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WALKAROUND

EDITORIAL BY RUSS NILES

I  
got my private licence at 51 hours 

about 30 years ago. At the time, that 

was just about right on the money for 

average time spent. The folks who taught 

me did it in about 45 and their predeces-

sors a little less than that. In the Second 

World War we threw 18-year-old boys 

into 400-mph fighters at half that.
Today, students usually spend about 

75 hours under supervision before they 

take the ride, although they also solo at 

about the same point as I did, around 12 

hours. How do they spend those extra 25 

hours (and no, it’s not because cash-hun-

gry schools are padding the curriculum)? 

The difference is that just about every-

thing about flying, beyond that seat-of-
the-pants skill of sensing when the plane 

will start and stop flying and when it’s 
appropriate to flirt with those limits, is a 
lot more complicated.

Of course, there are the old-timers who 

will say that flying was better in simpler 
times but I will argue that it wasn’t bet-

ter, just different. Today’s students must 
learn and understand a growing web of 

laws and regulations that largely cover 

the operation of increasingly complex 

systems that all command the attention 

of the pilot. We have airplanes that land 

themselves in emergencies, see outside 

when the human eye is blinded by fog 

and even show us what the word outside 

looks like outside through a simulated 

image. When all those layers of safety 

fail, many aircraft have parachutes.

Charlie Schneider was flying an 
airplane with all that and more when 

he lost his life. His company, MyGoFli-

ght, makes a head-up display for light 

aircraft that is widely considered the 

next big thing in easing pilot workload 

and improving situational awareness. 

And yet he told first responders before 
he died that he was felled by wake 

turbulence, something we all learn 

about in those first 12 hours. It’s not 
our job to determine cause or blame 

and we would never assume that role, 

but Schneider’s accident serves as a re-

minder that despite all the technological 

developments of the past four decades, 

what we learn in those first 12 hours is 
not to be forgotten.  

Remember the Basics
FLYING THE PLANE TOP PRIORITY
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WAYPOINTS

Montreal-based adversary training 

company Top Aces has flown its 
upgraded F-16 Advanced Aggressor 

Fighter for the first time as it works on 
deploying the next generation system.

Top Aces bought surplus General Dy-

namics F-16s from the Israeli Air Force 

as a platform for adversary training 

for pilots of the latest fighter planes. It 
incorporates the company’s Advanced 

Aggressor Mission System (AAMS).

“This sophisticated technology en-

ables Top Aces’ aircraft to replicate the 

most advanced capabilities of contem-

porary air-to-air combat opponents,” 

the company said in a news release. 

“With the com-

pletion of the 

first test flight, 
the F-16 AAF 

will now execute 

a series of robust 

operational test 

activities in 

preparation for 

its entry into 

service with the 

United States Air 

Force.” It’s an 

open architec-

ture system that 

allows the fast 

integration of a variety of high-tech fea-

tures to match the capabilities required 

for each training scenario. The system 

has already been deployed on the com-

pany’s Douglas A-4N Skyhawks, but 

the F-16 integration is a major upgrade.

“When you combine the power and 

avionics of the F-16 with the AAMS, it 

provides the most realistic and cost-ef-

fective training solution available to 

pilots flying fifth-generation fighters, 
such as the [Lockheed Martin] F-22 or 

F-35,” says Russ Quinn, President, Top 

Aces Corp., a 26-year USAF veteran and 

former Aggressor pilot with more than 

3,300 F-16 flight hours.
“Due to the plug-and-play nature 

of our AAMS, it also allows for the 

addition of new and emerging sensors 

well into the future, which provides 

the flexibility to upgrade our F-16s and 
meet the needs of the Air Force for years 

to come,” adds Quinn.

— Aviator Staff 

What happens when a group of 

brainy aviation enthusiasts decide 

Canadian pilots need access to no-cost 

airborne weather information similar to 

their American counterparts? Answer: 

they invent their own system and call 

it CIFIB — the Canadian In-Flight 

Information Broadcasting system. 

CIFIB broadcasts Internet-sourced 

weather data using a network of 

antennas installed at partner airports. 

Airborne equipment required for 

CIFIB reception is a standard ADS-B 

In receiver as well as a tablet loaded 

with applications such as ForeFlight, 

FltPlanGo or Garmin Pilot. Examples of 

portable receivers include Stratux, Dual 

XGPS190, Stratus 3 and the Garmin 

GDL 50/51/52 series.

Once paired to your app (and con-

nected to your receiver), CIFIB will relay 

Environment Canada 

weather radar imagery, 

TAFs and METARs. In 

addition to weather 

data, portable ADS-B 

receivers are also 

capable of detecting 

nearby ADS-B Out 

aircraft.

Flight schools using 

NemoScout portable 

fleet tracking and 
collision avoidance 

transponders, as well 

as gliders tied into 

FLARM and OGN, can 

also be linked to the CIFIB network  

and appear as traffic.
CIFIB is already up and running at 

several Ontario airports. These include 

Stratford, Oshawa, Burlington, Parry 

Sound, Ottawa and 

North Bay. High River 

airport is the first out-
side of Ontario to offer 
the free-in-cockpit 

weather service. They 

expect the southern 

Alberta airport to have 

their local system op-

erational by the spring 

of 2022. The non-profit 
group has plans to 

expand the system 

nationally. Airports 

wishing to join the 

network can expect to 

spend about $2,000 in setup costs, and 

about the same per year for liability 

insurance coverage and to maintain the 

Internet-based network.  

— Richard Pittet

In-Cockpit Weather Network Expands
HIGH RIVER ADOPTS CIFIB

Top Aces Launches F-16 Platform
AGGRESSOR TRAINER FOR FIFTH GENERATION FIGHTERS
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AIRMAIL

Send us  
your letters

Canadian Aviator welcomes  

reader letters on topics of concern 

to Canadian pilots and the aviation 

industry. Please be brief, to the point 

and polite in your submissions.

Email Russ Niles at  
russ@canadianaviator.com

Fokker Loss

I enjoyed the article about Frank Barr (A Pilot’s Life, Jan/Feb 2022). Here is a photo 

of the Fokker CF-AUV as NC339N at Seattle before it came to Canada. This was when 

it was with Gorst Air Transport, which was one of the companies in the early family 

tree of United Airlines.

The Fokker met its ultimate demise 

at McDame Creek in the Cassiar 

district of British Columbia on July 

13, 1935. Pilot McDonald ran out of 

room on a short stretch of water and 

hit trees. The remains were salvaged 

in 1978 by an aviation museum. Many 

years later the wreckage was loaned 

and shipped to a museum in Holland 

for eventual display.

— Gerry Norberg

Engineering History

The article about Floyd Wile and 

the Dambusters (Down East, Jan/

Feb 2022), reminded me of a contact 

that I had with a member of No. 617 

Squadron. 

In the mid-70s, I wore a suit and tie 

at Field Aviation in Toronto, officially 
as an assistant (flunky) to the general 
manager, Al Lewis. My job was to 
assist and oversee the removal of an 

old wooden hangar (Commander Avi-

ation) and replace it with a new larger 

hangar, as well as obtain and pave 

a larger ramp for the new building. 

This hangar had two very large roll-up 

doors (Para-Port) that rolled up like an 

upside-down window blind.

The salesman for the supplier 

Ambassador Doors was an elderly 
English gentleman by the name of 

Clifford Caple. ‘Capable’ Caple was the 

engineering officer for No. 617. He had 
some of the neatest photographs to 

show of the ‘Upkeep’ bomb and some 

of the launch mechanism to send it 

on its way. I believe that at that time, it 

was still classified. 
I understand that Caple and his wife 

Marjory then retired to the Virgin Islands 

and were lost to history. Apparently, he 

had a load of memorabilia, and bits and 

pieces in his basement, that he offered 
to Ottawa. They weren’t interested, so 

he sent it back to England.

Just a nice memory of many, to file 
and reminisce over in my senior years.

— Mel Goddard

Final Fury

Very interesting reading the letters in your most recent issue regarding the Fury/Sea 

Fury photo misidentification. It shows how much interest there is in your readership 
on historic aircraft.

Further qualification is required on what this aircraft is, and what she is detailed to 
represent. She is in fact a Hawker Fury Mk II built for Iraq in 1953. However, she has 

been painted and detailed to represent the first Sea 
Fury prototype SR661 (which first flew on February 
21, 1945) as she appeared on July 5, 1945. She was 

semi-navalized. This meant she did not yet have fold-

ing wings and only a very short arrestor hook which is 

not installed on this aircraft. 
Development continued with SR666 which was 

fully navalized with additional improvements to the 

rudder assembly, undercarriage and tailhook. SR666 became, in March 1947, the 
Hawker Sea Fury Mk 10 production model. It’s an absolutely magnificent machine.  
I, too, could look at her all day. 

Canadian Aviator is a great read and I look forward to more historic aviation.

— Brent Robertson

wings, he was finally in his element. He quickly 
discovered that the nature of dogfighting lent 
itself to his lone wolf tactics, and to his creative 
and technical approach to aerial combat. On top 
of this, he had excellent vi
sion and was tremendously 
skilled at deflection shooting 
(shooting ahead of a moving 

projectile would collide). 

intense spirit that drove him 
to destroy as many enemy 
aircraft as possible at every 
opportunity, for he knew his 
very life depended on it.

Raised in an evangelical 
Christian home in Verdun, Quebec, Beurling 
had been consumed with flying ever since his 
father built him a model aircraft when he was a 
young boy. His first flying lesson at the age of 12 
confirmed for him this life-long commitment. Al

though a loner and poor student, he was gifted at 
being able to rapidly solve complex mathematical 
calculations, a skill which would become invalu
able when perfecting his deflection shooting skills 
in the skies over Malta. 

After three years of flying 
lessons, he quit school to 
devote all his energy to 
improving his aviation skills. 
As the 1930s drew to a close, 
the ever-restless Beurling 

clouds gathered over Europe. 
However, when war finally 
broke out, Beurling was 
turned away by the RCAF 
because of his lack of formal 
education. Desperate to join 

the fight, Beurling crossed the Atlantic and was 
thrilled when the RAF eagerly welcomed an expe
rienced pilot into their fold.

The 27th of July 1942, proved to be the climax 
of Beurling’s career in two ways — he achieved a 

he morning of July 27, 1942 
dawned warm and sunny on the 
small island of Malta. For the 
beleaguered citizens it meant 
another day of keeping one wary 

eye on the northern horizon 
and their ears tuned to the 
ominous sound of incoming 
enemy bombers. For two 
excruciating years the people 
of the besieged island had 
endured almost daily bomb
ing raids by the Axis powers. 
Countless buildings had been 
laid waste and thousands 
of its citizens killed and 
maimed, yet their indestructi
ble spirit remained, and their 
courage ensured the Allies of 
a Mediterranean base and a foothold in checking 
Rommel’s advance in North Africa. 

Five squadrons of Spitfire fighter planes 
played an inestimable role in preventing the 

Swastika from being raised over the island, and 
among the resolute defenders was Canada’s 
most successful ace of World War II, 21-year-old 
George ‘Buzz’ Beurling. As the month of July 
wound down, Beurling was already an acknowl

edged ace with a dozen 
‘kills,’ but it was on July 27 

greatest success — one that 
would make him a house
hold name in his native 

Until his arrival on Malta, 
Beurling had experienced a 
checkered beginning to his 
career in the Royal Air Force. 
A born aviator and crack 
shot, he’d still been regarded 
by his superiors as a misfit 

and less than a team player during his training 
days in England. It was only when an unexpect
ed opportunity arose to join the outnumbered 
defenders on Malta that Beurling really came 

deflection shooting skills 

 
ED  

A Puzzled Reader

I’m puzzled by Clue 17-across in the crossword puzzle in the Jan/Feb 2022 issue. 

The answer is clearly ‘two,’ but the clue asks for the number of solutions to the cube 

root of nine. There seems to be a disconnect between the clue and the answer.

— Richard ‘Buzz’ Bennett

Our crossword editor replies:

You’re right, Buzz. It was supposed to be the square root. Square roots of a positive 

number always have two solutions, e.g., 3 x 3 and -3 x -3.
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PRODUCT REVIEWS COMPILED BY AVIATOR STAFF

GEAR & GADGETS

Remote GNSS Antenna
The Garmin GLO 2 is a cost-effective way of 
ensuring high position accuracy for your Blue-

tooth-equipped portable devices. At 1.78 cm x 4.19 

cm x 7.72 cm and weighing in at only 60 g, this 

small box receives both the American GPS and 

Russian GLONASS satellite signals, more than just 

one satellite constellation alone can provide, there-

by increasing position accuracy and allowing for 

redundancy. Battery life for the WAAS device is 13 

hours. Just place it on your glareshield with a view 

of the sky and you’re ready to go. Around C$130. 

Read more and order at garmin.com/en-ca

Windshield Mount
Having trouble keeping your 

tablet or other portable 

device attached to your 

windshield or side 

window? Single suc-

tion cup mounts often 

become detached due 

to vibration, hot sun-

light or too heavy of 

a load. The solution? 

A RAM Twist-Lock™ 

Triple Suction Cup Ball 

Base. Equipped with three 

8.4-cm diameter bases, its total 

width is 20.2 cm and can support 1.4 to 1.8 kg.  

It weighs 42 grams and is compatible with RAM’s 

extensive line of device holders. Around U$55 to U$60. 

More at rammount.com

Remote-Controlled 
Hangar
If you’ve ever wanted to send a signal to remotely 

start your aircraft’s engine preheater, then look no 

further. HangarBot offers a line of products that will 
allow you to do this, as well as open your hangar 

door, turn on your coffee pot and even monitor 
your hangar via video camera(s). The system 

comprises the base station (U$500) plus at least one 

accessory controller (e.g., Indoor or Outdoor Outlet, 

Hangar Door Operator, etc.) at an additional cost. 

The base station can be ordered with either a WiFi 

or cellular link. 

Remote control 

is provided by a 

smartphone app. 

More at  
hangarbot.com

LIDAR Altimeter
AGL altimeters 

have been in the 

news a lot these 

days, especially 

in the U.S. where 

5G cellular signals 

can interfere 

with traditional 

RADAR altimeter 

technology. That 

won’t be a problem with LIDAR technology, which 

uses light waves instead of radio waves to measure 

distance to the ground with an accuracy measured in 

centimetres. Equipped with a rechargeable battery, 

Skeeter Enterprises’ Stadia communicates to the 

pilot’s smartphone via Bluetooth, providing both 

audio and visual signals starting from 130 feet AGL. 

Skeeter Enterprises offers their Stadia with hardware 
for mounting on most Cessnas (struts) or other light 

aircraft with rear tiedown rings. Around U$545. 

More at skeeterenterprises.com
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FLYING STORIES

HANGAR TALK WITH JACK SCHOFIELD

T
here were nine of us seated in 

the pilots’ ready room at the Port 

Hardy airport terminal on the 

north end of Vancouver Island in 

October 1981. The room was about 20 feet 

long by 12 feet wide with windows on one 

of the long sides. There were seats along 

this windowed wall and the nine of us 

were seated on these like crows on a wire. 

