 
months. The year when I moved back 
to Halifax as a commuting pilot, the 
airport authority decided to shut down 
their two ILS approaches for runway 
work in July. They had been informed 
there was minimal chance of fog form-
ing at that time of year. Wrong! I had to 
book off my first pairing that summer. 
I couldn’t get to Toronto to work my 
scheduled flight to Paris, France be-
cause there were no airplanes. Numer-
ous flights were cancelled. 

Advection fog can move well inland 
and be enhanced by hilly terrain (Hali-
fax airport is about 25 kilometres inland 
on a high point). This type of fog may 
retreat to the coast during the day as the 

FacTs

•  Pilots should always be looking at the  
spread between the temperature and  
dewpoint. if the spread is 2°c or less, antici-
pate Fog!

•  Fog (FG) is when visibility lowers to less  
than 5/8 of a statute mile whereas mist  
(BR) is 5/8 of a mile or more. 

•  BR (for mist) is derived from the French 
word brume. 

sun burns it off, but will quickly return 
as the evening cools. However, a cloud 
deck may impede the sun from burning 
off the fog, in which case it will remain 
until a wind shift causes it to break up. 
This fog can persist for days and wilt 
a person’s spirit. If it thickens, drizzle 
may form, which can cover an extensive 
area. But no matter its diverse guise, fog 
is every aviator’s challenge.  

SUBSCRIBE + SAVE!
one year subscription  

only $26!*
* Taxes may vary by province.
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EyE in thE Sky

BomBardier dash-8s Find new LiFe  
as high-Tech PLaTForms

By Gary hEBBard

pal aerospace’s 
Force 

Multiplier



“Force Multiplier is the next generation of Intelligence, Surveil-
lance and Reconnaissance (ISR) aircraft” according to Jake Train-
or, the Chief Operating Officer at PAL Aerospace in St. John’s,  
Newfoundland and Labrador.

As the latest offering to the airborne information gathering industry, Force Multiplier is 
an innovative project boasting state-of-the-art data handling and sensor management. Tradi-
tionally, as Trainor explains, ISR aircraft are equipped with monolithic mission management 
systems that collect information, which is then processed onboard or sent to a ground station. 
PAL Aerospace went beyond the status quo to create a platform with advanced interfaces, 
communications, and data management capabilities incorporated on an agile, multi-role air-
craft that is also scalable, adaptable and affordable for the end user.

“Our onboard data handling network manages all the existing on-board sensors, the radar, 
the communications flow and the video, as well as a variety of other inputs which can be fed 
in real time to decision makers. This capability allows us to have a very robust solution that 
can also accommodate other user-provided sensor packages, should they have them, while 
seamlessly integrating with their ground stations and networks.”

Developed in-house, the Force Multiplier can supply a rapidly deployable solution to  
clients around the world. Generally, ISR aircraft cater to big government and military opera-
tions with equally large budgets and well-financed air resources. There are many reasons why 
organizations are unable to develop their own ISR programs, including the hassle of long 
procurement times, the high cost of buying the latest technology, expensive workforce train-
ing, and the added complication of owning, maintaining and operating a special-purpose 
aircraft. Force Multiplier offers a ‘one-stop shop’ solution in a complete custom-designed 
package: built, operated, staffed and maintained by PAL Aerospace.

The company came up with the idea a few years ago based on experience with ISR operations 
and feedback from customers. Looking to future market trends, PAL decided to create a unique 
ISR package solution to offer to customers on a ‘power-by-the-hour’ or term-contract basis.

“Data is the currency of ISR,” Trainor says. “There is more and more demand for this type of 
capability. We looked at it and asked ourselves how we could satisfy a customer that may only 
need this kind of capacity periodically, or may not need a full-time, ongoing ISR program. We 
wanted to address a portion of the ISR market that isn’t being served effectively.”

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



A thorough modernization program, including a state- 
of-the-art panel is fundamental to the program.
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PAL can also use the Force Multiplier 
aircraft to offer training and interim ca-
pacity to a customer developing their 
own ISR capability, giving customers 
the advantage of having trained person-
nel as soon as their own system is ready. 
In addition, PAL’s ongoing research and 
development program will continue to 
push the boundaries of existing technol-
ogy by employing the Force Multiplier as 
a test platform.

Trainor is quick to point out that intel-
ligence, surveillance and reconnaissance 
services are applicable to a wide range 
of activities including drug interdiction, 
piracy patrols, human migration moni-
toring, mapping and wildlife surveys 
on land or sea. There is even a highly 
effective search and rescue (SAR) role 
as the Force Multiplier is equipped to 
drop rescue rafts and SAR equipment. 
A whole spectrum of intelligence and 
data gathering exists beyond military 
applications, as Trainor said. For exam-
ple, looking for somebody in distress on 
land or water is really a data-gathering 
task. In fact, this is something that PAL 
Aerospace does every day for its clients 
in the Caribbean.

The Force Multiplier program falls 
under Canada’s export laws, requir-
ing that all sales outside the country be  

the platform used for this information 

gathering system exudes a slightly menac-

ing appearance in its battleship grey paint 

scheme with a few odd protrusions. the air-

frame will be readily identifiable to the avia-

tion audience as a Bombardier Q300 dhc-8 of 

the tried and proven dash-8 series. contrast-

ing with larger airframes, including the Q400, 

the Q300 fits the requirements for range, fuel 

burn, adequate size, long endurance and low-

level capabilities. 

although the Q300 is no longer manufac-

tured, there are plenty of low-time airframes 

available. Given the aircraft has been stripped 

down to its bones, every aspect replaced or 

overhauled, and most of the core systems 

enhanced, starting with a used aircraft can be 

very cost effective.

inside the Force multiplier, the former pas-

senger cabin now houses a fully-integrated 

glass cockpit and four individual, high-tech, 

information-gathering consoles. as an added 

benefit, a training configuration is available in 

which one or more of the four available con-

soles can remain operational while the others 

are used to train new operators.

