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32 Commando 
Pilot
Jamie macdonald didn’t have 
to look far for inspiration for her 
career choice. Her grandfather 
George Joseph macdonald flew 
Lancasters in the Second world 
war and his grandaughter grew 
up steeped in the history he 
helped to make. now, at 21, she 
flies a c-46, an aircraft that fought 
alongside her grandfather in that 
epic slice of human history.
Story by robert S. Grant
PhotoS by robert S. Grant, 
StePhen Fochuk and 
Jamie macdonald

40 SaR teCh 
miSSion
one of the toughest jobs in the 
military or any other human 
endeavour is that of search and 
rescue technician in the canadian 
armed Forces. the skills and 
bravery exhibited by these elite 
soldiers was on full display in the 
tragic fatal crash of an air tindi 
aircraft in the Yukon wilderness.
Story by malcolm mcleod
PhotoS by caF combat 
camera
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32

on the CoveR

After more than  
70 years in service, 

the C-46 Commando 
is still an efficient, 

reliable and durable 
cargo carrier for 
Buffalo Airways. 

Photo by Stephen 
Fochuk
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Failure Prevention

hile it occasionally happens, 
aircraft crashes can almost 
never be blamed entirely 
on the failure of some part 

of the aircraft. That’s why crash preven-
tion programs are heavily weighted to-
ward pilot performance and response to 
emergencies. There is also a realization 
that we will never get it completely right. 
Humans are just too varied and variable 
in their skills and reactions to ever plan 
for all scenarios.

But if the debacle over the anti-stall 
system in the Boeing 737 MAX offers any 
teaching moments, it’s that the time to 
plan and counter emergency situations is 
in the design, test and training phases of 

the introduction of a piece of hardware.
While it was early days in the investiga-

tion when I wrote this, it seems pretty clear 
that implementing the Maneuvering Char-
acteristics Augmentation System in the air-
craft failed at all three of those levels.

The system was designed to recreate 
the flight characteristics of the earlier 
model Next Generation 737s by counter-
ing the new design’s increased tendency 
to pitch up at high angles of attack while 
the aircraft was being hand flown. Those 
are rare circumstances in most airline 
flights and that should have been the 
red flag that led to rigorous testing of the 
system in every possible failure mode, 
including the angle of attack indicator 

failure suspected in both fatal crashes of 
the type.

It’s likely that sort of failure would 
have shown the MAX’s alarming reac-
tion to faulty AOA data was to push the 
nose down in spite of the pilots’ efforts to 
counter that behaviour. That would, in 
turn, have either resulted in changes to 
MCAS or in training to effectively cancel 
that self destructive behaviour.

Investigative bodies have become very 
adept at discovering the step-by-step 
chain of events that lead to accidents and 
they’ll do the same in this case.

It would be nice if that same kind of 
rigour went into preventing accidents in 
the first place. 

W

Walkaround EDiTORial BY Russ Niles
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Air Canada Parks MAX 8s For Months
WorldWide GroundinG disrupts Airline schedules

Air Canada has massively 
shuffled its fleet and sched-

ule to accommodate the March 
grounding of its 24 Boeing 737 
MAX 8 airliners and won’t bring 
them back into service until at least 
July 1.

The new planes were ordered grounded 
by Transport Canada following the crash 
of an Ethiopian Airlines MAX in early 
March that killed all 157 people on board, 
including 18 Canadians. It was the sec-
ond catastrophic crash of the type in six 
months. Lion Air lost a MAX in October of 
2018, killing all 189 passengers and crew.

The culprit in both crashes is believed to 
be the Maneuvering Characteristics Aug-
mentation System (MCAS) getting faulty 
data from one of two angle of attack indi-
cators. The MCAS may have caused the 
aircraft to repeatedly pitch down because 

the data indicated a stall was imminent. 
The system may have overpowered the 
pilots fighting to pull back on the yoke to 
arrest the descent.

The grounding knocked big holes in Air 
Canada’s domestic schedule, where the 
MAX was forming the backbone as the 
fleet increased. WestJet also lost the use 
of 13 airliners to the grounding and Sun-
wing grounded four. Air Canada shifted 

equipment around and ultimately had 
to lease some planes from Air Transat to 
maintain 98 percent of its schedule. West-
Jet and Sunwing did not report having to 
lease aircraft.

At the time of writing, Boeing was said 
to be close to issuing a software fix for 
the system but it wasn’t clear how long it 
would take worldwide aviation authori-
ties to test and approve the update. ■

>

Roundabout Route
conflict creAtes fliGht plAnninG chAllenGes

In February, Pakistani and 
some northern Indian air-

space was closed as those coun-
tries rattled sabres and at least one 
Indian Air Force aircraft was shot 
down. Initially, many flights to 
India were cancelled but airlines 
figured out alternative routing. 
Our Expert Pilot columnist Rich 
Pittet  is a Boeing 787 captain and 
former RCAF pilot and offered 
this unique view of his job.

“The dust up between India and Pak-
istan has resulted in an interesting route 
between YVR and DEL, over 17 hours, 
non-stop. Routing was just south of 
the Pole, north of Greenland, through 
Scandinavia, Russian airspace, Turk-

>

ish, Tehran and Omani FIRs, then over 
the Indian Ocean and north to Delhi. 
Here’s a snapshot of Moscow, through 

the FO’s HUD (a view I thought I might 
one day have seen, but in another  
context!)” ■
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Northern Adventure For A Cause

Twin Otter Stranded

Give hope WinGs sellinG volunteer co-pilot positions

ice lAndinG dAmAGes rcAf AircrAft

The second edition of 
 Give Hope Wings is now 

inviting volunteer flight crew 
members to sign up for an epic 
adventure in the Land of the Mid-
night Sun and help Hope Air to 
continue its mission to ensure 
rural Canadians can get the spe-
cialized healthcare they need.  
In early 2018, volunteer pilots led 
by Dave McElroy circumnavigated 
South America, taking pledges  
to raise funds for Hope Air and 
selling legs of the journey to 
donors who wanted to share the 
experience. 

The 2019 adventure will follow a sim-
ilar format and aims to raise $250,000 
for Hope Air, which arranges free flights 
for rural medical patients who need to 
travel to get the care they need. The title 
sponsor for this year’s effort is the Lang-
ley Sportsplex, which provides a wide 
range of recreational services to Fraser 
Valley residents, including four arenas, 
fitness facilities, physiotherapy clinics 
and daycare centres.

>

McElroy and fellow pilots Steve 
Drinkwater, publisher of Canadian Avia-
tor and COPA Flight magazines and Ian 
Porter will take off from Pitt Meadows 
Airport, near Vancouver, heading north 
to fly the 12,000 perimeter of the the 
northwestern portion of North America. 
“The journey will include some incred-
ible experiences; flying over Nahanni 
National Park — a majestic location not 

accessible by any public roads, taking a 
closer look at peculiar ice hills called Pin-
gos in the Northwest Territories, and get-
ting an aerial view of majestic mountains 
and rainforests in the North that very 
few people are able to see,” the group 
said in a news release. More information 
on participating in the effort as a donor, 
sponsor or volunteer flight crew member 
is at givehopewings.ca ■

By definition, the job of 
RCAF’s smallest squadron 

is to conduct air operations in 
some of the most extreme condi-
tions on earth so it’s pretty much 
inevitable that the machinery at 
440 Squadron will get bent at 
times.

One of the Bats’ four  ski-equipped 
Twin Otters suffered nose gear damage 
while the crew was landing on sea ice 
about 140 km north of Inuvik on March 

11. The plane hit a snowdrift, causing 
damage serious enough that it couldn’t 
be taken off again.

Four people on the aircraft were  
uninjured but had to be rescued by  
helicopter.

The Twin Otter is still on the ice and the 
RCAF has to hire a heavy lift helicopter to 
bring it to Inuvik.

The aircraft was taking part in Opera-
tion Nanook-Nunalivut, a regular Arctic 
readiness exercise. ■

>
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The final chapter of the 
60-year-old story of a 

plane crash will be written by the 
Saskatchewan Aviation Museum 
with the restoration of the aircraft 
involved.

The Saskatchewan Government Air-
ways Cessna 180 went down in Peter 
Pond Lake in August of 1959, killing pilot 
Ray Gran and Conservation Officer Har-
old Thompson. The two were flying from 
Buffalo Narrows to La Loche.

The aircraft and its occupants were 
undisturbed on the bottom of the lake 
until July of 2018 when Gran’s daughter 
and son-in-law found the wreck using 
sonar equipment. The men’s remains 
were recovered last January by RCMP 
divers.

The plane is relatively intact and the 
museum intended to float it to the surface 
and begin a full restoration in March. “We 
want to rebuild it and have it looking just 
like the day before the accident,” Muse-
um President DorrinWallace said. “This 
is about history.” The museum hopes to 
raise $150,000 to fund the restoration.

Museum Raising Saskatchewan Wreck
60-YeAr-old 180 crAsh site discovered in 2018

>

The aircraft is historically important be-
cause it was in the fleet at about the time 
the air service was disbanded and the 
museum doesn’t have any examples from 
that era.

Wallace also has a personal connection. 
He worked with Gran’s brother Morris 
for 25 years in Buffalo Narrows. ■

MAX Flightpaths Similar
Aireon helps sAfetY investiGAtion

Aireon’s satellite-based 
ADS-B system played a key 

role in the decision by worldwide 
aviation authorities to ground the 
Boeing 737 MAX in March. The 
company, whose system was then 
weeks away from being formally 
deployed, was able to provide 
flightpath data from the Ethiopian 
Airlines aircraft that crashed near 
Addis Ababa, killing all 157 people 
on board. 

The flightpath of the Ethiopian plane had 
similarities to the flightpath of a Lion Air 
MAX that crashed last October, killing 189.

The focus of both investigations is the 
Maneuvering Characteristics Augmenta-
tion System, which takes data from one 
of two angle of attack indicators and will 
push the nose of the plane down if the 
AOA determines the aircraft is about to 
stall. It’s believed the repeated dive and 
climb profile of both flights suggests a 
problem with that arrangement.

The Aireon system, which consists of 

>

ADS-B receivers carried on a constella-
tion of low earth orbit satellites owned 
by Iridium, is be able to track the flight 
profile of any aircraft emitting a signal 
anywhere on earth. The last of 75 new 
satellites were successfully launched in 
January and Aireon, which is majority 
owned by Nav Canada, took over control 
of the ADS-B equipment last week.

“Now that we have full control over 
every ADS-B payload in orbit, we are 

just weeks away from going live with the  
Aireon system,” said Dennis Diekelman, 
Aireon’s Senior Director of Program Man-
agement said in March. Aireon’s business 
plan is to sell access to the system to air 
traffic control service providers to replace 
or augment their current systems. It will go 
live with transatlantic and polar routes in a 
few weeks.  Aireon will also offer free access 
to its monitoring data to search and rescue 
organizations if aircraft go missing. ■
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Red Arrows Coming to Canada
ottAWA, toronto shoWs in north AmericAn tour

The Royal Air Force Red 
Arrow air demonstration 

team will perform at least two 
air shows in Canada as part of a 
North American tour in the late 
summer and fall. The nine-plane 
team of BAE Hawk jet aircraft 
will take part in the Gatineau-
Ottawa Airshow and the Cana-
dian International Airshow in 
Toronto. The team will perform 
at the Royal International Air 
Tattoo in the U.K. in late July 
before getting ready to cross the 
Atlantic to arrive in Canada on 
Aug. 8.

> The Red Arrows have confirmed shows 
in Chicago, Atlantic City, New York, St. Lou-
is, Portland and Los Angeles and still have 
room for more dates. Although they mostly 
stick to the U.K. and  Europe, the Red Ar-
rows have also toured the Middle East and 
Asia and it’s not all about entertainment. 
“The  Red  Arrows  have a rich tradition of 
working … to promote trade, investment, 
tourism and education, all while presenting 
a positive impression of the UK,” said UK 
International Trade Secretary Dr. Liam Fox. 
“Their tour of North America will provide 
an invaluable opportunity to deepen the 
partnership with some of our closest allies 
and trading partners.” ■

To advance, promote and  
preserve the Canadian  

freedom to fly.

As a COPA member you’ll enjoy 
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including but not limited to:
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•  Website Members-only section 

which includes free guides, 
updated articles, and  
community events

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

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

•  Attending our convention to 
network and engage with 
 fellow aviators

Join now and support aviation 
in Canada today!

Canadian Owners and Pilots  
Association  

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

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

www.copanational.org
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mixed sigNals
Has the misinterpretation of messages re-
ally changed all that much over the ages?  
Today, despite the use of very advanced 
radio communications technology, we see 
ATC instructions being misinterpreted, 
such as “line up and wait” being mistak-
en for a takeoff clearance.  How does this 
compare with the interpretation success 
rate of messages that were exchanged 
using very primitive technology, such as 
smoke signals, beacons, reflected light 
signals, and flag semaphore signals?

