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COVID-19 has Changed our Lives

he COVID-19 pandemic has 
profoundly affected all of 
our day-to-day lives. We at 
Canadian Aviator Publishing 

are somewhat fortunate in that most of us 
work from home offices scattered across 
the country, so we’re already largely iso-
lated. We anticipate no interruption in the 
production of the magazines we publish 
(this one and COPA Flight). As long as the 
printers keep printing and the post office 
keeps delivering, you can look forward to 
receiving your magazines as usual.

I’d like to use this space to recognize 
that many of our fellow aviators, and 
others in the airline industry, are fac-
ing a bleak period of time over the next 

few weeks and months as commercial 
air transportation is drastically scaled 
back. Employment Insurance may help 
with the bills, but it is never the preferred 
option — pilots entered the profession 
because they want to be up in the sky, 
not penned up within four walls. Our 
thoughts go to all those affected by this 
crisis as they face these challenges.

Looking ahead, many of you may 
now be stuck at home with time on your 
hands. Why not read a book or two as 
you while away the hours, days and 
weeks you would normally spend work-
ing, going out for dinner, attending gath-
erings, fly-ins or aviation conferences 
and expos? 

Flip ahead a few pages to our Avia-
tors Bookshelf, where you’ll find just a 
fraction of the many books we carry on 
aviatorsbookshelf.ca. It’s where you’ll find 
the largest selection of Canadian aviation 
titles for sale online in Canada.

And, to help make it more affordable, 
we’ve reduced the retail price of the 
books by 10 percent* until further notice. 

Bon courage, and stay healthy!

Steve Drinkwater

* The 10 percent discount is applied to the 
retail price of the book, then normal ship-
ping rates, which can’t be discounted, are 
added. 

T

Walkaround a meSSaGe FROm THe PuBliSHeR steve drinkWater

An OPPOrtunity tO EnjOy AviAtiOn LitErAturE WhiLE StAying At hOmE

ONE STOP SHOPPING • LOWEST PRICES • SAME DAY SHIPMENT



A,N,48,11.041,16,18.132,08/23/2000, cANAdiAN AviAtioN News 20:5 A,N,48,11.041,16,18.132,08/23/2000, wAy.poiNts 20:53:03,zoo,A,NA,N,48,11.041,16,18.132,08/23/2000,20:5 A,N,48,11.041,16,18.132,08/23/2000,20:5 A,N,48,11.04

compiled by Russ Niles

n

n

nWay.PoiNts

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

A,N,48,11.041,16,18.132,08/23/2000, cANAdiAN AviAtioN News 20:5 A,N,48,11.041,16,18.132,08/23/2000, wAy.poiNts 20:53:03,zo

First CL-415EAF Flies ALPA Wants 
Laser Attacks 
Criminalized

Modern WaterboMber to See action thiS SuMMer

Jazz Pilot taken to 
hoSPital after Strike

The first production Long-
view CL-415EAF multi-

purpose air tanker flew in March 
in Abbotsford, B.C. marking the 
company’s entry into the burgeon-
ing firefighting business. The plane 
is a transition design that will lead 
to production of a new generation 
of air tankers by Longview Aviation 
Services, which is the sister com-
pany to Viking Air, of Victoria. The 
parent company Longview Aviation 
Partners bought the type certificate 
to the famous line of water scooping 
amphibs from Bombardier in 2016.

The aircraft started out as an outdated 
Canadair CL-215 with radial engines and 
other 1960s technology. All the historic 
systems were taken out of the durable 
airframe and replaced with state-of-the-
art gear that essentially made it a new 
aircraft. It has a pair of Pratt & Whitney 
Canada turboprops, a computer-con-
trolled two-door water delivery system, a 
Collins glass cockpit and a host of other 
21st century niceties. 

Viking Air created the conversion kit 
for the piston-powered airframe and 
all of the new systems were installed at 
Cascade Aerospace in Abbotsford, which 

> is across the field from Conair Aviation, 
a world leader in air tanker design and 
construction.

Longview COO Don Boitson said the 
aircraft represents the “best-value amphib-
ious firefighting aircraft available on the 
market today.” It’s also potentially the start 
of a new manufacturing enterprise to build 
new air tankers that LAS has designated 
the CL-515. The aircraft that flew in March 
is one of six modified CL-215 airframes 
that have been sold to Bridger Aerospace 
in Bozeman, Montana. The technology in 
the rebuilt aircraft is the same as that pro-
posed for the new-build aircraft and it will 
get a real-world test with Bridger.

Bridger Aerospace is one of the U.S.’s 
largest air tanker contractors and it will 
have the CL-415EAF in the air for the 
2020 U.S. firefighting season. The number 
of wildfires across the western U.S. has 
exploded in the last decade and many of 
the innovations in the new aircraft are a 
response to the challenging conditions 
these massive fires have created.

Meanwhile, the company paused pro-
duction of its Q400 and Twin Otter air-
craft due to the uncertainty surrounding 
the COVID 19 pandemic but work contin-
ued on the waterbomber. ■

The Airline Pilots Associa-
tion says pointing a laser at 

an airplane should be a criminal 
act. Commenting on a laser strike 
that resulted in a hospital visit for 
a Jazz pilot in Ottawa in late 2019, 
ALPA Canadian President said the 
problem isn’t going away. “Without 
a doubt we consider this to be very 
much an issue, a pressing issue,” 
ALPA Canadian President Tim 
Perry told the National Post. “The 
potential is there to harm the pilot 
at a critical phase of flight.” 

The Jazz first officer was pilot flying on 
final for Ottawa when he was hit with a 
beam fired from an estimated three km. 
away. He handed control to the captain 
and after the uneventful landing was tak-
en to hospital as a precaution.

Although there are sections of the Crim-
inal Code that cover such incidents, Perry 
wants a specific law against it. At the mo-
ment, the only laser and aircraft-specific 
infraction is an interim order in the Aero-
nautics Act. It bans the outdoor posses-
sion of lasers in Vancouver, Toronto and 
Montreal and their surrounding munici-
palities and within 10 km radius of a cer-
tified aerodrome.   Police can enforce the 
regulation and levy fines of up to $5,000 
for individuals and $25,000 for corpora-
tions. There are exemptions for lawful use 
(such as astronomy) of the devices. The in-
terim order was enacted in 2018 and was 
intended as a stopgap until a permanent 
legal deterrent can be formulated. ■

>
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WOAW Week Grows
76,000 GirlS exPoSed to aviation

To advance, promote and  
preserve the Canadian  

freedom to fly.
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including but not limited to:
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UAV
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• 5% discount with VIA Rail
• Monthly issues of COPA Flight
•  Website Members-only section 

which includes free guides, 
updated articles, and  
community events

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

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

•  Attending our convention to 
network and engage with 
 fellow aviators

Join now and support aviation 
in Canada today!

Canadian Owners and Pilots  
Association  

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

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

www.copanational.org

Women of Aviation World-
wide Week marked its 

10th anniversary in March with a 
record-setting number of events 
and participants.

WOAW Founder and Canadian Avia-
tor columnist Mireille Goyer said there 
were 316 registered events in 49 countries 
and 76,000 girls took part. “10 years ago, 
there were no widespread gender-specif-
ic efforts to attract women and girls into 
the industry,” said Goyer. “Today, the 
Week has become the largest industry-
wide effort to introduce women and girls 
to the industry’s opportunities.”

The signature aspect of the week is the 
Flight It Forward program, in which vol-
unteer pilots fly short sightseeing trips for 
girls and women who have never been in 
a small plane. This year, 4,786 females 
took flight in that program and another 
2,459 went to their local flight school and 
paid for a demo flight. The first of those 
7,254 participants to use it as a spring-
board to take lessons and solo an aircraft 
will win a $10,000 scholarship sponsored 

by CAE to further their training.
As part of the Fly it Forward program, 

sponsoring flight schools and organiza-
tions are eligible for awards and prizes 
that reflect the high levels of organiza-
tion and imagination that go into staging 
them, often in challenging weather con-
ditions. The week is always held the first 
full week of March and many places are 
in full winter or the turbulent transition 
to spring at that time. Those awards will 
be announced March 26.

Aerospace companies also play a big 
role in the week as it’s not only a pilot 
shortage that needs to be addressed. 
MROs and manufacturers all over the 
world invited girls to look at the vast 
logistical underpinning of the aviation 
industry and their potential role in it. 
“Most women expressed that working in 
aviation industry was not on their minds 
until this tour, but that they would like to 
take part in the aviation industry in the 
future,” said Can Doǧu, whose engine 
manufacturing company Tusas Engine 
Industries  in Turkey hosted 110 girls. ■

>
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Pickering Airport Back In Limbo
Study SayS international airPort not needed iMMediately

tailBeaconX

Your Passport to 
Global Airspace

uAvionix.com/CAtailBeaconX

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

LEARN MORE

Simplify airspace mandates by meeting them all 
with the transponder of the future.

There’s no need for a new 
major airport in the Toronto 

area for another 16 years at least 
but supporters of the Pickering 
proposal say a first phase industrial 
airport is identified as a need.

The federal government released a 
KPMG study on the future of the so-called 
Pickering Lands northeast of Toronto in 
March. It said Pearson International and 
Billy Bishop Airport can handle airline 
needs until 2036 but did suggest a single-
runway (8500 feet with future ability for 
airline use) industrial airport be built to 
take pressure from general aviation away 
from the big airports.

The federal government bought almost 
18,000 acres of rural land for a future ma-
jor airport in the 1970s and its disposition 
has been a polarizing issue in the local 
community since then. Most of the land is 
leased to individuals and some has been 
set aside for parks but the airport site has 
been preserved and every once in awhile 

the federal government dusts off the file, 
causing a flurry of local political activity.

Anti-airport forces claimed victory in 
the report (although 16 years is not that 
far away in terms of airport planning) 
saying the move toward greener enter-
prises and practices will kill the notion 
by that time.

Proponents also saw the positive spin 
in the discussion of the phased approach 
and local politicians continue to press for 
the major project. The loss of the General 
Motors plant in Oshawa has prompted 
local governments to look to the airport 
as a lucrative source of replacement jobs. 
The federal government hasn’t comment-
ed on the study or where it’s inclined to 
go with the land or the airport. ■

>
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Medicals Extended For Some Pilots

FlightSimple New Borey Dealer

covid 19 forceS PauSe in Medical QualificationS

ruSSian aMPhib ultraliGht noW available

Many pilots in Canada got 
up to a five-month extension 

on their medical certification and 
won’t have to get requalified until 
Aug. 1, 2020 if their medical lapsed 
between March 17 and June 1.

The measure was one of dozens taken 
that affected aviation during the CO-
VID-19 outbreak that began resulting in 
widespread disruption as this magazine 
was being put together in late March.

Transport Canada simply shut down 
all medical recertifications as part of the 
social distancing effort that became the 
principal means of trying to thwart the 
spread of the virus and to ease the burden 
on the medical system.

“COVID-19 poses a significant challenge 
to Canada’s healthcare system,” TC said in 
a news release. “Regulatory bodies at all 
levels of government are working to limit 
the strain on the system.To that end, all per-
sons who currently hold a valid Transport 
Canada aviation Medical Certificate (MC) 

expiring on or before June 1st, 2020 may 
continue to exercise the privileges of their 
permits, licenses, or ratings until August 
1st, 2020 subject to the conditions listed in 
the Exemption notice dated 17 March 2020.
Furthermore, no medical examinations for 

new aviation MCs will be conducted until 
at least May 1st, 2020.”

The COPA 2020 convention and IAO-
PA convention, along with Sun ’n Fun 
in the U.S. had all been postponed at the 
time, too. ■
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FlightSimple, of Calgary, 
has become the Canadian 

distributor of AeroVolga’s Borey 
two-place amphibious sport plane.

The Borey has been accepted as an ad-
vanced ultralight by Transport Canada 
and has been demonstrated by former 
COPA Director of Operations Patrick Gil-
ligan for the past year.

Gilligan flew the Borey in all seasons, 
even taking off and landing on snow di-
rectly on the hull.

The aircraft is powered by a Rotax 
912UL and has a cruise speed of about 90 
knots. It’s fully amphibious and stalls at 
about 40 knots. It can handle a half metre 
chop and takes off and lands in less than 
500 feet on land.

“The Borey is appealing in so many 
ways. With the amazing versatility of an 

amphibian, roomy cabin, latest avionics 
and comfortable yet solid flying feel, it is a 
great all around aircraft,” said FlightSimple 
President Michael Wilton. “With AeroVolga 
having proven its reliability by flying the 

>

Borey in harsh conditions, around the Po-
lar Circle, this plane is clearly well built and 
rugged. I am very impressed and happy to 
support such a wonderful aircraft and help 
bring it to the Canadian market.” ■
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convention in Wichita Nov. 21-25, 1957 
along with three or four other planes 
from Alberta.