We were looking, across from us, at twenty 

feet of Transport Canada Green plywood 

eight feet high. We called it “TC ugly.”

I had an idea. The previous night I had 

sketched a PBY Canso aircraft from a 

photograph of the one first used by Queen 
Charlotte Airlines way back in 1945. I then 

drew that airline’s coat of arms — the big 

QCA lettering in a shield with that 

catchy phrase along the bottom: “In 

the Wake of the War Canoe.” Now, 

with these drawings in hand, I jumped 

up from my seat and, using a chair 

for a ladder, traced my drawing of 

the PBY onto the upper left corner of 

the vast expanse of green plywood, 

then started to lay some paint to catch 

the shadows and the airline’s colour 

scheme. It took probably an hour. 

Villy Douglas, the base manager for 

Air BC, our current employer at Port 

Hardy’s airport, walked into the room 

at that point. Everybody caught their 

breath wondering if I would spend the 

next hours cleaning the wall. He looked at 

it for quite a while then told me in no un-

certain terms to get my ass downtown to 

buy all the painting supplies I would need 

to do the whole damned wall. Something 

had caught Douglas’s eye; something 

that I had written on the wall in pencil to 

remind myself — the name Johnny Hatch. 

I had jotted his name down to remind 

myself later that Hatch was the pilot for 

Jim Spilsbury’s radio manufacturing 

company called Spilsbury and Tindle. He 

flew the company’s Norseman around the 
Coast installing and servicing single-side-

band radios in fishing boats. He also did a 
little chisel-chartering and got caught by 

the then-new DOT inspector. All this led to 

Jim Spilsbury starting QCA, which became 

the most outstanding of coastal airlines 

and ultimately became the principal of the 

founding airlines in the creation of Russ 

Baker’s PWA.

Putting Hatch’s name on the wall led 

Villi Douglas to suggest I include not only 

the many airlines that had flown here but 
also the names of pilots who were based 

over the years at YZT. He would supply 

many of these because Douglas had been 

here forever. They just repainted the air-

planes with each successive operator, and 

he changed hats for each new outfit. The 
idea behind what was to become the YZT 

Mural was born.

When I came back from downtown 

Port Hardy carrying $90’s worth of acrylic 

art supplies, the idea behind the mural 

had germinated from that lonely Canso 

to a series of scenes typical of any pilot’s 

recollections — loading a stretcher, heeling 

a floatplane onto a beach, flying loggers 
into work and displaying the aircraft used 

in each of those scenes like the Seabees of 

Bill Sylvester’s early BC Airlines over the 

years from 1945 to 1981. Significant would 
be the constantly changing names of the 

airlines from BC Airlines to Air BC in that 

span of about 40 years and, most import-

ant, the names of pilots and AMEs based 

at YZT, not just those who flew in and then 

A Pilot’s Mural
WALL ART ISN’T USUALLY PORTABLE

departed, but the guys who lived here 

and made it all happen; those who had 

to put up with each weekend’s stripper 

at the local hotel as well as that summer 

fog not clearing until 11:00 then return-

ing at 16:00, and that gaggle of amphib 

Beavers each trying to get home before 

the fog did. And the engineers who kept 

those then-50-year-old airplanes work-

ing. I would label all the AMEs with the 

graphic of a wrench. They would join a 

few other portraits of important people 

around the field, John Burtnik for one. 
Burtnik pumped millions of gallons of 

80-87 avgas in those days — the leaded 

stuff! And how about the dispatchers? 
“Copy JFQ landing Bucks Camp. Check 

your gear UP for landing — that’s UP 

spelled U-P. Check for a hard handle! 
And tell Johnny Buck that we have 

an Otter load for him this afternoon 

— tell him Norma called with all the 

names.” Villy Douglas never forgot to 

remind us about the gear, and Norma 

only called after 11:00 to advise of the 

load of guests to expect for their busy 

camp.

The mural took me about two 

months to complete and it got a lot 

of interest from visiting pilots who 

would stop by to check on the prog-

ress and possibly add a new name for 

me to include on the wall. Months later 

it was transferred to the main terminal 

where it hung for 40 years.

About a year ago the mural was 

taken down as a new terminal was in 

the offing. The airport authority then 
did something quite amazing — they 

had a photographic reproduction of the 

mural transferred to glass and mounted 

the sparkling new/old mural on the 

wall down at eye level so you can read 

the names of those early aviators. The 

original has been acquired by the B.C. 

Aviation Museum in Victoria and will 

become part of a display honouring the 

history of British Columbia’s great avia-

tion industry.  

Reproduction of 
the YZT mural
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W
hen in early January 

Frank Barr returned to 

Atlin from his Wolf Lake 

escapade with his rudely 

patched-up DH.60 Cirrus Moth (see 

my Jan/Feb column), he had nowhere 

under cover he could repair the aircraft 

to an airworthy condition. When Atlin 

residents Bill and Aunty Roxborough, 

owners of Atlin’s Kootenay Hotel, heard 

of his plight they agreed to allow Barr 

to repair the aircraft in their hotel lobby. 

A big barrel stove in the hotel lobby 

kept the temperature adequately warm 

to allow the pilot to repair and dope the 

aircraft’s newly re-covered wings. The 

hotel owners and their guests gladly 

put up with the stink of the nitro-cel-

lulose dope as aeroplanes were still 

regarded with respect for their ability 

to transport passengers and freight at a 

fraction of their ground counterparts.

The telegraph operator at Atlin 

received an urgent message from a line-

man on the Yukon Telegraph who sent 

out an SOS after he had badly cut his 

foot with an axe and was bleeding pro-

fusely and needed medical help. Frank 

Barr had the only aircraft available, and 

he quickly re-assembled the Moth and 

took off at daylight. When refueling 
at Sawmill Lake at Telegraph Creek 

he noticed with horror that a nut on a 

bolt, which held the wing flying wires 
together, had fallen off on the flight 
down. If the bolt had let go the wings 

would have separated. 

Barr found another bolt 

and replaced it without 

saying a word to the 

onlookers and contin-

ued his rescue mission 

bringing the lineman 

back to the nurse at 

Telegraph Creek.

Frank Barr continued 

flying for the Tulsequah 
trader for a while, but 

Bill Strong realized that 

he wasn’t making enough revenue and 

he sold the Moth. Barr decided that he 

would set up his own flying operation 
at Atlin with mechanic Jess Ross as his 

partner. After the pair visited some of 

the successful miners in Atlin they were 

able to raise enough to buy a Stinson 

Junior S, CF-ARK, in Saskatchewan. 

The Stinson proved to be a good 

workhorse but, operating out of Atlin 

Lake at an altitude of 2,200 feet, it could 

not haul much of a load, especially 

when on floats in the summer. 
The Stinson had been bought new in 

July 1931 by Brooks Airways Limited 

of Prince Albert, Saskatchewan, and re-

mained registered to Brooks until April 

1936, when it was sold to a Vancouver 

individual with no mention of registra-

tion to Frank Barr or his new aviation 

enterprise known as North Canada 

Air Express. We speculate that Barr 

must have leased the aircraft, possibly 

because Barr was an American citizen 

and by law could not own an aircraft in 

Canada. Frank Barr was not one to let 

bureaucracy stand in his way and con-

tinued his successful aviation enterprise 

until the end of October 1935. 

To Frank Barr, the toughest part of his 

business had nothing to do with flying; 
it was being an accountant or business-

man. He just wanted to fly and would 
bend his own rules in order to do just 

that. If a customer couldn’t afford to 
pay, Barr would arrange 

for some kind of deal, a 

cut rate or a trade. 

At the end of 1935 

Barr determined that 

the Stinson was too 

small, and he was 

losing business because 

of its shortcomings. In 

October he travelled 

to Dallas, Texas, where 

American Airlines was 

selling off its fleet of 
single-engine airliners because of a Civil 

Aeronautics Administration decision 

that henceforth all passenger aircraft 

would be multi-engine. 

Barr purchased a Fairchild 100 Pil-

grim (NC707Y) for $3,000. After flying 
it back he continued to operate North 

Canada Air Express based at Atlin, 

British Columbia, while still registered 

in the United States. Barr didn’t have 

a Canadian pilot licence and his North 

Canada Air Express didn’t have a Cana-

dian Operating Certificate either.
Aviators in the north have always 

been cooperative and understanding 

of each other’s problems, and bending 

the rules was (and is) commonplace. 

Frank Barr was a respected airman by 

his peers. However, Barr had got the 

attention of White Pass Railroad tycoon 

Herbert. J. Wheeler, a feisty Irishman 

known to all as “old one-eye” with a 

More Frank Barr
AMERICAN ENTREPRENEUR AND PILOT’S MISADVENTURES IN BC

A PILOT’S LIFE

LIVING THE DREAM WITH CHRIS WEICHT

“Aviators in the 
north have always 
been cooperative 

and understanding 
of each other’s 
problems, and 

bending the rules 
was (and is) 

commonplace.” 
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fearsome reputation who considered 

that his company had all the rights 

of transportation in the Yukon and 

Northern British Columbia, and God 

help any upstart outsider who stuck 

his nose into White Pass business. 

Frank Barr had ignored all of Wheel-

er’s threats and had picked up and 

dropped off passengers and freight at 
numerous locations on both the White 

Pass Railroad and partner company 

British Yukon Navigation at that com-

pany’s Yukon River sternwheeler stops.

Now it appears that Herb Wheeler 

had complained to the Civil Aviation 

Branch (then Department of National 

Defence but soon in November 1936 

to be the Department of Transport) at 

Vancouver where R. Carter Guest was 

the newly appointed District Inspector 

of Air Regulations for B.C. and the 

Yukon. 

Inspector Carter Guest is known to 

have flown to Atlin from Vancouver 

in the govern-

ment black 

Fairchild 24, 

registered CF-

CCO, to inves-

tigate Wheel-

er’s complaint 

about Barr’s 

operations 

with the Pil-

grim NC707Y 

from Atlin to 

Yukon and 

Alaskan 

destinations, but this author has not 

been able to authenticate the findings. 
However, it was about this time that 

the Canadian government enacted 

regulations that required all commer-

cial aircraft in Canada undertaking 

charter operations to be Canadian 

registered, but scheduled flights could 
be operated by aircraft registered in 

either country. 
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Barr’s Stinson

Frank Barr left Atlin in mid-May 1937, 

six weeks before he married Mary Kate 

Sands of Atlin, who moved with Barr to 

Juneau, Alaska, where he flew for Shell 
Simmons at Panhandle Air Transport. 

Barr kept his Pilgrim, which was never 

registered in Canada during its two 

years of operations at Atlin. Later he 

operated his own company with the 

beloved Pilgrim throughout Alaska.  
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RIGHT SEAT

ALWAYS LEARNING WITH MIREILLE GOYER

W
ith the advent of glass 

panels, training to fly with 
partial instrumentation 

has become increasing-

ly challenging and time consuming. 

During the round-gauges era, there 

were only two types of failure to con-

sider: failure of the instrument itself and 

failure of one of the systems powering 

the instruments. This training remains 

relevant as round gauges continue to 

serve as backup for many digital flight 
instrument setups. Glass panels add 

layers of failure scenarios, some easier 

than others to simulate in flight.
Hardware, software, sensor and pow-

er malfunctions all constitute potential 

failure points for modern flight instru-

mentation. However, failure modes 

resulting in partial panel flight fall into 
three distinct categories: hardware fail-

ure of the primary flight display (PDF), 
malfunction of the attitude heading 

reference system (AHRS) and/or the air 

data computer (ADC) affecting some or 
all flight instruments, and power failure 
or system outage. Let us examine each 

instance.

Failure of the PFD box yields a blank 

screen. That is easy enough to identify. 

Typical glass panel installations include a 

multi-function display (MFD) in addition 

to the PFD. In that case, the system will 

automatically transfer the PFD picture 

to the MFD or combine critical flight 
instruments with engine instrumentation 

on the remaining display as soon as the 

failure is detected. That is called rever-

sionary mode. The reversionary mode 

can also be manually activated by the 

pilot if the system fails to detect a display 

problem or when the instructor dims the 

PDF to simulate a failure. 

This is the easiest and safest failure 

to practice in flight. If the aircraft is 
equipped with additional ‘boxes’ to 

display the information, the biggest 

The Digital Dilemma
BECOMING TOO COMFORTABLE WITH ELECTRONIC 
WIZARDRY IS RISKY

“With limited flight instrumentation, reaching for  
the autopilot adds a layer of safety. It is a different 

story when the AHRS or the ADC malfunctions.”

challenge may be to look for the infor-

mation in a visually uncomfortable area 

and do without many of the niceties the 

MFD provides. Such setups make flying 
on a ‘partial panel’ more an inconve-

nience than a threat to safety. If there 

are no extra boxes, switching to flying 
by reference to the limited set of backup 

round gauges is the only alternative.

Losing the PFD should not affect 
autopilot functionality. With limited 

flight instrumentation, reaching for the 
autopilot adds a layer of safety. It is a 

different story when the AHRS or the 
ADC malfunctions. Some or all autopi-

lot functionality may be lost, depending 

on the input sources for the autopilot.

When both the AHRS and ADC fail, 

all electronic flight instruments are lost 
as indicated by a myriad of red crosses 

or flags on the display. At that point, 
backup round gauges become the single 

data source. Dimming down the PFD 

will reduce potential distractions.

Things get more interesting when 

failures lead to a partial PFD. If the 

AHRS or the ADC fails, the system will 

red-cross the portions of the display 

that are no longer usable or reliable. 

The pilot must then switch back and 

forth between the PFD and the relevant 

backup round gauges. That can result in 

a very uncomfortable scan when aircraft 

manufacturers or avionics shops decide 

to move the backup instruments out 

of sight to the side or way below the 

PFD, and that is before considering how 

mesmerizing a red cross or inoperative 

flag can be. 
Pulling the AHRS and/or ADC circuit 

breakers make it possible to simulate 

system failure, but reserve the practice 

to flight simulators. The AHRS takes 
significant longer to ‘align’ in the air 
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HEALTHY PILOT

AVIATION MEDICINE WITH CAMERON BOYD M.D., FLIGHT SURGEON, CAME 

T
he 61-year-old prospective 

pilot requested an initial Civil 

Aviation Medical Examination 

to determine if he would be 

considered fit for a private licence as 
he had been diagnosed with a fairly 

unusual medical condition a couple of 

years earlier. He had planned to become 

a pilot after starting his retirement. 

When he phoned the examiner’s office 
to ask about his potential fitness, he told 
the examiner’s secretary that he had 

been diagnosed with Myasthenia Gravis. 

The secretary wasn’t able to answer 

his question about fitness but made an 
appointment for him to see the examiner 

and advised the candidate to bring all 

medical documentation he could to the 

examination, which he did.