During the Boer War (1899 to 1902) a mes-
sage sent from the front read:  “We are go-
ing to advance, send reinforcements.”  After 
transiting several relay points the message 
arriving at GHQ read:  “We are going to a 
dance, send three and four pence.”  (Trans-
lation for those born on the wrong side of 
the pond: 3 shillings and four pennies.)

Actually, there is no historical proof that 
this occurred way back then.  Some say it 
happened as recently as the Korean war.  
But whatever the age and technology in 
use, it seems that people will forever be 
prone to misunderstanding one another.

 David Green

sWitchiNg to glide
In the Jan/Feb publication the first ques-
tion of your quiz asks in which scenario 
will you likely glide the farthest. The an-
swer is shows as A, gliding into the wind 

with prop stopped, and nose slightly low. 
This is correct only if gliding into the 

wind! However, an aircraft always glides 
farther in a tailwind due to higher ground 
speed, so the correct answer is D. An ex-
ample would be an aircraft gliding at an 
airspeed of 60 knots, with a wind of 30 
knots Into wind would produce a ground 
speed of a half mile per minute. Glid-
ing downwind would produce a ground 
speed of 1.5 miles per minute. 

If descending at 500 feet per minute 
from 1000 feet AGL , two minutes will 
elapse before ground contact. Into wind 
will cover a distance of 1 mile, where 
downwind will cover a distance of 3 
miles over 2 minutes. 

Please do not tell me that into wind 
will provide more lift and greater glide 
distance! I have heard this statement, and 
it is incorrect. The wings experience the 
same indicated airspeed, and therefore, 
the same lift , whether up wind or down 
wind. I you disagree with this, please go 
flying and prove it for your self.

Gordon Furgeson

Graeme Peppler responds: Gordon Furge-
son’s math is 100 correct: the numbers don’t 
lie. Full marks to Gordon (and any others) 
who questioned the accuracy of the indicated 
correct answer.

Given that a windmilling propeller creates 
drag that is greater than the parasite drag cre-
ated by a stationary prop, we can home in on 

answers’ (1) and (4) as the two viable answers 
with which to work. They are written as:
(1) With the propeller stopped, into a head-
wind, the nose slightly low.
(2) With the propeller stopped, with a tail-
wind, the nose slightly high.

The problem with this question is that it 
doesn’t specify the speed of the wind (either 
for the headwind or the tailwind). Further to 
which, the nuance in this question is the “nose 
slightly low” versus the “nose slightly high.” 
Which produces more drag? In combination, 
both of these issues ultimately create a vague-
ness that kill the viability of a firm answer if one 
is assuming, for instance, a quite light wind. I 
wrote the question with a very light tailwind in 
mind. When gliding into a headwind, a greater 
distance may be covered over the ground if the 
nose of the airplane is kept somewhat lower 
than the attitude for the best Lift/Drag ratio (i.e. 
the most lift for the least drag). 

The increase in airspeed from the nose being 
slightly low results in an increase in ground 
speed which should result in a shallower glide 
path and a lower sink rate. But it’s all theo-
retical and, without specifying variables to 
better reflect the theory — for example, wind 
speed, wing design, the aircraft’s best L/D, the 
pilot’s skill, etc. — (and knowing the space 
limitations for the Q&A!), I should not have 
written a question for which I had a much 
more complicated scenario in mind compared 
to what ended up on paper.

Taken purely on the information provided 
I’d probably go with Answer 4, too.

(866) 733-8432  | SPORTAIRCRAFTCANADA.COM

Canadian Distributor for:

SPORT AIRCRAFT CANADA LTD.

SkyReach BushCat
Aerolite
BlackHawk Paramotors

Kanardia Avionics
Trig Avionics



w w w . c a N a d i a N av i at or . c o m  1 1

prodUct reviews by Russ Niles

geaR & gadgets

Commemorative Tags
everyone has a keychain and motoart has a unique way to remind you of 
aviation everytime you jangle your keys. the company goes to desert bone-
yards and cuts sheets of fuselage metal from historically important aircraft. 
then it stamps commemorative tags from that metal with art and informa-
tion about the plane. there are a wide variety of designs (the latest is from 
an eastern airlines dc-9-30) and includes tags made from the tail of the 
Gimli Glider, an air canada boeing 767 that was deadsticked onto a closed 
runway at the former Gimli air Force base in manitoba in 1983. about $75.
more information at planetags.com

Texas Aircraft Colt
the light sport aircraft market was heralded as breeding ground for 
innovation, new materials and methods for small aircraft but a texas 
company is offering its customers the tried and true. texas aircraft 
has adapted the brazilian iNpaer design to the lsa market and is 
offering an all-aluminum, riveted airframe with chromoly passenger 
compartment cage and a high semi-cantilever wing. like most lsas, 
the colt has a rotax 912 engine and comes with a ballistic parachute 
as standard equipment. pricing has not been announced.
more information at http://texasaircraft.com

PLB Updated
acr electronics has updated its 406 mHz personal locator beacon by 
adding an lcd display that shows users what function the unit is per-
forming. the devices are designed to be triggered by those find them-
selves in serious trouble to alert authorities to come and help them. the 
screen displays all the beacon’s operational activities, including Gps 
coordinates, operating instructions, usage tips, transmission bursts as 
well as battery power. the activation buttons are protected and installed 
away from the test buttons. when activated, the plb signal is picked up 
by multiple satellite constellations and the precise location is transmit-
ted within five minutes to rescue authorities. about $400.
more information at acrartex.com

ANR Organizer
while active noise reduction headsets have dramatically improved 
the cockpit environment in a lot of ways, they have added some clut-
ter in the form of the controller and battery holder. it usually ends up 
in the pilot’s lap if it doesn’t slip between the seats. sporty’s is now 
offering a simple velcro holder that keeps the controller accessible 
and better organized.
more information at sportys.com



Plantar Fasciitis
Painful foot ailment Can Be treated effeCtively
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he forty-five-year-old Air 
Transport Group Aircraft 
Commander (CC-130 Her-
cules) reluctantly took 

himself to the MIR (Medical Inspection 
Room or Clinic) for a problem he thought 
would just clear up on its own, as he 
thought he had just stepped on some-
thing. He had had a pretty significant 
pain in his right heel for about a month 
but, instead of getting better, it seemed 

T

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

to be getting worse. He hadn’t been do-
ing anything different physically and he 
didn’t remember mis-stepping.

The Flight Surgeon (attending physi-
cian) reviewed the one-month history, 
then examined the painful foot. The pilot 
indicated the pain was sharp and stab-
bing when he first put his foot down on 
the floor in the morning, but then the 
pain would subside over the next five to 
ten minutes as he was up and around. 

The pain would recur, again after start-
ing to walk, if he sat and rested for a 
period of time. It did seem to get a little 
worse the morning after a more active 
day. On examination, the pain was repro-
duced by foot dorsiflexion (toes towards 
the head) and by the doctor applying 
pressure just forward of the heel bone 
(calcaneus) on the bottom of the foot. The 
physician then diagnosed ‘plantar fasci-
itis’, an inflammation or micro-tearing of 
the ligamentous structure on the bottom 
of the foot that attaches from the heel to 
the base of the toes to maintain the arch 
and act as a sort of shock absorber. It af-
fects ten percent of us at some time in our 
lives, and women are affected slightly 
more than men. It is one of the body’s 
mysteries that, even though both feet are 
affected by the exigencies of daily life 
equally, two thirds of the time only one 
foot is affected.

The cause is mostly idiopathic (un-
known), but certain predisposing factors 
have been identified. Age over forty in-
creases the risk, obesity increases the risk 
(it’s on every list), a change in activity 
may predispose especially a new activity, 
walking on hard surfaces for long periods 
may be a factor and sudden hyperflexion 
or hyperextension of the foot may play a 
part. Shoes with too little arch support or 
too much arch support may play a role. 
In this case, the pilot had just obtained a 
new pair of shoes and, although they did 
not seem to be uncomfortable, the time 
coincidence may have spoken for itself. 
Initially, the cause was thought to be due 
to inflammation in the connective tissue 
of the ligament, but now microtears in 
the fibres are thought to be responsible. 
X-rays, which are seldom done, may re-
veal a heel spur of bone after a time and 
this condition used to be called a heel 
spur. Now the heel spur is considered a 
result of the fasciitis and not the cause.

The physician and the pilot now need 
to discuss the disposition of the case. 
The first item was the need for ground-
ing, a topic the pilot didn’t really want 
to hear about. When asked about his 
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mobility, the pilot responded he could 
move about fine after he had taken the 
first few steps after he had been immo-
bile for a while. So in a ground evacua-
tion he would be able to mobilize quick-
ly enough to accompany his crew away 
from the aircraft, although he 
may have been behind by a few 
steps. Obviously, his heel con-
dition did not affect his ability 
to perform in the cockpit. So 
grounding wasn’t necessary. 
As for treatment, conserva-
tive measures were usually 
all that was required. He was 
referred to physiotherapy for 
over-the-counter orthotics to put in all 
his footwear, even around the house. 
The physiotherapist also gave him some 
calf-strengthening exercises and told 
him to apply ice to the sole of his foot 
several times a day by rolling his foot 
over a bag of frozen peas. Oral anti-in-

flammatory medications are often used 
for plantar fasciitis but they were omit-
ted in this case because of the potential 
for side-effects in any pilot. Rest was 
preferable to activity in leisure hours. 
The pilot was seen back in one month.

At the next visit, he had not made 
much progress. His heel was still quite 
sore on touching the floor in the morn-
ing. The pilot was about to enter a holi-
day period when he would not be flying 
for about a month. The over-the -coun-
ter orthotics were discontinued and he 

was referred to an orthotist for custom-
made orthoses. Since he would not 
be flying, he was commenced on oral 
anti-inflammatories and, even though 
inflammation may not be the etiology, 
they may work. The exercises, rest and 

ice (pea bag) were continued. 
Next in line was either a ste-
roid injection into the plantar 
heel (not preferred) or extra-
corporeal shockwave therapy. 
Although employed in the past, 
surgery was almost never used 
anymore for this purpose.

One month later, the pilot re-
ported to the MIR again with 

very good therapeutic news. His heel 
pain had subsided by almost 80 percent 
and he was sure he was well on his way. 
It seemed like the prospect of more inva-
sive intervention (steroid injection) had 
worked its magic once again. Slow and 
steady wins the race. 
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A Pilot Licence is a 
Licence to Learn
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The Learning Curve ShouLd never FLaTTen 

Right Seat always learning with MiReille GoyeR

 good pilot is always learning. 
A wise statement that may 
not be as helpful as it sounds
at first. Learning is the end re-

sult of what a good pilot is always doing, 
namely identifying his or her deficiencies 
and addressing them by seeking addi-
tional knowledge or experience.

The word ‘student’ evokes images of 
kids playing in schoolyards and young 
adults seated on university benches. But 
being a student is an attitude, not a place. 
It is a mindset rooted in curiosity, a thirst 
for knowledge and a quest to grow. For 
adults, it is also rooted in humility — the 
acknowledgment that we do not know all 
there is to know.

Training environments are designed to 
fill empty cups. Students do not know the 
material and instructors dish it out. Iden-
tifying student deficiencies and address-
ing them are an instructor’s duty as much 
as motivating them to learn is. Such guid-

ance and support are not normally read-
ily available outside the training environ-
ment. So how can a pilot remain engaged 
and learning after training ends?

It is normal for pilots to fall into learn-
ing ruts. For well-trained pilots, flying 
becomes second nature and the learning 
curve can flatten to a nearly flat line with 
an occasional spike. It does not have to be 
that way. A student mindset can keep the 
learning curve pointing skyward.

There are almost as many ways to do 
things as there are pilots and aircraft. 
Some ways can be fairly similar but there 
are still small differences that can trigger 
discovery and learning. 

Interactions with others in the avia-
tion community present opportunities 
to learn about aircraft, airspace, special 
operations and much more. On the other 
hand, the questions of aviation outsid-
ers can also motivate investigation and 
learning.

A
For me, one of the most valuable as-

pects of being an instructor is that I have 
a unique opportunity to fly with various 
pilots. Some have a lot of experience, oth-
ers just started their flying adventure. All 
bring their life experience to the table and 
a different take on the art of flying, risk-
taking, managing complexity, problems-
solving and learning. 

I am yet to meet a professional of any 
kind who does not enjoy talking about 
his or her craft. For example, if you want 
to gain a better grasp of communications, 
local traffic flows or a list of typical be-
haviors that irritate controllers, hang 
out with them, ask for a tour of ATC fa-
cilities or, even better, offer them a flight. 
Controllers who have the opportunity to 
experience the other side of the micro-
phone become better controllers. There is  a
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Training, polishing skills and always learning is 
part of a pilot’s job.
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nothing like walking a mile in somebody 
else’s shoes to learn and grow. It works 
both ways.