I learned to fly at the Lethbridge Fly-
ing Club in March of 1950 and still fly. I 
sprayed for 30-plus years with aircraft un-
der the Flying Farmer Exemption, spray-
ing my farm and those of neighbours with-
in 25 miles. I sprayed with a Piper PA-18A, 
which I still have, and a 235 Piper Pawnee.

Canadian Aviator is a great read and I look 
forward to getting it every two months.

George H. Russell

oVeRdue discussioN
Please pass along my best to Robert S. 
Grant for the wonderful article he wrote 
about the young female aviatrix who 
managed to obtain her recreational pilot 
licence despite her struggles with autism 
(Differently Able, Mar-Apr 2020). 

Having met Bob a couple of years ago at 
a crew house we both shared in Thunder 
Bay (CYQT) I was elated to have met him. 
I must admit that this particular article (is 
it really a surprise?) was very well written. 

It is about time that disorders such as 
the one he wrote about were discussed 
honestly.

All the best to Bob and especially to the 
aviatrix he profiled! 

Louis-Gabriel Lavigne

iNVadeRs aNd commaNdeRs
With all due respect to Jack Schofield, 
his Jan-Feb 2020 column The Fuel Cap 
From Hell  is a good story well told ex-
cept for a couple of minor errors. 

The Douglas A20 was named ‘Havoc’ 
in the USAAF and ‘Boston’ by the RAF/
RCAF. The RCAF’s eventual highest scor-
ing squadron of the Second World War, 
418 (City of Edmonton) Sqn. commenced 
operations in 1942 with A20 ‘Boston’s’ but 
was converted, in 1943, to the ‘Intruder’ 
role in de Havilland  Mosquitoes which 
contributed in no small way to its ultimate 
success. The ‘Invader’ was the Douglas 

A26 which entered service in waning days 
of the Second World War but did not see 
combat until Korea and Vietnam. 

The other matter is with the name of 
the turboprop version for the Aero Com-
mander. The official designation was 
‘Turbo Commander’ beginning with the 
number ‘680’ to designate the horsepower 
output of each its two Garret TPE 331 en-
gines. Later models increased in size and 
power increased to as much 1,000 horse-
power per engine. The famous folk song 
writer/singer of the 1970s and 1980s, 
Roger Whitaker, used to fly his own Com-
mander 1000 across the Atlantic to his 
North American concert engagements.

I get Canadian Aviator regularly and 
read it cover to cover in one go.

Thank you for your attention.
Robert H. McDonald

iNteRNatioNal FlyiNg FaRmeRs
I take issue with the assertion in the Straight 
and Level column in the Nov-Dec 2019 is-
sue of Canadian Aviator about the date 
that the Flying Farmers went international. 
It may have been 1961 when the Manitoba 
chapter went international but the Alberta 
chapter went international in 1955.

The first meeting was on June 30, 
1955 and I joined March 25, 1956. Walter 
‘Stubb’ Ross and I flew to the national 

n

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

Lycoming
• O-235-L2C • O-320-A, E, D or H
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product reviews by Russ Niles

geaR & gadgets

Ship’s Power
Most aircraft in the air today were 
built long before anyone knew what 
a USB plug was and that’s evident by 
the tangle of wires that is a feature of 
most cockpits these days. Although 
there are all kinds of portable power 
sources for tablets, phones and other 
portables but nothing beats the tidy 
convenience of ship’s power, like the 
Garmin GSB 15. It comes in two con-
figurations that allow it to be installed 
just about anywhere in the cockpit and 
it will charge two large iPads at the 
same time while both are in use.  
About $450.
More at garmin.com

Better Ball Cap
Ball caps have become the standard headdress for pilots because of the nice big bill 
to shade our eyes, relatively light weight and simple durability. Not all ball caps do 
well in the cockpit and the good ones have evolved to become desired and even neces-
sary accessories. Flight Outfitters have a line of pilot’s hats and the bush pilot hat is 
an example. It’s made of oil cloth so its soft and pliable and looks worn in from the 
moment you put it on.  About $40. More at flightoutfitters.com

Radio Technique
We can all use some brushing up on radio 
technique but Bob Gardner’s seminal 
guide to cockpit communications goes 
behind the mic to explain why we do (or 
should do) the things we do on the radio. 
Air traffic services organizations are on 
a big push to promote correct radio tech-
nique because unambiguous communi-
cations in the increasingly complex and 
busy airspace is more important than ever. 
Read it all and then keep it for reference. 
About $25 from most pilot supply shops.
More at aircraftspruce.com

The Right 
Extinguisher
Fire in the cockpit is the most dreaded 
in-flight emergency but a fire extin-
guisher can make the issue even worse. 
Household powder and carbon dioxide 
extinguishers can damage vital systems 
or make cockpit conditions unsafe so the 
best extinguishers use halon or halotron 
to kill the fire without killing the equip-
ment and occupants. Halon is legal for 
aircraft use but is an ozone depleting 
compound so it’s getting rare and expen-
sive. Halotron is the environmentally 
friendly replacement but it takes twice 
as much to do the same job. Either will 
work and not leave residue or damage 
anything. About $150-$200.
More at sportys.com
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What It Is and Why you should ExpErIEncE It

Right Seat always learning with MiReille GoyeR

patial disorientation is the er-
roneous perception of one’s 
position and motion. Expe-
riencing it in a Barany Chair 

at a fair can be fun. However, it is not so 
much fun in an aircraft when your 
life is at stake. Every year, pilots 
fly perfectly good aircraft into the 
ground under the influence of spa-
tial disorientation. Ninety percent 
of the time, the outcome results in 
fatalities. 

I was not even a fully rated pi-
lot when I first encountered spatial 
disorientation in an aircraft. In fact, 
I was working on mastering straight-and-
level flight at the time. 

Due to my work schedule, I did a sig-
nificant portion of my initial pilot training 
at night. We were flying more-or-less level 
over the dark ocean when my instructor p
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pointed to a light in the darkness to use 
as a reference for straight flight practice. It 
was not long before I started to bank right 
and left to keep the airplane nose on the 
light — or so I thought. There is a name 

for what I experienced: autokinesis. Es-
sentially, an isolated but stationary light 
appears to move and can lead an unsus-
pecting pilot to lose control of the aircraft.

As human beings, we function well 
within steady and familiar reference sys-

tems. When the multiple references we 
normally use to stay oriented fade away 

or become unreliable, all bets are 
off.  The only guarantee is that our 
brain will yield an assessment of 
the situation that we will interpret 
as real.

To determine our position and 
motion in relationship to the Earth, 
we use three sensory systems. Our 
visual system is the most reliable 
of our senses. Ninety percent of 

our orientation data comes from our 
eyes. Vision overrides conflicting sensa-
tions from other sensory systems. The 
vestibular system, our inner ear appa-
ratus, serves as our internal gyro. This  
redundant system — one per ear — 

“The veSTibulaR SySTeM, 

ouR inneR eaR appaRaTuS, 

SeRveS aS ouR inTeRnal 

GyRo.”

The transition from VMC to IMC is the most  
dangerous time for spatial disorientation.
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senses motion and gravity. Lastly, the 
somatosensory system includes hear-
ing and nerves. Hearing can help with 
distance from sound sources, as well 
as power and speed information, while 
nerves act as pressure sensors enabling 
pilots to sense G-loads, for example. All 
three sensorial systems are prone to er-
rors. Pilots have little control over the 
symptoms, but they do have some op-
tions to prevent and overcome them.

Prevention begins with awareness. Be-
coming knowledgeable about conditions 
conducive to spatial disorientation is key. 
Restrictions to vision, such as darkness 
and visible moisture, increase the odds 
of experiencing spatial disorientation. So 
do inadequate visual references, such as 
a false or inexistent horizon. 

One of the most treacherous phases of 
instrument flying is the transition from 
visual to instrument meteorological con-
ditions (VMC to IMC) and vice versa. 
Cloud bases, sides and tops are rarely 
well defined and evenly lighted. More-
over, air density is slightly lower inside 
clouds, so the transition also involves a 
change in control effectiveness. 

Experienced instrument pilots know to 
‘get on instruments’ long before they enter 
clouds and stay on until cleared of clouds 
to avoid becoming disorientated. They 
also minimize head movements while in 
the ‘soup’ to prevent setting off mislead-
ing sensory signals in the inner ears. 

Pilots who enter instrument condi-
tions inadvertently tend to not fare well. 
In the 1990s, the University of Illinois in-
vited twenty VFR pilots to fly a simulator 
specially programmed to replicate flying 
into IMC. Within 20 to 480 seconds, all 
the pilots in the study entered graveyard 
spirals that would have ended in uncon-
trolled flight into terrain or roller-coaster-
like oscillations that became so intense 
that they would have resulted in struc-
tural failure of the aircraft. 

Instrument-trained pilots are not im-
mune. Ara Zobayan, Kobe Bryant’s heli-
copter pilot, had more than 8,500 hours 
of flight experience and an instrument 
rating but no actual IMC experience. 
While the cause of the accident is still 
under investigation, the initial factual 
report indicates marginal VFR condi-
tions and a high-speed spiral dive prior 

to striking the ground. John F. Kennedy 
Jr. was in the process of obtaining his in-
strument rating when he dove into the 
ocean while flying VFR but in hazy con-
ditions at night.

Because our visual system can over-
come conflicting sensations, using ac-
curate visual input — trust the flight in-
struments — is key to overcoming spatial 
disorientation successfully. Partial flight 
instrument availability in IMC can pres-
ent a serious spatial orientation challenge, 
even for the best-trained instrument pilot.

An autopilot is a good tool to avoid in-
advertent mismanagement of flight con-
trols. However, its usage may also lead 
some pilots to relax their instrument scan 
and become more sensitive to the vestib-
ular and somatosensory signals. 

All pilots receive some spatial disori-
entation and unusual attitude training, 
yet the number of accidents linked to 
spatial disorientation remains steady. 
The quality and length of the training 
makes a difference.

There is little challenge in recovering 
from a nose-up or nose-down unusual at-
titude when our senses and our brain are 
operating correctly. Far too often, that is 
exactly how instructors approach unusu-
al attitudes training. 

To their defense, it is actually difficult to 
induce spatial disorientation on demand in 
simulated conditions, but it is not impos-
sible. First, the view-restricting device used 
must be truly restrictive. Then, the student 
must inadvertently fly him- or herself into 
an unusual attitude. Asking them to lower 
their head, chin to the chest, and close their 
eyes while manoeuvring the aircraft as in-
structed will lead to spatial disorientation 
sooner rather than later. Instructors must 
have the patience to let students get them-
selves into trouble due to spatial disorien-
tation before allowing a recovery to make 
the training somewhat effective. 

Spatial disorientation is just a theory 
until it is actually experienced. Someone 
who has already felt the unsettling sensa-
tions and confusion is more likely to rec-
ognize them and act appropriately before 
it is too late. 

If you have yet to experience spatial 
disorientation while flying, please seek 
a training opportunity before your next 
flight. 
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Pilot Grounded
Pneumonia Diagnosis LeaDs to HosPitaLization
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he sixty-year-old commer-
cial plot attended his local 
Civil Aviation Medical Ex-
aminer (CAME) for his an-

nual medical examination. His answers 
to all the screening questions were nega-
tive, although he did mention that he had 
been bothered by a dry cough for the last 
several days. The examiner noted that 
the pilot was a smoker who had quit af-
ter 20 pack-a-day years about five years 
earlier and he had been diagnosed with 
early Chronic Obstructive Pulmonary 
Disease (COPD) by spirometry, which 
had not affected his medical clearance 
since it was mild. The examiner took 
special care in examining his respiratory 
tract and found nothing unusual. Since 
the pilot had no other symptoms, the ex-
aminer was content to sign him off as fit, 
but he advised the pilot to seek further 
medical attention promptly should his 

T

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

symptom worsen, or he develop other 
symptoms of illness.

The pilot noted this advice but didn’t 
give it much more thought as he had 
had a few coughs before. However, sev-
eral days later his symptoms did worsen, 
and his cough became worse, deeper and 
heavier, and he thought he had noticed 
a slight fever. When the cough became 
just a little worse accompanied by some 
fatigue, the pilot decided to make an ap-
pointment with his family physician. He 
was seen three days later at which point 
his symptom complex consisted of moist 
cough, fever, fatigue and with some 
shortness of breath. 

Due to his smoking history and early 
COPD, the doctor was quite concerned. 
He ordered a chest X-ray and pulse ox-
imetry (fingertip blood oxygen measure-
ment), which confirmed a diagnosis of 
pneumonia when the doctor reviewed 

the results two days later. The family 
doctor called the pilot and, after being 
told that he was feeling even worse, the 
pilot was advised to proceed to the hos-
pital for admission. Admission is usu-
ally reserved for patients who are very 
ill with pneumonia and starting to show 
other signs of compromise (like reduced 
blood oxygen in this case).