Underneath, a Q300

approved, which precludes the danger of 
sophisticated ISR technology falling into 
the hands of unfriendly nations, terrorist 
groups or drug cartels. 

PAL Aerospace customers are typically 
government entities with early interest 
coming from such bodies as the RCAF, the 
Department of National Defence, Fisher-
ies and Oceans as well as the U.S. Depart-
ment of Defense and the French navy.

“We’re excited about it because this 
is truly groundbreaking in the way ISR 
services are developed and sold,” said 
Trainor.

Dave Keddy, PAL’s director of the 
Force Multiplier program and a senior 
pilot, has nothing but praise for the fly-
ing characteristics of the aircraft. Coming 
from the military, Keddy has plenty of 
experience in both fixed wing and rotary 
flight and has been with the company 
for about seven years. He mentioned the 
aircraft flies very similarly to a base Q300 
— even the maximum certified takeoff 
weight of 43,000 pounds for the passen-
ger version is the same for the Force Mul-
tiplier. The one slight difference that an 
experienced pilot would feel, Keddy said, 
is on landing.
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east coast nearly 30 years ago. Over this 
time, PAL Aerospace has stayed current 
as technology significantly improved. 
In addition, the company has been in-
strumental in further developing the 
advanced, innovative technology now 
packed into the DH-8-300 airframe.

“It’s all about the on-board sensor sys-
tems and the handling of the data it gen-
erates” says Keddy. “We are able to col-
lect critical information and get it into the 
hands of decision-makers in real time.”

Keddy does not use the word ‘danger’ 
to describe the job of flying ISR, but does 
point out that there are certain realities 

“With every aircraft, including the 
Q300, you commit to land and then you 
flare and touch down. You lose slightly 
more airspeed in the flare [with the Force 
Multiplier]. There are minor differences 
in the power requirements but they are 
very, very minor.”

Of equal significance to the aircraft’s 
flight characteristics is the pilots’ inter-
action with the sensor operators. Keddy 
remarks on the closeness of the relation-
ship and the complex crew resource 
management required to ensure the en-
tire crew is working as a cohesive unit. 
Each crew member, including the pilots, 
has the ability to view the sensor mission 
data as well as critical aircraft and flight 
parameters. 

“PAL devotes a significant amount 
of effort toward getting this right,” says 
Keddy. “We as a company have over 
250,000 flight hours of special missions 
experience conducted safely in the most 
challenging environments around the 
world.” All pilots are captain-qualified, 
highly experienced maritime patrol 
veterans, and fully capable of fulfilling 
whatever role is required.

PAL Aerospace has worked with this 
type of technology for years, going back 
to their first contracts with government 
to do ice and fishery patrols off Canada’s 

to deal with when flying at low level in 
challenging environments. However, it 
is something PAL Aerospace crews deal 
with every day and they have years of ex-
perience with that type of flying.

“As an ISR company,” Keddy states 
confidently, “we manage the risk through 
a combination of having deeply experi-
enced crews, utilizing the best engineer-
ing design and technology, employing 
procedures honed through experience 
and promoting a culture of safety. A mis-
sion will never go out farther on two en-
gines than where one engine can bring 
them home safely.”  



3 6   canadian aviator +  m a r c h / a p r i l  2 0 1 9

glider

Using altitude instead of 
horsepower, a full suite 
of aerobatics is possible 
in a sailplane.
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GlidinG – Just Another Form oF FliGht?
By roBert S. grant

Aloft  
with  
No  

Power
The propeller snapped to a stop in front of my eyes. No problem, acres of water 
below the 65-hp Taylorcraft’s Edo 1320 floats sufficed for landing and the fab-
ric-covered seaplane touched down gently on Lake of the Woods. Years later, 
while settled into a comfortable leather chair in the York Soaring Association 
clubhouse, I listened to a collection of ‘sunglassed’ glider pilots extolling the 
virtues of powerless flight.

Founded in 1961 by Austrian-born Walter Chmela, 
the association operates 14 sailplanes and gliders 
from a groomed 100-acre expanse of multiple grass 
runways, five minutes east of the community of Ar-
thur, Ontario. Although anyone, including handi-
capped aspirants or teenage hopefuls, can show up 
to swim in the delights of quietude aloft, members 
developed an eight-day program targeted towards 
pilots already licensed in powered airplanes. Hugh 
Douglas, who joined the association in 2001, issued 

me an invitation to sample the world of so-called 
soundless sky. With time to wait before starting a new 
flying job in Yellowknife, I braved the Toronto traffic 
to wander amongst the elegant flying machines.

“There seems to be a dwindling pool of people in-
terested in flight of any kind since the mystique of 
aviation has almost disappeared,” said Douglas. “We 
decided to encourage pilots who would find gliding 
and soaring more challenging and who’d want to  
enhance handling skills they already have.”