However, interactions and exposure are 
fairly useless without a curious, informa-
tion-seeking mindset. You need to be in the 
learning mode to leverage the many learn-
ing opportunities available. 

When something you see and 
experience surprises you, make a 
mental note. Surprises, small or 
big, are often a signpost of defi-
cient knowledge or skills. Begin a 
knowledge treasure hunt or sign 
up for an appropriate course. It 
might not be an aviation course.

For example, if some atmospher-
ic conditions took you by surprise, 
take a meteorology course at a local com-
munity college or online — it might be 
what you really need to expand your 
understanding, even though the odds are 
that you already got the weather training 
appropriate for your pilot level.

I once took a celestial navigation 
course. That is not standard pilot training. 
We have more straightforward navigation 
aids at hand which we study and learn to 
operate. This being said, the course gave 
me extra tools in the event everything 
goes dark in the aircraft while flying over 

areas with few landmarks. What’s more, it 
kept me in the learning mode.

A low-cost way to keep the learning 
flame alive is to buy charts for a com-
pletely different geographical area and 
plan a flight between two or more points. 

lakecentral.com

Aircraft Sales and Maintenance
Approved Lake & Seaplane Training Course

Shuttle Options for Maintenance Customers
New Customer Discount & Incentives

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

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

Lake Central Air Services

Reliable and Dependable Service Since 1964 / Under New Ownership

I bet that you will find some markings 
that you either forgot about or never no-
ticed. Routine kills curiosity and atten-
tion to non-essential details. Unfamiliar-
ity awakens them and triggers learning.

Professional pilots benefit from struc-
tured training plans that aim to keep 

them sharp, engaged and up to 
date. They operate within a net-
work of driven and knowledgeable 
individuals and have easy access to 
vast resources. The complexity of 
their operating environment forces 
them to keep learning — constantly. 

For others, staying in the loop and 
continuing to learn is mostly self-di-
rected. That presents an opportunity 
and a challenge. GA pilots can enjoy a 

more unique and multi-faceted knowledge 
set, but gaining it is often more difficult.

Regardless of the situation, learning 
begins with an acknowledgment that it is 
needed and a willingness to do it. A pilot 
licence is a licence to learn. 

i have yet to Meet  
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Loss of ControL – InfLIght Is BIggest KILLer of student PILots

Fatal Facts in Training

ne has to give a lot of credit 
to the general aviation in-
dustry. When crashes hap-
pen, the industry takes it 

upon itself to dissect the minutiae of 
causes. From its causal analysis, rec-
ommendations generally pour out in 
the hopes that the accidents will nev-
er happen again. Unfortunately, they  
always do.

Thankfully, they are happening less. 
General aviation fatal accident rates have 
been declining over recent decades. The 
accidents themselves regularly get re-
ported. If you are plugged into the right 
sources, be it Internet or magazines, you 
can read about why pilots are getting 

O
killed in crashes. It’s sombre reading, but 
the reporting is done for the right rea-
sons: the more we know about accident 
causes, the more we can hope to avoid 
them ourselves.

What’s not so frequently reported 
upon in general aviation is the fatal acci-
dent rate during that phase at which ev-
erybody gets their start: flight training. 
Perhaps not surprisingly, the statistics 
are a reflection of what happens in the 
real world, after pilots have earned their 
licences. The bottom line appears to be 
that pilots lose their lives in flight train-
ing most frequently for the same reason 
they lose it after getting licensed: they 
lose control of perfectly good aircraft.

In a U.S. study conducted for the period 
from 2000 to 2015 inclusive, loss of control 
inflight (LOC-I) was identified as the big-
gest statistical killer of student pilots. And 
as annual fatal general aviation accident 
studies have shown, LOC is the biggest 
statistical killer of licensed pilots too. 

About 80 percent of LOC training ac-
cidents result from stall/spin scenarios. 
Those stall/spin scenarios develop most 
commonly from four types of flying 
phases gone wrong: high/low altitude  
manoeuvres, takeoff/climb, emergen-
cy procedures, and the downwind/

Pep Talk airmanship With Graeme PePPler

Training accidents mirror the rates for all general 
aviation accidents.
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base phase of flight. Other factors —  
go-arounds, intentional stalls/spins, 
cruise and landings — each occupy less 
than 10 percent of the reasons for fatal 
training accidents.

Lump together the phases of flight 
associated with circuit activities and 
their combined percentage suggests that 
flying within a stone’s throw of the air-
port is the most lethal place to be while 
training. Those phases — takeoff/climb, 
downwind/base, go-arounds, and final/
landing — account for 42 percent of the 
LOC training accidents that happen. And 
keep in mind that this 42 percent does not 
include mid-air collisions, which are the 
second biggest risk factor in flight train-
ing. In other words, students (with their 
instructors on board) turn themselves 
into statistics, especially around airports, 
without necessarily the catalyst of anoth-
er aircraft being involved.

Speaking of mid-air collisions, these 
are the types that occasionally pop up on 

the evening news, giving general aviation 
an undeserved high-risk reputation. The 
appearance of such stories makes sense if 
you consider that local airports are easier 
places to get to for the reporters to file 
their stories. But curiously, the study’s 
analysis indicates that mid-air collisions 
don’t occur around airports as often as 
one might be led to believe: they happen 
outside the airport environment. Indeed, 
it’s a pretty reliable assertion that they 
happen more frequently in congested 
practice areas.

Not unlike the general aviation in-
dustry as a whole, controlled flight into 
terrain (CFIT) is the third biggest risk in 
training. And not unlike the whole indus-
try, reduced visibility is the key factor in 
most of the fatal accidents in the studied 
time period. Night training and/or in-
strument meteorological conditions kill a 
few students in training every year.

It’s never nice to hear about fatal ac-
cidents. It’s especially hard if one con-

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

Supplying deHavilland Spares
from the Beaver up to Dash 8

Image Courtesy Bombardier

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

templates that anybody stepping into an 
aircraft to fly it is doing so, student and 
instructor alike, because it is their passion 
to be undertaking the challenge. Over the 
16-year period of the study, the annual 
number of fatal flight training accidents 
was 15 per year. The good news is that 
this figure is weighted towards the early 
years for which the data was reviewed. 
In recent years, fatal training accidents 
have declined markedly. Technology, and 
much improved training based on the les-
sons learned from these accidents, is sig-
nificantly reducing training risks.

As stated, the general aviation indus-
try is very good at reviewing where it 
fails. It’s also quite good at telling pilots 
about it, while suggesting ways to reduce 
the risk to all involved. Training appears 
to mirror the unfortunate realities of fa-
tal accidents in the post-training realm. 
Imagine if it could be reduced to near 
zero. Would we see the same reflection in 
the industry as a whole? 



Pilot Monitoring
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Putting Your Crew resourCes to work

ver the roar of the engine 
came a question from the 
front seat. “Do you want to
give it a try?” The truth was I 

didn’t, but what were our options? I was 
a passenger in the back seat of a Piper Su-
per Cub, flying down a valley in north-
ern British Columbia. It was nearly dark. 
We had just overshot from our second 
attempted landing on an unlit mountain 
strip. It was also the first time I can re-
member being in the air but wishing in-
stead I were on the ground.

The day started ops normal. During a 
visit to a tiny settlement on the Alaska 
Highway, I’d agreed to fly a hunting 
guide to pick up his newly repaired Su-
per Cub. As the little bush plane was 
rolled out of his AME’s hangar, I noticed 
the vertical stabilizer of the PA-18-150 
had been re-covered in new, unpainted 
fabric. Not paying any heed, I left him to 
settle the bill, and headed back west in 
my rented Piper Arrow, landing on the 
community airfield.

An hour or so later the newly repaired 
Super Cub arrived overhead the lodge. I 
watched the guide skilfully set the bush 
plane down on his short private strip, 

O
really a grass and gravel driveway. As a 
thank-you for giving him a lift earlier in 
the day, he generously offered to take me 
on a local sightseeing flight after dinner, 
eager to show me the sandbars and alpine 
meadows the guide used in his business.

It was a spectacular evening to fly, but 
as we dipped over ridges and flew down 
narrow mountain alleys, I kept looking 
west to the setting sun, now well below 
the horizon. The sky above us was still 
bright (owing to the region’s nearly hour-
long twilight), but the valleys below us 
were growing darker by the minute.

It was still legal twilight when we fi-
nally headed back, but arriving at his 
strip about 20 minutes later, it was, for 
all practical purposes, night. Straining 
for a glimpse of any recognizable feature, 
I felt the Super Cub’s flaps extend as the 
power abruptly came off. With the engine 
at idle and the airplane in a slip, we lined 
up on the driveway-runway combina-
tion, our apparent sole approach aid a 
single 60-watt light bulb located on his 
mobile home porch. Committed to land, 
we dipped below the trees and whizzed 
past a parked RV. Seconds later the power 
come up in a go-around. As we entered 

a tight downwind, I looked down to see 
the guide’s family members, who’d now 
assembled on the porch, presumably to 
watch the unfolding spectacle.

The second attempted landing went 
much like the first. Then came The Ques-
tion. “Do you want to give it a try?” 
“Sure,” I hollered over the roar of the 
150 horsepower Lycoming, adding, “But 
there’s no stick back here.” To make it 
easier to haul freight in the Cub, the guide 
had removed the dual controls from the 
rear seat. With the airplane trimmed for 
level flight — at about 500 feet AGL, 
the Super Cub’s front stick suddenly 
appeared over the pilot’s left shoulder. 
With a death grip, I grabbed the stick and 
jammed it into the stub of a pipe in the 
blackness below me, bravely shouting, “I 
have control.”

It was bluster at best. Only an hour 
earlier I hadn’t so much as sat in a Super 
Cub, now I was attempting to land one on 
an unlit grass strip in the dark. With the 
hunting guide turned bush pilot shouting 
out airspeed and turn instructions from 
the front seat, I executed what is to this 
day probably the worst survivable land-
ing in tailwheel history. 

Expert Pilot Fly like a Pro with RichaRd PittEt
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When the prop stopped turning we sat 
in the dark. No one said a word. Our au-
dience later told us the touchdown was 
nothing short of spectacular. To protect 
the guilty, no mention was made of who 
had actually landed the airplane, or why. 
In the end, a bad case of nerves had revis-
ited the hunting guide, owing to a land-
ing gone awry some months earlier. That 
also explained the fresh fabric on the ver-
tical stab and my short-notice Super Cub 
checkout. It all made sense.

At heart this is a cautionary tale, and 
while the misadventures of two young 
pilots make for an entertaining story, the 
real lesson isn’t unique to hubris and in-
experience teaming up in a Super Cub 
in the dark. Instead, the now 41-year-old 
event sheds light on a bigger issue any-
one of us might face, namely what hap-
pens if we go flying with another pilot 
and things don’t go as planned? What 
do we do?

 In the airline world there is a clear de-
lineation between who has control and 
who is in command. Further, the modern 
crew concept invests one pilot with the 
task of flying the aircraft while the other 
(known as the Pilot Monitoring) keeps 
watch on the goings on. The PM has a 
responsibility to speak up, and the Pilot 
Flying has a duty to listen. In extreme 
cases the Pilot Monitoring is expected to 
take control of the aircraft. Serious stuff.

As safe as this practice has proven for 
commercial carriers, no formal protocol 
like it exists in the world of General Avia-
tion. To complicate matters further, every 
GA airplane I know of is certified for one 
pilot, meaning you the passenger have 
no official job except to compliment the 
PIC on his landing and offer to help pay 
for avgas. 

The crew concept can offer another lay-
er of safety, especially in airplanes not of-
ficially requiring a second pilot. The next 
time you’re flying as a passenger, ask the 
PIC if they’d object to you being the Pilot 
Monitoring; an extra set of eyes and a sec-
ond opinion (should one be requested). 
Be forewarned: egos being what they are, 
the fine art of playing second fiddle in a 
one-man band — no matter how small 
— is tricky. That said, a smart skipper 
should never refuse an offer of help. 
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On the Step float flying With keith Saulnier

West Coast Experience
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Float Flying a Major industry

icole and I hadn’t been out 
to Canada’s west coast for a 
handful of years. We decided 
it was time to leave behind 

the cooler temperatures of central On-
tario for Canada’s version of California. 

We had pre-arranged some visits with 
air operators while there to get a feel for 
how the industry was doing in this part 
of the globe. Business was booming and 
we spent some time at Seair.

Peter Clarke, owner and President of 
Seair met us at the Seair passenger lounge 
located in a roomy kiosk at the south side 
of Richmond right on the river. Peter is 
the kind of man that looks you in the eye 
as you speak and has a way of making 
you feel comfortable. He is not the kind of 
guy who tries to crush your hand during 
the handshake because he does not have 
to. He just has a quiet confidence that is 
at once disarming and relatable. We were 
also met by Terry Hiebert, his Operations 
Manager. Same thing; charming, knowl-
edgeable and to the point. We liked them 
both right away. 