Pneumonia is an infection involving 
the lung’s alveoli, or air sacs, and is con-
sidered one level below bronchitis (ana-
tomically) and one level above bronchitis 
(in seriousness). It is common worldwide 
and affects more than 450 million people 
annually. It remains the leading cause of 
death in developing countries, with the 
very old, the very young and the chroni-
cally ill most susceptible. It was referred  K
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Pneumonia is a life-threatening condition that takes 
time to resolve.
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to at the time as the ‘Captain of the Men 
of Death’. It has also been called ‘The old 
man’s friend’ for its tendency to shorten 
the suffering of the chronically ill. 

There are five different possible causes 
of pneumonia: bacterial, viral, fungal, 
parasitic and non-infectious, in decreas-
ing order of incidence. Fifty percent of 
pneumonia cases are caused by the bac-
teria streptococcus, or strep. Pneumonia 
or pneumococcus can usually be effec-
tively treated with antibiotics (although 
antibiotic resistant strains are increas-
ing). Other bacterial examples are he-
mophilus, chlamydia and mycoplasma, 
among others. Tuberculosis is another 
type of bacterial pneumonia which is 
characterized by very indolent and in-
sidious progression. Viral pneumonia 
is the second most common cause rep-
resented by such viruses as coronavirus 
(now known to all of us), rhinovirus and 
influenza. Examples of fungal causes 

are uncommon, but types are histoplas-
ma and pneumocystis. Parasitic vectors 
include toxoplasma and plasmodium 
(malaria). A non-infectious example is 
lipoid pneumonia due to the deposition 
of lipid or fat in the lungs.

Pneumonia is further classified as 
community-acquired or health-care ac-
quired, as the agents of transmission can 
vary from one location to another. Our 
pilot example was a case of community-
acquired as he hadn’t been to a hospital, 
clinic, nursing home or other similar fa-
cility. He felt rather embarrassed after be-
ing admitted to hospital for a cough but, 
in the developed world, between 22 and 
42 percent of adults with pneumonia are 
admitted to hospital. At the hospital his 
chest X-ray was repeated, and blood and 
sputum cultures were obtained. These 
cultures identified streptococcus pneu-
monia as the cause, which was good 
news for this  pilot. The cultures also 

revealed which antibiotics the bacteria 
were most sensitive to, and this drug was 
started intravenously. 

It didn’t take long for the pilot to be-
gin to feel better and, within three days, 
he was discharged on oral antibiotics 
which he was warned not to discon-
tinue until they were finished a week 
later. By two weeks after admission, his 
fever and shortness of breath were com-
pletely gone and his cough and fatigue 
were much improved. The pilot de-
cided to check back with his CAME to 
see when he could resume flying after 
his family doctor said he was pleased at 
his follow-up. The CAME, after being 
thanked for his warning, advised the 
pilot that it would be best to wait about 
another two weeks to return to flying 
to allow the fatigue and cough to clear 
a little more. His cough was probably 
non-infectious at this stage but that was 
the safest approach.

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
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On the Step float flying With keith Saulnier

Springtime in the Backcountry
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It’s What Makes Float-FlyIng so attractIve

ay and June mean one thing 
for many of us who are out-
door enthusiasts and who 
happen to also fly floats. 

Walleye-opener in May and bass-open-
ing-weekend in June. Throw in the fact 
that most trout are in the rapidly warm-
ing shallow waters this time of year look-
ing for an easy meal and my taste buds 
are ready for action. These events are a 
force driving my family to get out of the 
house, get out of town and into some of 
the deepest, most remote bush we can 
find. Often these backcountry waters 
have only a boat with some ancient oars 
under it and nothing else. If there ever 
was a dock there, it has long since rotted 
or been torn away completely by reced-
ing spring ice. With a little scouting ahead 
and pre-thinking, beaching your aircraft 
will be just an anecdote on a truly won-
derous adventure.

Nothing gets me more excited in north-
ern Ontario like the Victoria Day long 
weekend. Where I grew up in Ignace, On-
tario, we simply called it ‘the opener’. The 
start of walleye season grabs a hold of you 
and dominates your thoughts. I begin to 

M
get gold fever as soon as the ice starts pil-
ing up on shorelines. That wait from the 
moment the ice is too thin to safely fish, 
to when I can actually cast my jig into the 
tea-coloured waters of known walleye hot 
spots is excruciating. That hunt for swim-
ming gold always puts a grin on my face 
and truly gets the blood pumping.

 The lakes where I fish for walleye 
tend to be rocky in nature. This means 
that finding an appropriate spot to beach 
may be a bit more cumbersome. Due to 
the tea-coloured water, walleye thrive, 
but that same water may only carry a 
depth visibility of two feet or less. I try 
several different tactics to gauge the situ-
ation before I even attempt to land, let 
alone beach. Google Earth is a wonder-
ful tool. I like it for beaching because it 
shows the shoreline over a period of time, 
sometimes even decades. Using the time 
tool, boulders and rocky points may re-
veal themselves during a low-water-level 
year. Next, I like to speak with people 
who have actually flown into the lake 
in years past. As previously mentioned, 
float pilots are a tight group and are more 
than willing to share safety tips and safe 

beaching areas. However, nothing beats 
a solid flyover and inspection. Do your 
best to inspect the entire landing field and 
planned taxi route to shore. I look for out-
of-wind bays that will have as little wave 
action as possible to prevent rubbing 
damage while the airplane is tied up.

Once on the water, speed becomes the 
main factor. I maintain just enough for-
ward momentum to be able to keep my 
intended line as I fight off the effects of 
wind and current. Once I am close enough 
to shore, I do my final inspection and look 
for the smoothest rock formation possi-
ble. Hopefully, glacial ice and seasonal ice 
have shaped and ground the rock down 
to form a relatively gentle ramp. Unlike 
many other beaching techniques, this is 
a gentle, power-off approach. I often end 
up paddling in the last few feet to ensure 
that my floats contact the rock as gently 
as possible. At this point I secure the air-
plane to the nearest pole pines and head 
out to test my luck, rod in hand. I tend 
to check in on the beaching situation sev-

Early season float flying means bass fishing in 
Northern Ontario.
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eral times while fishing and I don’t like 
to leave the airplane beached like this 
for overnight camping. Muddy bays and 
sandbars are more suited for that.

My favourite bass and trout lakes are 
clear, clean and are more often than not 
postcard-worthy material. At this time 
of the year the female bass have left the 
nest and the males continue to patrol the 
general area to protect their young and 
genetic legacy. They tend to be aggressive, 
hitting most anything thrown in their di-
rection. We can expect large numbers of 
fish caught and like to use barbless hooks 
for easy catch and release. Although, 
smallmouth bass have a light flaky meat 
that is slightly sweet and one or two usu-
ally end up in a pan over an open fire. 
Trout lakes are often cold and deep. The 
ice generally goes out of these lakes last. 
At ice-out the sun’s energy literally fires 
up the food chain in the shallows. Insects 
begin their life cycle, minnows and small 
forage fish turn to the shallows as they are 
attracted to this easy protein source after 
long winter days under the ice. Trout, 
in turn, chase all of the above, being at 
the top of the food chain. I like to throw 
spinners and smaller Little Cleos in areas 
where a shallow-water shelf connects to a 
deeper water basin. The fish tend to move 
from the depths to the shallows, feasting 
and resting.

On clear-water lakes it is easier to spot 
underwater hazards during an overflight 
inspection, but judging an appropriate 
beaching spot can be tricky. Cowichan 
Lake, on Vancouver Island, has a healthy 

rainbow trout population and a mix of 
majestic mountains and gin-clear water 
that is tough to compete with. The prob-
lem is, the water is so clear that gauging its 
depth can be an issue. When picking out a 
suitable bay for beaching, look at how the 
sandy bottom under the water runs from 
the shoreline out to the depths. If there 
is a broad strip of bottom visible it may 
mean that, when taxiing into this bay, you 
may end up beaching earlier than you in-
tended to due to the gradual slope of the 
bottom. I like to find sandbanks that ap-
pear narrower when viewed from over-
head. This rapid drop-off should enable 
you to get much closer to shore. Please 
remember and understand the depth of 
water that your airplane needs to float. 
Clear water looks shallower than it is. 
More than once I have misjudged this and 
hopped into thigh-deep icy water think-

ing that it might just get my ankles wet. 
At this point, depending on the wind, I 
like to spin the airplane and put the heels 
of the floats as far up on shore as they can 
reasonably go. From there, it is a length 
of rope from each rear float cleat on a 45° 
angle to a suitably sized tree. Avoid let-
ting your airplane rest on smaller rocks 
embedded in the sand, if you can. The air-
plane will rock and settle into the bottom 
due to wave action as time passes, and we 
don’t want to add float repair to the day’s 
adventure story.

Beaching a seaplane on new lakes has 
become a way of life for our family. It al-
lows us to get into spots that are seldom 
travelled in the wilderness, or it gives us 
the ability to avoid the crowds at pub-
lic docks. In both scenarios, a little prep 
work, some patience and practice pay off 
time and again.  

Affordable panel retrofits or new 
builds for Advanced Ultralight 
+ Limited + Amateur Built + LSA 

  Trig Avionics  
  Aerolite
  SPORTAIRCRAFTCANADA.COM

CANADIAN DISTRIBUTOR
  Kanardia Avionics
  SkyReach BushCat
  BlackHawk Paramotors
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Sam’s Journey a Pilot’s life With Samuel daigle

Career Progression
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Moving froM regionals to the Mainline

t was the winter of 2009-2010 
when I was getting checked 
out on a Citabria 7ECA on 
skis by airline captain Francis 

Bélanger, who quickly became my friend 
and career mentor. At the time I only had 
about 100 hours in my logbook and, be-
ing only 17, still a lot of maturity and ex-
perience to gain. I couldn’t even imagine 
making it as far as him in the airlines as it 
seemed like something almost unattain-
able. Francis told me that if I wanted to, I 
could make it to the airlines.

I
Since then I’ve had many flying jobs, 

lived in multiple provinces, drove across 
the country for work a few times and, 
best of all, I got to fly all over Canada to 
places people unfortunately will never 
see. Canada hides all its beauty in the 
most remote places; locations I thought 
I’d never see and areas I never knew ex-
isted. Having done all this has given me 
a whole new appreciation of life and its 
possibilities. One job led to another, and 
my experience grew substantially over 
the years.

Fast forward 10 years from my Cita-
bria check ride and here I am, hired at 
the same airline as Francis with a fresh 
Boeing 767 type rating in my pocket. I 
just recently finished all the simulator 
training and I’m now finishing up ‘line 
indoctrination’, which is basically sched-
uled flights with a training captain. My 
first-ever 767 flight as first officer was 
to London, England a few weeks ago. It 

Sam Daigle bids adieu to the Q400 on his career 
path to the 767.
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was the captain’s leg, so I did the ‘pilot 
monitoring’ duties. Heavy with fuel for 
our Atlantic crossing, we took off at a 
weight of 184 tons, which is almost gross 
weight. It was quite a new experience 
for me because of the many extra proce-
dures and communications required for 
an overseas flight. We flew 
through the night and land-
ed in Heathrow the next 
morning. Being a Beatles 
fan, I spent my layover see-
ing the sights and walking 
around various landmarks 
and famous locations such 
as Abbey Road. 

The next day it was my 
turn to fly the airplane back 
to Canada. I could really 
feel the weight as I applied takeoff thrust 
on Runway 27R, obviously much more 
mass than the Bombardier Q400 I use to 
fly. Rotation speed was 169 knots at gross 
takeoff weight; my initial impression was 

that it felt much lighter on the controls 
than expected — easy to overcontrol the 
airplane. We climbed up to 36,000 feet, 
got our overseas clearance with Reyk-
javik and away we went, over Iceland, 
Greenland and then back into Canada 
over Nunavut. My first landing in Cal-

gary was a greaser, which is always sat-
isfying. Still lots to learn about the new 
operation but a welcomed challenge.

With all the changes in my life, I can’t 
help but think back on my last years at 

Jazz. I joined Jazz Aviation four years ago 
and spent the last two years in Vancouver 
as a Dash-8 300 and Q400 captain. I made 
more friends than I ever had before, ex-
plored the Lower Mainland as much as 
I could and made use of my Land Cruis-
er to the fullest on camping and hiking 

trips. I travelled, snow-
boarded and mountain-
biked every chance I could 
get. l flew all over Brit-
ish Columbia’s beautiful 
mountainous terrain and 
enjoyed every minute of it. 
The year 2019 was amaz-
ing, and I couldn’t ask for 
a better year to complete 
this chapter of my life. This 
year, 2020, opens doors to 

new adventures with this new job flying 
further than I ever have before.

Special thanks to everyone at Jazz for 
making the last four years awesome. I’ll 
miss it greatly.  

“We climbed up to 36,000 feet,  

got our overSeaS clearance With 

reykJavik and aWay We Went, over 

iceland, greenland and then back 

into canada over nunavut.”