Most newcomers 
to the york Soaring 
association began 
their engineless 
education in an 
elmira, n.y.- built 
Schweizer 2-33.
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ratio wings, but pilots require extra foot-
work due to the adverse yaw created by 
large ailerons. The booklet suggests, 
“When you think you have enough 
rudder, double it.” Such well-meaning 
advice would very likely upset first, 
second and cattle-class passengers if the 
trainee glider pilot carried the same pro-
cedures into an airliner cockpit.

Most newcomers to the York Soar-
ing Association began their engineless 
education in an Elmira, N.Y.-built Sch-
weizer 2-33. With a 51-foot wing span, 
the 600-pound training glider can leave 
the surface at 1,040 pound gross takeoff 
weight and stall as low as 36 mph. Al-
though this fabric-covered steed comes 
equipped with conventional ailerons, 
elevators and rudders, efficient flight de-
mands that trainees call upon their senses 
and not a frantic hash of tablet punching. 
Serge Valade, who commenced his career 
as an air cadet in 1972 at Saint-Honoré, 
Quebec, offered a simple and practical 
suggestion: “Listen to it.”

A six-page booklet published express-
ly for power pilot conversion pointed 
out that gliders do not respond rap-
idly to aileron input because of slower 
speeds and broad wingspans. At normal 
cruise, most aircraft require little rudder 
activity. Gliders, however, experience 
less induced drag due to high aspect  

whether a candidate’s logbook showed 

200 hours or 20,000 hours, the average 

time to acquire transport canada’s glider 

pilot licence totalled 20 hours. depending 

on licences already held, no further require-

ment for written exams exist and current 

medicals suffice. most training trips last 20 

minutes and fortunately, added instructor 

wayne hewison, much of the airmanship, 

decision-making abilities and ‘hands and 

feet’ skills obtained in powered aircraft ease 

the transition. 

it takes about 20 Hours
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gliders. No engine gauges take up space 
and the lack of electric or hydraulic sys-
tems nullify the need for heavy glass-faced 
instruments. A simple ‘yaw string’ taped 
to the nose helps coordinate turns, and 
canopy frames serve as references points. 
Glider pilots have a reason to keep scan-
ning outside as much as possible; when 
a gaggle of aircraft seek the same ther-
mals, speeds approaching stall and 45-de-
gree banks become necessary. Transport 
Canada does not mandate full spins, but 
the association prefers that every trainee 
undergo the exercise. In the glider world, 
stall/spin accidents rarely occur thanks to 
emphasis on unusual attitudes and the in-
sistence on mastering slow flight.

While soaking in the York Soaring As-
sociation’s informal and relaxed atmo-
sphere, many unfamiliar terms bounced 
off the clubhouse walls or shook the 
fabric and metal coverings of the gliders 
shimmering in the slight breeze. ‘Boxing 
the propwash’ sounded confusing un-

Occasionally, power pilots become ap-
prehensive the first few times they find 
themselves above southern Ontario’s 
barn-dotted landscape without the re-
assuring pull of a tow aircraft’s engine. 
Instead of a typical 7:1 glide ratio of an 
elementary Cessna 152, certain high per-
formance sailplanes attain 60:1 and, in the 
case of the Schweizer 2-33, pilots count on 
at least 20:1 and, with proper handling, 
stay airborne for hours. Record holder 
Charles Petersen, who accomplished 
a 507-kilometre flight during the 2018 
season, explained that, “Gravity is our 
engine and altitude is our fuel.”  Glid-
ers also utilize spoilers when targeting 
a landing spot. “Too high, more spoiler; 
too low, less spoiler,” said Douglas. Some 
gliders, he added, have flown up to 2,000 
kilometres, and others have reached as 
high as 50,000 feet.

Power pilots accustomed to instrument 
panels of powered aircraft are often as-
tounded at the functional minimalism of 

til the owner of Canada’s only Slingsby 
T.21B glider, David Baxter, took time to 
explain that the exercise shows how a 
glider handles shocks and turbulence in 
a tow plane’s slipstream. The first dem-
onstration takes place at 1,000 feet as the 
glider shifts from one side to the other of 
the propeller arc. 

“Initial boxing of the wake is best done 
in a half-box, descending to the low-tow 
position, moving out to one side with the 
nose of the glider about even with the 
tow plane’s wing tip,” read an instruc-
tional section of the association’s web-
site. “Students should notice that the air-
craft must be banked considerably at the 
corners to maintain a good box and must 
be careful not to overcorrect.”

Southern Ontario has been favoured 
with numerous landing areas, although 
‘land-outs’ are not encouraged unless the 

An army of volunteers keeps the aircraft 
safely rotating on flying days.
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pilot cannot return to the association’s 
airstrip. Power aircraft schools insist that 
engine-failure procedures means straight 
ahead when possible with no turns except 
to avoid obstacles. Glider pilots learn how 
to utilize steep turns to reverse direction 
as low as 300 feet if a tow rope breaks. One 
thousand feet spells a safe return.

“Almost every field is as flat as a pan-
cake in this area. The most important 
thing is to be able to judge upslope, what 
kind of crop and which rocks could ruin 
your day,” said ex-RCAF pilot and pres-
ent Air Canada Airbus 330 instructor 
Mark Stokes. “Landing in corn or wheat 
can damage the aircraft.  And stay away 
from cattle- and sheep-shit.”