We went over how Peter started the 
company, where the industry was at for 
them and what the future holds. We all 
know by now that there is a global pilot 

N

shortage, but the team at Seair doesn’t 
appear to have a problem retaining staff. 
According to Peter it is because although 
they work hard and can have long sum-
mer days, the company works just as hard 
to make sure that each member of the 
team feels important and has as much fun 
both at work and in group trips to exclu-
sive fishing resorts for some much-need-
ed R & R. Another indicator to what kind 
of people we were speaking with showed 
itself when we asked about Harbour Air, 
which has a kiosk and base immediately 

up river from the Seair Base and is a direct 
competitor. Peter immediately spoke of 
them with respect, said that they were a 
good group doing a good job and that he 
was happy to share the river with them. 
Peter is my kind of guy. 

An easy highlight was when we had a 
tour of their facilities. While their fleet is 
comprised of top of the line Cessna Cara-
vans and several turbo Beavers, they feel 
that there is still a place for the standard 

Seair is a major float operator on the West Coast.
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radial engine Beaver. This is where the tour 
became truly fascinating. In their hangar 
were two airplanes: a Caravan so shiny and 
new that I was afraid to get it dirty from 
my shoes and a De Havilland Beaver that 
was so magnificent that it took some time to 
truly appreciate what we were seeing. 

Beaver serial number 1000 was under-
going the last of a full restoration. The 
interior was beginning to resemble the 
flawless paint on the exterior. The logo 
was embossed on every seatback and sit-
ting smack dab in the middle of the dash 
was a specially minted gold and silver 
coin from the Canadian government to 
commemorate the engineering feat that 
the Beaver represents. I just love the look 
of state-of-the-art electronics blended 
with the standard six pack of flight in-
struments that are nestled into a dash 
that is older that most of the pilots that 
will fly it and many of their parents too! 
Normally an aircraft as fine as this will 
be put on display for people to appreci-
ate such as at a museum and would only 
be flown to special events for the adoring 
crowds to fawn over. Not so says Peter. 
Please understand, the De Havilland 
Beaver was designed to be a workhorse 
and Peter’s airplane was getting ready to 
join the flight line. Amazing stuff.

It was shortly after that that Terry asked 
us if we wanted to go out for a quick 
flight. I must admit that deep down I had 
hoped that this might happen, but it still 
filled me with that special kind of joy that 
only children can feel most of the time. It 
had been a while since I flew one of these, 
but it started like a dream and steadily 
warmed up as we taxied into position 
downstream on the river. Nik and I both 
have a bunch of time in Beavers, but I was 
to be the lucky pilot to drive that day. 

After the gauges were in the green and 
the run up was completed, we took off 
and headed out down the coast. Since this 
part of British Columbia relies so heavily 
on float planes for commuter purposes, 
and given the proximity to Vancouver 
International Airport, this is heavily con-
trolled airspace with control towers in 
place and carefully mapped out entry 
and exit routes to help you get in and out.  
With the steady thrum of the engine pull-
ing us along we were treated to vistas that 
I can’t help but wonder if locals take for 

granted. I know I had to keep an eye on 
our altitude as it is strict, airspeed because 
it is kind of important and power set-
ting because that is how this flying thing 
works, but I had to tear my eyes away 
from the rugged natural beauty of Cana-
da’s West Coast to do so. Truly breathtak-
ing stuff. Our day was so blue and clear 
that the Pacific Ocean glistened like the 
rarest of blue saphires. Terry gave me a 
heading and I asked, “you mean towards 
that bigger mountain over there?” My 
forced nonchalance was not lost on Nicole 
as we were staring straight at Mount Bak-
er, one of Washington States largest peaks 
topping out at just under 11, 000 feet. The 
sun’s rays had lit up the snow cap and 
once again I had to remind myself that I 
was doing a job and not there to gawk like 
a tourist. I did anyways. 

We completed a couple of touch and 
goes with a bit of a crosswind to get the 
feel for it and then headed back to the 
base. I am still amazed at how good the 
Beaver can make an average pilot appear. 
It is just built so well and seems to want 
to touch down gracefully every time. It 
really is a pilot’s airplane.

Taxiing back to the dock gave me first-
hand experience at the skill level the pi-
lots that ply these waters have. The river 
was running fast due to the snowmelt in 
the hills which presented two issues. First 
was the debris that floats down river that 
must be avoided. The second was that the 
tide was going out in conjunction with 
the rivers natural current. Terry asked me 
to dock immediately behind one of their 
shiny new Caravans and it was then that 
I really stopped looking around and con-
centrated on making the dock. It worked 
out, but it shows what skill level the bush 
pilots on this side of Canada display all in 
a day’s work.

Our time with Seair was drawing to a 
close as we wanted to catch the next ferry 
to Vancouver Island. This place of natural 
magic and dreams that millions call home 
is closer than many of us think here in 
eastern Canada. The seaplane terminals 
are less than ten minutes from the inter-
national terminal with shuttles ready to 
whisk you back and forth. The pilots are 
friendly and skilled and the owners are 
the kind of people you have over for din-
ner. It was really hard for us to leave. 



n Saturday, June 14, 1919 
two British Royal Airforce 
officers took off from an im-
provised airfield in St. John’s, 
Newfoundland and, a little 
over 16 hours later, became 

the first people in history to be able to say 
“yesterday we were in America.” John 
Alcock and Arthur Whitten Brown, vet-
eran First World War flyers, were among 
a handful of aviators vying to make the 
first non-stop flight across the Atlantic 
from America to Europe, spurred on by 
the offer of a cash prize that today would 
be worth well in excess of $250,000. The 
ocean had been flown once before, less 
than a month before, by flying boats of 

100th AnniversAry CelebrAtions PlAnned for st. John’s

Remembering the First 
Transatlantic Flight

O

on June 14, explaining the significance of 
the achievement.

And a world-changing event it was. It 
is no exaggeration to say that today’s abil-
ity of anyone with the price of a ticket to 

newfoundland aviation with gary hebbardOn the rock

2 2   canadian aviator +  m ay / j u n e  2 0 1 9

p
h

o
to

s
 c

o
u

r
te

s
y

 G
a

r
y

 h
e

b
b

a
r

d
 (3

X
)

the United States Navy, but the trip had 
been broken into segments with several 
stops along the way and took 11 days to 
complete.

As you read these words, the 100th an-
niversary of that world-altering event is 
just days away and a group of people in 
St. John’s is putting the final touches to 
a four-day celebration from June 11 to-
14. Events will include a gala“‘Aviators
Bal”’, guest speakers, fly-ins, a statte to
properly honour the two flyers, an exhi-
bition of historic photos — some perhaps 
never seen before — and other events.
Plans are also afoot to have a brief ac-
count of the flight read to passengers of
aircraft taking off from Canadian airports 

Alcock and Brown took off from Newfoundland and 
crash landed in Ireland.



    w w w . c a n a d i a n av i at o r . c o m   2 3

board a warm, pressurized, soft-seated, 
air-conditioned capsule and arrive at their 
destination just hours later is a direct result 
of the hazardous flight of two young men a 
century ago. Equipped with only the most 
basic flight and navigation instruments, in-
cluding a radio that soon stopped working, 
Alcock and Brown faced unknown weath-
er conditions, winds and the vagaries of 
engines, and an airframe only 13 years re-
moved from the first powered, sustained 
flight by the Wright brothers. Conditions, 
indeed, were so fraught with uncertainty 
that Brown at one point found himself 
climbing out on the wing of the aircraft 
to chip away ice that obscured a vital part 
of their fuel system. On another occasion, 
Alcock found himself fighting to bring the 
aircraft out of a spin that threatened to end 
in the ocean. Estimates indicate the plung-
ing aircraft may have been as low as 50 
feet above the cold north Atlantic when it 
finally leveled off.

Despite the primitive nature  by todays’ 
standards) of aircraft design, navigation, 
weather forecasting and engine technol-
ogy, the two aviators made landfall off 
the coast of Ireland in a contraption made 
of wood, wire and fabric. Today, the trip 
by passenger jet from Newfoundland to 
Ireland can be done in under six hours 
while passengers watch a movie and sip a 
cocktail secure in the knowledge that su-
perbly trained pilots monitor the myriad 
computers that essentially guide the flight 
from takeoff to landing.

Speaking of landing, the arrival of Al-
cock and Brown in their Vickers Vimy 
aircraft was somewhat less than deco-
rous. What appeared from the air to be 
an inviting green pasture proved to be a 
treacherous Irish bog that all but swal-
lowed the plane as it touched down. 
The aircraft was damaged, later repaired 
before being installed in a museum. Al-
cock and Brown emerged with noth-
ing worse that bumps and bruises. Less 
than a decade later, American airmail 
pilot Charles Lindbergh would become 
world-famous as the first person to cross 
the Atlantic solo and a few years after 
that Amelia Earhart would garner her 
own fame when she became the first 
woman to complete the same journey, 
also solo. Lindbergh later paid tribute to 
Alcock and Brown for making his and 
other flights possible.

The bog where the flight ended 
proved to be near the Irish town of 
Clifden where, to this day, the landing 
is celebrated on every anniversary. On 
the 75th anniversary, Newfoundland 
sent a contingent of aviation buffs, art-
ists, musicians and dancers to take part 
in the festivities. This year the province, 
fittingly, will host its own celebration to 
which anyone with the slightest inter-
est in aviation history is most heartily 
invited. 

Award winning
Lightspeed Zulu3!

 Icom      Brightline
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Alcock and Brown flew a Vickers Vimy across the 
Atlantic.
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Tales from the Lakeview Bush Flying With RobeRT S. GRanT

Japanese tourist stood be-
neath a Bristol Type 170 
freighter placed on pedes-
tals on the outskirts of Yel-

lowknife. Like me, he seemed annoyed 
that disrespectful no-brainers had de-
faced CF-TFX with pointless graffiti. The 
sun-bleached dark blue fuselage and 
lack of luster also indicated that com-
munity managers had lost interest in the 
airplane.

The Bristol Freighter
We FleW The Venerable Workhorse like a bush Plane

A
My first view of CF-TFX took place at 

Fort Nelson, B.C., during the mid-1960s. 
Owned by Wardair, the Yellowknife-
based Mk 31 version slaved for days on 
a dynamite haul. Provisional brochures 
claimed a 180 mph cruise speed at 5,000 
feet with an 11,700 pound payload for 
200 miles. Takeoff supposedly took a 
1,140-foot run and fully loaded landings 
needed 1,050 feet. Prototype G-AGPV  
initially flew in Bristol, England, on October 

25, 1945. The Bristol Aeroplane Company 
built 214 before ceasing production in 1958. 

Canada’s first Bristol landed in Labra-
dor in 1946. A letter to Ontario Provin-
cial Air Service (OPAS) director George 
Ponsford suggested the airborne box 
car’s 40-foot, 8-inch cargo compartment 
would suit the roles of fuel tanker and 
‘horsebox.’ Since the OPAS depended on 
sea and ski planes and carried on without 
four-legged, odd-toed ungulates (horses) 
in his inventory for protecting natural re-
sources, Ponsford declined. Nevertheless, 
Trans-Canada Airlines, the RCAF and 
northern operators used them as freight-
ers or passenger carriers.

Seismic crews appreciated five tons of 
dynamite per trip and mine managers 
smiled when Bristols staggered away with 
stacks of sacks bulging with gold con-
centrates in the 2,360 cubic-foot interior. 
Wide-opening nose doors proved ideal 
for transporting diesel generators and cre-
osote-soaked wooden poles, which ema-
nated their tarry odours into aircraft walls. 
Wardair fulfilled contracts involving 200-
mile hops between Dawson and Old Crow, 
Yukon. Consignments, wrote Max Ward in 
The Max Ward Story, consisted of desks, 
tables, blackboards and wallboard. Every 
trip carried twice the load of a Douglas 
DC-3. Moving fuel became a Bristol forte.

“We hauled a lot of fuel drums and 
carried around 35 and, what was nice, 
the doors opened, the truck backed up 
and you rolled them in,” recalled Air-
craft Maintenance Engineer (AME) Larry 
Larochelle. “You didn’t stand them up, 
just chained down every ten and then to 
dump them, just let your barrels roll out 
the back door. Simple.”

Norcanair’s Bristol CF-WAE, known 
as the ‘Saskatchewan Herc’ excelled in 
supplying oil exploration companies. In 
what a few followers nicknamed the ‘fly-
ing cookie tin’, pilots logged as many as 
149 hours in nine days. Bristol advertised 
their product as able to ‘walk upstairs at 
1,000 fpm with 1980-hp, 14-cylinder Her-
cules 734 radial engines and 14-foot, four- p
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blade propellers. ‘Weeping’ wings fed by 
44 imperial gallons of de-ice fluid pro-
vided icing protection, and other liquids 
took care of windshields and propellers.