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



ebruary 18, 1943 would turn 
out to be a bad day for Con-
solidated Liberator number 
586 of the Royal Canadian 

Air Force, usually stationed at Gander 
airfield in Newfoundland. On this day, 
the four-engine bomber was on a flight 
from Iceland to its home base, but bad 
weather was forcing it to divert to Goose 
Bay in Labrador, a base run by both U.S 
and Canadian forces and a key link 
in the route of American- and Cana-
dian-built combat planes between 
North America and Europe. The bad 
weather that was causing the diver-
sion brought heavy icing to the large 
bomber, and developing engine trou-
ble added to the crew’s woes. First 
one, then another engine died, and soon 
the two remaining, overworked, power 
plants were spitting fire. 

Goose Bay and safety was less than 20 
miles away, but flight could not be main-
tained, and the pilot was forced to put 
the aircraft down in the frigid Labrador 
wilderness. Crew members F/O J. Camp-
bell, navigator F/L G. Harland, WAG M. 

Historic AircrAft Under reconstrUction

Liberator Re-Consolidated

“Why bother?” I asked Maher in a re-
cent chat in his garage. After all, crashes 
such as this one were all too common 
during the war years and, while tragic for 
the associated loss of life, seldom excited 
interest in later years. Maher became in-
trigued, he said, when friend and fellow 
aviation enthusiast Darrell Hillier uncov-
ered the compelling history of the aircraft.

Built for the United States Army Air 
Force (USAAF) as a B-24D-65-CO, 
the aircraft  was later transferred to 
the Royal Air Force in Britain and 
finally to the RCAF where it was 
known officially as a G.R. Mk. V, se-
rial number 586.

Eventually 586 found itself sta-
tioned at Gander in 1943, part of 

No. 10 Bomber Reconnaissance Squad-
ron, RCAF. In September of that year the 
plane attacked and sank German subma-
rine U-341 off the Newfoundland coast 
and two months later would attack and 
damage a second U-boat, making it one 
of Canada’s most successful combat air-
craft. For its performance in the RCAF 
and its association with Newfoundland, 

newfoundland aviation with gary hebbardOn the rock
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Gilmour and WAG A. Jones survived. 
Passenger D. Griffin, hitching a ride from 
Iceland, was killed in the forced landing. 
It was several days before the survivors 
were rescued, but the ravaged remains of 
Liberator 586 lay largely undisturbed for 
the next seven decades.

A few years back, an aircraft engi-
neer named Robert Maher, working for  
regional carrier PAL Airlines in St. John’s, 

gained possession of the remains and they 
eventually found their way to a funky but 
very functional garage on his rural prop-
erty. With 23 years of experience under his 
belt, Maher was well qualified and confi-
dent he could restore the battered wreck 
to the point that it would be suitable for 
museum display, although restoration to 
flying status was out of the question.
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“I’d hate tO see the 

aIrcraft, as hIstOrIcal as 

It Is...end up In a landfIll.”
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Maher, Hillier and others determined it 
was worth the effort to save this piece of 
wartime aviation history.

“I’m just a bit of an aviation geek. I hate 
to see anybody cut up an airplane and just 
throw it in the dump,” Maher explained, 
surrounded by pieces, large and small, of 
battered metal littering his garage.

With the help of his employer and 
many other individuals and sponsors 
such as the town of Happy Valley/Goose 
Bay, the Woodward Group of Compa-
nies and several others, Maher was able 
to accomplish the difficult feat of trans-
porting tons of wrecked airplane to his 
(sometimes) heated garage hundreds of 
miles from the Labrador wilderness and 
thus begin the long, involved and com-
plicated job of making the pile of parts 
resemble an airplane again. 

“Basically”, said Maher, “I told every-
body I’d like to try to save this aircraft. I’d 
hate to see the aircraft, as historical as it is, 
and the connection it has with this prov-
ince, see it end up in a landfill.”

In addition to his engineering skills, 
Maher also does as much research as 

possible on any project he takes on. In the 
case of 586, he was especially fortunate 
to track down and speak with 92-year-
old Doug Campbell, co-pilot at the time 
of the crash. With some more digging, 
he also located and interviewed Bruce 
Murry, who was the navigator of 586 at 
the time of the U-420 sinking.

“If I had known I was going to be rebuild-
ing a B-24 Liberator in my garage, which is 
24 by 28 feet, my garage would be a lot big-
ger,” Maher quipped. “I’ve got every last 
piece that I could find of that airplane.”

Since starting the project several years 
ago, he has relied on volunteers to help 
out. Shift work gives him periods of time 
off when he can devote time to the job, 
with the help of others or by himself. 
To date Maher says he has spent a lot of 
time repairing stringers and belt frames, 
totaling about 3,500 linear feet. He takes 
broken and bent parts, straightens them 
and repairs them as necessary, and then 
pieces everything back together. Where 
necessary, he replaces aluminum skin 
panels with new material, but seeks to 
keep everything as original as possible.

Robert Maher is rebuilding a Liberator in his garage 
at home.

“It seems to be working pretty good.   
I’ve never done this before, so basically 
I’m taking my time.”

Currently Maher is rebuilding the tail 
section from the bomb bay doors back. 
He has all the necessary pieces, including 
the twin vertical stabilizers that made the 
bomber so distinctive. He’s even found 
some parts from another crashed B-24, 
including an intact landing gear. He›ll be 
happy, said Maher, if he can restore the 
plane to the point where people will rec-
ognize it readily as a B-24. Once completed 
the plan is to return the plane to its war-
time home in Gander for display at the 
North Atlantic Aviation Museum there.

With a bit of luck and a lot of hard work, 
aviation enthusiasts should soon be able to 
visit this unique piece of RCAF and New-
foundland history and honour the brave 
men who flew her with such distinction 
during the Second World War. And per-
haps give a nod to Maher, Hillier and the 
many volunteers who made it possible.  
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hangar talk With jack schofieldflying stories

A Pilot’s Journey log

The Last Entry

ack in the summer of 2010 
I received a phone call at 
my home in Victoria, B.C. 
It was a gruff voice that 

didn’t identify itself, just asking, bluntly, 
“Do you write books?” I knew immedi-
ately who was calling. “Yes Daryl, I write 
books,” I replied. “Well come over here 
and write mine,” he said. “There’s a pass 
for you at our counter at YYJ. Come over 
on the first flight in the morning. If you’re 
lucky I’ll buy you lunch—it’s Tube Steak 
Tuesday.”

“Whatever that is,” I thought, as I agreed 
to be on that early morning Pacific Coastal 
flight. I then said goodbye to Daryl Smith, 
the founder and president of Pacific Coast-
al Airlines, before hanging up.

We have all said goodbye to Daryl 
Smith just a few weeks ago, as I write 
this, back when he passed away sudden-
ly at his home in Powell River in early 
February. We lost a giant in this industry 
on that Saturday and, if you knew him, 
even casually, you lost a good friend.

I sat down in Smith’s office with him 
on that first Tuesday morning meeting 
and, in preparation to writing his biogra-
phy, recorded his statistics: Born in Port 
Alberni, British Columbia in 1939 into a 
logging family. “My Dad had his own rig 

B

with one of the major B.C. logging out-
fits, Smith approached management to 
see if they would guarantee him renewal 
of his contract so that he could buy a new 
truck with the assurance he had work for 
it. The company management wouldn’t 
commit themselves, so Smith parked his 
truck, took flying lessons from Skyways 
in Fort Langley, got his commercial pi-
lot licence, joined up with Dan Schue-
tze and bought out Wilderness Airlines, 
establishing the new single Cessna 180 
seaplane airline at Bella Coola on B.C.’s 
North Coast. 

From truck driver to coastal seaplane 
pilot and airline founder, all in five 
months. “Not too bad for a beginner,” he 
laughed, when recounting this early his-
tory. One of the other fascinating histo-
ries Smith told me during those sessions 
was how he met the famous B.C. logging 
contractor George Percy.

“George had a logging operation at 
Talliome,” Smith explained. “I called 
there one day to promote Wilderness 
Airlines. We weren’t getting any of their 
business and were missing out on a lot 
of charter work and all the crew changes. 
Percy heard me out but nothing conclu-
sive came from the call until a couple of 
weeks later when I was flying up North 
Bentinck Arm on a grey, drizzly day with 
a heavy overcast almost on to the deck, 
not a breath of wind, absolutely glassy 
water. I was concentrating on staying 
just above that mirror-like surface when 
something strange appeared out of the 
clag in front of me. 

“I thought it was a big log with a branch 
sticking out of the water but when I came 
abeam of it, it turned out to be a sunken 
floatplane upside down with a guy in his 
shirt-sleeves standing on the bottom of 
the floats waving his arms at me. I just 
did a glassy water landing straight ahead 
then taxied back and drifted up to the 
front of the sunken plane. Who should 
come aboard soaking wet and happy to 

and contracted to any one of the thirteen 
major logging outfits in B.C. Taught me 
all I know about trucks; how to drive 
them, how to maintain them. I ended 
up doing the same thing—well, nearly 
the same thing as my Dad. We moved 
to wherever he landed a contract. Got to 
know a lot of logging towns.” 

Tube Steak Tuesday? It turned out to 
be an established and popular institution 
at YVR’s south terminal. A sidewalk ex-
tension to the terminal’s restaurant, serv-
ing only those big, fat hotdogs in a bun, 
all supplied by Smith himself, for lunch 
on the first Tuesday of every month with 
the total sales proceeds for the day going 
to one of his worthy charities. The real 
Daryl Smith started to show.

The people in security at YVR and YYJ 
got to know me so well during the next 
month that they didn’t make me take off 
my shoes each time I travelled. Perhaps it 
was my socks they didn’t like, but in any 
case, the King Air with the West Coast 
scene painted on the tail became my morn-
ing commute as Smith laid out his life in a 
series of anecdotes for his book, which we 
had agreed to title ‘A Pilot’s Journey Log’. 

Here’s one of those anecdotes that tells 
you a lot about the man. Back when he 
was driving a logging truck on contract 

A Pacific Coastal Airlines Beechcraft 1900 on the 
ramp at Vancouver International Airport.
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be rescued? George Percy himself. The 
plane was his personal Cessna 172 and 
he had made the classic misjudgment 
in these conditions and ended up flying 
into, instead of onto, the water. 

“We got a lot of business from George 
after that,” laughed Smith, “and he later 
became an important partner with me in 
the Powell Air adventure,” 

The Powell Air adventure Smith was 
referring to was his acquisition, a few 
years later when he had left Wilderness, 
of Norm Gold’s Powell River operations, 
which Smith then dubbed Powell Air. The 
true adventure was to provide scheduled 
service between Vancouver and Powell 
River with a Convair CV-440 airliner. 

This was Daryl Smith pitching for the 
big time and he, ironically, won the court 
case against bids by Jimmy Pattison’s 
then very new Air BC. This was true 
irony because, not so much later, Smith 
would team up with Pattison’s financial 
guru Ian Harris in the creation of Pacific 
Coastal Airlines performing, among oth-
er things, the Vancouver to Port Hardy 
service on behalf of Air BC. 

Pacific Coastal survived the turf war 
between the majors that was taking place 
at that time as a stand-alone regional 
service while erstwhile competitors like 
Time Air were sucked into the maw of 
either Canadian Airlines’ or Air Cana-
da’s regional services. It can be said that 
because of Daryl Smith’s strategies and 
foresight, Pacific Coastal prevailed and 
didn’t become part of all that Jazz.

If you didn’t happen to be there and 
walk the walk during those historic days, 
you might have to blow the dust off some 
history tomes. Indeed, Smith’s own book 
would be a good start, to trace the merg-
ers, buyouts and takeovers performed 
by the captains of this industry, of whom 
Daryl Smith was among the last of the 
‘greats’ to prevail. 

Lucky that this generous entrepreneur 
left us with family members in charge of 
Pacific Coastal, committed to maintain-
ing Smith’s airline with all the fine quali-
ties he represented. And, yes, Tube Steak 
Tuesday will continue.

Daryl Leonard Smith, July 26, 1939 —
Feb 01, 2020. 

the professional pilot logbook is 
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A CyCling PArAble

VFR Into IMC

t the crest of Piuma Road, 
at the peak of its steep and 
challenging ascent, you can 
pause for breathtaking views 

in every direction. Hilltops fill your view 
to your north, east and west. Between 
them, valleys serpent in close and maze-
like perpetuity. To your south, you can 
cast your eyes over the aridness of the 

A
hills that slope towards the sea, and your 
gaze can be hypnotized by the shimmer-
ing vastness of the Pacific Ocean that fills 
your spectrum of sight. On a glorious sun-
ny day, it’s a unique and powerful view. 

If you are standing on this spot, you 
are standing at one of the multitudes of 
rugged rims that form the Santa Monica 
Mountains. They are a barrier between 

the diverse inland landscape of the Los 
Angeles area’s ‘valley’ and the glimmer-
ing California coastal landmark. 