Although I enjoyed only two days 
strolling the grass and wandering into 
the association’s two spacious han-
gars, I sensed tremendous comradery 
amongst the members, whether they 
were industry captains or high school 
students struggling for education. 
Myths were dispelled. An outsider 
lamented that sailplane and glider 
groups catered to the financially well 
off. Not true. In fact, glider flying 
costs less than a licensing program at 
a southern Ontario factory-like flight 
school. Organizations such as the York 
Soaring Association welcome anyone 
who shows interest in sharing their 
passion for silent flight. 

While I munched a strawberry sur-
reptitiously sneaked from the clubhouse 
table, volunteers washed wings, mowed 
grass or dragged weights to hold down 
the wing tips of parked aircraft. Instruc-
tors like Tracey Blake and Wayne Hewi-
son received no remuneration, nor did 
anyone else except several students hired 
on a low-wage Canada Jobs Opportunity 
grant. Every glider departure and land-
ing at Walter’s Field (CPC3) became a 
social event requiring walkers, pilots and 
monitors stationed in a tower-like struc-
ture near the clubhouse.

While pondering my forthcoming 
Beechcraft A100 proficiency check on 
the northern side of Great Slave Lake, 
I overheard Hugh Douglas arranging a 
generous sample trip in a Glaser Dirks 
DG-500 Elan trainer registered C-GHQJ 
and piloted by enthusiast Robert Mc-
Callum. Towed behind Piper PA-24-235 
Pawnee (C-GEBI), my first impressions 
did not come across as the advertised 

in ‘gliderology,’ maintaining position on a 

200-ft rope behind a tow aircraft becomes 

important. most tows are carried out in 

‘high tow’, where the piper pa-25-235 

pawnee’s or Bellanca 8gcBc’s wheels 

appear to touch the horizon in straight-

and-level flight. a glider pilot follows the 

tow plane movements but intentionally 

delays several seconds before mimicking 

the bank and turn rates. levelling before 

touchdown takes constant recondition-

ing. instead of looking beyond an airliner 

window 50 feet above the tarmac, pilots 

must judge six to eight inches before set-

tling onto the grass.

GlideroloGy

stealthy calm of engineless flight as the 
aircraft shuddered and banged along 
the grass before lifting clear. At 3,000 
feet, McCallum released us and the tow 
rope faded out of sight as he banked 
away to the left.

Seconds later, whispers over the can-
opy and fragrances of freshly cut fields 
below gave me glimpses of another form 
of flight. In the tranquil anchorage of a 
seat and safety belt, McCallum suggested 
taking control. Under his patient tute-
lage, I actually saw positive numbers on 
the variometer (vertical speed indicator) 
several times. 

Unlike the downward-bound Taylor-
craft over Lake of the Woods. 

Launching requires maintaining correct  
position behind the tow plane.
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Use the right Words:  
Phraseology guide  

shows how

It’s never happened before but sooner or later two of our expert 
columnists were bound to write about the same topic. Graeme 
Peppler, publisher of From the Ground Up and numerous other 
aviation texts, who writes the airmanship column Pep Talk, and 
Michael Oxner, a veteran air traffic controller and author of Vec-
tors, intersected on the important topic of radio communications 
phraseology. They come at the issue from different angles but reach 
the same conclusion.

straight
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communications

readily understood by stations, and 
their calls more easily understandable 
by you.

When engaging your ‘push to talk’ 
button, pause for a moment before 
speaking. Do the same when completed 
with your call: release the button only 
after a momentary pause pursuant to 
your last word. Doing this will make 
sure that your entire transmission is 
heard, and that you’ve not cut your own 
words short by cutting yourself off.

Radio calls consist of a call-up, a reply, 
a message and an acknowl-
edgement. Both parties in-
volved in two-way transmis-
sion must state their request 
or intentions, listen for feed-
back, and acknowledge the 
other person’s response. 
Most importantly, they must 
prevent misunderstandings. 

Communication misun-
derstandings are a threat to 
any flying activity. It is criti-
cal to ensure that you’ve been 
heard correctly, and that you 
listen carefully when spoken 
to. Don’t ever assume the 
contents of a call. Though not 

required in VFR flight, reading back of 
transmissions allows pilots and air traffic 
to clarify any call that was not properly 
understood.

Failure to listen and failure to be 
heard can be the smoking guns that 
leave smoking holes of twisted fuselag-
es in the ground. To brush up on your 
phraseology skills, you can find Nav 
Canada’s phraseology guide simply by 
searching ‘phraseology’ at the navcan-
ada.ca homepage. It’s a useful commu-
nication refresher from which any pilot 
can benefit. 

your voice. Talk as you would in easy 
conversation. If you speak too quickly, 
others may not catch the full content of 
your transmission. If you come across as 
under stress or speak excessively loud, 
others may not understand what you 
are saying.

Listen briefly on the channel you’re 
about to use before beginning any trans-
mission. This will ensure that you don’t 
interrupt and interfere with another 
transmission already taking place on the 
frequency. 

Plan the content of your message be-
fore beginning any transmission. A quick 
mental rehearsal of your intended call 
will help trim it down to the essential in-
formation necessary, making it clear and 
to the point. 

Use standard phraseology. It helps 
not only with clarity and brevity, but 
also reduces the risk of misinterpreta-
tion by other pilots listening, especially 
those whose first language may not 
be the language of the transmission. 
Standard phraseology also provides a 
uniformity that helps make calls more 

One of the causal factors gaining 
ground in aviation accident reports has 
to do with communications. Saying 
the right thing, at the right time, in the 
right way can be as important as putting 
enough fuel in your aircraft. Given that a 
breakdown of communications has been 
cited as the primary factor in many avia-
tion incidents, Canada’s civil air naviga-
tion service provider, Nav Canada, has 
published its own document reminding 
pilots of standard phraseology, and when 
to properly use it. 