Myasthenia Gravis is a relatively rare 

neuromuscular disease characterized by 

muscle weakness that worsens with ac-

tivity and improves with rest. It was first 
identified in 1672 by Oxford physician 
Thomas Willis who gave it its name. It 

affects about two people in 10,000. 
It is defined as a chronic autoimmune 

disorder in which antibodies destroy 

the communication between nerves and 

muscles resulting in weakness of skeletal 

muscles. The name comes from Greek 

and Latin and means “serious muscle 

weakness.” It involves both sexes and 

all races and is more common in women 

aged 30 to 40 and in men over 60. There 

is no known cause as it is neither inher-

ited nor contagious and there is no cure, 

but treatment can improve things great-

ly. In fact, early detection and prompt 

management allows most diagnosed to 

live productive and active lives.

It can cause drooping eyelids, double 

vision, trouble swallowing, trouble 

pronouncing words and weakness of the 

neck and limb muscles. It is diagnosed 

by history and a physical, blood tests 

for antibodies, genetic tests to rule out 

other conditions, nerve conduction tests 

and electromyography (EMG muscle 

stimulation testing). Some patients 

improve after having a thymectomy or 

surgical removal of the thymus gland. 

This gland modulates immune function 

and generally shrinks throughout life 

but can remain prominent in Myasthenic 

patients.

So, this prospective pilot brought all 

of his diagnostic tests, surgical history, 

treatment and a letter from his physi-

cian outlining his current function. As 

with many conditions there can be a 

spectrum of severities and outcomes 

with this condition. There was no doubt 

about the diagnosis as the history, nerve 

conduction tests and EMG were very 

convincing. 

Interestingly this patient had decided 

to have a thymectomy even though his 

thymus was not that pronounced. The 

patient reported that the surgery result-

ed in about a 50 per cent improvement 

in his muscular function but left him 

with an obvious scar down the centre 

of his chest. His most obvious improve-

ment occurred after he was treated with 

pyridostigmine, which is an anticholin-

esterase inhibitor that works to increase 

the concentration of acetylcholine, the 

chemical released at the nerve-to-muscle 

junction. 

In his notes, the doctor indicated 

that the patient had never had any hint 

of a Myasthenic crisis, which is a very 

serious complication compromising 

swallowing and breathing. The doctor 

indicated that this patient had a relative-

ly mild case and was able to perform all 

daily functions without difficulty.
After reading these reports, the Civil 

Aviation Medical Examiner was happy 

to endorse this pilot as fit, especially 
since his risk of a Myasthenic crisis was 

so low. He was fine to complete his pilot 
training but was asked to follow up in 

one year for a Myasthenic update as any 

condition can change.  

Neuromuscular Disease
NOT ALWAYS PRECLUDING A MEDICAL CERTIFICATE

than on the ground, especially when 

unaccelerated flight is difficult to 
achieve.

It is worth mentioning again here 

that backup round gauges may share 

input sources with the AHRS or 

ADC. For example, a defective static 

pressure port or sensor can red-cross 

the pressure instruments on the PFD 

and render the backup altimeter and 

airspeed indicator unreliable at the 

same time.

All digital instruments require 

electrical power for the display(s). 

Most aircraft have at least one 

battery installed as a backup for the 

engine-powered electrical system. 

However, that battery, which could 

provide up to one hour of power 

under the aircraft’s original configu-

ration, is unlikely to sustain a flying 
Christmas tree for that long.  Backup 

power availability is not the only 

potential issue. Some aircraft are 

wired with more redundancy than 

others. One other factor to consider is 

whether the backup gyro instruments 

are vacuum- or electrically powered.

When everything goes black or 

when the amount of loss is substan-

tial, the best course of action is to 

avoid dramatic manoeuvres, main-

tain or gain proper altitude for the 

surrounding area and aim for VMC 

over friendly terrain. ATC can help 

locate both if instrument flight plan-

ning was not as thorough as it should 

have been. Operating under the KISS 

principle is critical to safety. 

Losing flight information when 
operating in IMC is no picnic with or 

without a glass panel. Glass panels 

accustom us to get a lot of information 

with minimal efforts. Reverting to 
keeping the aircraft right side up on a 

partial analog panel is a real challenge 

worth preparing for on a regular 

basis.  
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UNUSUAL ATTITUDES

AEROBATICS WITH LUKE PENNER

S
team rose from my headlights 

as I made my way through the 

misty darkness. I checked the 

outside temperature — hardly 

above freezing. My car came to a halt by 

the hangar, and I opened my door to step 

out into the inky cold. The weather was 

as IMC as it could be, but we had 1,000 

nm to go and places to be. 

It was early 2021 and two unbeliev-

able opportunities came together in a 

way that was shaping up to be one of 

the most memorable, aviation-filled 
weekends of my life. The first one was 
the opportunity to provide one of my in-

strument rating students with an exciting 

and valuable real-world IFR flying expe-

rience to complete his training. The other 

opportunity was getting to Vancouver 

and taking a test flight in my dream aer-
obatic airplane, an Extra 330 SC owned 

by Christian Baxter, a well-known and 

accomplished aerobatic pilot living in 

Vancouver. If it sounds like a lot, it was. 

Happy aerobatic flying on the coast of 
British Columbia seemed very far away, 

especially on this misty, freezing and 

dark morning on the Manitoban prairie. 

This is the story of how we pulled it off.
I looked over at Jeff and saw that I 

wasn’t the only one concerned about 

our departure weather. We had arrived 

at the midpoint of his instrument rating. 

Jeff was becoming very proficient at 
operating the aircraft through all the 

principal regimes of an IFR flight and 
we were getting to the stage where we 

needed to increasingly start thinking 

about expanding the envelope of his 

experience. His proficiency needed to 
be validated and expanded in the real 

world. The stakes are high in this envi-

ronment, especially since he planned to 

go on to fly single-pilot with his partner 
and children as passengers in the future. 

Transport Canada requires a mere 100-

nm cross-country flight under actual or 
simulated instrument meteorological 

conditions. For a private operator with 

Westbound Adventures
TEACHING IFR ON MY WAY TO FLIGHT-TESTING AN EXTRA 330 SC

the ambition of Jeff, however, this was 
somewhat inadequate. 

The training was being conducted in a 

Lancair Super ES, a popular kit airplane 

that was produced by the Lancair com-

pany in Redmond, Oregon. The airplane 

is equipped with the Garmin G900X 

avionics suite, a normally aspirated Con-

tinental IO-550 and an innovative de-ice 

system called ThermaWing.

There is simply no better training than 

real-world experience, and that is exactly 

what we got during the following three 

days. Engine start was precisely three 

minutes before a 06:46 sunrise. As the 

big-bore Continental warmed up, Jeff be-

gan to program our route into the flight 
plan. Our first fuel stop was Spring-

bank airport (CYBW), west of Calgary. 

This was just under 700 nm from our 

departure point of Steinbach, Manitoba. 

Weather conditions for departure were 

as real as it gets. It was two-hundred feet 

overcast and we had just over half-mile 

visibility in mist with a temperature 

just above freezing on the surface. The 

gravity of taking off into low IMC in 
near pitch black was well impressed 

upon my student. Even so, no amount of 

hood-flying or briefings can ever prepare 

someone for how disorientating flying 
into these conditions can be. 

I have been teaching instrument 

ratings for more than fourteen years 

and will go out of my way to expose 

my students to real-world conditions. 

Nothing can replace an experience like 

what happened during this challenging 

departure. 

After departure, our flight to Alberta 
was quite long with just over five hours 
in the air. It was otherwise unevent-

ful. After joining the STAR (Standard 

Arrival Route) and flying the RNAV 17 
approach, we were on the ground in 

Springbank. We refuelled and sat down 

to review the weather challenges that lay 

ahead of us on our final leg to Boundary 
Bay (CZBB). 

For our departure out of Springbank 

we planned to intercept the RNAV route, 

T602 via the ROVMA intersection and 

maintain 14,000 feet for most of the flight. 
The forecast showed temperatures colder 

than -20°C and a headwind of over 50 

knots at altitude. It showed no icing, but 

due to the strong westerly flow we were 
faced with the threat of mountain waves 

several thousand feet below our cruising 

altitude. On top of this, 90 per cent of this PH
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“Sometimes it feels 
like forecasters are 
just throwing darts 
at a dartboard filled 
with possible weather 
conditions.”
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After an uneventful takeoff from 
Boundary Bay and transit to the practice 

area just south of Pitt Lake, it was time to 

start becoming best friends with the SC. 

My main objective for the flight was to 
mainly focus on unlimited level figures, 
especially the ones that the Extra 300L 

that I normally fly either struggles to 
fly well or at all. One of the things that 
struck me early into the flight was just 
how incredibly intuitive the airplane 

was and how perfect the feeling of the 

ailerons is. 

For illustrative purposes I would 

steer you to YouTube to search for the 

‘Luke Penner 330SC’ 

video. You will see me 

run through all sorts 

of looping and rolling 

combinations that are 

ubiquitous in aerobatic 

competitions. Before 

long you’ll see me try-

ing a variety of outside 

snap rolls. Despite never 

really having done them 

before, I found that the 

incredible amount of the 330 SC’s eleva-

tor authority allowed me to pretend that 

I was an unlimited level pilot for the day. 

I ended up flying the 330 SC twice that 
day. Each time it physically pained me 

to have to return for landing. But, as we 

know, all good things must come to an 

end. I am incredibly grateful to Christian 

for allowing me to fly his dream machine 
and I have a good feeling that this will 

not be the last time I write about this 

mind-blowing (S)ingle seat (C)ompeti-

tion airplane. 

The flight back home to Manitoba con-

tained challenges, but nothing quite of 

the magnitude of the westbound journey. 

In the end, Jeff earned his instrument 
rating with flying colours. I told him that 
this is not just an accomplishment, but a 

commitment to excel. Much in the way 

that I work hard to expand my aerobatic 

capabilities, an instrument pilot needs to 

commit to working hard to maintain and 

improve their skills long after they earn 

their initial rating. 

I don’t know about you, but our con-

stant striving for perfection is what I love 

the most about aviation.  

leg would be in solid IMC. 

An important lesson that every pilot 

learns at some point is that you cannot 

put all your trust into a weather forecast. 

Conditions could be better or worse 

than predicted. Sometimes it feels like 

forecasters are just throwing darts at a 

dartboard filled with possible weather 
conditions. In the case of this leg, the 

forecast was nearly perfect. There we 

were, at altitude, showing a TAS of 175 

knots but a ground speed of a nails-on-a-

chalkboard-painful 123 knots. It felt like 

we were rowing a canoe upstream. If it 

weren’t for the distance to our destina-

tion slowly ticking down at a rate of two 

miles per minute, we would have felt like 

we were going nowhere. 

Frequent recalculations of our fuel on 

board vs. burn rate showed that we had 

several hours of additional fuel past our 

destination. The main concern we were 

monitoring was the icing situation. I 

noticed light rime ice accumulating near 

the base of the windscreen as we passed 

overhead Kelowna; it was accumulating 

on the critical surfaces. We cycled the 

electrical de-ice system and requested 

a lower altitude since the normally 

aspirated IO-550 was already struggling 

to make power in the thin air. If this 

altitude change did not improve the 

situation, our next plan was to divert to 

the warmer temperatures that we knew 

were in Kelowna. Thankfully, the icing 

conditions ended shortly thereafter.

However, if the theme of our trip was 

real-world training, then it didn’t get any 

more real-world than what we had just 

experienced. After almost four hours in 

the air, we shot the RNAV 31 approach 

in marginal VFR conditions and touched 

down in Boundary Bay. What a day — it 

was now time for an (Irish) coffee.
The next day I awoke to clear skies and 

an accelerated pulse. My excitement was 

palpable as the hangar door slid open, 

revealing the most dominant compe-

tition aerobatic airplane in the world 

— a sleek Extra 330 SC, the only one in 

Canada. After receiving 

a briefing from Chris-

tian on local procedures 

and pre-flighting the 
airplane, I strapped into 

this incredible machine 

and took off. I have 
hundreds of hours flying 
various models of Extra, 

but the 330 SC is far 

unlike any of the other 

models. 

Here’s the recipe for what makes this 

airplane the choice of world champions: 

a Lycoming Thunderbolt AEIO-580 with 

330 horsepower, less than 1,300-lb empty 

weight, nearly full-span counter-bal-

anced ailerons for supreme centring feel, 

and 3,000+ ft vertical penetration, just to 

name a few of its strengths.

“... the incredible 
amount of the 

330 SC’s elevator 
authority allowed 
me to pretend that 
I was an unlimited 

level pilot for  
the day.” 
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DOWN EAST

ATLANTIC FLYING WITH DON LEDGER

PH
O

TO
S 

C
O

U
RT

ES
Y 

EL
IZ

AB
ET

H
 W

AL
K

ER

A
n organization comprising fe-

male pilots was founded in the 

United States on November 2, 

1929, at a meeting at Curtiss 

Field on Long Island in New York. One 

hundred and seventeen women were 

invited. The organization was not given 

a formal name until a later meeting 

in 1931. The famous Amelia Earhart 

was elected as their president and the 

charter members, 99 in all, became the 

first of the many clubs and chapters we 
know today as the Ninety-Nines. The 

Ninety-Nines was and still is a sup-

port group for women in aviation, to 

advance aviation and to keep a record of 

women in aviation.

The organization advanced slowly in 

those early years but has grown world-

wide in the later 20th century and the 21st 

century. For many of those years a wom-

an would have been required to have 

a full flying licence but, more recently, 
the chapters have accepted women with 

student pilot status. Their brochure 

states, “The Ninety-Nines is the interna-

tional organization of women pilots that 

promotes the advancement of aviation 

through education, scholarships and 

mutual support while honouring our 

unique history and sharing our passion 

for flight.” The Ninety-Nines have chap-

ters in 45 countries, including Canada, 

and number some 6,000 members. 

Members of the 99s are in all walks 

of aviation. They are airline pilots, cor-

porate pilots, air force pilots and pilots 

working in various industries and gov-

ernment. They teach at and run flight 
schools. They have their own airplanes 

and fly as private pilots for the love of 
flying and the adventures that it offers.

Perhaps owing to the low number of 

female pilots in the Atlantic provinces, 

it wasn’t until 1989 that The Atlantic 

Chapter of The Ninety-Nines, Inc. was 

incorporated and continued for 22 years 

before being disbanded in 2011.

Elizabeth Walker is a retired nurse 

and private pilot now living in Nova 

Scotia with her husband Jim after her 

son and his family transferred to Cana-

dian Forces Base Greenwood. Walker 

and her husband have a Cessna 177B 

Cardinal which 

they keep at the 

base. “Since my 

retirement and 

move to N.S. in 

2020, I am turning 

my efforts to reacti-
vating the Atlantic 

chapter of the 99s,” 

Walker stated. 

Sue Ehrlander from Saint John, New 

Brunswick is assisting Walker and has 

offered to serve as scholarship chair for 
the resurrected chapter. “Sue has been 

making contact with past members, in-

viting them to renew their membership 

with some success.” 