On a bicycle, this area is mecca. For the 
serious amateur or professional cyclist, 
this is a perfect place to train; such are the 
inclines, ceaselessly winding and steep. 
Pro riders chase their ‘Tour de France’ 
dreams at this place. An aviator would 

Pep Talk airmanship With Graeme PePPler
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find kinship with the riders. The views 
are spectacular and so is the weather. 
There’s a lot of blue sky in Southern Cali-
fornia for which pilots, and riders, can 
take full advantage of.

As alluring as it is on a bright cloudless 
day, things are different on an inclement 
one. And this is where the cyclists may be 
able to offer a lesson to any aviator who 
has never wandered errantly into clouds 
that envelope rising terrain.

Any cyclist who regularly ventures 
into this area will tell you that if you are 
caught on the hilltop as foul weath-
er moves in, it can be a fearful expe-
rience. As you descend into the val-
ley, violent swells of fog can break 
over the hilltops and, like powerful 
swirling waves, surge over cliffs 
and ragged edges like waterfalls. 
The clouds flush themselves in ro-
tor-like motion against the terrain 
beyond the many ridges. The turbulent 
swirls snake amid the edgy and random 
rocks that offer no impedance to the in-
exorable blanket of cloud that swiftly en-
gulfs the sedimentary surface.

It is breathtaking how quickly the sky 
can disappear, as well as the road that 
you can no longer see in front of you. In 
the blink of an eye, your route ahead is 
completely obscured. As if by the stroke 
of a dastardly wizard’s wand, you are in-
side a cloud with visual reference to noth-
ing. If not in total control of your senses, 
fear can grab you by the throat.

A cyclist familiar with such weather 
pattern development would likely think 

it inadvisable for anyone to try flying 
into something similar, especially if a 
forecast suggests that it’s likely to occur. 
However, this appears to be what pilots 
do, when they fly VFR into IMC. It takes 
no time at all to find yourself thrust in-
stantly into a life-threatening ordeal.

From the top of the Piuma Road men-
tioned above, you can see an area known 
as Calabasas. And it’s in Calabasas that, 
in January of 2020, a helicopter met a fi-
nal fate while carrying, amongst others, 
retired basketball legend Kobe Bryant. 

The facts of the crash that claimed 
the lives of all on board will lead to its 
eventual report and conclusions. What 
is known is that clouds, fog and limited 
visibility likely played key roles in the 
accident. In the winter months, this area 
is susceptible to insurgent weather that 
can turn merciless in a heartbeat. Unless 
the evidence identifies a mechanical is-
sue, it’s likely that those clouds, fog and 
limited visibility will be the smoking 
canons that drove the helicopter into the 
side of an obscured Calabasas hillside.

Still, there’s always a chain of events in 
the evolution of these accidents. Consider 
the pressure to complete the flight that 

may have led the pilot to take avoidable 
risks. A well-healed clientele with expec-
tations of getting what they paid for — 
i.e. their safe arrival to their destination 
— may have weighed on the shoulders of 
a pilot seeking to please his high-paying 
passengers. Consider too that, when one 
of your passengers is a legendary athlete 
for whom failure was notoriously never 
an option, the pressure to succeed — or 
not to disappoint — may have been 
strongly self-imposed.

A timeframe for the arrival would have 
heightened the pressure too. The 
passengers needed to get to a bas-
ketball game; a late arrival would 
have made the trip entirely point-
less. Thus, the pressure to get there 
was huge. Professionals want to 
provide what they’ve been paid to 
give; the pilot would have felt this 
obligation. But is there a time when 

it’s more professional to say, “not today”?
Pressure to perform aside, VFR into 

IMC is frightening. Ask anyone who has 
gotten away with it: surely they’ll admit 
that it’s not something you want to do a 
second time. It can happen so fast that you 
barely have the time to contemplate the 
robustness with which it spontaneously 
cloaks your every move. If you’re not 
trained to cope, you don’t have a hope.

Sometimes it’s better to leave the bicycle 
in the garage. On January 26, 2020, the cy-
clists around Piuma Road assuredly stayed 
home. Sometimes it’s best if the pilots in 
the area take notice of the circumstances 
and do the same with their aircraft. 

“...is There a Time when iT’s 

more Professional To say, 

“noT Today”?”



Let’s Discuss the communicating Part

Aviate, Navigate and Communicate

very year, pilots, often stu-
dents with little experience 
to draw from, get themselves 
into interesting situations. 

Fortunately, most of these have endings 
which are at least positive. Many of these 
situations are exacerbated by the fact that 
pilots don’t think to involve someone 
else (“I’m alone up here.”), won’t involve 
someone else (“I got myself into this mess, 
I have to get myself out.”), or simply don’t 
know who to involve.

ATC viewpoinT wiTh Michael OxnerVectors
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It’s a time-honoured joke that the 

person on the ground can’t fly your air-
plane for you. And while many jokes 
have at least some truth to them, there 
are things that outsiders can do. That’s 
where Air Traffic Services (ATS) can of-
ten be of assistance. Many times I have 
been in the position to provide assis-
tance to pilots in my years as an air traf-
fic controller, sometimes with the help 
of the flight service specialists (FSS) I 
work with.

Many VFR pilots in my region will call 
for flight following as they make their 
way from one airport to another. Most 
of these flights are happily uneventful, 
but sometimes weather changes abruptly, 
something happens to the aircraft or one 
of its systems, or the pilot just plain gets 
turned around.

With GPS being so prevalent, the lost 
pilot situation occurs much less frequently 
than it once did. But assisting a pilot in 
navigation, whether directly with the use 
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of ATC surveillance (mostly radar) or with 
getting a pilot to describe the surroundings 
and attempting to locate them on a map is 
something that occasionally has to be done.

Working on the east coast of Canada, 
weather changes can be abrupt and se-
vere. From fog banks rolling in, to snow 
squalls and to thunderstorms, I have had 
the odd occasion to provide pilots with 
important information that can help them 
make a better decision, possibly prevent-
ing a hazardous situation from develop-
ing in the first place.

Recently a student pilot on a solo cross 
country reported to me that he had flown 
over cloud while en route to his destina-
tion and decided to turn around. 
It turns out that he had actually 
flown over 50 nm of cloud before 
making the decision. With the 
help of radar and reports of better 
conditions from other pilots, he re-
turned safely to his point of origin.

Another student pilot reported 
“a small problem with the air-
craft” without offering further 
details and stated he would return to his 
departure point. I inquired further about 
the problem. The pilot said, “I have high 
oil temperature and low oil pressure.” 
His flight was handled with priority even 
though an emergency was never declared.

There are three points I’d like to make 
with these small stories. The first is that 
ATS personnel may be able to help if 
something goes wrong. We have access to 
information which can help a pilot make 

a good decision, be it weather-related or 
regarding facilities like nearby airports.

We also have connections that we can 
call to get more information or to relay 
information to or from the pilot, ranging 
from Search and Rescue (SAR) to firefight-
ing response at destination. Having the 
firetrucks ready near the runway could 
save precious minutes over having them 
called only upon reaching the runway if 
something goes wrong.

Secondly, knowing who to call is impor-
tant. I would advise a pilot to have a look at 
charts and the Canada Flight Supplement to 
find radio frequencies for various ATC and 
FSS units along the route of flight. Make a 

list of frequencies that could be used in the 
event that something goes wrong and bring 
it with you. These units could include ATC 
in the Area Control Centres (ACC) as well 
as towers at nearby airports, and FSS both 
in the Flight Information Centres (FIC) and 
at nearby airports served by Aerodrome 
Advisory Service (AAS), whether on-site or 
remoted to another location. Phone num-
bers for ATS facilities may also be of use 
and are worthy of noting.

Lastly, don’t be afraid of telling ATS per-
sonnel what’s going on. This is something 
that thankfully has improved over the 
years. In days gone by, pilots were averse 
to relaying important details of a situa-
tion for fear of being written up for their 
mistakes, or just not wanting to be embar-
rassed by what they did or allowed to hap-
pen. These days there has been a noticeable 
culture shift away from playing “I’ve got a 
secret!” and, overall, pilots tend to be more 
forthcoming. This is a marked improve-
ment in airmanship, in my view.

It must be understood that ATS person-
nel may not know the full extent of what 
something means when a pilot reports an 

issue in flight. For example, when 
a pilot reports a problem with a 
gauge or a system on the aircraft, 
controllers and FSS may not be 
fully aware of the potential effects 
on the aircraft’s airworthiness or 
the pilot’s ability to handle the 
aircraft. Only a small percentage 
of ATS personnel have any pilot 
training and we’re certainly not 

checked out on all aircraft types. This is 
why it’s important to be direct in commu-
nicating the issue and sharing informa-
tion early — the more details on what’s 
happening that are shared, the earlier a 
solution can be discovered, reducing the 
snowball effect.

So while we can’t fly the aircraft for you 
or fix it in flight, we might just be able to 
help you somehow. But you won’t know 
until you call. 

“...the MOre details On what’s 

happening that are shared, 

the earlier a sOlutiOn can  

be discOVered...”

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

CERTIFIED
LYCOMING & CONTINENTAL

PISTON ENGINES & ACCESSORIES

WWW.PROAEROAV.COM WWW.PROGRESSIVEAIR .COM

GLOBAL DISTRIBUTOR OF 
CERTIFIED PISTON ENGINES & PARTS

REPAIR • OVERHAUL • NDT
COMPONENT PAINTING • AIRCRAFT SERVICE



The Longest Night
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A 17-Hour, TrAns-PolAr FligHT To indiA

ome trips are simply flights. 
Others are aerial voyages. 
Planned at nearly 17 and 
half hours, this mission was 

firmly in the second category. Ongoing 
political tensions between India and Pak-
istan resulted in a closure of the latter’s 
airspace to overflights, meaning a new 
route from Vancouver to New Delhi was 
required. To avoid Pakistani airspace al-
together, we’d first head north to within a 
whisker of the Pole and above Greenland 
and Iceland before carving down over 
Scandinavia and into Russian airspace. 
From there it was a run over Turkey, Iran 
and Oman before a hard left turn and 
then northeast to New Delhi. 

The flight was ETOPS (Extended Twin-
engine Operations), a result of there be-
ing no usable airports within one hour’s 
flying time of portions of our planned 
route. The actual ETOPS segment began 
a couple hours out of Vancouver and con-

S
tinued over the Canadian barrens and on-
wards to the vicinity of Iceland. Extended 
Operations comes with special rules that 
include specific weather limits that vary 
from the time of flight planning to the 
flight actually entering ETOPS airspace. 
Flight Dispatch had produced a flight 
plan (all 59 pages of it) that included re-
ports of good ride conditions but poor 
High Frequency radio reception. By vir-
tue of the high latitudes of our route, sat-
ellite reception would also be limited, so 
for a period of time we could expect to 
be ‘running silent’, without reliable coms.

It is my habit to study complex routes 
days in advance of departure, and it 
turned out the other three pilots arrived at 
our flight planning centre having done the 
same. After a brief chat with our dispatch-
er, we headed off to the departure gate.

Actually getting a wide-body away from 
the gate is a miracle of both logistics and 
teamwork. More than 100 people are di-

rectly involved in the process. As my three 
guys headed to the flight deck to prepare 
the Boeing 787-9 for departure, I hung back 
to brief the service director, the playing 
coach of an 11-person team catering to 300 
passengers over a 17-hour period. Drinks, 
snacks, duty-free and meal services are all 
planned down to the minute. When I final-
ly arrived at the pointy end, the crew was 
well into the pre-flight. An hour later, ATC 
clearance in hand and 100,000 kilograms of 
Jet-A boarded, we pushed back for our first 
destination — the Vancouver International 
Airport De-Icing Centre.

During the pre-flight phase I like to 
get a feel for my flight deck colleagues. 
Typically, I pair the more experienced 
drivers with the newer pilots, then struc-
ture rest breaks around everyone’s body 
clock. Our cruise relief pilot had opened 

Expert Pilot Fly like a Pro with RichaRd PittEt
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Moscow’s hub and spoke layout shows up on the 
way to Dehli.
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a handy app on his iPhone, one that 
worked out breaks given the planned 
time aloft. The big plan was 3-1/2 hours 
on, 3-1/2 hours off. This cycle would re-
peat once, ensuring everyone got a break 
on what was ostensibly two eight-hour 
days, plus overtime, crammed into one 
work period. A full handover briefing 
preceded each crew rotation.

The ubiquitous iPad has literally 
changed how we do business. Loaded 
with en route charts, approach plates 
and weather maps, these amazing tablets 
keep track of a flight’s progress, display-
ing upcoming FIR (Flight Information 
Region) boundaries and associated fre-
quencies. This allows us to stay ahead of 
both controllers and airspace reporting 
requirements, a real challenge otherwise, 
given the variety of accents and regula-
tions we’d encounter in 17 hours flying.