Canadians developed techniques for 
placing Bristols into situations England’s 
designers never envisioned. Nose high, 
power on with airspeed barely above stall 
and flaps at 60˚, they dragged themselves 
to confined spaces and snapped throttles to 
idle for ungraceful three-point touchdowns. 
The flat belly compressed the snow and left 
the wings in a flying attitude ready for the 
next departure. At launch time, a 30˚ flap 
settings helped. “Land loaded, leave light,” 
said Arctic veteran Ray Simcoe. 

The ‘alighting gear’, as cricket-playing 
designers in England called the fixed 
main gear assemblies, absorbed slams 
into ‘ropey, hilly, lumpy and bumpy ter-
rain’. A crew in CF-WAE commenced a 
missed approach in fog and believed 
themselves homeward bound until col-
lision with an unseen island intruded 
upon their thoughts of Molson Blue in 
Resolute Bay’s Arctic Circle Club. The 
co-pilot rendered himself unconscious 
by slamming into the windshield while 
the captain throttled ‘balls to the wall’. 
They landed intact and within days, 
CF-WAE returned to the same location 
with different pilots. 

This time, lack of visual references 
forced the captain to revert back to 
instruments when fog obscured the 
runway flare pots at 100 feet. In his 
words, “Smash! The co-pilot screamed that 
we’d stopped!” as the vibrating behemoth 
struck. Maximum climb power brought 
them to 3,500 feet for diversion to an alter-
nate airstrip. The shaken crew discovered 
their cargo of drill casings had shifted for-
ward and crumpled the nose doors. With 
fuel lights blinking critically, they survived 
and found no apparent damage other than 
a piece of ripped tire rubber. Next morn-
ing, closer inspection revealed a cracked 
left landing gear. After a replacement leg 
arrived, CF-WAE went back to work. The 
pilots took an early rotation.

Six wing cells containing 1,172 im-
perial gallons kept the Hercules sleeve 
valve engines functioning, although 
complex plumbing caused a frightening 
incident above Great Slave Lake. Three 
AMEs basking in the warmth coming 

from nose-mounted 200,000 BTU Janitrol 
heaters, and wrapped in engine covers, 
looked forward to the forthcoming night-
life of Resolute Bay. Suddenly, both en-
gines snapped to a stop at 6,000 feet.

“I just remember coming out of a sleep 
and not hearing anything. That’s what 
woke us — the sounds of silence”, re-
called Larochelle. “Two sets of legs came 
down the cockpit ladders, they (the pi-
lots) both grabbed life jackets and went 
back up again. They knew it was either 
sink or swim.”

Occupied with saving their lives, 
the pilots frantically activated, tickled, 
punched and pressed as the multi-engine 
glider descended. No one had ditched a 

Bristol before and no one volunteered 
to calculate the aircraft’s floating quali-
ties. As altimeters indicated approaching 
oblivion into cold Great Slave Lake wa-
ter, the Hercules 734s spluttered to life. 
Someone had bumped the correct valve.

The stoppage occurred when fuel col-
lector cells emptied, since pilots routinely 
waited for pressure drops before turning 
selectors to full tanks. In this case, a lock-
ing wire fitted to prevent spillage prior 
to a previous wing removal had been 
overlooked.

Cold weather brought difficult times for 
AMEs in spite of gasoline-powered heaters 
and canvas tents. Parts became scarce and 
powerplant overhauls meant laborious 
packaging for shipment overseas. Most pi-

lots worried about Hercules 734’s reliabil-
ity as well as maintaining altitude with a 
feathered engine. Oil coolers blew and the 
front end gearing was ‘quite delicate’.

Occasional ‘pops’ startled crews and 
passengers when sailing blissfully along 
in northern skies. Defective spark plugs 
caused rough running until the engine “…
kind of shut itself off.” Fortunately, they 
usually started within seconds without 
crew assistance or prayers from passen-
gers. An aberration with autopilots some-
times induced the huge airplane into unap-
proved manoeuvres.

“You talk about a circus. Jesus, that air-
plane tried to do a snap roll when the gy-
roscope started spinning and of course, 

the airplane tried to follow it,” one 
captain said. “I grabbed the controls 
and the co-pilot had enough sense to 
shut the autopilot off and it still took 
a half second or so to come back to 
normal. The adrenalin was pumping 
there, we thought we were going into 
the big drink, you know.” 

When the Bristol faded from Can-
ada’s transportation scene, bridge-
playing British designers could not be 
blamed. Finding aviation gasoline be-
came challenging as turbine airplanes 
overwhelmed the piston pounders. 
Demands for off-strip work dimin-
ished and pilots capable of handling 
Bristol Freighters moved on to retire-
ment seats with major airlines. Newly 
graduated AMEs preferred not to soil 

their Marks Work Warehouse gloves on 
oil-splashed antiques.

Some Bristol Freighters never reached 
honourable retirement. Thin ice, shifting 
loads and crosswind takeoffs converted the 
pugnacious ‘horrible hauler’ into piles of 
parts. In June 1983, flying guru Raymond 
Cameron handed over CF-WAE to Gordon 
Emberley of Winnipeg’s Western Canada 
Aviation Museum after a journey from 
Prince Albert. Hawk Air Aviation of Prince 
Rupert delivered C-GYQS to Wetaskiwin’s 
Reynolds-Alberta Aviation Museum in 
September 2004 , which was the Last Bris-
tol Freighter flight in North America.

As for CF-TFX, Maxwell Ward retired his 
workhorse in 1969. Yellowknife residents, 
tourists and aviation aficionados around 
the world hope the transportation-rich 
community will look after their icon. 

Yellowknife literally put the venerable Bristol 
Freighter on a pedestal.
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Hangar Talk WiTH jack schofieldflying stories

It Can Be DeafenIng at tImes

The Sound of Silence

ou had to have a black-
board and a piece of chalk. 
That was a Transport Can-
ada — Civil Aviation de-

partment order to all airlines, Class 4 or 
otherwise. On that blackboard, located 
in an obvious place for daily postings by 
the maintenance supervisor, who by the 
way wasn’t required to be more than a 
person of average intelligence and not 
required to have any aviation training, 
was a listing of every aircraft in the 
airline’s fleet, in this case one airplane, 
with the total flight time of the aircraft 
listed beside it. This latter figure was 

Y
supposed to be changed at the end of 
each flying day with the addition of the 
day’s flying time taken from the aircraft 
journey log. 

This information was all set up in 
columns created when a certified air-
craft maintenance engineer first set up 
the board. He or she would have cre-
ated a series of other columns show-
ing the Time Before Overhaul (TBO) 
of some very critical components of 
that particular aircraft’s engine and 
airframe; the two magnetos providing 
spark to the spark plugs, for instance. 
The system was designed to tell the 

airline’s operations manager when cer-
tain components were due for overhaul 
or replacement. This particular airline 
didn’t seem to have an operations man-
ager, although I am sure somebody’s 
name in that position was on the li-
cence. Where I am going with this is 
that right near the end of my flying 
career, I was flying for a Class 4 air car-
rier who owned one airplane but didn’t 
own a blackboard. The principal busi-
ness of this company was the operation 
of a sport fishing resort and the Beaver 
aircraft they owned was used to carry 
their guests hither and yon, and to il
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pick up some loose change from other 
lodges and operations in the area who 
might need the services of a floatplane 
from time to time. 

So they were a charter airline and had, 
by making application for their licence, 
agreed to do all the things required of air-
lines flying for hire. But really, what’s this 
blackboard thing all about? If it doesn’t 
catch lake trout or those ugly 
pike, who’s interested? Well, I 
guess I should have been inter-
ested on the day I loaded that 
plane with five passengers, all 
from New York City and to-
tally unversed in what to say 
or do when that wonderful Pratt and 
Whitney R985 radial engine, that makes 
such a helluva racket on the front end of 
the Beaver, suddenly goes silent, or, as 
was the case this rainy afternoon, went 
BANG then stuttered for five minutes be-
fore going totally silent. 

Fortunately, that five minutes allowed 

me to get back into a position to make 
what the trade calls a dead-stick landing 
back on home waters. My New York-
ers were putting out the word that their 
“vagabond shoes were wishing they 
were back in the city that never sleeps”, 
and my subsequent investigations into 
the aircraft’s technical logs showed that 
the two magnetos, both of which failed 

almost simultaneously during flight, had 
been many hours over TBO during the 
previous year’s flying and had been run-
ning, this year, on reputation alone. The 
lodge’s aircraft maintenance contractor 
was located 400 miles to the south and 
presumably it was they who had the 
backboard. It took a week to get their 

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

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

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

engineer up to repair the aircraft. When 
I asked him about the blackboard he sort 
of went blank and I guessed that maybe 
they were out of chalk.

The lesson I learned from all this, al-
beit too late for me, was that a pilot tak-
ing on a flying job with a new employer 
should read every scrap of paper avail-
able before jumping into the aircraft and 

calling out, “Look Mom, no 
hands!” Scraps of paper like the 
aircraft’s journey log, tech log 
and the actual licence and Op-
erating Certificate of the airline 
should be studied and don’t 
forget to check out their main-

tenance contractor to find out what you 
are inheriting. In this case, the airline had 
a different pilot every year and the resort 
business was the number one concern 
with nobody considering the company 
Beaver aircraft, which just kept motor-
ing on until something fell off or stopped 
working. 

This airline didn’T seem To have 

an operaTions manager



hen I tell people I’m an air 
traffic controller, many peo-
ple automatically think of 
the tower at the local airport. 

While the airport in my hometown is a 
controlled airport, and therefore has air 
traffic controllers in the tower there, their 
job is very different from what I do.

Another facet of air traffic control in-
cludes en route and terminal control, and 
that’s where I fit in. The terminal control 
units across the country get aircraft on 
departure from their busy airports on 
their way to their destination. Terminal 
Control Units (TCU) are often pictured 
as the ‘radar room’ at the airport in mov-
ies. In Canada, the TCUs are located in 
the Area Control Centres (ACC), next 
to the men and women who see aircraft 
through the en route structures of air-
space toward their destination.

It’s the en route portion of the flight that 

is in for some big changes in the coming 
months and years. To understand that, I 
want to present you with a brief history 
lesson. With the knowledge of what I’ll 
present you there, you’ll start to under-
stand how things could change.

Air traffic control, in its simplest form, 
is making sure aircraft don’t get too close 
to each other. In areas of low traffic densi-
ty, pilots are often responsible for separat-
ing themselves. This can be done simply 
by looking out the windows of the cock-
pit. ‘See and be seen’ is the basis of VFR 
(Visual Flight Rules). Sometimes, traffic 
density makes pilot-applied separation 
cumbersome, difficult or even practically 
impossible. That’s when we put air traffic 
controllers in the towers at airports.

But who looks after them between air-
ports, especially when the skies are not 
clear? Most commercial aircraft must fly 
in all weather conditions to make their 

The Days Of Verbal POsiTiOn rePOrTs are numbereD

Aireon Tracks From High Above

W
schedules. In Instrument Flight Rules 
(IFR), the pilots must know how to fly 
their aircraft and navigate correctly by ref-
erence to instruments rather than by look-
ing out the window. But as navigation 
capabilities increased, there was still little 
ability to see other traffic. Radio conges-
tion could have been a problem, with the 
position reports pilots need to figure out 
where they each are and then coordinate 
actions to avoid each other.

Enter en route air traffic controllers. 
Sitting in remote rooms covering vast 
regions, air traffic controllers began to as-
sign routes and altitudes, and sometimes 
speeds, to aircraft to ensure they stayed 
apart. Separating aircraft is done by meet-
ing ‘standards’, and in the beginning it 
was done based on position reports from 
aircraft. For example, when one aircraft 
reported vacating an altitude, that alti-
tude could be assigned to someone else. 

ATC viewpoinT wiTh Michael OxnerVectors
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When an aircraft reported passing a loca-
tion, this report could be used to deter-
mine the separation between two aircraft 
flying over that same location on opposite 
or crossing tracks, or on the same track.

Controllers in this sense had to keep ‘the 
picture’ as to where aircraft were to make 
sure they stayed safely separated. Because 
they couldn’t see where the aircraft were, 
the separation standards were quite large, 
meaning the skies were not used very ef-
ficiently. For example, if two aircraft were 
flying on the same track at the same alti-
tude at the same speed, they would 
have to be separated by 10 minutes 
flying time. At 240 knots, or four 
miles per minute, these two aircraft 
would have to be 40 nautical miles 
(nm) apart. Not very efficient.

Radar is the friend of an air traf-
fic controller, and this is how we 
‘see’ aircraft today. ATC’s radar 
systems are very accurate, and up-
date much more rapidly than pilot posi-
tion reports on a radio. This means we can 
watch an evolving radar picture to show 
us where the airplanes are, and we can 
reduce that 40 nm spacing to 5 nm, and 
in some cases even less. The reduction in 
spacing means more aircraft can operate 
at optimum altitudes on common routes, 
leading to more efficient operation for 
the aircraft, also meaning a reduction in 
greenhouse gas emissions.