It is the intent of the Ninety-Nines to 

encourage and help its members to real-

ize their aims in aviation, e.g., whether 

to fly as private pilots or captain an 
airliner. Pilots more senior in hours and 

avocation will mentor their newly li-

censed counterparts. The chapters often 

have educational programs and, in some 

cases, provide scholarships or seek them 

out in the aviation 

world. Their bro-

chure states, “Since 

our founding, the 

Amelia Earhart Me-

morial Scholarship 

has awarded of $11 

million in financial 
aid. In addition, our 

145 local chapters 

offer thousands of dollars in annual 
flight training scholarships.”

As it now stands, some of the Atlantic 

provinces’ members belong to the Mon-

treal chapter. As an example, Walker 

is still a member of the First Canadian 

Chapter in central Ontario and is its past 

Resurrecting the  
East Coast Ninety-Nines
CANADA’S ATLANTIC CHAPTER DORMANT FOR 11 YEARS

“To expand the 
membership base will 

require higher visibility 
within the aviation 
community and the 

general public.” 

Elizabeth Walker with her 
husband Jim in front of their 
Cessna Cardinal 177B.
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Coastto

chairperson. Walker is confident that, 
through their efforts, “We will be able to 
assemble a small group of women who 

love to fly and who reside in the Atlantic 
provinces.” 

Their goal was to sign up a mini-

mum of 10 members, which they have 

achieved. Ten women have already 

committed to joining the chapter. They 

must also fill all four executive posi-
tions which includes chair, vice-chair, 

secretary and treasurer. Three of the 

four positions have been filled with only 
vice-chair still vacant.

To expand the membership base 

will require higher visibility within the 

aviation community and the gener-

al public. One of the outlets Walker 

hopes will help achieve this is during 

a meeting of the Ninety-Nines’ East 

Canada Section being held in Harbour 

Grace, Newfoundland on May 21 and 

22 of this year. The date coincides 

with Amelia Earhart’s departure from 

Harbour Grace 90 years ago on her solo 

transatlantic flight in 1932. “Our plan 
is to be reactivated as The 99s Atlantic 

Canada Chapter in time to receive our 

charter at this meeting,” said Walker. 

“The presentation would be made by 

Kim Winsor, our section governor who 

is from Newfoundland.” Winsor is an 

airline pilot based in Ontario who hails 

from St. John’s, Newfoundland.

For those interested, the Canadian 

99s website is canadian99s.com while the 

99s international website is ninety-nines.

org. Those interested in joining The 99s 

Atlantic Canada Chapter should email 

Elizabeth Walker at elizabethwalker2@

hotmail.com.  

Members of the East Canada Section of the 99s
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TALES FROM THE LAKEVIEW

BUSH FLYING WITH ROBERT S. GRANT

A
fter a two-year absence from 

Yellowknife, a 60-day piloting 

contract on a Buffalo Airways 
Canadair CL-215 allowed me to 

stroll the company premises once more. 

Behind the hangar an engineless Douglas 

DC-4 version called the C-54D-DC hadn’t 

moved since the previous visit. Tarnished 

in sub-Arctic sunlight, C-FBAA looked 

ready to roll if someone cared to attach a 

set of 1,350-hp Pratt & Whitney R-2000s.

The ancestor of the green-tailed aircraft 

first flew in June 1938 as Douglas Aircraft 
Corporation’s DC-4E from Santa Mon-

ica, California. When the last became 

airborne in 1947, 1,163 had flown with 
assorted engine types. Even Montreal’s 

Canadair joined the parade and assem-

bled 71 powered by Rolls-Royce Merlins 

and Pratt & Whitney R-2800s.

Buffalo’s C-FBAA left a Chicago 
assembly line on April 3, 1945, with US-

AAF serial number 10643. Empty, 44-pas-

senger C-54D-DCs averaged 38,999 

pounds depending on installed fuel 

dump chutes and could depart legally at 

either 66,670 lb or 73,000 lb. Aero Union 

Corporation of Chico, Calif. acquired the 

airplane in 1978 and applied registration 

N49944. ‘Buffalo Joe’ McBryan, who 
founded his organization in 1970, is 

believed to have acquired the freighter in 

May 2002 but no one recalled the sad day 

when an unhappy staff member parked 
it behind the hangar. 

With the 117-foot, six-inch wing 

supporting a circular section, constant di-

ameter fuselage, C-FBAA cruised at 172 

knots, consuming 1,400 pounds of fuel 

per hour and carrying as much as 20,000 

lb. On hauls to locales beyond Great 

Slave Lake the aircraft, also designated 

‘Arctic Expeditor,’ carried epicurean de-

lights such as palletized Mr. Noodles and 

tons of potato chips one way and often 

salted or cured fish and caribou on return 
hops. Boats and snow machines made up 

many loads and, when village generators 

died, Buffalo Airways always found the 
space to handle them. Many communi-

ties benefitted when compartments of 
construction materials left Yellowknife.

After carefully climbing into C-FBAA 

and crawling over cowlings, exhaust 

stacks and corroded seat frames, little 

evidence of the airplane’s former glory 

remained. Red fire extinguisher handles 
and plastic-tipped engine controls stood 

out amid blackfly carcasses and an intact 
nosewheel steering unit begging to be 

turned toward an active runway. Not to 

be, though

Besides a reputation for rescuing 

abandoned classics from glue factories, 

McBryan maintains shelves of flight 
manuals for types no longer active from 

Yellowknife. Several encyclopedia-sized 

tomes suited the Douglas family, al-

though their yellowed pages probably 

sparked a giggle when Buffalo’s veterans 
considered what would have been com-

mon sense in their league. Some sections 

of the well-meaning compendiums 

should have been passed to passengers. 

Inside the cave-like nosewheel well, 

a factory-installed rubber pad slowed 

a spinning tire during gear retraction. 

After takeoff, the aroma of burning 
rubber doubtless caused every inhabitant 

aboard to snap straight up. Several lines 

of text suggested remaining calm since 

the smell only lasted 10 seconds and  

“…then will no longer be noticeable.”

Besides routine engine-out procedures 

and overwater operations, some wordage 

dealt with jettisoning contents to lower 

the aircraft’s gross weight. With airspeed 

brought back to 120 kt and 10 degrees 

flaps, the crew ejected goods through 
cabin emergency exits or cargo doors 

without damaging horizontal stabilizers. 

A ludicrous paragraph warned that  

“…personnel jettisoning cargo should be 

secured to the interior of the aircraft fuse-

lage,” implying that perhaps ultra-heroic 

employees worked outside.

McBryan’s manuals pointed out that if 

everything failed, the crew could aban-

don ship at 120 kt. Before doing so, par-

ticipants interpreted numerous ear-pierc-

ing alarm bells ringing so rapidly, they 

came across as morse code. A 10-degree 

flap setting raised the horizontal stabi-
lizer for safe exit. Instructions reminded 

aircrew to confirm they wore a para-

chute before stepping outside into Arctic 

“near-nothingness.” Should the aircraft 

overfly water, they needed to memorize 
locations of surface vessels. Northern 

pilots could have torn these mini-essays 

from flight manuals. No civil registered 
aircraft in Nunavut or the Northwest 

Territories carried parachutes.

Occasionally, trips took place above 

Great Slave Lake or Great Bear Lake and 

beyond the North American mainland. 

These revenue-earning odysseys justified 
a few paragraphs concerning ditching, 

even if the California writers composed 

their litanies for transoceanic crossings. 

Ditching, they wisely pointed out, 

demanded complex coordination to stay 

aloft as long as possible to consume fuel. 

“Empty [fuel] tanks also contribute 

to better floatation. Ditch with full 
flaps while power is still available,” the 
Douglas bibles read. “The best airspeed 

The Buffalo Four
GETTING TO KNOW JOE McBRYAN’S DOUGLAS SKYMASTER

In Canadian Aviation magazine (April 1937), 
Douglas Aircraft Corp of Santa Monica, California 
claimed their DC-4 would be “the world’s largest 
air transport,” gross weight 60,000 lb.
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for ditching is 10 knots above power-off 
stall and ditching directly into the sun 

should be avoided when possible due to 

blinding effect.” 
During IMC or night, 30° flap with 

the nose 12° above the horizon, a 200 

fpm descent rate and 79 kt proved 

satisfactory. The multi-ton C-54D-DC 

had to be placed along the top of swells 

despite the likelihood of 

ramming into a wave. 

Besides abrupt front-end 

contact, a tail-smack 

created the same effect. At 
least, a manual writer at 

a comfortable desk some-

where south suggested 

that someone check the 

condition of pilots after 

the splashing stopped.

While scanning instru-

ments showing 33 Hg and 

2,112 rpm cruise settings, 

aircrew sometimes no-

ticed hydraulic pressure 

beyond the 2600 psi to 

3050 psi range. This glitch necessitated 

wheels-up landings or flapless approach-

es which generally occurred when 

surface breezes exceeded 26-kt crosswind 

limits. Pilots commenced a 135-kt traffic 
pattern and slowed to the 125-kt gear 

down speed. Instructed to establish a 

two-mile final at 600 feet, keeping a tar-
geted airstrip in sight would be difficult.

“During a no-flap approach and 
touchdown, the aircraft attitude will be 

more nose-high than experienced during 

normal landings,” the multi-page tract 

said. “Do not obtain too extreme a nose-

high attitude as it is possible to drag the 

tail skid at low airspeed with zero or 

partial flap.”
Avoiding wheels-up landings ne-

cessitated several methods available 

to recover hydraulic pressure, such as 

cycling a hand pump 275 times. Arrays 

of levers, handles and switches came into 

play, but moments occurred when every 

wheel refused to cooperate or perhaps 

only the nosewheel stubbornly stayed 

up. A dreaded ‘crash landing’ paragraph 

came under scrutiny after exploring all 

avenues. The flying pilot applied suffi-

cient up-elevator to remain level seconds 

before touchdown. On the ground, flap 
retraction pitched the down at a slightly 

slower rate. An excessively tail-low 

touchdown slammed the front end onto 

the surface violently.

If not forced to end a workday with 

screeching belly panels or folding gear 

struts, at least flat-tire landings caused 
by defective hydraulic lines 

or broken wheels posed 

little danger. Yaw could be 

avoided by braking on the 

non-effected side to halt a 
swerve. Forward control 

column pressure added 

to steering control via the 

nosewheel and prompt 

power on the opposite side 

assisted a straight-ahead 

rollout.

Unlike lighter aircraft 

such as Twin Otters occu-

pying airspace North of 60, 

four-engine heavy types 

appeared more susceptible 

to buffeting caused by defective cowl-
ings, windmilling propellers or fuselage 

damage. Effects could be catastrophic. 
Loss of elevator effectiveness became 
a possibility and could originate from 

seemingly mundane airflow disturbanc-

es. Fortunately, the manual writers wrote 

encouraging words:

“Usually, five to 10 degrees or 10 to 
20 per cent of wing flaps is sufficient to 
eliminate all except extremely severe 

buffeting but more flap extension may be 
required,” Douglas dissertations claimed. 

“And if control of the aircraft becomes 

more difficult, an immediate decision 
must be made regarding the advisability 

of abandoning the aircraft.”

Chances are C-FBAA will unlikely fly 
again, but the grand airplane will never 

be considered a collection of waste metal, 

plastic and rubber corroding into Yellow-

knife’s earthy soil. Outclassed by Buffalo 
Airways Lockheed L-188s, they no longer 

haul freight, but Joe McBryan has a habit 

of surprising aviation aficionados. If 
C-FBAA should feel Arctic air under its 

wings once more, someone should re-

write the flight manuals.  L
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“And if control 
of the aircraft 

becomes more 
difficult, an 
immediate 

decision must be 
made regarding 
the advisability  
of abandoning 
the aircraft.”

(Douglas Aircraft  
Company manual)
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PEP TALK

AIRMANSHIP WITH GRAEME PEPPLER

Using Personal Minimums  
to Maximum Effect
IT’S A PILOT’S PRIMARY RESPONSIBILITY

T
he expression “personal min-

imums” has been popping up 

repeatedly in general aviation 

for the last few years. As a topic 

of seminars, as the subject of magazine 

articles or as a chain link in an accident 

review whereupon a pilot failed to re-

spect his or her minimums (or had none 

at all), the necessity for pilots to set their 

own limits is rightly being pushed ever 

higher into every pilot’s mindset.

Personal minimums are based on 

what a pilot should deem to be their 

maximum acceptable level of risk. 

You establish what you feel your skills 

render you capable of doing. Thereafter, 

no matter what the prevailing 

circumstances, you simply never let 

yourself be influenced into exceeding 
your minimums. Only by means of 

accruing training and experience —  

and an objective dose of self-assessment 

— should your envelop of minimums 

ever expand. And even then, no matter 

to what experience level you assess 

yourself to have risen, some level of 

minimums should always guide your 

aeronautical decision-making.

Some regulations dictate minimums 

for you. Pilot operating handbooks, in 

some ways, do the same. If VFR rules, 

for instance, require that you have flight 
visibility of at least one mile and that 

you’re 500 feet vertically clear of cloud, 

then those are minimum standards by 

which to fly VFR. Your comfort and ex-

perience levels may, however, give you 

the mindset that three miles and 1,000 

feet is safer for you, no matter what the 

regulations state you can legally do. 

In the same vein, your aircraft’s POH 

may, for instance, dictate that your 

aircraft’s maximum crosswind capabil-

ity is sixteen knots. However, you may 

feel that twelve knots is the maximum 

you’re willing to attempt. Simply put, 

you choose the minimums that are right 

for you. And no matter what, you never 

let yourself break those self-imposed 

barriers.

A whole host of factors should be 

assessed when it comes to determining 

what your risk level is and therefore 

what your minimums should be. In 

other words, every flight presents the 
opportunity to reaffirm one’s minimums 
and/or to assess whether circumstances 

suggest that a tightening up from your 

baseline is in order. A checklist of min-

imums may, indeed, be a practical way 

to go about confirming one’s minimums 
before every one of your flights.

You should have personal minimums 

for the weather in which you’re willing 

to fly. You should have personal min-

imums for winds, turbulence, density 

altitude, and the terrain over which 

you’re willing to fly. You should have 
personal minimums for the runway IL
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lengths upon which you’ll be landing 

and taking off. You should also have 
personal minimums for how you feel 

on the given day of an intended flight. 
You should have personal minimums 

for the experience level you currently 

have.

Risk assessment requires self-assess-

ment. The day of a flight, for instance, 
ask yourself, “Did I get enough sleep? 

How do I feel today? Am I feeling 

great or am I feeling tired? Is my mind 

sharp or am I feeling a little bit off?” 
Subjective assessments such as these 

require that one be honest and strict 

with oneself. Don’t bend the answers to 

bias how you want things to be in order 

to achieve the outcomes you want from 

the day. (In the chain of inappropriate 

decisions that leads to an accident, 

this can be the first link in the accident 
chain.)

Over time and with accumulated ex-

perience, one’s baseline minimums can 

be adjusted. Consider that a pilot who 

has flown thousands of hours in the 
notoriously precarious environment of 

Alaska will have considerably different 
minimums to a recently licensed pri-

vate pilot who spends all of his or her 

time flying over endlessly flat prairies. 
Minimums, thus, differ for everyone 
and for every level of experience. When 

adjusting minimums, however, adjust 

one at a time and don’t adjust them by 

putting pressure on yourself to do so. 