The first several hours flying were in 
Canadian Domestic Airspace, under the 
control of Edmonton Centre. Next came 
an Oceanic Clearance from Bodø Control, 
one that allowed us to transit the northern 
reaches of the North Atlantic. Meanwhile, 
several hundred miles to the south, literal-
ly thousands of airliners were eastbound 
to Europe on overnight flights. These 
were filed on the NAT-OTS system (North 
Atlantic Organized Track System). Struc-
tured to provide the maximum tailwinds 
eastbound and the least headwinds for 
westbound flights, NAT-track flights are 
typically separated laterally by 60 nauti-
cal miles, or one degree of latitude. 

To say that NAT procedures are com-
plicated is an understatement. Eastbound 
flights departing central Canada typically 
fly the NAT track system, (labeled A, B, 
C, etc.), whereas routes out of western 
Canada are more northerly and there-
fore benefit from random routes, still 
requiring oceanic clearance before leav-
ing Canadian airspace. Once an oceanic 
clearance is obtained, crews follow a very 
specific and disciplined methodology of 
ensuring the clearance in fact matches 
the programmed route. This is further 
backed up by procedures in place for a 
flight approaching a waypoint, effective-
ly backing up the backup.

The first daybreak of the mission ar-
rived with us over the High Arctic. We 
were reminded that as the earth was 

spinning east to west, we were in effect 
speeding up the day’s passage by flying 
into that rotation at 0.85 Mach. By the 
time we overflew Moscow it was night 
again. The whole effect is exaggerated 
by the season and latitude. Our first Rus-
sian controller worked Murmansk Cen-
tre, the next, St Petersburg, then Vologda 
FIR, followed by Moscow. Eventually we 
were talking to Iranian ATC in Tehran, 
that capital being a dead ringer for Salt 
Lake City from the air. Omani control-
lers with Muscat Centre cleared us over 
their capital city before handing us off to 
Mumbai and finally Delhi Centre.

An hour back from top-of-descent we 
studied the probable STAR routing and 
evaluated various approach procedures 
along with specific rules for Indira Gan-

dhi International Airport. A plan was 
made should a diversion to our alternate 
be necessary. Next came the threat as-
sessment, a new procedure that identi-
fies risks associated with the final phases 
of flight as well as strategies to mitigate 
their effects. The easy part was an IFR ap-
proach flown to minimums.

Seventeen hours and 16 minutes after 
pushback, I called for the parking check-
list. We’d departed in darkness, flown 
into the dawn, then back into darkness 
before arriving just after a second sun-
rise. With brakes set the reality hit us. We 
were halfway around the globe, but in 
another world. 

Route map showing the planned route from Canada 
to New Delhi.
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Tales from the Lakeview Bush Flying With RobeRT S. GRanT

ost Noorduyn Norsemans 
entered existence after rais-
ing themselves from piles 
of tubing and rolls of fab-

ric. In the case of one of Montreal’s Ca-
nadian Car and Foundry’s Mk V ver-
sions, nobody predicted the 600-hp Pratt 
& Whitney R-1340-powered airplane 
would unintentionally become a drama 
queen. Officially announced on May 23, 
1945, test pilot A.W. Cockle splashed the 
7,540-lb-gross-weight CF-BEM into the 
St. Lawrence River for a maiden flight on 
behalf of Toronto-based Don Cameron 
Exploration Company. Days later, it con-
tinued to Toronto Island Harbour.

With eight seats for prospectors, camp 
cooks and crew, the ‘Dependable One-Ton 
Truck of the Air’ also arrived equipped 
with a camera hatch and two-blade pro-
peller. Before flight planning to its future 
home range, the pilot found himself un-
der investigation by an air regulations 
inspector. A whistleblower without avia-
tion knowledge claimed a rowboat had 
been forced to struggle out of CF-BEM’s 
path. The aircraft, he whined, passed by a 
ferry at 100 feet.

“The ferry was forced to stop and 
change its course as quickly as it could,” 

Drama Queen
The SToried Life of a NoorduyN NorSemaN

M
the complainant continued. Coincidental-
ly, he happened to be a publicity-seeking 
reporter for the Toronto Daily Star. “Seems 
to me unnecessary and dangerous.”

No violations appear to have been filed 
and the drama dimmed. The factory-new 
example of Canadian aerial engineer-
ing blasted off in a cloud of Lake On-
tario spray northward to lands above the 
treeline. En route, a left rear door fell off 
in flight. No problem. Mechanics ham-
mered together a wooden replacement 
and the expedition carried on. To ensure 
a long, law-abiding life without licence 
suspensions, the pilot reported the set-
back. Again, understanding federal au-
thorities overlooked the affair.

Within two years of service, CF-BEM 
logged over 554 hours of incident-free 
flying time. On September 11, 1947, the 
picture changed following a flight from 
Stony Rapids, Saskatchewan. Planning 
a fuel stop at Fort McMurray, the pilot 
powered over a sandbar on the Snye 
River and settled into the silty surface. 
Almost stopped, the aircraft collided with 
parked Norseman CF-BHU and Stinson 
CF-EZU before skidding out of the water.

The pilot dutifully reported his im-
promptu cantata with a pair of competi-

tors’ airplanes and begged forbearance 
since a stranded exploration party 200 
miles into the barren lands awaited 
picking up. A crisis existed; they could 
starve before winter solidified the land-
scape. Authorities discussed leniency 
and agreed that emergency conditions 
took precedence and prevented star-
vation. However, further inquiries re-
vealed that the carnival had taken place 
at night — a strict no-no in the seaplane 
world. A 30-day licence suspension 
promptly followed.

On June 19, 1951, blue and yellow-
trimmed CF-BEM moved to Churchill-
based Arctic Wings for $25,000. With a 
137 imperial gallon fuel capacity includ-
ing the belly tank, the air service adver-
tising itself as ‘The Airline to the Farthest 
North’ intended to roam western Hudson 
Bay and inland for geological explora-
tion. Lucrative day-only flights on 312-
lb wheel-skis installed by Edmonton’s 
Northwest Industries became routine. 

Winters became hell: fabric crystal-
lized, cold metal burned and survival 
cans burst as engine oil turned to mush. 
Unscheduled landings in terrain masked p
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by rock-hard snowdrifts and constant 
whiteouts turned mediocre pilots into 
the most skilled in the world, but not 
even high-time masters of the art escaped 
melodramas or avoided frozen foreheads.

On November 13, 1952, poor weather 
chased Arctic veteran Charles Weber and 
five passengers onto precarious ground 
near the Kazan River with the intent of 
a morning departure. Snowstorms kept 
the party parked. When clear skies finally 
returned, diminished fuel brought them 
down again. A land-based rescue ex-
pedition with covered Bombardier 
snow machines clacked away from 
Rankin Inlet and Baker Lake while 
Rev. G.H Ledyard, in a small Piper-
type airplane, joined the search. 
Another Norseman launched from 
Churchill only to turn back.

A ‘Situation Quite Serious’ mes-
sage encouraged the searchers until 
Rev. Ledyard overflew a cross-like 
silhouette in the snow. Three gallons 
of fuel remained in the Norseman. Its 
interior resembled a stalactite cave, 
but all survived in fair condition 
with “…the exception of the Chinese 
cookee, age 24 years who was suffer-
ing from cold and fright,” concluded 
an RCMP report. On November 19, 
1952, replenished CF-BEM returned 
to Churchill. 

Six months later, CF-BEM again 
became the centre of attention. Dur-
ing a Churchill-to- Rankin Inlet 
charter for Boyle Brothers Drilling 
Company, pilot Gunnar Laurell en-
countered ice crystal fog obscuring 
his proposed landing area. After two 
passes, he carefully concentrated down-
ward at 20 fpm, nose high and face past-
ed to his turn and bank indicator before 
bouncing off a wind-compacted two-foot 
snow drift. During the second impact, 
a passenger slamming into a front seat 
fractured an arm. Post-landing inspection 
revealed bent longerons, wrinkled fabric 
and a shattered rear door but, for the in-
jured party’s sake, Laurell carried on to a 
Chesterfield Inlet hospital where medical 
staff suggested an immediate medivac 
into Churchill. 

The Norseman’s spectacular airframe-
cracking arrival created a torrent of pa-
perwork for regulators ensconced in far-

away Ottawa. Fortunately, they declined 
to prosecute Laurell for operating an 
unworthy aircraft and deemed him jus-
tified for moving the injured man south. 
After ferry and repairs in Prince Albert, 
Saskatchewan Government Airways de-
cided to purchase CF-BEM for $20,000. 
By March 4, 1954, ‘Canada’s Own’ inau-
gurated an easier lifestyle in tree-covered 
terrain where thousands of rock-free 
lakes provided shelter from blasting  
tundra gales.

More owners followed. Winnipeg’s 
Canadian Fish Products used the 140-cu-
bic-foot interior for delivering fresh fish 
to processing plants hammered together 
in wilderness outpost camps. Expected 
to suffer as a voiceless mover of pick-
erel, trout and whitefish, CF-BEM did 
the job well without accidents. When the 
not-so-clean servitude commenced, the 
once pristine walls and ceiling installed 
at the Montreal factory long ago became 
patched and punctured after the first 
loads of fish tubs. Hour-hungry pilots 
disregarded horrific odours emanating 
from floorboards and every space, pore 
and crevasse became repositories for mi-
nuscule fibres of rotting flesh. 

Another transposition took place 
when tourist-oriented Lac du Bonnet Air 
Park, northeast of Winnipeg, acquired 
the exhausted CF-BEM. Released from 
the daily glop of overflowing entrails on 
June 26, 1975, the hard-worked airplane 
basked in leisurely respites by spotting 
‘turkeys’ (tourists) on remote Manitoba 
and Ontario lakeshores. Appreciative 
history-minded pilots enjoyed the sten-
torian roar of the nine-cylinder radial 
shimmering the watching Jack pine nee-

dles as they eased the centre-mount-
ed throttle to takeoff power. 

After many months of inactivity 
and storage, Lac du Bonnet Air Park 
decided to remove CF-BEM from its 
flight line. By August 30, 1976, logbook 
hours totalled over 12,485. Canadian 
buyers did not step forth and, at the 
time, private pilots lacked interest or 
enthusiasm to preserve a wood-wing, 
fabric-covered airplane. In spite of 
‘Keep it in Canada’ outcries, the classic 
‘Thunder Chicken’ faced oblivion. On 
March 21, 1979, a Ministry of Trans-
port telegram stated: “Removal from 
the register is recommended.” 

Thirty-five days later, Jon R. Iver-
son of Baldwin, Wisconsin, became 
the first American owner of what be-
came N1037Z and, on April 26, 1979, 
an authorized ferry flight took place. 
Years after crossing the Canada-USA 
border, the Aviation Heritage Mu-
seum at Louisiana’s Barksdale AFB 
refinished the airplane to represent 
a USAAF UC-64. On public display, 
the Drama Queen’s forays into atten-

tion-getting adventures did not end with 
a locked down outdoor static display.

A distracted mother managed to mis-
take Reverse for Drive in her station wag-
on. One museum-goer put it plainly, “She 
knocked the ass-end off the airplane.”

A subsequent sale brought N1037Z’s re-
mains into the hands of a Canadian living 
in New Mexico. Gatineau, Quebec-raised 
Peter Houghton, whose warbird restora-
tions are known worldwide, hopes to dis-
cover a salvageable Norseman rear section 
to restore the former Arctic and boreal for-
est workhorse on Edo 7170 floats. Chances 
are, the sparkling Norseman Mk V air-
plane portrayed in a May 1947 Canadian 
Aviation issue may return to Canada.  
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Down East atlantic Flying With Don LEDgEr

Building a S-21 Outbound
RANS KitplANe pRoviNg to be veRy populAR

ike Whitehead first built a 
hangar, then he moved his 
first homebuilt, a kit RANS 
S-17 Stinger ultralight, into 

it for assembly. Having completed that 
project and signed it off, clearing it for 
flight, he spent the next three years flying 
the ‘breezy’ little ultralight year-round. 
The plane had little in the way of protec-
tion from the slipstream and the elements, 
hence the ‘breezy’ association. Regardless, 
he’d often post shots of himself flying the 
S-17 during the winter months. He en-
joyed himself to no end flying the aircraft.

Then, a couple of years later, rumours 
began to drift around the field that White-
head was taking flying lessons to obtain 
his private pilot licence. There was more: 
word was circulating about the trainee 
forking over the small fortunes required 
to purchase another kit. I was mistakenly 
under the impression that he was order-
ing the earlier pieces to the Van’s RV-4 kit-
plane puzzle only to find out late last year 
that he had stayed with the RANS aircraft 
company and had fallen for the RANS 
S-21 Outbound.

And there is lot to fall for when you 
consider the package that Whitehead 
had decided upon. It has a useful load 
of 815 lbs. It can carry 43 U.S. gallons 
of fuel plus the larger optional 6.9-U.S.-
gallon header tank, which Whitehead 
suspects will give him a 5½-hour range.  
The Outback will cruise at 155 mph/135 
kts. It can be configured for tricycle gear 
or as a taildragger. Whitehead   decided 
to stay with the more conventional tail-
dragger. When it came time to order the 
kit, he was told there was a backlog of or-
ders being filled and it would be August 
2018, before the wing kit arrived. The tail 
section kit followed with the fuselage kit 
after that. The ‘finishing’ kit arrived, fol-
lowed by the engine.