The trouble with radar is that the cover-
age is limited; after all, radars have to be 
built on land and we only have so many ra-
dar stations. The further away from a radar 

station a plane is, the higher it must fly to 
be ‘seen’. In our country we have many ar-
eas that lead to ’radar holes’ due to terrain, 
large bodies of water or just the inaccessi-
bility of the vastness of the northern areas.

Where radar coverage is lacking, con-
trollers still use the aforementioned meth-
ods to ensure safe separation between 
aircraft. Unfortunately, one of the biggest 
airspaces lacking radar coverage is the 
North Atlantic Ocean. This is one of the 
busiest corridors of air traffic in the world.

When you think about it, 10 minutes of 

separation for jet aircraft in the jet stream 
means a huge distance. If two aircraft on 
the same track at the same altitude doing 
600 knots over the ground, 10 minutes 
means 100 nm between them.

This sets the stage for the next big thing 
in airspace management: Aireon. Aircraft 
equipped with Automatic Dependent 
Surveillance — Broadcast (ADS-B) and 
Flight Management Systems (FMS) regu-
larly transmit vital current data about 
their flight, including position, altitude 
and speed, amongst a whole host of other 
data. Aireon has a constellation of satel-
lites in Low Earth Orbit (LEO) that carry 

ADS-B receivers. With current, rapidly-
updated position reports directly from the 
aircraft’s navigation equipment and FMS, 
these position reports can essentially be 
processed into a radar-like presentation.

Radar’s appearance in air traffic control 
made the skies much safer and vastly more 
efficient. Aireon promises the same ad-
vancement, but to almost everywhere that 
radar can’t cover — globally, even. Nav 
Canada is a majority partner in the project, 
and this means that we will see a greatly 
increased level of surveillance in Canada’s 

skies. This, in turn, means a safer, 
more efficient system overall, in 
the long term, not just in specific 
areas. And since Canada oversees a 
significant portion of the North At-
lantic Tracks (NAT), this promises 
to help out there, too.

Aeronautical Information Cir-
cular 2/19 made notice of this. By 
the time you read this, a trial of 

significantly reduced separation standards 
will have commenced in the North Atlan-
tic. First by reducing spacing to as little as 
17 nm on the same track, and later reducing 
spacing between adjacent tracks as the sys-
tem further proves its reliability.

It may not seem like much, but to an air 
traffic controller, seeing is believing. The 
effects this could have on airspace man-
agement will undoubtedly be huge and 
Canada is in the front seat for the flight. 
This will be something to watch in the 
years ahead. Maybe those days of blindly 
controlling airplanes by position reports 
will be left mostly behind. 

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

Smoking Out A Masterpiece
AirplAne AshtrAys now ColleCtor’s items

’ve never smoked a cigarette in 
my life but you wouldn’t know 
by the number of ashtrays in 
my home. These are no ordi-

nary ashtrays. They are airplane ashtrays. 
I discovered my first airplane ashtray in 

the mid-1980s, a  DC-3 mounted high atop 
an ornate chrome stand with ashtray and 
illuminated with tiny lightbulb inside the 
plane’s cabin. The Electrolite Lamp 
Manufacturing Company DC-3 air-
plane ashtray it turns out, was sold 
from this small company in Toronto 
through the popular Eaton’s catalogue 
during the 1950s. It sold for $19.99, a 
lot of money at the time, and Canadi-
an smokers apparently bought a lot of 
them. I stumbled across the son of the 
original owner of the company a few years 
ago and he fondly recounted how employ-
ees at Electrolite were often given free rein 
to construct their own custom DC-3 ashtray 
with factory parts as annual Christmas gifts. 

The genesis of airplane ashtrays seems to 
have been the Second World War when air-
men serving abroad would either fashion 

I
their own from available materials (often 
spent artillery cartridges) or acquire them 
from local entrepreneurs who made or 
smuggled them for sale to American airmen.

These models typically have no manu-
facturers mark, but that they were massed 
produced by local craftsmen is evident 
in the sheer numbers of identical bomber 
ashtrays (the B-29 is a particularly com-

mon model while inexplicably the B-24 
not so much) that can be found across the 
globe. Others were simply skilled trades-
people with the manufacturing know-how 
and access to materials to make them. 

In the 1950s and 60s ashtrays were as 
common as coffee mugs are today for 
promotional advertising. Aircraft compa-

nies had seized on the idea of presenting 
airline executives and generals in the air 
force with current models of their aircraft 
mounted on an ashtray. Looking at any 
period photos of airforce generals at home 
in their office will usually reveal a model 
of an aircraft from one of the main aircraft 
manufacturers, prominently displayed on 
their desktop.

Victor F. Pastushin grew up in the 
Philippines and Hawaii and later 
worked as a production control 
worker for the Douglas Aircraft Com-
pany. Pastushin married a daughter 
of a board member at Douglas and 
soon he was using an outside found-
ry to make models of the DC-2 to sell 
to other factory workers. A local KLM 

rep saw the models and asked Pastushin to 
make some for that company as well. Soon, 
he was making models by the thousands 
and using local schoolboys to assemble 
them in his garage. 

Other models followed including  
DC-3s, DC-4s, Stratoliners, and military 
models as well. The Pashtushin DC-3 is 

Both air travel and 

smokinG have lost their 

Glamorous appeal
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probably the most ubiquitous of his mod-
els and numerous airlines had thei liveries 
emblazoned on the models. Most airline 
executives had one of these models on 
their office desks at some point during the 
1950s and 60s, when it was still common 
for people to smoke at work.

Of course, much of the U.S. Air Force’s 
aircraft industry is on the West Coast so it 
comes as no surprise that many airplane ash-
tray models can still be found there.  Allyn 
Manufacturing specialized in both Boeing 
and Douglas military aircraft. Allyn models 
are scale models with close attention to detail 
and very popular with collectors who, with 
the advent of eBay, were finally able to amass 
complete collections of all the models this 
company produced during its heyday.  With 
collectors, condition is everything and miss-
ing propellers, jet engine pods, or canopies 
makes all the difference between a highly-
prized model and a thrift store curiousity. 
Allyn ashtrays sold well and Pashtushin 
once threatened Allyn with a lawsuit over an 
ashtray stand being too similar to their own.

Chicago company AC Rehberger’s Boe-
ing model 247 and PanAm clipper as well 
as DC-3 models are its most iconic models. 
A Rehberger model DC-3 originally sold 
for $3. At the time of their introduction the 
DC-3 was revolutionizing air travel and 
consumers could buy the stand as an ash-
tray, pen stand or even simply on a stand 
to be mounted directly above a mantle to 
the wall, much like a teenage boy might 
hang models from the ceiling. 

Ultimately, both air travel and smok-
ing lost their glamorous appeal, and air-
plane ashtrays became an obsolete tool to 
advertise aircraft with. Model shops that 
had once made intricate cutaway displays 
of passenger aircraft meant to show the 
comfort of air travel, closed their doors as 
aircraft manufacturers realized that it was 
more profitable to squeeze as many seats 
into an airframe as possible and focus on 
promoting affordable airfare rather than 
appealing to a relatively small group of 
travellers who wanted to go in style. 

And of course, hardly anyone smokes 
anymore and certainly not in planes. But 
for a period of time, airplane ashtrays were 
a powerful advertising tool and many of 
today’s largest aircraft manufacturers and 
airlines helped to build their businesses 
with that promotion. 
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The parka-clad figure in layered work-
ing clothes happened to be 21-year-old 
Jamie Dominique MacDonald or simply 
‘Jamie’ to colleagues from the Great Slave 
Lake shorelines to her former home in To-
ronto’s suburbs. Hands gloved in -32˚C, 
she supervised the placement of a slip-
pery 3,800-lb generator destined for Pau-
latuk on Amundsen Gulf. MacDonald not 
only ensured critical placing of the load, 
she acted as first officer or co-pilot for Yel-
lowknife-headquartered Buffalo Airways. 

Chief pilot Anthony J. Decoste and 
company owner Joe McBryan did not 
single out MacDonald to join their pilot 
ranks because of her gender. From the 
moment the young pilot walked into the 
Buffalo Airways hyperactive hangar on 

May 30, 2018, they sensed a willingness 
to work and a ‘stick-with-it-whatever-
the-hardships’ attitude. Few fresh-faced 
newcomers remained long in the North-
west Territories; sub-zero cold and sore 
backs often sent them scuttling south to 
warmer climates.

MacDonald’s enthusiasm for any-
thing with wings did not begin with 
daydreams of airliner worlds of shiny 
shoes and button-down gold stripes. 
Within her mother Tammy MacDonald’s 
family treasures, two blue-cover slightly 
charred aviator logbooks caught a little 
girl’s attention. The faded entries penned 
by RCAF 166 Squadron rear air gunner 
George Joseph MacDonald spoke vol-
umes of what went on in European skies 

during the Second World War. As a child, 
Jamie MacDonald read deeply and be-
came fascinated with the courageous air-
crew who flew Avro Lancaster bombers. 
Her great-grandfather had been one of 
the elite to survive long-range raids from 
England to enemy cities such as Essen, 
Hanover and Munich.

By coincidence, the MacDonald home 
lay under a path sometimes flown by an 
Avro Lancaster restored by Hamilton’s 
Canadian Warplane Heritage Museum. 
The example of airborne art and throb-
bing of four pulsating Rolls-Royce Merlin 
engines intrigued the high school student. 

During MacDonald’s high school 
years, family friends presented her 
with an introductory flight lesson at the 

row of idling trucks waited patiently for the three-blade propellers of a massive 
tailwheel airplane to swing to a stop at Yellowknife’s airport. When a cargo door 
opened upward, a long-haired woman in shabby coveralls and oil-stained bush 
boots stepped out to monitor a forklift driver moving his mechanical contrap-
tion towards the aluminum skin of the aerial freighter called a Curtiss C-46.
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lege’s 18 to 20-month Integrated Airline 
Transport Pilot Licence (IATPL) Program. 
On October 20, 2015, flight instructors re-
leased the eager trainee for a successful 
first solo takeoff and landing. Fellow stu-
dents rewarded her feat with a traditional 
barrage of water-filled pails. 

On August 27, 2017, MacDonald 
graduated with a commercial pilot li-
cence. By November 29, 2017, she at-
tained a Multi-IFR rating. Like most 
newly licensed pilots, she anticipated 
a long search for a usually elusive first 
job. Mature and astute for her age, she 
kept an open mind for any possibility, 
no matter how slight. Rumours of an 
air service at Billy Bishop Toronto City 
Airport needing a pilot and a quick ap-
pearance on the scene secured a position 
piloting a single engine Australian-built 
GippsAero GA-8 Airvan. After months 
building experience along Lake Ontar-
io’s waterfront, MacDonald knew the 
size and colour of every tarnished rivet 
and roof tile of the CN Tower. Turbu-
lence, sneaky fogs or airsick passengers 
didn’t matter; MacDonald had accom-
plished an entrance into the culture of 
professional aviation.

Brampton Flight Centre, northwest of 
Toronto. The first ride aloft in a train-
ing airplane brought about a life change. 
By the time the Cessna 172’s tiny rubber 
tires chirped upon the surface again, she 
knew what she had to do and enrolled in 
a leisurely self-paced private pilot course. 
The program meant a trip to Transport 
Canada’s Hamilton office to write exams 
followed by a chance side visit to the Ca-
nadian Warplane Heritage Museum. In a 
cavernous hangar, she stood before the 
awe-inspiring airplane that had thun-
dered above the family backyard. Unable 
to approach beyond protective barriers, 
the recognizable wing planform and 
double vertical tail of the Avro Lancaster 
depicted in her great-grandfather’s log-
books and wartime photographs stood 
out clearly.

“The size and stance of that beautiful air-
plane really inspired me and I was hooked 
forever,” she recalled. “My thoughts were: 
Nobody’d want to mess with a Lancaster. 
Someday, I didn’t know when and I didn’t 
know how, but I’d fly one.”

MacDonald left university and went 
from casual weekend flying lessons to 
full time in the Brampton Flight Col-

MacDonald knew the 300-hp Airvan 
served as a stepping stone to larger and 
more powerful airplanes. Former Bramp-
ton Flight College student Mike Coraza 
had already joined Buffalo Airways and 
messaged back to southern Ontario. 
MacDonald enjoyed his accounts of oil-
gulping radial-engine airplanes and un-
derstood how Buffalo Airways expected 
employees to dive into exceptionally 
hard work under non-glamourous con-
ditions. Now, age 21, nothing deterred 
MacDonald.

“I’d randomly applied for jobs every-
where and Buffalo Airways had been one 
of them where it just might be possible 
to fly World War Two airplanes and that 
would be moving forward,” she said. 

Buffalo Airways receives résumés from 
pilots around the world due to exposure 
on the reality television series Ice Pilots 
NWT. Human resources staff could not 
respond to every applicant, but Coraza 
dropped MacDonald’s name to opera-
tions manager Jeff Schroeder who sug-
gested packing her bags for Yellowknife. 