To do otherwise contradicts the reasons 

for having minimums in the first place. 
Document your personal minimums 

then consult them before every flight. 
Anticipate issues for every planned 

flight that could negatively pressure 
you into stretching those minimums. 

This will prepare you to say “No” if 

circumstances try baiting you into 

making a bad choice. Reducing your 

minimums comes with experience and 

proficiency; it shouldn’t come about by 
happenstance. If you stretch your min-

imums and get away with it, it may not 

mean you’re better, it may only mean 

you’re lucky. Minimums must always 

be objective. And they must always be 

boundaries to which, for safety’s sake, 

you always adhere.   
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EXPERT PILOT
FLY LIKE A PRO WITH RICHARD PITTET

W
hen a 48-hour Frankfurt 

layover appeared in my 

schedule, I quickly emailed 

our friend and fellow GA 

enthusiast Captain Peter Schirrmeister. 

Peter recently retired from Lufthansa 

and is now an instructor at that airline’s 

multi-engine academy. He also owns 

what is probably the best-equipped 

Beechcraft Sierra in the European Union. 

Like many of his countrymen, Schirrmeis-

ter is an adventurer, and soon an ambi-

tious plan for the layover was hatched.

I’m always happy to fly to Germany. 
The Frankfurt area is a favourite desti-

nation for our crews, known for great 

food and Teutonic efficiency in all things. 
A couple of hours after arrival I was off 
to nearby Egelsbach airport (EDFE). It’s 

a combined GA-business aviation field 
underlying EDDF (Frankfurt) airspace. 

It’s also a place where personal jets take 

to the skies while Focke Wulf biplanes 

do touch and goes on its parallel grass 

runway. 

Schirrmeister’s ambitious plan 

involved us hitting some great airport 

eateries, flying to some really short coast-
al airfields, touring a remote island in the 
North Sea and finally attending a German 
fly-in; all in less than 24 hours. Owing to 
COVID-related delays at a paint shop in 

Poland, his Sierra wasn’t available for the 

mission. Instead, we signed out a Piper 

Archer from the Lufthansa Flying Club, 

one in which we’d eventually log nine 

hours flying time in just over a day.
The first leg involved a 50-minute 

evening flight to Idar-Oberstein airport. 
This 650-metre-long grass strip is set on a 

low mountaintop southwest of Frankfurt. 

Nearing our destination, Schirrmeister 

casually handed me a menu, recommend-

ed the barbequed pork steak with salad, 

then added, “Please make your selection 

quickly — the chef is also the airfield’s 
radio operator.” 

Flying a visual noise-abatement arrival, 

we rumbled to a stop on the grass field 

True Believers
HIGH-TIME AIRLINE PILOTS PURSUE HUNDRED-EURO LUNCH

and within minutes were seated on 

the patio of the Flugplatz Gaststätte, a 

charming little airport restaurant situated 

alongside the grass runway. After dinner 

I wandered inside to find the chef who, 
sure enough, was grilling steaks while 

providing an airport advisory to an 

inbound Super Cub. 

With dinner finished, we headed back 
to Egelsbach in time to witness an equally 

glorious sunset. In the perfect calm of 

a warm August evening, a small party 

had broken out at the airport. The grass 

infield, glowing in what photographers 
call “The Magic Hour,” was suddenly 

transformed into an even more special 

place. A young pilot, who had earlier 

taken her private pilot check ride, was the 

guest of honour at the impromptu cele-

bration. With flying operations conclud-

ed, champagne was flowing beside a little 
French-built, Reims-Cessna 152. 

DAY TWO 

Up at the crack of dawn, we launched 

from Egelsbach and headed north. 

Through his Bose noise-cancelling head-

set, Schirrmeister wondered aloud what 

our options were in the event of a power 

loss over built-up areas. It was a refresher 

course in risk management, reminding 

me that lessons learned in a lifetime of 

airline flying don’t go away when you 
hang up your spurs. 

Our first stop entailed picking up Schir-
rmeister’s friend and former Lufthansa 

colleague who happened to be vacation-

ing in the North Sea village of Juist, pop-

ulation 1,005. Set amongst grass-topped 

dunes, its 780-metre-long paving stone 

runway featured an ever-present gusty 

onshore wind. Despite its remoteness, 

the little airport was alive with activity. A 

wedding party posed for photos in front 

of a Piper Arrow lV. Even more spectators 

crowded the airport fence, and a hopping 

airport eatery was abuzz with flying 
patrons and non-flying spectators.

With our six-foot, three-inch passen-

ger squished onboard, we set out for 

Helgoland, a pair of tiny islands situated 

50 nm offshore, just west of Denmark. 
Soon three airline captains (two current, 

one retired) were discussing ditching 

strategies in six-foot seas amidst busy 

shipping lanes. I weighed in with my two 

cents worth, but silently wondered how 

my friends, one an Airbus A380 skipper, 

the other a retired A320 captain, could be 

so calm overflying so much open ocean 
with so few engines.

Like the mythical Atlantis, Helgoland 

Flugplatz Gaststätte
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suddenly appeared in the midst. It must 

have been a similar sight for the RAF 

Lancaster pilots who bombarded the pair 

of islands during the Second World War. 

Today the destination is better known 

for its remote camping and duty-free 

shopping. 

After a walking tour and a sobering 

€100-lunch for three, we took the ferry 

back to the airfield island. Peter had 
triple-checked his performance calcu-

lations, assuring us the numbers, while 

tight, were very doable. He was correct, 

but seeing the “1/2 Way” sign whish by 

on the 371-metre-long runway, with three 

large men and one modestly powered 

airplane still on the ground, was a bit 

unnerving. As predicted, we lifted off, 
clearing the dunes and campsites that 

ring the airport before turning south.

Thirty minutes later we touched down 

at Leer-Papenburg airport. Pumping 

avgas, I mused that the litre of Coke 

we were enjoying cost more than an 

equivalent volume of fuel, with avgas 

“After nearly 47 years immersed in aviation, I’ve 
learned how to spot the faithful: those men and 
women who truly love airplanes.”

prices ranging from €1.60 to €2.60 per 

litre. Landing fees were typically €7.00, 

or about 10 Canadian bucks. Surpris-

ingly, every public airport in Germany, 

no matter how small, is required to 

have a radio operator, with them often 

overseeing operations from miniature 

towers. The landing fees help offset that 
expense.

Our final stop was the Currywurst 
fly-in. It was to be the culinary highlight 
of our day. Sadly, the popular-themed 

dinner was sold out. Instead, we walked 

the flight line and took in the sights. 
Hodenhagen airport was like every 

other we’d visited; alive with people, 

airplanes and good times. As the sun 

sank low, the assembled group of motor 

gliders, biplanes, light sport aircraft, 

Cessnas, Pipers and Beechcraft (plus one 

private Jet Ranger) launched into the 

still of the evening. 

My two-day adventure reminded 

me of a mini-Oshkosh, only one set in 

northern Germany and not rural Wis-

consin. After nearly 47 years immersed 

in aviation, I’ve learned how to spot the 

faithful: those men and women who 

truly love airplanes. 

As we waited in line for our own turn 

to depart, I looked over at my friend. 

Here was one of the most experienced 

medium and heavy jet pilots I know, 

totally in the moment, happily at 

the controls of a Piper Archer. As he 

advanced the power, I saw him smile. 

Then we rumbled down the grass strip 

before lifting off and disappearing into 
our own setting sun. 

True believers. They’re everywhere.  

Give Hope 
Wings Radio 
Check:
Calling all 
pilots, advise 
when ready 
to copy
Give Hope Wings is a grand 

expedition flying across Canada in 
two stages from Victoria, B.C. to St. 
John’s N.L. through the Rockies in 
June 2022. Don’t miss out on this 
exciting once-in-a-lifetime opportunity 
to add adventure to your logbook 
and make lifelong friends, all while 
supporting Hope Air. 

Learn more at hopeair.ca/GHW2022
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VECTORS

ATC VIEWPOINT WITH MICHAEL OXNER

W
hile working the air posi-

tion in the control tower at 

Halifax airport (CYHZ) in 

Nova Scotia, I received a 

call from Halifax Radio. They had a con-

tact with a pilot who didn’t know where 

he was and was asking for assistance. 

Back then, FSS didn’t have any kind of 

radar display, so they called the Tower 

hoping we could help locate him.

Relaying through Radio, I asked 

the pilot to “squawk ident.” Nothing 

flashed on my screen. I asked where 
the pilot thought he was, and what his 

current heading happened to be. He 

said “060°, and I think I’m over the Bay 

of Fundy.” The Bay of Fundy is a fairly 

large bay located northwest of CYHZ 

between New Brunswick and Nova 

Scotia.

The tower’s radar display at the time 

was limited to only seeing the Halifax 

radar source and had a maximum range 

of 125 nm. There were no aircraft visible 

to the Halifax radar within that range on 

a northeasterly heading.

I asked Radio to ask the pilot if he 

was able to climb. Radio advised the 

pilot was beginning to climb, but it 

seemed, based on the quality of the 

radio transmission, like he was close to 

getting out of range. With VHF com-

munication, like the radar signals being 

mostly line-of-sight, perhaps the climb 

would help us see and keep communi-

cation with the pilot.

Still no luck. The Halifax Terminal 

Control Unit had recently relocated to 

Moncton Area Control Centre, and their 

display system was much more capable 

than what existed in the Tower. They 

could see multiple radar sources and 

with fewer restrictions on range, so I 

asked my TCU coworker to “range out” 

and have a look as I asked the Radio 

operator to once again direct the lost 

pilot to squawk ident.

Over Water and Lost?
USE TODAY’S TOOLS TO THEIR MAXIMUM
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The Terminal controller located the 

aircraft. Instead of being over the Bay of 

Fundy, the pilot was actually over the 

Bras d’Or Lakes in Cape Breton Island, 

bout 135 nm east of CYHZ instead of 80 

nm northwest.

Radio relayed instructions from the 

Terminal controller that got the aircraft 

turned around to the west and pointed 

at Halifax, his original destination. I had 

flown that aircraft in the past and was 
familiar with it, so once the aircraft was 

in range of Halifax’s radios, we casually 

asked a few questions of the pilot to 

estimate the fuel quantity remaining to 

ensure he had the fuel to make it. All 

seemed good, if tight.

Eventually, we got the pilot back  

to the airport, albeit with much less 

fuel remaining than he was originally 

planning.

These days, a story like this is much 

less likely to occur. With GPS being 

almost everywhere, the plane need not 

even have its own unit to help with basic 

navigation if the pilot has a smartphone. 

In all likelihood, if the pilot had been so 

equipped in this story from nearly thirty 

years ago, he would have been able to 

determine at least a rough position and 

get himself pointed in the right general 

direction without ATC and FSS assis-

tance.

That doesn’t change the basic guide-

lines or even render them unnecessary  

if something does go a bit astray. Elec-

tronics can fail, batteries can die, and 

disorientation can occur. So what  

should a pilot do?

Having charts or frequency lists of 

local FSS and ATC transceivers (called 

‘RCO’ and ‘PAL’ respectively in the 
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ONE STOP SHOPPING • LOWEST PRICES • SAME DAY SHIPMENT

publications) along your route made 

during a preflight can come in handy if 
you need to reach someone. And if you 

contact the wrong person, they should 

know who can help.

Adding ATC and FSS unit phone 

numbers to that list can also help. Each 

facility has its own entry in the Canada 

Flight Supplement listing frequencies 

with their locations and emergency 

contact phone numbers.

Keep handy a method of noting any 

numbers, such as radio frequencies, 

they send your way when in contact. 

When you’re feeling embarrassed, 

stressed, lost, or otherwise not ‘quite 

right,’ it’s easy to transpose numbers 

or forget things that would normally 

not be forgotten, even after only a few 

seconds of distraction. It has happened 

before that a pilot copied the new 

frequency assignment incorrectly and, 

after a few tries, had forgotten the 

previous frequency. With most radios 

having an active and standby frequency, 

this part is little less likely to occur, but 

writing numerical assignments is still a 

good practice.

VHF communications are the first line 
of contact in an aircraft cockpit, but they 

are line-of-sight. Distance can reduce 

reception as can terrain between you 

and the transceiver. If weather permits 

a climb, you can reach stations much 

further away. And that list of frequen-

cies you prepared earlier? More altitude 

means greater likelihood of reaching 

others on that list. There is no way of 

guaranteeing that the ATC transceiver 

you’re closest to hasn’t suffered a failure 
of its own.

Climbing also means you’ll be more 

likely to be seen on radar for navigation 

assistance should it be required. And 

while GPS is a great tool (assuming you 

still have access to it), having someone 

else watch your progress can mean less 

‘heads down’ time for you, leaving you 

more opportunity to fly the airplane, 
and a valuable confirmation of your 
own ability to keep you going in the 

right direction. 

Also, if you’re already ‘behind the 

eight-ball’ in terms of your flight not 
going as expected, ATC and FSS have 

access to a multitude of information, 

including weather and airport data, that 

can help you make faster and better 

decisions, again reducing the ‘heads 

down’ time should your circumstances 

turn out to be a bigger concern, such as 

not having enough fuel to carry on or if 

weather is moving in unexpectedly.

So while the aforementioned story 

isn’t nearly as likely to occur these days, 

some of the advice from it can still be 

‘lessons learned.’ Even just a casual 

look at charts every now and then to 

refresh one’s memory of where to look 

for information and how to read it can 

help reduce response time should the 

unthinkable occur in flight.  
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ON THE ROCK

NEWFOUNDLAND AVIATION WITH GARY HEBBARD

I
s your DC-3 in need of a widget that 

hasn’t been produced since the 1940s? 

Do you need to carry 12,000 pounds 

in your freighter that’s only certified 
for 10,000 pounds? Does old faithful need 

eight hours of endurance but the tanks 

only allow for six hours? Then you just 

might need to talk to Alyssa Sparkes of 

Clark Aero Structures in St. John’s, New-

foundland. The twenty-something Sparkes 

is a Mechanical Engineering Technologist 

at the company, and she has helped find 
solutions for all the above-mentioned 

requirements. And more.

Born and raised in St. John’s, Sparkes 

went to Memorial University and the 

College of the North Atlantic in her home-

town and completed a three-year program 

that landed her the job at Clark Aero and 

gave her the opportunity to fulfill a dream. 
“It’s been a life-long thing for me. I’m very 

fortunate to actually get to do what I’m 

interested in,” said Sparkes, the daughter 

of an AME.

With two years of experience now 

under her belt, Sparkes has worked on a 

wide variety of projects designed to repair, 

improve and extend the life expectancy of 

some of the older aircraft plying today’s 

skies.

“We deal with a lot of structures and 

alter aircraft to fit the equipment that’s 
required for the mission,” she explains.

Assignments to date have includ-

ed such things as strengthening wings 

for carrying an increased load, designing 

replacement parts no longer available 

from the manufacturer, redesigning parts 

to better-than-original specifications and 
increasing range by upping fuel tank 

capacity. A regular workday may find her 
examining an aircraft destined for mod-

ification, then using highly specialized 
computer programs to design modern 

structures to safely accomplish a specific 
requirement.