The Nav Canada docu-
ment offers a pertinent re-
minder that the Canadian 
Aviation Regulations require 
that pilots maintain a con-
tinuous listening watch on 
the appropriate frequency. 
You’re not the only person 
up there. Any communica-
tions made to you, or any 
made to others that can af-
fect you, enhance your situa-
tional awareness and, there-
fore, your safety. Mid-air 
collisions, or near-collisions, 
are invariably the result of 
failures in communication. 
Sharpening one’s talking and listening 
skills will assuredly save some lives.

It goes without saying; be familiar 
with the radio in your aircraft. Know 
the volume that works best for you, 
and ensure that your microphone is po-
sitioned such that your transmissions 
are concisely heard. Wearing a new 
headset for the first time? Don’t try to 
figure out how it works while flying; 
get it sorted out before you ever leave 
the ground.

Speak calmly. Make clear your pro-
nunciations. Slow down the pace of 

Think Before You Speak

saying the right thing

Aviation incidents and accidents that have common threads attesting to their cause abound. 
Read enough reports of occurrences and what you see emerge are familiar reasons that brought 
flights to unintended and premature ends. 

“any communications  
made to you, or any made  
to others that can affect you,  
enhance your situational  
awareness and, therefore,  
your safety.”



    w w w . c a n a d i a n av i at or . c o m   4 5

STandard phraSeologY The keY To Being underSTood

communicating  
By radio

Radiotelephony, the term for com-
munication over radio, is an art. It in-
cludes courtesy such as listening to a 
frequency before talking so you’re sure 
you won’t step on someone else, speak-
ing only when the push-to-talk button is 
pressed (not starting before it is pressed 
and releasing it before the statement is 
completed which results in clipping a 
transmission), waiting for someone to re-
spond to a previous call instead of inter-
rupting an ongoing conversation and, of 
course, phraseology. Phraseology means 
the words we use over a radio, and that’s 
what I’m more concerned about here.

Phraseology is also important to a va-
riety of other aviation services including 
dispatchers, airport vehicle operators, air-
port firefighting services, search and res-
cue operators as well as pilots, whether in 
communication with ATS or each other.

There are all kinds of well-meaning 
mantras, such as “Say what you mean, 
mean what you say,” and such. And 
they’re all good advice. But as simple as 
some of them are, they still seem to elude 
many of us, at least some of the time.

Communication is a two-way process. 
The idea involves not only the message in-
tended but also the message received. The 
message I send to you has a point, and in or-
der for that communication to be effective, 
you need to receive that point. Communi-
cation analysts have concluded that, from 
person-to-person, communication includes 
words, intonation and body language. 
About half of the message is delivered 
through body language, including things 
like eye contact, stance, posture, hand and 
arm movement, etc.

On a radio, we lack the ability to convey 
body language, so we have to rely on into-

nation and our words. Most radio commu-
nications manuals direct users to speak at 
an even rate with an even tone. So much for 
intonation, then. I do believe in raising the 
tone of voice to help convey the seriousness 
and urgency in some circumstances.

That mostly leaves us only with words. 
Communicating with only words can 
lead to some interesting misinterpreta-
tions by the receiver. As this digital world 
evolves, more and more communications 
are done via e-mails and SMS messages. 
Until you know someone well, and can 
imagine how they might say a given 
phrase, you’re only guessing at the tone 
behind the message.

Since words can often fail us, radiotele-
phony in general and aviation in particu-
lar, have their own vernacular — a glossary 
of important words and phrases with spe-
cific meanings. The idea is that each side 
of the communication knows what these 
mean, so when they are spoken, the re-
cipient can understand what is being said. 
For example, when a tower controller tells 
an aircraft’s pilot, “Line up and wait,” the 
pilot knows that the aircraft can be taxied 
onto the runway, but cannot begin the 
takeoff roll without further clearance.

That’s the point of this article: standard 
communications. As pilots and control-
lers, we are supposed to be taught stan-
dard words and phrases. The trouble is, 
we won’t be exposed to all situations 
enough to learn them well. 

In response to customer needs, Nav 
Canada has been putting more emphasis 
on proper phraseology for its operational 
employees, such as ATC and FSS, and for 
good reason too. Since our business is all 
about communication, we had better be 
good at it. International users fly through 

our airspace, and for many of them, Eng-
lish is a second, third or even fourth lan-
guage. Canadian pilots fly to other coun-
tries. Wouldn’t it be nice to know that a 
given phrase means the same everywhere?

To this end, Nav Canada is heavily in-
volved in joint efforts with the aviation 
community to help pilots better commu-
nicate with ATS. The VFR Phraseology 
Document is currently available from Nav 
Canada’s website. From the home page, 
follow the ‘Publications’ link, then go to 
‘Operational Publications’ and find it in the 
list. This is the result of a massive collabora-
tive effort including Nav Canada (manage-
ment, ATC, FSS), major and regional airline 
representatives, several high-profile flight 
training schools and other organizations.

In this document, you’ll find all of the 
basics: the phonetic alphabet, common 
phraseologies and what they mean, and 
how to communicate numbers, aircraft 
call signs, good practices and everything 
else under the sun. Obviously, they can’t 
include every possible situation, but if 
you can get through this document suc-
cessfully, it can offer some good advice to 
practice on the radio.