The C-46 carries a big load and filling  
it up is the rampy’s job.
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caster yet, but closer than flying sightse-
ers around Toronto.”

Hauling everything from crisp Colom-
bian cauliflower to aromatic metal drums 
topped with gasoline or parka-penetrat-
ing stove oil above barren-land tundra 
and skimpy spruce of the Precambrian 
Shield, MacDonald learned from high-
time captains like Neil Mueller, Ian Bot-
tomley and several others. While lower-
ing landing gear, managing cowl flaps 
and gently touching tailwheels, she set 
another goal. Buffalo Airways operated 
two airplanes that outsized the Douglas 
DC-3 — a matched pair of Curtiss C-46 
Commandos registered as C-FAVO and 

Taking the chance on a rainy spring 
day, MacDonald found herself hired as 
a ‘rampie’, or future co-pilot. Signed on 
with the airline formed in 1970 by ‘Buf-
falo Joe’ McBryan, she seized the oppor-
tunity for close-up studies of a wartime 
classic called a Douglas DC-3.

First flown December 17, 1935, the 
Douglas DC-3 and its 95-ft, 2-in wing 
dwarfed any airplane MacDonald had 
touched. Most ‘Threes’ (as most working 
pilots call the sleek airplane) in Buffalo 
Airways’ active and inactive fleet aver-
aged 17,733 pounds empty and could 
take off at 26,900 lb. One of its 1200-hp, 
14-cylinder Pratt & Whitney R-1830 en-
gines weighed almost as much as the 
Cessna 172 MacDonald flew back in 
Brampton. One working example in Buf-

falo Airways’ green and silver scheme, 
registration C-GWZS, had participated 
as KG330 during the June, 1944 D-Day 
invasion of Normandy. MacDonald’s in-
terest in history revealed that the airplane 
had occupied the same skies as Lancaster 
bombers. Better yet, from a low-time pilot 
point of view, the ‘Grand Old Lady’ was 
easy to fly. To her delight, Schroeder as-
signed her as co-pilot on Douglas DC-3s. 

“Learning the emergency procedures 
with their corresponding actions was the 
most difficult [aspect]. Without sounding 
too cocky, I felt that a DC-3 was some-
thing I could handle,” she said. “The first 
trip took place with Joe [McBryan] after 
ground school and flight training. It was 
touchy and light on the controls but not 
hard to land in spite of the size — no Lan-

In fair and foul weather, the Commando and its  
pilots are expected to perform.
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C-GTPO. Each had a 48,000-lb permis-
sible takeoff weight.

The bullet-nosed cargo carrier came 
with a reputation as sensitive to land and 
take off, especially in crosswinds. Some 
pilots nicknamed the 108-ft, 1-in wing-
spanned colossus Calamity Curtiss, and 
others disparaged it as the Flying Rhi-
noceros. The 18-cylinder, 2,100 hp Pratt & 
Whitney R-2800 engines could pull it air-
borne with 6,000 pounds more than a DC-3 
could. First flown on March 26, 1940, pro-
duction ceased in 1945 after 3,182 left the 
factory. With rigid inspections and more 
spare parts in stock than anywhere in the 
world, Buffalo Airways kept the C-46s fly-
ing steadily in the Northwest Territories, 
Manitoba and Ontario. Not all pilots keep 
the metal monster under control. Those 
who exist without autopilots or glass pan-
els and ‘drive’ down toward snow-cov-
ered airstrips in Arctic nights also unload 
by hand and climb back inside with sliv-
ered fingers and crushed toes. Dedicated 
to proving their mettle, they simply shrug 
away the pain and carry on. 

“Someone in Brampton asked if the 
C-46 was too big for someone like me. It 
wasn’t a girl’s airplane, they said, I should 
be afraid of something that size,” she re-
called. “To me, airplanes have souls; they 
beat, throb, rumble and purr and, oh yes, 
there’s a heart in every one of them.”

MacDonald demonstrated her adaptabil-
ity during a successful proficiency check 
on August 4, 2018, with Curtiss C-46D C-
FAVO. Returning to the parking area, she 
unknowingly became the only woman in 
the world with current Douglas DC-3 and 
Curtiss C-46 endorsements on her pilot li-
cence. Local newspaper The Yellowknifer 
quoted her comparison of small airplanes 
to Honda Civics and C-46s to 18-wheeled 
airborne trucks. Coached by experts, Mac-
Donald never sought recognition. Never-
theless, she deserved the acclaim. 

“All I wanted was to fly. When trimmed 
properly in cruise, everything’s pretty 
smooth and landing [one] is something 
like being a lion tamer. The C-46 may be 
challenging, but that doesn’t scare me,” 
she said. “Buffalo Airways has been good 
to me but it’s no party. Co-pilots here 
sweep floors, drag oil pails onto wings 
and we unload as much as 12,000 pounds 
almost every stop. Duty days reach maxi-
mums many times and Yellowknife, like I 
knew it would, gets damn cold.”

Born in Toronto on april 24, 1913, george joseph macdonald appeared destined to live the life of 

the ordinary. a young, 145-pound, blue-eyed, fair-haired adult, he laboured in a factory specializing 

as a metal presser in the assembly of agricultural machinery. married at age 21 to 17-year-old ethel 

irene Knight in 1934, he enjoyed a beer or two with his factory friends and weekends found himself 

swinging baseball bats or hockey sticks. Typically canadian, settled in salary and relaxed in the com-

fortable confines of a warm home, he could have carried on with his perfect life. But george joseph 

macdonald chose otherwise.

on September 3, 1939, great Britain and its allies declared war on germany. ordinary macdonald 

wanted “to help in any way” and on September 11, he enlisted in the royal canadian air Force. 

Several months later, he became just another face among hundreds of fellow blue-coated recruits 

boarding the Queen mary for england. as r.266238, aircraftman Second class or ac-2, macdonald 

trained as rear gunner attached to royal air Force 166 Squadron at Kirmington, lincolnshire. with 

canada patches on his uniform, the ac-2 underwent further instruction on handley Page halifax and 

avro lancaster bombers.

macdonald’s logbooks seem modest. Some might say dull to the extreme, but a moment or two 

pondering the kind of courage required to ride the tail end of a rolling, pitching and banking lancaster 

creates a different picture. Sitting a few feet from highly explosive bombs while enemy search lights 

scarred the night skies demands special measure. only crewmen strapped into the bullet-torn bomb-

ers could understand the depths of anguish when friends vanished in flashes of yellow sparks and red 

flames. macdonald’s only hint of excitement came in an entry dated march 21, 1945, with the words 

‘abortive crash’. This ‘blue collar’, as he described himself on enlistment day, survived 36 sorties and 

almost 273 hours airborne. Promoted to Flight Sergeant, his final mission took him to Bremen and 

back to england on march 21, 1945.

macdonald did not return to peacetime life with the glories and medals of canadian heroes like 

Beurling and Bishop, but simply slipped back into the routine of pre-war assembly lines and moved 

quietly toward management. an unsung, overlooked warrior, macdonald raised three children and 

sadly passed away on december 31, 1959, at age 46 from brain cancer, possibly initiated from his 

‘abortive crash’ 14 years earlier. equally sad, few remember the contributions of modest ‘ordinar-

ies’ like him who manned guns, refilled fuel tanks, fused bombs and many other mundane duties 

to win wars. 

at least george joseph macdonald left a legacy. his handwritten logbook entries inspired a 

great-granddaughter who never met him. jamie dominique macdonald-Kuzyk, in her turn, will 

inspire others. 

/////////////// JusT AnoTher ‘ordInAry’ ///////////////
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SAR TechS BATTle The elemenTS
SToRy by MAlcolM Mcleod

PhoToS by dePARTMenT of nATionAl defence

AnAtomy of A 

Search
Stories on the news have prompted every pilot to think through the scenario 

of crashing an airplane and the likelihood of being rescued.
We who are members of the Civil Air Search and Rescue Association 

(CASARA) are drawn by training to bad news involving aircraft, and fol-
low the SAR operations of the people we occasionally train with. My narrative of 
this event relies on interviews with the RCAF SAR crew and the facts speak for 
themselves.

On the morning of January 30, news organizations 
across Canada were following a story out of Yellow-
knife, where Air Tindi was reporting that it had lost 
contact with a Beechcraft King Air 200. Two pilots, but 
no passengers, were aboard the plane destined for the 
town of Whati, about 160 kilometres to the northwest. 
Another Air Tindi plane was already searching the 
route.

The Joint Rescue Coordination Centre (JRCC) in 
Trenton, Ontario had already been notified. JRCC was 
also getting information that a SAR satellite had picked 
up an active 406 MHz ELT in that area. The alert was 
passed to 435 Transport and Rescue Squadron in Win-
nipeg and within 30 minutes a SAR crew was airborne 

in a Hercules. The ‘Herc’ can cruise at about 300 knots 
but when you have to cover Canada from Quebec to 
the Rockies and from the U.S. border to the North Pole, 
transit times can unfortunately be very long.

On the long transit flight the crew was occupied with 
communications, plans and preparations that included 
the two SAR Techs preparing to for a parachute jump. 
A Twin Otter from Yellowknife had flown the intended 
route but found nothing. JRCC had updated the initial 
satellite fix with a more precise lat-long that was trans-
mitted from the ELT. The transit time from Winnipeg 
was almost three hours and the January days are short, 
so the SAR flight didn’t land for fuel in Yellowknife 
but flew directly to the ELT coordinates. The Herc was 
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flown in a pattern called a sector search in 
which a target location is crossed several 
times from different directions. 

The 406 MHz ELTs have a small and 
very low power transmitter on 121.5 
MHz for close-in homing, but the SAR 
crew did not hear any signal on 121.5. 
They did hear the one-half second data 
burst every 50 seconds on 406 MHz — no 
good for homing but they knew the coor-
dinates were very close. 

After about half an hour of searching 
one of the SAR Techs spotted wreckage. 
With the Herc orbiting to the right, Mas-
ter Corporal Chris Griffiths spotted a bit 
of fuselage and one of the small circular 
windows characteristic of a King Air. 

Within a few minutes, Griffiths and 
Master Corporal Nick Dentakos were 
parachuting out of the Herc at 2,500 feet 
into terrible weather. The bush looked 

A barely perceptible strip of broken trees  
marked the crash site and the future camping  
spot for the SAR techs.
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The bush looked 
dense, so they 
picked a landing 
zone on a nearby 
frozen lake. 

dense, so they picked a landing zone on 
a nearby frozen lake. They would make 
the trek of about a kilometre to the plane. 
About an hour of daylight remained.

Here, with a bit of editing, is Nick Den-
takos’s story. “We both underestimated 
the amount of snow on the ground,” said 
Dentakos. “We are used to some very 
rough conditions in training but that kind 
of caught me by surprise. The lake was 
windswept and the snow was not deep 
but once we got into the bush the snow 
was extremely deep and just moving was 
tough. We had our snowshoes on but 
they were designed for us to jump with 
and could have been bigger. The snow 
was very soft and every step required 
compacting enough snow to support the 
next step. Most of the time the snow was 
waist high but in spots we were up to our 
chests. It was challenging terrain but this 
was a situation we had trained for. We 
felt that our training had more than pre-
pared us, so we were confident. I usually 
plan for about a kilometre an hour when 

we’re going through back woods, but in 
this case we took about half an hour to 
get prepared for the trek and from there 
it took about four hours.” 

The Canadian Rangers have a patrol 
base in the town of Behchoko, about 80 
kilometres northwest of Yellowknife and 
quite close to the aircraft’s flight route. 
They were trying to get to the crash site 
on snowmobiles but they turned back 
after several attempts to get through the 
deep snow. 

For Demtakos and Griffiths, plowing 
through bush, deadfall and deep snow 
at -25°C also presented the challenge of 
regulating their body temperature. Of all 
their clothing, the ‘arctic gear’ is consid-
ered a lifeline but it could only be worn 
once they stopped moving. They knew 
they had to get to the crash but also be 
able and ready to work once they arrived. 

Aboard the Herc, ‘bingo fuel’ arrived, 
meaning a return to Yellowknife was nec-
essary. As the Herc was leaving, it point-
ed them in the direction of the target and 

gave them the most accurate coordinates 
of the target to update their handheld 
GPS receivers. As it got dark, it became 
harder to navigate and they were slow-
ing down — spending more time peering 
along the beams of their flashlights.

When the Herc was back overhead, 
it spent the next four hours circling at 
4,500 feet above ground while the crew 
dropped all 48 of their parachute flares. 
“That light really helped us find our 
way,” said Demtakos, “We were moving 



They put their  
own lives at extreme 
risk in hopes of 
saving others and 
they didn’t give  
up until the plane  
was found.
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quicker again.” With the Herc in radio 
contact and dropping flares, they knew 
they had the support of their team and 
that lifted their spirits.

and Griffiths knew that even if there 
weren’t any survivors they would have to 
confirm that by finding the victims. Their 
task was completed. 