“We’re opening up the wing structure 

[of a Dash-8] and reinforcing it so that 

it can take on more fuel so it can fly for 
a much longer time,” Sparkes says of a 

recent project.

Under the tutelage of her boss Morris 

Clark, she will produce the necessary 

engineering drawings to meet the clients’ 

requirements which will then be submit-

ted to Transport Canada for approval 

before being sent out for manufacture and 

installation. Sparkes said she feels very 

fortunate to be learning from someone as 

experienced as her boss. And, she says, 

she has encountered 

virtually no gender-based 

discrimination.

“Maybe from a couple 

of the older guys. But I 

don’t get a whole lot of 

that,” she said, and her 

experience since going to 

work at Clark has been 

completely positive with 

a lot of support from her employer. 

“I’m still new to this. I’m only two years 

into this career so I’m still learning and 

taking in all the information I can.”

Sparkes would eventually like to get 

into to the manufacturing end of the 

business, working with 3D scanners and 

printers. She did her thesis on carbon fibre 
3D printing of parts for legacy aircraft 

that are no longer manufactured, with an 

emphasis on the design aspect.

“Structures would definitely be my 
thing, looking at loads and analysis,” she 

said.

In addition, Sparkes hopes to become 

a DAR (design approval representative), 

a trusted and experienced professional to 

which Transport Canada gives the author-

ity to design, test and sign off on modifi-

cations to aircraft. She also looks forward 

to ongoing research and development in 

aviation technology, especially electrically 

powered planes, which are currently a hot 

topic in the industry.

“Going forward, we’re going to have 

to be more environmentally friendly 

so I think it would be rewarding to be 

involved with that.”   

In the meantime, Sparkes continues to 

build up her knowledge base and practical 

experience at Clark Aero, the only such 

company in the province. They get fre-

quent calls from the U.S. for their services, 

Sparkes says, and are presently involved 

with a project in the Netherlands.

Outside office hours, Sparkes says she 
would like to serve as an inspiration for 

other women who may 

have an interest in the 

still heavily male-dom-

inated industry, but she 

feels it’s a bit early in her 

career for her to be going 

out speaking to groups 

of girls and women; it is 

something she hopes to 

do in the future.

“Hopefully I’ll get to that level,” she 

said.

Today, Sparkes says she feels very for-

tunate to be working at a great company 

with men who are always willing to teach 

her and provide her with the tools she 

needs to be successful. And she continues 

to use those tools, handling projects such 

as designing structural reinforcements to 

strengthen fuselages, increasing structural 

strength to all allow for heavier payloads, 

and upgrading brakes and undercar-

riage structures to support higher gross 

weights. She is currently working on 

some early model Dash-8-100s that have 

suffered fatigue cracking and nose gear 
failures, repairing and reinforcing the 

areas affected.
“So that’s another reward,” Sparkes 

said, smiling from ear to ear, “Just seeing 

older aircraft continue to fly that would 
otherwise be grounded. This is what I’ve 

wanted to do since I was a little kid, so 

I’m just happy doing this.”  

Sparking a Promising 
Aviation Career
YOUNG NEWFOUNDLAND WOMAN REALIZES HER DREAM

“We deal with a lot 
of structures and 
alter aircraft to fit 

the equipment that’s 
required for the 

mission.”
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to rub against as we pulled the power, 

climbed out onto the float and leapt onto 
the dock with float rope in hand. All of this 
was held together with galvanized steel 

plates and brackets. 

The problem with this kind of decking 

system is that the building materials tend 

to be rather bulky. Unless you are friends 

with a pilot or owner of a de Havilland 

Otter, you may have to fly in all of these 
components piece by piece, which can 

take up time and fuel. There are also the 

dynamics around your experience with 

external loads, aircraft capabilities and 

what you 

are legally 

allowed  

to do.

I grew 

up build-

ing bush 

docks the 

old-fashioned way. What we needed were 

some chainsaws, some decking materials, 

a box of 12- to 14-inch spikes, two good 

sledgehammers and somebody who knew 

what they were doing. Oh, we also needed 

a motivated work crew as this tends to be 

labour-intensive. 

First, we built the dock cribs. We select-

ed trees with the largest circumference in 

and around the outpost camp. We always 

liked at least 20 inches and preferred larger 

for the bottom row. We then cut off any 

and all branches. Next, the logs were cut 

into 10-foot sections with the narrower 

sections set aside for later and skinned 

the bark off. I have seen what happens to 
logs with bark that have been in the water 

for a year or two. They may look safe to 

stand on, but the bark comes away easily 

under your foot, and you end up taking an 

unintentional dip in the lake. 

We gradually built up the sides of the 

crib using logs that were thin enough that 

our spikes could pass through and really 

bite into the log below in a cross-hatching 

fashion. 

Once the crib is in its final location, me-

dium-sized rocks were added and added 

and added to anchor it to the bottom. This 

is very labour-intensive stuff. Once the 
cribs were poking out of the water, we 

would use long pole pines as stringers to 

connect them together. After pounding in 

yet more spikes to firmly attach the string-

ers, we were finally ready for decking 
materials. We often used 2 x 6 lumber for 

the decking and built tiedown areas for 

the planes and boat out of 2 x 4 boards. 

Often, lakes go through seasonal fluc-

tuations in depth, which means the docks 

can be close to submerged, or have the 

tops of the cribs exposed. In anticipation 

of this we cut and limbed enough pole 

pines to match the length of the dock. By 

tying these logs to the working area of the 

dock, we created floating bumpers that 
made for gentler docking for boats and 

airplanes. 

As in all things, there are rules put in 

place to protect the environment as well as 

ourselves. Building a dock is no exception. 

There may be applications to fill out, per-
mits, plans to submit, etc. Make sure you 

follow the rules, always. Modern docks 

can be pricey, but their UV-protected, labo-

ratory-designed forms do a heck of a job 

at what they are supposed to do. The same 

can be said for bush docks. 

The main cost with building a bush 

dock is the labour, and it may cost you 

future fishing trips, fish-fries and beverage 
nights for years to come. I feel that is it 

very much worth paying this price. Either 

way you want to build, it is a fun way 

to spend time with your friends and is a 

great way to safely secure your airplane 

overnight.  

ON THE STEP

FLOAT FLYING WITH KEITH SAULNIER

I
t is the middle of winter where we 

live. In our part of Ontario, tempera-

tures can range from plus 5 to minus 

25 degrees Celsius in the span of a day 

or two. The same can be said of precipita-

tion; we can get soft or driving rain, mist, 

freezing rain or piles and piles of snow. 

Planning any sort of outdoor 

activity more than three days out 

is often a fool’s quest as Mother 

Nature tends to throw a curveball 

into the best-laid plans. As a way 

to combat the winter blues, I like 

to think about warm-weather days, 

seaplanes and outpost camps.

Unless you are the type of pilot 

who installs a wheel-ski system 

as soon as your seaplane is pulled 

from the water after the last outing of the 

season, then you have some idle time on 

your hands. During these times I like to 

think about how the float season went and 
what I can do next year to make it better. 

As we can only train so much, there are 

other aviation-related avenues that can be 

pursued. 

I like to think of myself as a bit of a 

systems and infrastructure guy. If a sore 

spot from the past summer included con-

sistently poor docking experiences, then it 

may be time to plan out a new dock. 

Building a dock in the bush may not 

be easy, but it sure can be loads of fun. 

There are two ways to go about this. The 

first is the simplest but, as with most easy 
solutions, it comes with a cost penalty. 

Prefabricated docks are amazing — we 

had them at Georgian Bay Airways. The 

ones we chose consisted of two floats that 
were made from roto-molded foam-filled 
polyethylene materials. These in turn 

were held together with pressure-treated 

lumber stringers with decking on the sur-

face. The decking ranged from cedar to a 

pressure-treated product. The sides of the 

float modules are relatively smooth and 
made for excellent surfaces for the floats 

Building 
Bush Docks
NOT THAT DIFFICULT —  
THIS IS HOW WE DID IT

“The main cost with 
building a bush dock is the 
labour, and it may cost you 
future fishing trips, fish-
fries and beverage nights 

for years to come.”
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CAREER HIGHLIGHTS WITH W.T. (TIM) COLE

COLE’S NOTES

I
t was a fine spring morning in 1972 
and I was sitting in a float-equipped 
Cessna 172, on a dolly, at the inter-

section of Taxiway Foxtrot and Runway 

25 at the Ottawa international airport. 

This was unusual as we normally used 

the two northside runways, 22/04 or 

35/17, for Laurentian Air Services’ 

annual springtime dolly launches of 

our fleet of about twenty floatplanes. 
I can’t remember the reason we were 

using one of the main airport runways, 

but this did happen occasionally. The 

dolly launches in the spring and grass 

landings in the autumn were necessary 

as our seaplane base was located eight 

miles to the northeast on the Ottawa 

River, adjacent to the Rockcliffe mili-
tary aerodrome. 

The dolly was a heavy iron tubular 

affair that was designed to launch de 
Havilland Beavers and Otters. It had 

two Beaver main wheels at the rear 

of the contraption and two castering 

tailwheels at the front. Ground support 

crew manually locked the front wheels 

into position just prior to takeoff. There 
was a spring mechanism that activat-

ed brakes on the main wheels when 

the seaplane lifted off the platform. 
There was no steer-

ing mechanism so, 

once the wheels were 

locked in position, 

you were just along 

for the ride until you 

gained enough speed 

to lift off. Beavers and 
Otters worked just 

fine, Cessna 180/185s 
were okay, but lighter 

airplanes like Super 

Cubs and Cessna 172s 

could be a challenge due to their lighter 

weight and less powerful engines. For 

the past several years I had been doing 

the majority of these operations, so I 

probably had 40-plus of these takeoffs 
under my belt. Up until this point they 

had been trouble free. This was about 

to change. 

The runway that day had a slight 

slope latterly to aid water drainage 

and had large black signs with white 

numerals located every one thousand 

feet along the side. 

The military was still 

a primary user of 

the airport and these 

distance-to-go signs 

indicated to military 

jet pilots the length of 

the remaining runway 

in the event of an 

emergency. 

The ground crew 

detached the tow-

bar, locked the front 

wheels and gave me thumbs up. 

Ottawa tower gave me takeoff clear-

ance. I gently added the power and 

the airplane slowly started to pick up 

speed as it dragged along the heavy 

dolly from its precarious perch. Early 

in the takeoff roll there was a point of 
no return and if you rejected the takeoff 
after that point there was a danger of 

falling off the dolly with disastrous 
results. The whole rig started to follow 

the slope of the runway and swerve off 
to the left. 

“Gotta hang on keep her going … 

oh-oh, just took out a runway light and 

I am now trundling across the grass!” 
In front of me there is a distance-to-go 

sign and it looks huge and as big as a 

house! No skill here, just hang on and 
hope to miss it! Bump, bump, bump 
and finally I have enough airspeed to 
stagger into the air and to lift my wing 

over the big sign. The dolly missed 

it, too. “Be still my heart, that scared 

the____daylights out of me.”

Of the many dolly takeoffs and grass 
landings on floats that I completed, this 
was my most memorable experience. 

The only damage I can ever remember 

occurring was to the odd runway light 

that the dolly took out prior to coming 

Hello, Dolly!
HOW WE LAUNCHED FLOAT PLANES FROM LAND AIRPORTS
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“I probably had 

40-plus of these 
takeoffs under 

my belt. Up until 
this point they had 
been trouble free. 
This was about to 

change.”

A Cessna 180 sits 
on the dolly waiting 
to be launched. 
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to a stop after the aircraft had de-

parted the scene. 

As I write this it’s mid-winter 

and there are hundreds of Canadian 

seaplanes that are languishing in 

a snowbank beside a river or lake 

waiting for spring and the water to 

become ice-free. However, there are 

many owners and operators who 

change their floats for wheels or skis 
and are not fortunate enough to have 

their maintenance facilities adjacent 

to the water. Other reasons for taking 

seaplanes to a land airport is to have 

access to maintenance hangars and 

workshops for engine changes or 

major modifications. As described 
above, this necessitates a team effort 
to land float-equipped aircraft on 
grass or snow-covered surfaces and 

later to launch them via a dolly from 

a runway. 

When I moved to British Co-

lumbia in the mid-1970s I was 

introduced to year-round seaplane 

operations and more advanced 

methods of launching and recover-

ing floatplanes utilizing front-wheel-
drive trucks and cars that had been 

modified to use a hydraulic platform 
that lifted the aircraft off a ramp and 
transported them landside for servic-

ing and then placed them back on 

a ramp to return them to the water. 

If you search YouTube you can find 
many examples of dolly launches 

and grass landings of seaplanes that 

still happen on a regular basis. The 

number of dolly designs and takeoff 
techniques are numerous as are the 

grass landings on floats. The im-

portant thing to remember if you are 

going to participate in these activi-

ties is to do your research, talk to the 

folks who are experienced in these 

operations and work with a team 

that has been thoroughly briefed on 

their part of the operation. 

So as spring approaches and 

it’s time to go float-flying again, 
whatever your method of launching 

your seaplane, plan your operation 

meticulously and may you have 

‘Tight Floats and Tailwinds.’  

The Skills You Need - The School You Want
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DON’T SETTLE  

FOR LESS.

ROTECH MOTOR LTD. 

1-(236)-600-0137
SALES@ROTECHMOTOR.CA

ROTECHMOTOR.CA

AUTHORISED

ROTAX

DISTRIBUTOR

CANADIANAVIATOR.COM   2 9



ARE A  
FRUGAL PILOT’S  

BEST FRIEND

3 0  CANADIAN AVIATOR  MAR/APR 2022



We Flight-Test the DA62     By Richard Pittet

A
s viewed from Ed McDonald’s han-

gar door, the differences in the two 
airplanes couldn’t be greater. In one 

corner sat a red and white striped 

Nanchang CJ-6. It’s been said this Yak-18 variant 

was designed with the goal of maintenance being 

conducted by just two men; one able to operate a 

screwdriver, the other a rock. 

Beside it was a brand-new Diamond DA62. It 

too was replete in a red paint scheme, only this 

one was glowing and perfect, adding to the im-

pression the airplane had just arrived from about 

200 years in the future. The Nanchang demon-

strated how simply an airplane could be built 

and still fulfill its mission of training pilots. The 
Diamond exemplifies what is possible for a GA 
aircraft when the focus is on styling, technology 

and, most important of all, performance.

Both are owned by McDonald, a former mili-

tary aviator, retired Air Canada Boeing 787 captain 

and founder of JetPro Inc., which he runs out of 

his offices near St, Albert, Alberta and from his 
hangar at Josephburg airport. His decision to buy 

the DA62 followed an extensive search to replace 

the 10,000-hour Piper Seneca III JetPro operated, 

flight-checking the GPS approaches his company 
designs and maintains. 