Recently released, a Ground Vehicle 
Operator Phraseology Document is in-
tended for drivers of service and emer-
gency vehicles who operate on airport 
surfaces. Similar coaching, phraseology 
examples and so forth are provided to 
help them, as well.

Finally, another sizeable and collab-
orative effort is underway to form an IFR 
Phraseology Document for pilots. Ex-
pected to be available in 2019, checking 
with Nav Canada’s website will eventu-
ally reveal its release. Again, the aim is to 
convey to pilots what ATS personnel say 
and what they mean by it to help pilots 
respond properly to the normal opera-
tions they can expect in flight.

I strongly recommend a review of the 
VFR Phraseology Document. You might 
even learn something, or perhaps relearn 
something you once knew.  

We have all heard some interesting radio communications.  
By interesting, I’m not referring to scary situations, emergen-
cies or other such drama. I’m talking about some pilots and 
controllers with, shall we say, less than professional commu-
nication practices. Some are humorous, others are downright 
useless and embarrassing.
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AVIATION CAREERS

Leaders in Advanced 
Aviation Seminars

I F R  S e m i n a r s

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

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

R e a c h  y o u r  

T o d a y !

Jazz Aviation was named one of 
Canada’s Top Employers for Young Peo-
ple. It is the seventh year that the Halifax, 
N.S.-based airline has won the honour. 

According to a statement issued in 
January, 2019 by parent company Chorus 
Aviation, “This special designation rec-
ognizes the employers that offer the na-
tion’s best workplaces and programs for 
young people starting their careers.” The 
competition is open to employers located 
anywhere in Canada.

Mediacorp cited several programs that 
Jazz offers their employees. One that 
they highlighted, the ‘Jazz Pathways Pro-
gram’, provides scholarships and direct 
employment opportunities for student 

pilots enrolled in any of their partner 
training institutions scattered across the 
country.

Another program cited by Mediacorp 
is Jazz’s offer of scholarships to students 
enrolled at local community colleges 
studying to become Aircraft Maintenance 
Engineers (AMEs).

“Jazz is honoured to continuously 
be ranked among the Top Employers 
for Young People in Canada,” said Jazz 
Aviation president Colin Copp. “Bring-
ing young people with new and innova-
tive ideas into our company is vital to our 
growth. We are proud to be a top choice 
for talented young people seeking fulfill-
ing career opportunities in aviation.”. 

JAzz Among Top  
EmployErs For  
young pEoplE
Halifax-Based national Company  
Cited For student Assistance
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The CopA/Air Canada Pilots Asso-
ciation Career and Scholarship Guide  
has been a big success with all sectors 
of the industry facing the challenges of  
recruitment.

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

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

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

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

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

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

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

We look forward to hearing from 
you. 

CArEEr And 
sCHolArsHip 
guidE
Contact us now  
to get involved

WHAT’S YOUR DREAM?

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

* NEW PREFERRED RATES * 

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

we provide a line of credit to your flight school  
of choice to assist you in your training!
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Bush Hawk  
(Undaunted Belief) 
The Found family’s name is famous 
among bush pilots worldwide for hav-
ing built a tough little freighter aircraft 
designed for hard service in Canada’s 
wilderness. The author’s father Sher-
man, along with his uncle Nathan (Bud) 
Found, and with financial backing from 
department store magnate John David Ea-
ton, took on the herculean task of gaining 
FAA certification for their dream aircraft.  
Financial consultants and timid bank-
ers did the trick and crashed the Found  
FBA-2C before it could gain altitude. For 
15 years the rights to manufacture lay 
in Eaton’s vault but, (undaunted) Bud 
Found did the Phoenix-from-the-ashes 
thing and the Bush Hawk flew once more. 

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

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

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

Hangar Flying 
Hangar Flying — Tales From the Flight 
Deck is now available and is a great 162-
page full colour gift for an aviator friend 
who might just be yourself. Six profes-
sionals tell stories from their log books 
and some outstanding aviation artists 
illustrate with acrylic paintings and pen 
and ink sketches and now, for the first 
time, a twenty-first century painting by a 
digital Raphael and that’s not finger paint-
ing. Priced at $37.00 CAD we can mail it 
to you for $7.00 anywhere in Canada. 
Perfect under the covers reading during  
winter’s blast.

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

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

By Jim Griffith
$34.00 (incl. shipping)

Half 
Mile  
in the 
Rain 

Dennis Currie 
flew in the bush, flew the annual herring 
spotting in a Cessna 185, flew Hercules 
freighters for PWA and tracked the great 
circle route to the UK in a Boeing 777 for 
Air Canada. He was happy in the left 
seat of a great number of aircraft types. 
All of his adventures he retells in poems, 
which he wrote at the time of the event. 

By Dennis Currie
Price $34.00 (incl. shipping)
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to order: visit aviatorsbookshelf.ca, email russ@canadianaviator.com or call 1-800-656-7598

Vertical 
Horizons
Author Doug 
Grant was a long-
term employee of 
Okanagan Heli-
copters and has 
put together an 
amazing fluidly 

written and comprehensive history of 
this pioneer company. 

OK, as they soon became known, 
achieved world renown from humble 
beginnings in British Columbia’s inte-
rior by developing a mountain flying 
technique that is still a fundamental of 
helicopter flight training. Teaching the 
US army was just one of the achieve-
ments of founder, Carl Agar, who be-
came known as Mr. Helicopter as he 
took the company into world promi-
nence. Grant has not missed one other 
outstanding feature of Okanagan Heli-
copters—hundreds of former employ-
ees still speak of the pleasure they ex-
perienced in working for this pioneer 
Canadian company. 