It was evident that this model of RANS 
had caught the eye of other kit builders 
as orders began to flood in to RANS. The 
company had to hire more people. An-
other CNC (computer numerical control) 

M

A RANS S-17 Stinger takes shape in Mike 
Whitehead’s hangar.
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router was purchased as well a second 
metal press to keep up with the demand. 
For a period, delivery times were an issue. 
In fact, RANS decided to keep their crafts-
people at the plant rather than send a crew 
to the 2020 Sun ‘n Fun expo this year in 
order to catch up on orders.

Whitehead stresses that help from 
RANS was first class. If he called in to ask 
their help, it never took longer than ten 
minutes for someone to get back to him 
to answer questions. “The kits are well 
organized and the plans very instruc-
tive and leave nothing for the builder to 
guess at.” 

The S-21 employs the Titan 340 engine 
for its power plant. It is a Continental/
Lycoming combination that can be con-
figured for auto fuel with 8:1 compres-
sion at 165 hp, or for 100LL with 9:1 com-
pression producing 180 hp. The spark 
plug boss on each engine›s cylinders are 
tapped for either auto spark plugs, which 
employ the Lightspeed ignition system, 
or the conventional aviation plugs.  
Other options include the Tempest fuel 
pump (p/n AF15473) and the Precision 

Silverhawk fuel injection system. White-
head has purchased both options. He 
turned the engine over to AeroTec En-
gines in Windsor Junction, just outside of 
Halifax, for assembly. “That›s one area I 
wanted to be assured was in good order 
and ready to go,” he said. 

The constant chord wingspan is 28 feet, 
with a two-place, side-by-side cabin width 
of 46.5 inches. At first glance you could 
get the impression that the Outbound is 
a fabric-covered airplane. However, the 
aircraft›s cockpit area is truss-built and is 
covered with aluminum sheeting as are 
the wings and empennage. Aft of the cock-
pit, conventional aluminum sheeting and 
bulkheads are employed.

Whitehead has opted for oversized, 
twenty-inch Aero Classic tundra tires. 
Anticipating short and possibly rough 
runways, he has doubled up on the brake 
callipers per wheel to two each, thereby 
doubling the brake-pad pressure area on 
the discs.
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The wings are in his hangar at Stanley 
airfield, to be joined by the end of April 
with the remainder of the airplane. Shortly 
thereafter, he expects to have his MD-RA 
inspection (Minister’s Delegate — Rec-
reational Aviation) completed, his cover 
then final inspection. Just a week ago (in 
March) Whitehead and fellow pilot, Tom 
Sabean, using an engine lift, wrestled the 
four-cylinder engine into place on the fire-
wall. “It took five hours to bolt the engine 
in place on its Dyna-focal engine mount. 
One hour for the first three bolts and four 
hours for the last bolt. Turns out we just 
needed a bigger hammer for the last bolt,” 
He quipped. 

Hi panel will be glass with some ‘steam 
gauges’.  

He hopes to have the airplane ready 
for its test flight in mid-summer of this 
year. I›ve known Mike Whitehead for a 
few years now and he does not strike me 
as a pilot content to fly around the patch, 
or to the occasional fly-in breakfast. I 
think he is looking for adventure both 
near and far, hence the 20-inch tundra 
tires and double brakes. If so, he has the 
plane to do it in. 

Whitehead lives on the edge of a lake. He 
was coy when I asked him if he was consid-
ering gearing up the Outbound for floats. 
“A little too soon to tell,” he answered.

For detailed descriptions of the engines 
and systems options check the RANS web-
site, which is rich with details about the 
aircraft.  
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PHOTO CONTEST
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Get NatioNal exposure aNd WiN a  
GarmiN VirB 360 actioN camera

Canadian  
aviator’s  

  
PHOTO CONTEST

Canadian Aviator is announcing its first annual photo contest. And 
to move things along in the right direction, we’ve assembled a 
series of tips, best practices and advice from some of the indus-
try’s best photographers.

The contest is open to any Canadian citizen or resident, and 
the theme, of course, must relate to aviation. Air-to-air, air-to-
ground, ground-to-air or even ground-to-ground, if the photo 
relates to aviation it can be submitted.
The winning entry will be featured in the May-June issue of  
Canadian Aviator magazine next year and the winner will also be 
awarded a Garmin VIRB 360 Action Camera.

Email your high-resolution photo to photocontest@canadianaviator.
com, and share it on Instagram (#cdnaviatorphotocontest). Our newly 
created account is @canadianaviatormag.

Win me!

photo contest
announcement

2020
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PHOTO CONTEST

One of my all-time favourite photos 
has to be from a dawn patrol I did with 
the Great War Flying Museum out of 
Geneseo, New York, in 2006. My ob-
jective was to get a dogfight shot be-
tween the museum’s full-scale Royal 
Aircraft Factory S.E.5 and their Fokker 
Dr.I triplane, a battle between the Red 
Baron and Billy Bishop. Before takeoff, 
a third pilot jumped into the mix with 

the museum’s 80-percent-scaled S.E.5. 
By putting him as third plane in trail, 
the size difference was not a factor. My 
photo plane was the museum’s Sop-
with 1½ Strutter, which was great as I 
could sit backwards and did not have 
to shoot through glass. The downside 
was all the wind from being exposed 
to the slipstream in the open cock-
pit. I took several hundred images on 

the flight as the three aircraft bobbled 
around behind me and, for a brief sec-
ond, all three fighters lined up and I 
had the shot I was looking for. All the 
other shots were nice but this one had 
the elements I was looking for: The Red 
Baron moving in for a kill on Billy Bish-
op as James McCudden comes in from 
behind to scare the Red Baron off. All 
survived to fight another day.

aviation 
PHOTOgraPHy
a VieW from a differeNt perspectiVe
By EriC DumigaN
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Another photo that ranks high on 
my all-time favourite list is from a 
shoot I did with the CWHM’s (Cana-
dian Warplane Heritage Museum) Avro 
Lancaster bomber and the RCAF 419 
Squadron’s 75th Anniversary Hawk out 
of CFB Trenton in 2016. For the Quinte 
International Airshow that year I flew as 
crew on the CWHM’s B-25 Mitchell ‘Hot 
Gen’. The photo flight was arranged in 

Tips for aspiring 
phoTographers:

 1 
First read the rules and stay 

within the guidelines and catego-

ries. you don’t want your images 

to be rejected because they are 

the wrong size, missing information or 

not appropriate for the category.

 2 
Submit images that fill the 

frame or are creat ively 

cropped. If the subject is 

small in the frame, try using 

the rule of thirds to make the image more 

interesting. Composition is everything.

 3 
make sure the subject is 

sharp. Images that are not 

sharply focused will never 

be featured.

 4 
make sure your image pops. 

whether i t  is black and 

white or colour, you want 

your image to stand out and 

attract attention. judges will be looking 

at many photos, so it is important your 

image does not blend in. Pay attention 

to contrast and colour to make your 

images stand out.

 5 
Submit images that are cre-

ative and original; show some-

thing that is not common. 

There is nothing wrong with 

enhancing your images digitally but use 

a minimalist approach. you don’t want to 

over-process your images.

the evening and I had the tail gun posi-
tion of the B-25 to myself for the flight. 
We led the 419 Moose Squadron Heri-
tage flight out over the Bay of Quinte 
area and played for 30 minutes before 
bringing the formation back over CFB 
Trenton for a pass down Runway 24 in 
trail. The air was calm and light perfect 
for the camouflaged and black-painted 
aircraft.

I’m always excited to see the images 
produced in a photo contest. Photog-
raphy, like any art, is very subjective. 
Some images are historical and capture 
a significant moment in time. Others 
are carefully crafted in Photoshop to 
create a work of art while some are just 
well taken images that stand on their 
own without any changes or other  
manipulation.
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PHOTO CONTEST

GettinG the 
rigHT SHOT
it’s Not alWays aBout expeNsiVe equipmeNt
By PETEr HaNDlEy



    w w w . C a n a D I a n aV I aT OR . C O m   3 9

airplane is moving. A perfectly frozen prop 
shot at 1/2000th of a second makes the 
airplane look like that plastic model you 
hung by fishing line from your mother’s 
clothesline and shot with your Kodak Tele-
Instamatic (been there, done that). 

Look for reflections — in puddles from 
rain the night before, in polished alumi-
num fuselages or mirrored aviator sun-
glasses.

Kodak film instructions used to tell 
you to always have the sun behind you 
— garbage — move yourself around your 
subject and see what the light does as 
you do so. Late-day sun coming through 
the canopy of a warbird with interest-
ing clouds can be really interesting. And 
watch the shadows as well; they can add 
a lot of interest to your images. 

Don’t forget clouds. Yes, pretty blue 
skies can be, well, pretty, but they can also 
be pretty boring and lack depth in the 
middle of the day. The rights clouds can 
add lots of drama to an otherwise dull 
image. Mother Nature sometimes gives 
you lemons, so make lemonade.

Practice. Practice. Practice. Digital is 
wonderful from this perspective — mem-
ory cards are cheap. Head out to your lo-
cal airport and hang out at the end of the 

aviation photography isn’t always 
about grabbing the ultimate static shot of 
your favourite airplane or freezing a per-
fect topside pass of the RCAF CF-18 Demo 
Hornet at the airshow you are attending. 
What is the difference between a good im-
age and a great image? Motion. Storytell-
ing. Energy. Timing. You want to capture 
the moment from your perspective and use 
these elements to turn a good image into 
something great, something memorable. 
As they say, a picture is worth a thousand 
words — in my books, it can be a whole lot 
more than a thousand if it’s done well.

You don’t always need the latest and 
greatest DSLR with the biggest lens you 
can hold (or afford). That skinny thing 
you keep in your back pocket all the time, 
also known as your smart phone, can do 
a fantastic job with the right subject. Re-
member, the best camera is the one you 
have with you. Some tablets also have 
decent cameras, but the ergonomics are 
questionable and, quite honestly, they 
look very goofy when you see someone 
shooting an airshow with them.

Fast shutter speeds aren’t always the 
best way to capture something moving fast 
— a blurred background and arc of a spin-
ning propeller say a lot about how fast an 

Don’T oWn a Camera?
Here’s another tip – some camera shops 

have great, and affordable, weekend rental 

deals. Pick up late afternoon Friday, return 

monday morning. Renting is a great way to 

try out new gear without taking a big hit to 

your bank account; your significant other 

would prefer it if you didn’t blow your fam-

ily vacation money on something you’ll use 

three weekends a year.

runway, or the best spotting location, and 
hang out there for a few hours on a nice 
day and experiment: fast shutter speeds, 
slow — it’s all about muscle memory 
when it comes to smooth panning shots.

Most importantly of all — airplanes 
would be nothing without people. Air-
planes become living — almost sentient 
— creatures when you add the human 
element to them. These two things to-
gether breathe life into the story and ex-
ude emotion. 

An image isn’t always complete when 
you take it. Don’t be afraid to experiment 
with post-processing — b&w can really 
enhance an image.
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PHOTO CONTEST

Photo flights can achieve some spec-
tacular images. If you combine a great 
photographer with iconic aircraft, and 
position the aircraft well, the result can 
evoke emotions and understandings that 
are far beyond the textbooks and statistics. 
People are touched by the result. They are 
moved. I’ve been involved in many such 
flights on both sides of the lens. As a way 
of transmitting history, they are invalu-
able. They can also achieve art itself.

Formation flying has risks. Any time 
aircraft come close together in the sky 
there is a chance they might collide. For-
mation rules are like firing-range rules — 
written in blood. Ad-hoc formation flights 
are a dangerous mistake. FAST (Forma-
tion and Safety Team) is the civilian stan-

safe aNd spectacular
By DaVE HaDFiElD | PHOTOS riCHarD mallOry allNuTT

air-to-air 
PHOTO FlyiNg

dard. It’s simple, comprehensive and has 
been worked out by pros. The website is 
www.flyfast.org. “Brief the flight and fly 
the brief. However, the place to learn for-
mation-flying is not in a photo-flight. Seek 
out training — learn the basics first.

Many common aircraft make lousy 
photo-machines. Glass and Perspex add 
glare and distortion. You want to be able 
to open the window or slide the canopy 
back. If you plan to remove a door, check 
the aircraft manual to see if it’s prohibited. 

The speeds must be compatible — I 
was in the Curtiss P-40 Warhawk once, in 
echelon on a Harvard. The third aircraft, a 
North American F-86 Sabre, was piloted by 
my brother Chris. I could match the Har-
vard’s speed, but it was a stall-situation for 

the jet. Chris had to cruise by the formation 
while the photographer grabbed the image 
at the right second. If the formation flies 
orbits, the aircraft with higher stall speeds 
should be on the outside.