With the rescue effort ended and be-
fore the flares were all gone, the Herc 
crew dropped a large toboggan packed 
with a tent, food and other equipment by 
parachute. They couldn’t get to the first 
one. They found the second dropped to-
boggan but only took a few things, again 
because of the deep snow. The overnight 
camping at -35°C they described as “actu-
ally pretty comfortable.”

They spent the next morning searching 
the crash site, trying to identify the extent 
of the debris. They also found a good 
landing spot for a helicopter and, with 
the help of JRCC and the satellite phone, 
they guided it in. Back in Yellowknife 
they rejoined their crew for the return 
flight to Winnipeg. 

The cockpit voice recorder was eventu-
ally found and a Transport Safety Board 
investigation is underway.

The SAR Techs saw the operation as a 
confirmation of their abilities and the rig-
orous nature of their selection and training. 
“Big hikes like this one are rare,” said Dem-
takos. “We were glad we decided against 
jumping in to a spot near the crash site.”

 As word of the SAR operation began to 
spread, social media revealed the admira-
tion and gratefulness of northerners, such 
as this post from a Yellowknife resident: 
“They put their own lives at extreme risk 
in hopes of saving others and they didn’t 
give up until the plane was found. That’s 
a monumental feat.”

“Thank you for your service” is some-
thing SAR Techs should hear more  
often. 

The smell of jet fuel told them they 
were getting close. They began to find 
small pieces of wreckage everywhere. It 
was definitely a high-speed, low-angle 
impact. A wide swath of trees had been 
knocked down and fresh snow had al-
most covered the wreckage. Demtakos 

SAR techs head to a crash site in the most  
direct way possible.



 

subscribe today!
1.800.656.7598 | www.canadianaviator.com

SUBSCRIBE + SAVE!
one year subscription  

only $26!*
* Taxes may vary by province.
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AVIATION CAREERS

Leaders in Advanced 
Aviation Seminars

I F R  S e m i n a r s

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

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

R e a c h  y o u r  

T o d a y !

All of us in the aviation industry hear 
of pilot shortages. Most of us are also 
aware of a looming shortage of aircraft 
maintenance personnel as aging techni-
cians and engineers retire. This space has 
addressed these shortages and pointed 
interested parties to a few different ca-
reer options that are available. In this 
issue we look at opportunities with Nav 
Canada, the exclusive operator Canada’s 
air navigation system (ANS).

Nav Canada is a not-for-profit, private 
corporation that purchased Canada’s 
ANS from the government in 1996. Since 
then, all air traffic control and flight ser-
vice stations have been operated by Nav 
Canada. As air travel continues to ex-
pand, not only within Canada but also 
the traffic that transits through Canada’s 
airspace from ever-increasing U.S.-Eu-
rope flights, Nav Canada needs more per-
sonnel to handle the growing workload. 

Young people starting out with Nav 
Canada’s Air Traffic Services division 
are sent to weeks-long training courses 
(during which they are paid a salary) 
and continue with on-the-job training. 
Trainees are exposed to state-of-the-art 
technologies for which Nav Canada is 
globally famous for. For instance, train-
ees will spend time in facilities that in-
clude stunningly realistic control tower 
simulators, which are spaced out at 

various locations across Canada. 
“Nav Canada has never been content 

to just do ordinary work, and we want to 
attract people who strive to exceed expec-
tations. Our employees enjoy challenging 
and rewarding careers with competitive 
compensation,” says Nav Canada presi-
dent and CEO Neil Wilson.

Salaries for trainees depend on their 
technical stream. After successful com-
pletion of the first phase of training, sala-
ries during the on-the-job training phase 
are approximately $38,000 to $44,000 per 
year, with a significant increase once fully 
qualified or certified.

Nav Canada was selected as one of 
Canada’s Top 100 Employers for 2019, 
and is also included in Forbes’ list of 
Canada’s Best Employers for 2019.

Candidates for Air Traffic Controller or 
Flight Service Specialists must be at least 
18 years old, possess a high school diplo-
ma (or equivalent), be a Canadian citizen 
or Permanent Resident, and meet lan-
guage requirements (bilingual English/
French for the Montreal Flight Informa-
tion Region, English for all other regions).

Further information about a career 
with Nav Canada can be found by 
watching a short recruitment video 
(vimeo.com/154361086) or by checking 
out their recruitment website at take-
charge.navcanada.ca. 

NAv CANAdA CAreers
Air Navigation systems Operator seeking 
employees
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The COPA/Air Canada Pilots Asso-
ciation Career and Scholarship Guide  
has been a big success with all sectors 
of the industry facing the challenges of  
recruitment.

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

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

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

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

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

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

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

We look forward to hearing from 
you. 

CAreer ANd 
sChOlArshiP 
Guide
Contact us Now  
to Get involved

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

the licence or endorsement you are training towards, the flight school you are training with,  
and your personal contact information. 

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

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

is ayesha khan, a second year conestoga college aviation student.

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

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

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

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

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

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

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

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

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

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

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

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

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

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

By Sean Rossiter
List price $34.95 (incl. shipping)



    w w w . c a n a d i a n av i at or . c o m   4 9

to order: visit aviatorsbookshelf.ca, email admin@canadianaviator.com or call 1-800-656-7598

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

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

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

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

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

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

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

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

By Bill Grenier
$35.95 (incl. shipping)

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

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

By Jim Griffith | $34.00 (incl. shipping)

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

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

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

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

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

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

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

912 & 914
912iS Sport

Series Engines

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

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

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

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

Space is limited - Book your seats soon!

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

141HP!

(NOW AVAILBLE!)

&

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

Drawings
Municipal Applications & Permits
Airport Applications & Approvals

Transport Canada & NavCan Applications
Complete Construction

Questions? Phone 519.857.7639  
or visit www.secandco.com

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

or fax 519.679.2200

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

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

 

iPad accessories

FLIGHT SCHOOL
Flight Training  •  Flight Reviews  

 

Instrument Proficiency Checks

PILOT SUPPLIES

PHONE: 1 (USA) 513.735.9000
SPORTYS.COM

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

Professional seaPlane Training
“wesT coasT” bush and mounTain courses

PiTT meadows, bc, canada

seaPlane Training | flighT Training | charTers | sighTseeing

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

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

apexaircraft.com

Your Source for
Quality Aircraft in Canada!

2005 Cirrus SR20 — $159,000 USD

1981 Cessna 414A — $439,000 USD

2002 Piper Super Cub — $74,900 USD

2004 Cessna T182T Skylane 740TTSN
$259,900 US

1986 Beechcraft B36TC Bonanza
$290,000 USD

2012 Cessna Turbo 206H Amphibian
$625,000 USD 

Toronto Buttonville Airport

905-477-7900
apexaircraft.com

Your Source for 
Quality Aircraft in Canada!

30
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to advertise  
in service centre  

contact:  

Katherine Kjaer  
P: 250.592.5331 

E: katherine@canadianaviator.com

45 YEARS OF 
EXCELLENCE

YOUR ONE STOP SHOP FOR ALL YOUR MAINTENANCE NEEDS!

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

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

1-800-667-0522

CERTIFIED
LYCOMING & CONTINENTAL

PISTON ENGINES & ACCESSORIES

REPAIR • OVERHAUL • NDT
COMPONENT PAINTING • AIRCRAFT SERVICE

WWW.PROAEROAV.COM

WWW.PROGRESSIVEAIR.COM

GLOBAL DISTRIBUTOR OF 
CERTIFIED PISTON ENGINES & PARTS

1-800-264-6019

 

 

 

 





n
n
n

photo puzzle key from last issue

Puzzle Answers from last issue: 
1) tail of left glider extended 2) shadow of glider tail missing
3) additional brown grass strip 4) man’s legs missing
5) right glider missing wing 6) Garden gnome added
7) third stripe on right glider wing
8) extra farm building added to right side of image
9) one big cloud missing 10) small cloud doubled up

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

REFRESh YOUR MEMORY

1.	 What	is	the	angle	of	attack	closest	to	being	on	the	
wing	of	an	aerobatic	aircraft	in	a	vertical	dive?

a.  0 degrees.
b.  90 degrees.
c.  180 degrees.
d.  270 degrees.

2.	 Which	of	the	following	provides	dynamic	con-
trol-balancing	on	the	elevator	of	a	light	aircraft?

a.  the trim system.
b.  Control horns.
c.  Corrugated surface skins.
d.  luggage placed according to manufacturer’s 

guidelines.

3.	 If	you	increase	the	weight	of	an	aircraft,	what	
happens	to	its	maneuvering	speed?

a.  it increases.
b.  it decreases.
c.  it doesn’t change.
d.  it increases or decreases depending on wind 

speed and direction.

4.	 Which	of	the	following	results	in	a	change	to	an	
aircraft’s	angle	of	incidence?

a.  lowering the nose.
b.  raising the nose.
c.  lowering the flaps.
d.  slowing to stall speed.

5.	 What	is	the	name	of	the	speed	that	will	achieve	
the	longest	lasting	flight	on	a	tank	of	fuel?

a.  speed for best economy. 
b.  speed for best range.
c.  Best endurance speed.
d.  Design maneuvering speed.

6.	 Which	of	the	following	does	not	change	when	
lowering	plain	flaps?

a.  the wing camber. 
b.  the wing area.
c.  the wing span.
d.  the wing angle of incidence.

7.	 What	is	the	equivalent	weight	of	a	2,500	lb	
aircraft	at	60	degrees	of	bank	producing	a	load	
factor	of	2?

a.  5,000 lbs.
b.  3,500 lbs.
c.  2,500 lbs.
d.  1,250 lbs.

8.	 Which	of	the	following	is	a	characteristic	of	low-
ered	flaps	on	a	split	flap	configuration?

a.  the wing’s upper surface does not change.
b.  the wing area decreases.
c.  the stall speed between the outer and inner sec-

tions of the wing is split evenly.
d.  they reduce drag compared to other flap designs.

AdvEntURES in FlYing And liFE
Started off 2019 with some adventures. A childhood friend and I started out with 

some afternoon skiing at Grouse Mountain and had dinner at the summit with an 

amazing view of the lit up city at dusk. Next we went for a day in Whistler. I forgot 

how much I enjoyed snowboarding. My friend and I then parted ways as I had to fly 

for a few days. I ended up in Grand Prairie, Alberta where it was a bone chilling -40 

before windchill. When my friend and I met up again, I couldn’t have her leave B.C. 

without an off-roading experience so we went up some Squamish mountains in my 

old Toyota truck. Thankfully the snow wasn’t deep and it was a sunny seven degrees.

One week later I was taking a plane to Gold Coast, Australia to stay with a friend 

for the following week. Good times were had surfing and discovering a new part of 

the world, as well as meeting tons of people at a two day automotive event we went to.

On another note, before I left for Australia, the company announced fleet 

changes at each base. Looks like I may have to leave the trusty Dash-8 300 behind 

for something a little newer! We’ll find out soon enough. 

SAM’S JOURnEY By samuel Daigle

SPOt thE ninE diFFEREncES
Beautiful	in	its	ugliness,	the	iconic	C-46	Commando	can	swallow	a	huge	amount	of	cargo	
and	fly	it	long	distances	from	unimproved	strips	and	it’s	also	a	great	hiding	place	for	our	
PhotoShop	guru.	Make	sure	to	look	where	you	least	expect	there	to	be	something	amiss.

PREttY EASY OnE
There	isn’t	much	detail	on	a	sailplane	to	work	with	and	there’s	only	so	much	you	can	do	
with	sky	and	grass	so	most	people	got	the	differences	last	issue.	It’s	all	part	of	our	plot	to	
make	you	all	feel	comfortable,	though,	so	watch	out	in	the	future.

Photo Puzzle
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We take accessory overhauls seriously.  

With over 250 years of combined technical  

experience – and a Recommended Service  

Facility for Hartzell Engine Technologies  –  

our in-house radial and opposed engine  

accessory capabilities are simply unmatched. 

Contact us to learn how quickly we can get you back in the air.

AeroRecip.com  1.800.561.5544 | INFO@AERORECIP.COM

OUR KNOWLEDGE IS  
MEASURED IN DECADES , 

OUR TURNAROUNDS  
ARE MEASURED  
IN HOURS



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

We recently extended our TBO by 200 hours for a 

significant number of Lycoming Factory New, Rebuilt 

and Overhauled engine models. In some cases, 400-

hour TBO extensions can be approved. These extensions 

give our customers more flying time, increased cost 

efficiency, and peace of mind. 

We continually invest in the materials science research 

and development needed to increase the durability of 

genuine Lycoming engines and parts. This commitment 

to innovation comes with a worldwide support network 

that offers a level of customer service unmatched in 

general aviation.  

 

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

Contact an authorized Lycoming Distributor to purchase 

a genuine Lycoming engine or genuine Lycoming parts. 

Lycoming.com/TBO

© 2019 Avco Corporation

VISIT US AT D41 – 42
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