Author: Doug. Grant
Publisher Harbour Publishing Ltd.
Price: $55.95 (incl. shipping)

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

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

By Bill Grenier
$35.95 (incl. shipping)

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

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

Lost: Unsolved  
Mysteries
One of the themes that runs through this 
book is the enigma of aircraft that disappear, 
sometimes within miles of busy airports 
and crowded cities, and cannot be found 
despite desperate and prolonged searches. 
Sometimes wreckage is discovered decades 
later; on other occasions the aircraft simply 
vanishes, seemingly forever.
How can such disappearances be pos-
sible? How can determined, skillful, 
trained search personnel, using sophis-
ticated equipment, be thwarted in their 
effort to locate crashed aircraft? The an-
swer is that a downed aircraft, especially 
in rugged countryside, can be incredibly 
difficult to spot from the air.

By Shirlee Smith Matheson
Price: $26.95 (incl. shipping)

Maverick  
in the Sky
In Maverick in the Sky 
the author paints a fasci-
nating portrait of flying 
ace Freddie McCall, one 
of the most successful 

fighter pilots of World War I.
McCall’s bold spirit might well have been 
inherited from his clan motto Dulce Peri-
culum — Danger is Sweet. His amazing 
wartime accomplishments, his extraordi-
nary flying skills, his fiercely independent 
barnstorming character and his self-reli-
ant entrepreneurial spirit make him one 
of Canada’s most spectacular mavericks.

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

Amazing 
Flights 
and  
Flyers
A collection of true 
aviation stories that 

graphically demonstrate the almost su-
per-human endurance and tenacity of 
aviators in life-or-death situations — in-
cluding mid-winter medical evacuation 
flights; CASARA members searching for 
lost people and planes; and the determi-
nation of aviation pioneers.
All are remarkable stories, and most are 
little-known.

By Shirlee Smith Matheson
Price: $24.95 (incl. shipping)
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65HP Rotax©
582 Model 99

912 & 914
912iS Sport

Series Engines

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

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

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

ROTAX iRMT TRAINING: 2019 CLASS DATES May 4th-13th

Space is limited - Book your seats soon!

visit https://Train.Rotech.ca for details

141HP!

(NOW AVAILBLE!)

&

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

Drawings
Municipal Applications & Permits
Airport Applications & Approvals

Transport Canada & NavCan Applications
Complete Construction

Questions? Phone 519.857.7639  
or visit www.secandco.com

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

or fax 519.679.2200

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

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

 

iPad accessories

FLIGHT SCHOOL
Flight Training  •  Flight Reviews  

 

Instrument Proficiency Checks

PILOT SUPPLIES

PHONE: 1 (USA) 513.735.9000
SPORTYS.COM

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

Professional seaPlane Training
“wesT coasT” bush and mounTain courses

PiTT meadows, bc, canada

seaPlane Training | flighT Training | charTers | sighTseeing

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

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

apexaircraft.com

Your Source for
Quality Aircraft in Canada!

2005 Cirrus SR20 — $159,000 USD

1981 Cessna 414A — $439,000 USD

2002 Piper Super Cub — $74,900 USD

2004 Cessna T182T Skylane 740TTSN
$259,900 US

1986 Beechcraft B36TC Bonanza
$290,000 USD

2012 Cessna Turbo 206H Amphibian
$625,000 USD 

Toronto Buttonville Airport

905-477-7900
apexaircraft.com

Your Source for 
Quality Aircraft in Canada!
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45 YEARS OF 
EXCELLENCE

YOUR ONE STOP SHOP FOR ALL YOUR MAINTENANCE NEEDS!

 Ý Heavy  Maintenance
 Ý S tructura l  Repa i rs 
 Ý Impo rt /Export
 Ý Modi f i cat ions
 Ý A v io n ics
 Ý Paint

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

www.DiscountAvionics .com
877-878-8363

406 ELT Sales & Service
BEST PRICES 

FOR ELT CERTIFICATIONS 
FOR BOTH NEW AND OLDER MODELS

Artex • Kannad • Pointer 
Ameri-King • ACK

Discount
Avionics

•

• •

www.DiscountAvionics .com
877-878-8363

406 ELT Sales & Service
BEST PRICES 

FOR ELT CERTIFICATIONS 
FOR BOTH NEW AND OLDER MODELS

Artex • Kannad • Pointer 
Ameri-King • ACK

Discount
Avionics

•

• •

www.DiscountAvionics .com
877-878-8363

406 ELT Sales & Service
BEST PRICES 

FOR ELT CERTIFICATIONS 
FOR BOTH NEW AND OLDER MODELS

Artex • Kannad • Pointer 
Ameri-King • ACK

Discount
Avionics

•

• •

• 406 sale + service
• Repair station for all headsets 
•  Factory Authorized Dealer for  

Technisonic Industries LTD
•  2-4 days turn around time on  

ELT certification
•  Artex, Kannad, Pointer,  

Ameri-King, ACK,  
David Clark headsets

• French + English service

364 Hwy 11 West, 
Cochrane, Ontario, 
Canada  P0L1C0

Office: 877-878-8363
Cell: 705-272-9179  

Facebook @ DiscountAvionics
www.discountavionics.com    

BEST PRICE FOR 

ELT CERTIFICATION 

FOR BOTH NEW  

+ OLDER MODELS

SEnD yOuR ELT 121.5 FOR  
CERTIFICATIOn WITH DISCOunT 

AvIOnICS AnD HAvE THE CHAnCE 
TO WIn An uPgRADE TO 406!
DrAw will be JAnuAry 2019

let’s stArt the yeAr  
On A gOOD FrequenCy!
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photo puzzle key from last issue