JetPro first considered a Piper Meridian. The 
pressurized, turbine-powered Piper single ticked 

many boxes but lacked the useful load McDonald 

needed. Next, the focus was on another PT-6 pres-

surized model, the Daher TBM, but the purchase 

price for that airplane, even a used example, was 

prohibitive. Then, as if by accident, McDonald 

stumbled on a DA62 at nearby Villeneuve airport. 

Within days a deal for a new one had been inked.
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McDonald will admit to being a bit of an 

airplane fanatic. He and his son Austen (a 

Jazz de Havilland Q400 pilot and certified 
approach designer) built and fly a decked 
out Lancair retractable. Then there’s 

his L-39, tandem-seat Aero Vodochody 

jet trainer, presently MIA for an engine 

replacement. With a hangar full of fun 

airplanes, McDonald was looking for what 

he calls “a 50-year airplane, one that JetPro 

could fly well into the future.” But it was 
ultimately the combination of utility and 

economy that sold this astute businessman 

on the DA62.

Before towing the Diamond outside on 

one -11°C November day, McDonald led 

me through a pre-flight inspection. The 
first thing you notice is the airplane’s stun-

ning good looks. Photos truly do not do 

this airplane justice. The use of carbon-fibre 

composites meant the designers and aero-

dynamicists apparently both got what they 

wanted. The fuselage gracefully transitions 

into the empennage, and the airplane truly 

does look futuristic. 

McDonald pointed out the Coke-bottle-

shaped fuselage characteristic of several jet 

fighter designs, in this case a useful factor 
in big crosswinds. A ventral fin equipped 
with a wear bar is the final protection 
against over rotation on takeoff or landing. 
The airplane’s T-tail sits nine feet, three 

inches above the ramp. A unique control 

centring rudder trim tab (which he jokingly 

refers to as an “aerodynamic 2 x 4”) is engi-

neered specifically to increase the control’s 
overall effectiveness.

Twin box spars support the main wing 

structure, and the carbon-fibre skin is itself 
fully structural. Small vortex generators lo-
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FLYING THE DA62

After climbing aboard and strapping 

in, the next job is to adjust the combined 

rudder and brake pedal assembly. Like 

a Lamborghini of about one-quarter the 

DA62’s purchase price, the airplane’s 

pedal cluster moves to and fro electri-

cally, allowing for the 26-g crash-rated 

seats to remain fixed in location, but still 
adjustable in rake. After sitting in one 

for nearly two hours, I found them quite 

comfortable. McDonald wisely splurged 

for the sheepskin seat-cover option.

It’s apparent that a lot of thought went 

into the ergonomics of the DA62. Once 

seated, my right forearm rested comfort-

ably onto the centre console. Both pilot 

and co-pilot stations come with true 

sticks, not umbrella handles emerging 

from control panels of the variety found 

in some high-performance singles. If I 

had one design input, I’d favour moving 

both sticks about one and a half inches 

outward. 

The twin throttles — it’s easy to think 

of them as thrust levers — are perfectly 

positioned. Trim is electrically controlled 

on each stick and a manual trim wheel 

is conveniently located just aft of the 

throttles. 

As McDonald ran through the be-

fore-start checklist, I wondered what a 

pair of Jet A-burning high compression 

diesels would sound like brought to life. 

Despite using fuel from the other pump, 

namely kerosene, their sound isn’t that 

of a turbine, but neither is it exactly like 

a conventional piston. As is the case in 

every other composite aircraft I’ve flown, 
noise-cancelling headsets are a must for 

pilots and passengers alike. Best budget 

another several grand for noise-attenuat-

ing hearing protection.

cated just inboard of the winglets re-en-

ergize the airflow over the ailerons, 
assisting in roll control during a stall. 

Fitted to that almost 48-foot wingspan 

is a FIKI-approved de-icing system 

(Flight Into Known Icing conditions). 

The TKS technology is also installed 

on vertical and horizontal stabilizers. 

Unlike traditional de-icing boots, the 

DA62’s titanium leading edges are 

fitted perfectly flush with the airfoils, 
with eight hundred .0025" laser-drilled 

holes for every square inch of metallic 

surface area. TKS fluid is also dis-

pensed from both propeller hubs, pro-

tecting the propeller blades and giving 

the airplane its flight into known icing 
certification.

Previous generations of compos-

ite aircraft were reliant on fibreglass 
construction. This meant paint schemes 

were limited to white, with minimal 

decals to avoid problems with excess 

heat absorption. By using a carbon-fi-

bre structure, Diamond was able to 

overcome this material’s limitation. The 

DA62 is now available in a full pallet of 

colours and the quality of work found 

on JetPro’s airplane is stunning.

The landing gear retracts and 

extends hydraulically, big airplane 

style. Like the nose gear, which retracts 

forward, the trailing link main gear 

appears overbuilt. As I would soon ex-

perience first-hand, it’s difficult to get 
anything worse than a ‘good’ landing 

in a DA62, even the first time out.
Each pilot enters from his or her own 

gull-wing door, with the passenger 

boarding over-wing through a single, 

large gull-wing door located on the 

left side of the fuselage. Windows 

are all oversized and provide superb 

visibility to all occupants. Diamond 

incorporated the engineering equiva-

lent of a childproof door lock into the 

passenger entry, preventing occupants 

of any age from inadvertently opening 

the gull-wing door in flight. 
The second row of seating is 

designed for three, with a third row 

providing room for two. McDonald, 

citing his Scottish heritage, declined 

the third-row option, referring to the 

U$30,000 price tag associated with 

carrying two extra people. The bag-

gage area is sufficient, but obviously 
soft-sided or conformal bags would 

maximize the limited area. With the 

last row of seats absent and room for 

five, the luggage area is more than 
sufficient.
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The glow plugs (this engine has no 

spark plugs) become operative once 

the engine master switches have been 

activated. Once their annunciations have 

extinguished, the engine is ready to start. 

Then it’s simply a case of pressing the 

starter button. Almost instantly, both 

AE330 Austros came to life; no priming, 

no leaning, just a simple jet-like, push-to-

start process. 

This being a FADEC-equipped (Fully 

Automated Digital Engine Control) 

airplane, testing the ECUs or Electronic 

Control Units before each flight is critical. 
Proper operation of both channels is 

verified once the engines reach minimum 
operating temperature. The digital engine 

display shows propeller RPM but rates 

engine power as ‘percentage load.’ To 

my way of thinking, this roughly equates 

to manifold pressure on a 100LL avgas 

burner. By means of a reduction gearbox, 

the engine runs at a 1.69:1 ratio of engine 

speed to propeller RPM. Ed told me that 

a one to two per cent load approximated 

idle thrust on the ground, and a setting of 

14 per cent would simulate zero thrust on 

a ‘failed engine’ in flight.
Forewarned that nosewheel steering 

forces were quite heavy, I defaulted to 

using a combination of differential power 

case a Garmin G1000 NXi integrated 

avionics system. Next came Diamond’s 

version of a runup, which used FADEC 

technology to test the engines and MT 

3-bladed constant speed props, all done 

with the literal push of a button.

We taxied into the fray of Josephburg 

circuit traffic for a departure on Runway 
26. Looking through the windshield, the 

curved window frame reminded me of 

one of my other favourite Jet A-burning 

airplanes, the Canadair CT-114 Tutor. 

Advancing power, the Diamond acceler-

ated briskly and, with some backpressure 

on the nose, we lifted off at 78 knots. 
Somehow the duo of Austro AE330 tur-

bocharged engines felt much bigger than 

their 180 hp, 2.0-litre displacement. 

McDonald had warned me that, unlike 

a jet, the DA62 didn’t so much rotate as 

levitate into flight. He was correct. The 
eagerness this airplane demonstrated 

to fly made me wonder how badly 
one would have to mishandle such an 

airplane before requiring the protection 

of the ventral skid strips. After tapping 

the toe brakes and ensuring a positive 

rate of climb, I retracted the gear and 

takeoff flaps and set power to 95 per cent 
load, the maximum continuous as well 

as climb power typically used all the way 

and rudder pedal input. This technique 

meant easy directional control, even on 

a snow-covered taxiway. All the while I 

was reminding myself of the airplane’s 

47-foot, nine-inch wingspan.

Before takeoff checks include the 
usual configuring of navaids, in this 
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to cruise altitude. We quickly accelerate 

to 115 knots and climbed to 5,000 feet for 

some upper air work.

Starting off with 30-degree bank turns, 
at McDonald’s urging I increased bank to 

45-degrees, an idea the airplane apparent-

ly didn’t like. It responded to my inputs 

by rolling the wings back to about 30 de-

grees bank. Garmin calls this system ESP, 

or Electronic Stability Protection. ESP pro-

vides automatic stability augmentation 

and envelope protection using control 

force feedback. In pitch it similarly be-

comes active at 16 degrees nose up, or 22 

degrees nose down. While it can’t quite 

read a pilot’s mind, it can help prevent 

him or her entering an unusual attitude 

during manual flight.
Thanks to a yaw damper, the Beta 

bar, which depicts slip and skid on the 

primary flight display, confirmed perfect-
ly coordinated turns, even with my feet 

on the floor. Push rods allow for crisp 
control of the ailerons and the airplane is 

very nicely balanced in all three axes.

The actual flying of the DA62 is easy. 
To my way of thinking, the real magic of 

the airplane resides in two areas, name-

ly avionics and engines. To this end, 

the Garmin GFC 700 autopilot controls 

the airplane beautifully, incorporating 

such airline autopilot features as flight 
level change, commanding the airplane 

to either climb or descend to the pre-

set altitude. Likewise, the vertical and 

lateral navigation features are remarkably 

sophisticated, and when paired with the 

oversized dual navigation displays, make 

for extraordinary situational awareness. 

The full functionality of the G1000 NXi 

could qualify it for a type rating on its 

own. A flight plan can be loaded into the 
Garmin GPS using an iPad and Blue-

tooth technology, meaning less time with 

the engines turning and the airplane not 

moving. An automatic playback function 

records the last radio transmission, 

allowing the crew to re-hear what might 

otherwise have been a missed clearance 

or frequency change. On-board radar 

completes the avionics package, making 

the DA62 more than capable of handling 

most weather.

Handling demonstration complete, we 

set course for Villeneuve airport (CZVL) 

for LPV and ILS approaches. The Garmin 

G1000 NXi uses a ‘highway in the sky’ 

series of visual boxes on the primary 

flight display that you literally fly 
through during initial and final approach 
phases. I let the GFC 700 fly the first 
approach. As McDonald had reminded 

me, the only required inputs were setting 

approach power, selecting landing flaps 
and extending the gear. Approaches were 

typically flown at 115 knots, slowing to 
95 over the numbers. 

Speed control on final is critical, as this 
is one slippery airframe. Hand flying the 
ILS was boringly easy, with the flight 
director providing steering commands. 

The airplane has two flap settings, and 
full flaps are recommended for landing. 
Lucky for me the airplane isn’t available 

with Garmin’s Autoland, meaning pilots 

will always have at least one critical func-

tion to perform.

To my delight, the highly IFR-capable 

DA62 is equipped with some pilot-friend-

ly features like automatic temperature 

compensation when setting cold-weather 

minimums. Another big-airplane feature 

is a throttle-mounted go-around button, 

which provides both pitch and steering 

commands following a missed approach.

As is the case with flight management 
system airplanes, I’d caution pilots that 

any FMS or autopilot selections made 

with your fingers should be considered 
‘rumour’ until confirmed with your eyes 
and the primary flight display as ‘fact.’ In 
this regard, the DA62 is no different from 
similarly sophisticated airplanes.

The numbers for the newest twin Dia-

mond are impressive. All up, the airplane 

weighs 5,071 pounds and has a useful 

load of 1,565 lb. With a rated maximum 

speed of 192 kts TAS at 14,000 ft., it moves 

right along. With the standard equipment 

auxiliary fuel tank, the maximum range 

stretches to 1283 nm. Pulled back to 60 

per cent power at 12,000 ft, Diamond 

publishes a fuel burn of 44.7 litres per 

hour, or 11.8 U.S. gallons per hour in total. 

Imagine operating a twin with a fuel cost 

of about $60 per hour? 

An impressive single-engine service 

ceiling of 13,000 ft is critical for DA62 

operators in the western part of the 

continent. That tapered aft fuselage 

mentioned earlier, combined with a big 

rudder, give the airplane an equally 

impressive maximum demonstrated 

crosswind capability of 25 kts.

The airplane is certified up to 20,000 
ft, but most operators would likely use 

the on-board oxygen and flight plan for 
about 12,000 ft and 171 kts TAS. With an 

all-up weight of 5,071 lb., this futuristic 

twin can carry seven people. Personally, 

I’d go with McDonald’s plan and stick 

with for seating for five, leaving ample 
room for luggage. 

I’ve rethought my opinions regarding 

the effectiveness of this class of airplane 
for initial multi-engine instrument train-

ing. Initially I felt the combined sophis-

tication of the autopilot and avionics 

didn’t adequately prepare today’s young 

pilots for their first job. My concern was 
that all this ‘magic’ made it too easy, 

resulting in pilots being less competent 

‘stick-and-rudder’ specialists and more 

FMS-fluent button pushers. It turns out 
airplanes like the DA62 actually demand 

a merging of those skills, which is really 

what the industry is after. You need only 

consider Lufthansa’s use of the slightly 

smaller DA42 twin as a lead-in multi-en-

gine trainer for its medium and heavy 

jet fleet to see how effective training can 
be when a sophisticated airframe and 

avionics package merge.

Count on spending about U$1.4 

million for one of these beauties. The 

offset to that price (which incidentally is 
comparable with other light twins on the 

market today) are the savings to be real-

ized in operating costs, specifically fuel. 
For every hour in the air, the additional 

$200 or so you’re not spending on 100LL 

can be directed to servicing the capital 

investment. Combine characteristically 

lower Jet A prices with the DA62’s miserly 

fuel burn and soon your typical 50 hours 

a year equates to $10,000 not spent on 

avgas. Those saving alone should appeal 

to the frugal Scot that resides deep inside 

every pilot I know.
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NEWFOUNDLAND 
COMPANY DEVELOPS 
POPULAR INNOVATIONS
Story + Photos by Gary Hebbard

EVAS           
Beechcraft 
1900Ds
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W
ords like excite, 

gob-smacked, 

great and amaz-

ing fall easily 

from the lips of 

Pat White as the Gander, New-

foundland businessman talks about 

the modifications his company has 
made to a long-proven airframe 

that his Exploits Valley Air Services 

(EVAS) is marketing to an eager 

aviation segment.

White, and his wife Florence, 

are the sole owners and operators 

of their company. About 17 years 

ago they took delivery of their first 
Beechcraft 1900D and started flying 
freight and air ambulance runs 

around the province. The company 

grew and, when Air Canada chose 

them as their collector partner for 

the province, more 1900Ds were 

added to the fleet. Things might 
have gone on predictably from 

there until Covid-19 reared its ugly 

head, leaving the connector service 

in limbo until the pandemic situa-

tion clarified itself.
White’s love affair with the 1900 

grew with the fleet, based on its rug-

ged dependability and its powerful 

Pratt & Whitney Canada PT6C-67 

turboprops plus significant savings 
in maintenance intervals over many 

similarly sized aircraft. Two of the 

planes were dedicated to freight ser-

vice in the Maritimes, and it wasn’t 

long before White and his staff saw 
ways to improve an already proven 

product. 