Puzzle Answers from last issue: 
1) landing gear moved back 2) 44 numbers added
3) extra wing support 4) Number 9 reversed
5) flag colors revered on both planes 6) Building turned blue 
7) part of wing missing on second plane
8) rear landing wheel missing 9) fall trees added under second plane

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

REFRESh YOUR MEMORY

1.	 When	instructed	to	“hold	short”	of	a	runway,	
which	of	the	following	must	you	immediately	do?

a. read back the instruction to the air traffic  
service that provided the instruction

b. stop and await further instructions from air  
traffic service

c. scan for ground and air traffic, then proceed 
when safe to do so

d. stop and request status of conflicting aircraft 
traffic

2.	 An	instruction	from	air	traffic	service	to	
	“go	ahead”	means	what?

a. continue taxiing
b. proceed with your radio transmission
c. cleared for take off
d. proceed from a “hold short” instruction

3.	 Before	crossing	any	runway,	what	must	be	done?
a. you must be given a clearance to do so by air 

traffic service
b. you must stop at the hold short line and scan 

for potential hazards
c. you must announce your intent to cross to air 

traffic service
d. you must activate your strobe light

4.	 If	issued	a	specific	departure	instruction	by	air	
traffic	control,	are	you	thus	cleared	to	take	off?

a. yes
b. yes, so long as you read back the instruction
c. No
d. yes, so long as you can comply with the instruction

5.	 If	cleared	to	land,	must	you	do	so?
a. yes you must comply with clearances from air 

traffic control 
b. No you must await an instruction to do so from 

air traffic control
c. No landing safely is at the ultimate discretion 

of the pilot
d. yes, so long as you do so within the time specified 

by air traffic control

6.	 If	you	have	a	fuel	emergency,	how	should	you		
initiate	your	call	to	air	traffic	service?

a. mayday mayday mayday 
b. pan pan, pan pan, pan pan
c. mayday mayday mayday fuel
d. minimum fuel, minimum fuel, minimum fuel

7.	 What	must	you	do	to	backtrack	on	a	runway	to	a	
taxiway	after	landing?

a. you must receive a clearance to do so from  
air traffic control

b. you may do so freely, but only after checking 
for conflicting traffic

c. you must announce your taxiing to air traffic control
d. you must always proceed to the taxiway ahead 

of you

8.	 When	must	you	report	to	a	Mandatory		
Frequency	(MF)	unit?

a. five minutes prior to entering the area
b. five nautical miles prior to entering the area
c. When passing below 2,000 feet agl within the area
d. When within visual sight of the mf airport

FRiEndS And nEw ChAllEngES
In early 2018 I decided to move to the west coast. Not knowing many people in 

Vancouver had me second guessing my choice but it was by far the best decision as 

I needed a change of pace and new some challenges. I had already been talking to 

some Vancouverites via online automotive enthusiast forums before moving and 

as soon as I met some of them, my circle of friends grew larger and larger every 

week. I’d consider most of them really good friends already and I’m blessed to be 

able to say that. This just proves to me that wherever you go, some sort of passion 

will bring people together and create lasting memories. Epic hikes, crazy roadtrips, 

surf trips and flying around the west coast mountains, calling 2018 a great year is 

an understatement.

In 2019 I would like to be doing the same things but on another level, traveling 

further than before and trying new things but I’d also like to incorporate my love 

for float planes into some of those adventures. I’ll be looking to get a part time job 

flying seaplanes, being a replacement pilot for only a few hours a month would be 

nice! Hopefully a seaplane operator in this area will find that useful.

2018 has been a year filled with amazing adventures, new experiences and many 

new friends. Let’s make 2019 just as good or better. 

SAM’S JOURnEY By samuel Daigle

SPOt thE tEn diFFEREnCES
The	 smooth	 clean	 lines	 of	 modern	 sailplanes	 would	 seem	 to	 offer	 little	 for	 our		
PhotoShop	guru	to	work	with	so	take	some	counsel	from	that.	And	don’t	be	thrown	off	
by	the	obvious	easy	one.

SURPRiSinglY diFFiCUlt
We	called	it	last	time	and	most	respondents	got	most	of	the	differences	in	the	image	of	the	
beautiful	biplanes.	Those	who	did	miss	one,	just	didn’t	look	closely	enough.
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AERORECIP.COM | 1.800.561.5544 | INFO@AERORECIP.COM

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

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

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



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

We recently extended our TBO by 200 hours for a 

significant number of Lycoming Factory New, Rebuilt 

and Overhauled engine models. In some cases, 400-

hour TBO extensions can be approved. These extensions 

give our customers more flying time, increased cost 

efficiency, and peace of mind. 

We continually invest in the materials science research 

and development needed to increase the durability of 

genuine Lycoming engines and parts. This commitment 

to innovation comes with a worldwide support network 

that offers a level of customer service unmatched in 

general aviation.  

 

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

Contact an authorized Lycoming Distributor to purchase 

a genuine Lycoming engine or genuine Lycoming parts. 

Lycoming.com/TBO
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VISIT US AT D41 – 42
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