By removing the closet area at the 

front of the cabin, more room was 

made available for freight. But that 

meant the standard emergency exit 

would have to be moved to make 

it accessible to the crew when the 

fuselage was full of cargo. In-house 

design and engineering took on 

the challenge and the resulting 

modification produced a superbly 
practical cargo hauler that has other 

1900 operators looking closely at 

the result.

“It’s an amazingly versatile air-

craft,” says a beaming Pat White.



With the success of the modifications to the cargo 
plane and not ready to stop there, EVAS decided to 

look at its other non-passenger revenue source, their 

air ambulance operations, with a view to providing 

increased efficiency, economy, longevity and ease 
of operation. The result has air ambulance users in 

North America and Europe buzzing.

Again, using the proven Beech 1900D as a base, 

EVAS engineering and maintenance staff went to 
work. While the Beechcraft King Airs, which form 

the backbone of the air ambulance fleet for New-

foundland and Labrador and many other jurisdic-

tions, provide excellent service, they have a couple 

of built-in drawbacks which the EVAS mods to the 

1900D answer. The 1900 has stand-up room in the 

cabin, a longer cabin that allows for two stretchers 

plus their attendants and a wider entry door. This 

last feature inspired what may be the best innova-

tion the air ambulance operation in this class has 

seen. Not only does a 52-inch door permit easy man-

ual loading of stretcher-bound patients, an EVAS-de-

signed fully automatic lift for the loading of severely 

overweight (bariatric) patients is certified for up to 
700 pounds. To all the above, add an on-board lava-

tory installation that EVAS holds the patent for and 

you have a product that operators of similar services 

have never seen before.

“As it turned out, we have become world leaders 

in this field,” White enthuses. “Now we can take an 
aircraft and modify it to a medevac package we call 

the Beech 1900D Medi-Max NG (next generation), 

a beautifully done 1900D with a Garmin 1000 glass 

cockpit, autopilot, brand new engines, five-bladed 
‘whisper’ props and brand-new landing gear —  

everything zero-timed. It’s an amazing aircraft that 

can go into 3,000-foot strips and cruise at 25,000 

feet at 300 mph. It’s an amazing product and when 

people see it, they’re gob-smacked.”

“Thus,” White says, “EVAS Air has become the 

lead company in North America on modifying 

Beech 1900Ds for specific roles. We’ve done the 
engineering, we own the engineering, and we have 

some pretty cool plans for the future. We were really 

able to excite the markets in the U.S. They are pretty 

well gob-smacked by the capabilities of the aircraft, 

especially the air ambulance and its bariatric capa-

bilities with the hands-free lift. That’s unheard of in 

the business.”

They have even been contacted by the U.S. Mar-

shall Service, White adds, about supplying bariatric 

service for obese prisoners with medical issues.

“There is no such product in the U.S. They told us 

that what they do if they really get in a jam, they get 

a C-130 Hercules transport and tie the patient to the 

floor.”
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“EVAS AIR HAS 
BECOME THE  
LEAD COMPANY  
IN NORTH 
AMERICA ON 
MODIFYING 
BEECH 1900D 
FOR SPECIFIC 
ROLES. WE’VE 
DONE THE 
ENGINEERING, 
WE OWN THE 
ENGINEERING,  
AND WE HAVE  
SOME PRETTY  
COOL PLANS 
FOR THE 
FUTURE.”  

PAT WHITE 
CEO, Exploits Valley Air Services



White emphasizes that all the modifications for the ambulance 
version (and its cargo counterpart) were designed in house and 

came from ‘collective head-scratching’ about how to deal with 

loading safely and comfortably an overweight patient on an aircraft. 

They worked with materials they had in house or could easily  

acquire and then started experimenting using bags of cement.  

At one point they loaded the prototype with 1,500 pounds to  

prove its strength and durability.

So far both cargo and the medivac modifications have proven 
very successful. Since Covid, EVAS’s cargo business has increased 

to the point that they were operating at Christmas levels all last 

summer. Potential customers, said White, are looking to get this 

type of aircraft designed for their specific needs and get it integrated 
into their fleets. EVAS is ready and willing to help them get set up 
and, if required, will even go in and operate the planes for them for 

six months to a year until they get their own staff and pilots trained. 
White would really like to see this type of industry expanded in the 

province. It would supply not only qualified people, he points out, 
but provide quality, well-paying jobs that become economic drivers 
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in the community. “We should really talk about that.”

As for the future, White sees unlimited opportunities for growth 

of the product. They are aggressively marketing it, especially in  

the American market, but it can take quite a while to get all the 

necessary regulatory approval from the bureaucracy.

“Right now, that’s our biggest challenge,” says White. “Once  

that is behind us, the next challenge is where to find enough  
people. Where do we get them from?”

Colleges in the province need to explore that problem with a 

view to growing programs that will supply the highly trained  

people the industry needs to grow, White suggests. Meanwhile,  

the Exploits Valley Air Services continues to prosper, Covid not-

withstanding. 

Another branch of the company, Gander Flight Training, has 

close to the highest enrollment ever with people from all over the 

world coming to Gander to begin their flying careers. White pro-

fesses a warm spot in his heart for EVAS because, he insists,  

it’s a fun part of the industry.

“You have to love this business to be at it.”
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HOUSE CALLS  
BY FLOAT 
PLANE

When Dr. Swan took the 

job at Pender Harbour’s 

hospital in 1954, his first 
challenge was locating 

the place. Swan had 

intended to find a nice 
suburban practice but 

became so fond of the rural coast he spent 

his whole career there. In this book, Swan 

looks back on a career serving unforgettable 

characters in an unforgettable place.

NEVER A DULL 
MOMENT

In a series of humorous-

ly recalled anecdotes, 

the author portrays the 

process leading to his 

commission in the Royal 

Canadian Navy, to ob-

taining his wings, and to 

becoming a pilot flying off the aircraft carrier 
HMCS Bonaventure. And then there was his 

summer job flying air tankers over forest 
fires while obtaining a post-grad degree in 
theatre arts.

LADY ON A  
PEDESTAL

Gordon Bartsch 

recounts how he 

used skill, ingenuity, 

and a good share 

of luck to create an 

airline serving the Big 
Dipper route in the 
Yukon. The story’s 

heroes are a converted DC-3 (CF-CPY) and a 
young woman who earned the right to fly the 
Big Dipper Route from the left seat. 

WING WALKERS  
(Large format)

From early spellbind-

ing tales of daredevil 

aviators to the influential 
decisions made by hard-

nosed businessmen, 

Wingwalkers is a meticu-

lously researched history 

of the important role Canada’s other airline, 

which became Canadian Airlines Internation-

al, played in shaping our nation, transforming 

itself from a bush flying and mining operation 
into an international carrier. 

A WOLF’S MOON

Hank Sands, an 

ex-military ‘jet jockey,’ 

landed his first civilian 
pilot job with Okanagan 

Helicopters. His book 

spans several decades 

and relates Sand’s 

encounters with a host 

of northern characters, from diamond drillers 

to forestry workers, spending time flying 
diamond drilling crews and bosses into 

remote wilderness areas. It’s a great read for 

all aviation buffs.

FLYING  
CANUCKS III 

The ‘flying Canucks’ 
in this volume include 

some legends of 

aviation lore. Donald 

McDonald speaks for 

the many Canadian 

WWII fighter pilots. The 
aerial achievements of Casey Baldwin and 

Don Muir serve as bookends of a century 

of aviation and embody the unconquerable 

spirit of every era of flying.

AUTHOR: Gordon Bartsch

PRICE: $51.50 (includes shipping)

AUTHOR: Hank Sands 

PRICE: $28.95 (includes shipping)

AUTHOR: Dr. Alan Swan

PRICE: $28.95 (includes shipping)

AUTHOR: George Plawski

PRICE: $37.50 (includes shipping)

AUTHOR: Peter Pigott

PRICE: $40.95 (includes shipping)

BUSH &  
ARCTIC PILOT

This title reveals the life 

and times of a Sas-

katchewan farm boy 

whose goals led him to 

navigating the untamed 

North during his aviation 

adventures. The book tells the story of Al 

Williams’ life in aviation. Winging though the 

Canadian bush and into the North, Williams 

piloted 35 different aircraft types, from Piper 

Cubs to DC-3s. Though he spent less time in 

the cockpit than many other pilots, few have 

shared their experiences so vividly. Williams 

has created an interesting volume that adds 

to Canadian flying history.  

AUTHOR: Al Williams

PRICE: $33.95 (includes shipping)

AUTHOR: Peter Pigott

PRICE: $28.95 (includes shipping)

WARPLANES  
TO ALASKA

Craig Dobbin built a 

small empire in real 

estate and discovered 

the joy of fishing in 
remote salmon pools. 

To reach these, he 

bought a helicopter. 

Ten years later he 

was running CHC Helicopters, a public 

corporation earning hundreds of millions 

of dollars annually, most from ferrying men 

and equipment to offshore oil platforms. 

He soon grew the company into the largest 

operation of its kind in the world.

A TRADITION 
OF 
EXCELLENCE

The extraordinary 

history of Canada’s 

airshow teams is re-

corded in its entirety. 

Meticulously re-

searched by a former 

Snowbird team leader, this 768-page hard-

cover book documents the scores of Cana-

dian military air demonstration teams that 

have thrilled millions of airshow spectators 

for over 90 years. From the Siskins to the 

Golden Hawks to the Golden Centennaires 

and Snowbirds, every Canadian demonstra-

tion team is represented in the book.

AUTHOR: Blake W. Smith

PRICE: $53.95 (includes shipping)

AUTHOR: LtCol (Ret’d) Dan Dempsey

PRICE: $129.99 (includes shipping)

NEWNEW NEW

The
Your Source for Canadian 

Aviation Literature

4 2  CANADIAN AVIATOR  MAR/APR 2022



GO TO  FOR MORE AVIATION BOOKS

FLYING TO 
EXTREMES

Recalling some of 

most memorable 

escapades ever 

conducted in the 

Arctic with bush 

planes, Flying to 

Extremes takes 
place in the late ’60s 

and early ’70s from 

a base at Yellowknife. Readers familiar with 
the region and those who can only dream of 

visiting it will both find this title a nostalgic 
and captivating read.

RIDING  
THE FIRE

This is the biography 

of businessman and 

pilot David McCulloch 

and his world-wide 

adventures. Ledger, 

with nearly 10,000 

hours in his pilot’s 

logbook flying propeller-driven and jet-pow-

ered aircraft, he used his skills as a pilot to 

make his fortune and enjoy adventure where 

he found it. 

BUSH 
HAWK  
Updated Edition

The famed FBA-2 

known by bush 

pilots simply 

as the “Found” 
outlasted all of 

its competitors. Meet Bud Found, aptly 

cited for his undaunted belief in the aircraft 

born of his skill and imagination that would 

ultimately be named the Bush Hawk.

THE NEXT PLANE CRASH

Eugeni worked 
at a regional jet 

carrier operating 

for one of North 

America’s premier 

airlines, where he 

came face to face 

with the unseen 

reality of modern 

commercial aviation in North America in the 

21st century: Large carriers subcontracting 

commercial flights to the lowest bidder and 
the relentless race for padding profits at any 
cost — including safety.

DOUBLE 
CROSS 

This book tells the 

story of James A. 

Richardson’s dream 

of promoting com-

mercial aviation in 

Canada. It is also the 

tale of how Canada 

lost its chance to 

become a world 

leader in aviation as a result of government 

short-sightedness, departmental rivalries 

and bureaucratic bungling. This is a story of 

intrigue at the highest levels.

ALL THE  
FINE YOUNG 
EAGLES 

All the Fine Young 
Eagles collects the 
wartime diaries and 

postwar reminis-

cences from a great 

variety of Canadian 

fighter pilots who 
served in the Second World War. Their vivid 

first-hand accounts take the reader into the 
cockpit to experience dogfights, tactical 
manoeuvres, forced landings and injuries, as 

well as the often-tedious periods between 

engagements.

AUTHOR: Dominique Prinet

PRICE: $31.95 (includes shipping)

AUTHOR: Shirley Render 

PRICE: $45.95 (includes shipping)

AUTHOR: Don Ledger

PRICE: $26.50 (includes shipping)

AUTHOR: David L. Bashow

PRICE: $46.95 (includes shipping)

AUTHOR: Alan Eugeni

PRICE: $26.50 (includes shipping)

AUTHOR: S.R. (Rick) Found

PRICE: $39.50 (includes shipping)

ICE PILOTS

Based on the TV 
show that aired in 

Canada and around 

the world, the book 

follows a group of 

pilots in Yellowknife 
and the extraordinary 

adventures of the 

most unorthodox 

flyboys on earth. From rookie pilots trying to 
earn their wings in dangerous conditions to 

vintage planes that flew over Normandy on 
D-Day, The Ice Pilots brings its readers on 

an engaging romp through Arctic skies.

AUTHOR: Michael Vlessides

PRICE: $34.95 (includes shipping)

TIDES  
TURBULENCE 
AND TAILWINDS 

Christensen gained much 

valuable experience with 

local flying firms on the 
rugged and weather-vari-

able West Coast. Moving 

on, he found one of his 

most fascinating experiences as a pilot for Phil 

Gaglardi, B.C.’s Minister of Highways. From 

there his flying career took him to the Prairies, 
the Yukon and the High Arctic, the East Coast, 
Quebec and Ontario. He flew from the North 
Pole to the Caribbean, from Alaska to Green-

land and all places in between. 

AUTHOR: Lorne Christensen

PRICE: $59.95 (includes shipping)

OLD PILOT,  
BOLD PILOT

The adage that 

there are no Old 

Bold Pilots is in 

dispute. Blaine 

Bjarnarson is 

indeed the survivor of some amazing flying 
events and tells his story from the left seat 

of his favourite airplane, a Twin Otter on 

floats, while in La Ronge, Saskatchewan, 
in Yellowknife, even in Croatia, the Middle 
East and the Maldives.

AUTHOR: Blaine Bjarnarson

PRICE: $45.95 (includes shipping)

To order, visit aviatorsbookshelf.ca or call 604-999-2411
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TO HIGH WATER
B.C. Aviators Answer Flood Call
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Airport Navigation
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A NEW ERA FOR GENERAL  
AVIATION AT KELOWNA’S YLW

Steel hangars and 

paved parking lots 

available this year

 
FOR MORE INFORMATION

mcelroydavid51@yahoo.com

778.215.4114

4 4  CANADIAN AVIATOR  MAR/APR 2022



SPORTY’S 
PILOT  

TRAINING 
APP

25 Courses 
Available

HERE’S WHAT WE  
CAN DO FOR YOU:
• Architectural & Engineered Drawings  

• Municipal Applications & Permits  

• Airport Applications & Approvals  

• Transport Canada & NavCan Applications  

• Complete Construction

To advertise, contact Steve Drinkwater / 604-229-1629 / steve@canadianaviator.com
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