Photographers want Perfect Light, Per-
fect Background, Perfect Framing and 
Action. A good photo-pilot needs to de-
liver these, or the mission is wasted. And 
safety must never be compromised!

One of the most professional — and 
stunningly productive — photos flights I 
ever flew was in the Spitfire IX at AirVen-
ture 2018. Scott Slocum was in a Bonanza, 
secured in the luggage bay with that door 
removed, thus facing rearwards to star-
board. The other aircraft was a Spitfire IX 
flown by Warren Pietsch. 
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Perfect Light: Slocum picked a misty 
early morning for the artistic lighting ef-
fect. This also gave smooth air for better 
formation flying. 

Perfect Background: we rendezvoused 
over a small lake to the northwest. This 
gave a dramatic shoreline backdrop with 
changing colours and patterns as we or-
bited in wide circles. 

Perfect Framing: Scott coached us as 
we orbited, “Five up… now five right… 
five back…” etc. Comms were essential 
for this. (You can’t see hand signals when 
you’re looking into the sun.) Scott moved 
me in, then out while Warren came in, 

mainTain siTuaTional 
aWareness

advice for photographers: there is never 

any reason to walk backwards on an air-

port ramp. Don’t be sliced, diced, and 

ingested. Turn around, walk forwards to 

where you want to be, then turn around 

again. and vintage aircraft are not always 

very controllable on the ground. a gusty 

crosswind or poor brakes could bring 

a propeller your way. also, once an air-

craft engine starts you cannot hear other 

engines start. Look up from the camera 

and keep aware!

then me back in for two-in-echelon shots; 
all very precise. 

Action: at the right moment, all other 
shots completed, he asked me to do a 
sharp peel-off, which gave a very dra-
matic image.

Pilots, don’t be afraid to say “No” to a 
request which adds risk, like a formation 
takeoff instead of in-stream. Photogra-
phers can also be a hazard on the ground; 
I once wanted to land a de Havilland Ti-
ger Moth on the ice of the Ottawa River 
at Montebello but was prevented — they 
got too close to the landing path. Ruts 
in the snow could have taken control  
of my tailwheel and caused me to veer, 
possibly hitting someone. (So I did four 
go-arounds, then flew home.) 

a successful photo flight begins with a good briefing 
with safety in mind.



anson
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RaRe WaRbiRd Finds neW Home in bRandon
By Jeff Bell

It is commonly said that untouched Second World War  
aircraft wrecks are becoming few and far between. Even 
in western Canada, the once common sight of yellow 
training aircraft sitting in farmers’ fields is a distant 
memory. Many of these wrecks have disappeared into 

piles of old machinery, although some have found their way into 
private collections and museums. The once common Avro Anson, 
of which there were about 4,400 in Canada alone, has become a rare 
sight. There are only a few in Canadian museums, and there are 
currently none flying in Canada. 

An 
Anson 
MArk II 
DiscovereD
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“several trees had 
grown right through 
the cockpit and 
fuselage as nature 
claimed the anson.”
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anson

Brandon, Manitoba’s British Com-
monwealth Air Training Plan (BCATP) 
Museum is aiming to change that with 
an ambitious project to rebuild, to flying 
condition, an extraordinarily rare bush 
find recovered last year.

In the summer of 2019, the museum 
received a call from a local landowner in 
Manitoba’s Interlake region about an old 
aircraft that he thought was somewhere 
on his land. An offer was made for the air-
craft such that, if it could be located and 
removed easily, the landowner would do-
nate it to the museum. 

The museum’s volunteers began to 
search the forests of the landowner’s 
property. Within a few hours, two bright 
shiny firewalls could be seen in the 
trees; a Canadian-built Anson Mk II had 
been found. The aircraft was remark-
ably intact and had been up on its land-
ing gear for many years. Although the 
engines were missing, almost all of the 
steel structure was still intact, including 
much of the wood. All of the aluminum 
fairings were also still present. The fab-
ric had long disappeared, along with 
the nose section. The wings had been 
cut off outside of the engine nacelles, 
but all of the structure was there. Much 
of the cockpit instrumentation had been 
removed, along with the seats. Most of 
the wood floor had rotted away, and ap-
parently the RCAF had taken care to re-
move the turret prior to its sale. 

The aircraft was built in July of 1942. 
The original RCAF serial number was 
lost with the fabric, although all the origi-
nal data plates and tags were still present. 
The landowner was very excited, and the 
ownership was transferred to the BCATP 
Museum.

Removing the Anson from the forest 
was a challenge. Several trees had grown 

Avro Anson Type 652A – MArk II
the first ansons to arrive in canada were British-built mk is. Equipped with the armstrong Siddeley Lynx 

engine, fixed-pitch props and manual landing gear, many of the new arrivals showed up with camouflage 

paint and bullet holes from early operational use in the United Kingdom. when the British, hard-pressed 

to defend itself in the Battle of Britain, announced it could no longer supply ansons or engines to the 

BcatP, something had to be done quickly to maintain training levels in the program. canada immediately 

ordered the cessna crane and made plans to build the anson in canada. canadian industry studied the 

ansons and realized that a unique type of anson could be built here using our available raw materials 

and skills. the anson wing could be built easily of wood, and a number of factories in canada were very 

experienced in this area. 

the structure of the engine nacelles would accept the jacobs L6-mB r915 engine, which produced 

330 hp. this would be slightly less than the British-built cheetahs, which produced 350 hp. the jacobs 

offered the ability to install an engine-driven hydraulic pump, which would make raising and lowering 

the landing gear much easier (previously a labour-intensive experience for crews as it took 144 turns 

to manually raise and lower the gear). the mk iis would have laminated wood propellers built by S & S 

aircraft co. of winnipeg.

the cabin structure would be relatively similar to the British ansons with the exception of the drafty 

‘greenhouse’ windows. a turret structure was added, and a navigator’s station was retained behind the 

pilot. much of the cockpit instrumentation and equipment was of local canadian or american manufacture.

a number of uniquely canadian modifications were added, such as closing in some of the extensive 

cabin ‘greenhouse’ windows and improving the heating system. the type was designated the avro type 

652 anson mark ii. From 1941 until approximately 1943, 1,401 mk iis were built at many factories in 

canada under the leadership of Federal aircraft Ltd. 

a final development of the anson in canada was the mk v. although the wing was similar to the mk 

ii, the fuselage was constructed entirely of molded plywood. the engines were also uprated from the 

jacobs to the Pratt and whitney wasp junior rated at 450 hp each. Equipped with variable-pitch propel-

lers, it was the ultimate development of the anson, and many served in the latter part of the BcatP and 

into the 1950s with the rcaF.

For training bomber pilots, navigators, bomb aimers, wireless operators and air gunners, the anson 

could do it all. a forgiving and straightforward aircraft, they were generally well-liked by both aircrews and 

ground crews. almost every station had at least a few of them around. P
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The British Commonwealth Air Training plan Museum 
found this Anson in a bushy area in Manitoba.

right through the cockpit and fuselage 
as nature claimed the Anson. Although 
originally up on its gear, someone had 
partially released the landing gear pins 
in the 1970s and the plane settled on its 
belly. The main spar was assessed and 
was deemed to be too rotten to sustain 
the trip to Brandon. The crew removed 
all the conduit lines and push-pull cables 
and cut the engine nacelles off the spars. 
It was amazing that, as soon as the engine 
nacelles were lifted from the ground, the 
landing gear fell into place. All the gear 
assembly was intact. The fuselage was 
then jacked up and slid onto a trailer. Af-
ter quite a bit of work, the aircraft was re-
moved from the forest it had called home 
for 70 years.

Work has already begun to assem-
ble the materials, including drawings, 
needed to build a flying Anson II. The 
museum already has a good supply of 
Jacobs engines to power the aircraft. The 
biggest challenge is the wing. The 54-foot 
span is a single piece and made largely 
of wood. The rebuilding process is ex-
pected to start in the fall of 2020 with the 
skilled volunteers of the museum doing 
the work.

The Avro Anson was developed for 
military use from an earlier small pas-
senger aircraft. Designated the Avro 652A 
Anson, the type was modified with large 
‘greenhouse’ windows, a turret, bomb 
racks, and navigator/observer stations 
and was initially used by the RAF for 
coastal patrol and training.

The Anson was used heavily at the 
start of the Second World War for coastal 
reconnaissance and patrols. Ansons were 
flown on some of the first engagements 
between the Luftwaffe and the RAF at the 
start of the war. Early on, Bomber Com-
mand utilized the type before larger, more 
modern aircraft were available. Slow and 
poorly armed, the Anson was quickly 
made into a multi-engine trainer, where 
it would be used in great numbers by the 
RAF and the British Commonwealth. 

Although often maligned and taken 
for granted, the Anson has come into its 
own. Its amazing contribution to the war 
effort will hopefully be better appreciated 
if this aircraft returns to the air in a few 
years. 

BCATp MuseuM
the British commonwealth air training Plan 

museum is the only museum that is dedicated 

to the preservation of the BcatP in canada, 

and this anson is a significant part of that story. 

the museum was formed in Brandon by 

several concerned veterans who thought the 

history and heritage of the BcatP in canada 

was being lost. this group set about to acquire 

as many artifacts as possible. the museum is 

fortunate to have a complete anson mk v and 

a partially complete anson mk i. in order to 

complete the collection, it was long felt that 

a complete and flying anson mk ii would be 

extremely important. 

many of the anson wrecks in the collection 

came from western canadian farms. after the war, 

they were quickly bought up as surplus. the wings, 

being entirely built of wood, were cut off by the 

war assets corporation and farmers towed them 

home to be used as parts for farm machinery. 

the BcatP museum in Brandon is fortunate 

to have a complete set of drawings for recently 

acquired aircraft, so hopefully construction will 

begin on a new wing soon. this will require a 

major effort, as the anson wing is quite large 

and very heavy. 



spidertracks

SpidertrackS OfferS an 
innOvative SOlutiOn

By phil lightstone



    w w w . c a n a d i a n av i at or . c o m   4 7

light tracking systems are typically used by corpo-
rate flight departments and air carriers to provide 
real-time tracking of their aircraft. Utilizing aviation 
grade hardware, combined with low bandwidth 
data connections typically delivered via satellite, air-
craft when airborne deliver their digital footprints 
or tracks to flight planners through an application 
installed on their computers. Historically, these sys-
tems were designed around the needs of business 
aviation, air taxis and air charter operators. 

Spidertracks, a New Zealand company, was founded in 2007 after a helicopter accident where 
the worst-case scenario was realized. Spidertracks’ DNA revolves around commercial general 
aviation. However, the technology is equally applicable to light fixed- and rotary-wing aircraft. 
The technology, when applied to fixed-wing aircraft, provides granular reporting, including taxi-
ing, takeoffs and landings, something that the built-in accelerometer is great at. The Spidertracks 
system is designed to support the full spectrum of General Aviation, including fleet operators. 

Being a portable device, no STCs are required and installation requirements are minimal. 
‘WATCH’ mode sends your aircraft’s position reports to the Spidertracks system at one- to two-
minute intervals after takeoff. If there is no communication between the Spider hardware and 
the Spidertracks system for 15 minutes, SpiderWatch will raise an alert to your tier-one contacts.  

Spidertracks is  
one of the longest  

serving flight tracking 
systems for GA  

aircraft.
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spidertracks

The idea is that if you don’t press the 
‘Watch’ button upon landing, a potential 
accident is presumed to have occurred and 
an alert is sent. Spidertracks uses a dedicat-
ed Iridium satellite channel which ensures 
that data is delivered on time. 

The service provides a number of fea-
tures and inflight services for both the pi-
lots and fleet management staff. The core 
system includes real-time flight tracking, 
two-way text and email messaging, flight 
track recording (Virtual FDR), real-time 
weather, a flight monitoring system and 
distress detection, an emergency manage-
ment framework, flight event monitor-
ing, historical reporting, integration into 
other systems through APIs, manual SOS 
from the aircraft and VFR/IFR sectional 
overlays. That’s a lot of features crammed 
into such a small box. Actually, the “sys-
tem” utilizes Spider hardware, data com-
munications and the Spidertracks Cloud 
to provide advanced functionality.

The design of the system is based upon 
the pilot and aircraft being supported by a 
flight department. Members of the flight 
department become the first contact to call 
Search and Rescue when an aircraft is over-
due or has deviated from its flight plan. 
Spidertracks does not include in its service 
an outsourced SAR service, such as GEOS. 

The Spider hardware (which is cur-
rently Spider 6 and 8) has three buttons: 

SOS, WATCH and MARK. Ten to 28 
VDC power is supplied through either 
the included cigarette lighter adapter or 
a hard-wired connection. The Spider 6, 
8 and recently announced Spider X have 
no built-in battery and can be placed on 
the aircraft’s glareshield in direct sunlight 
without concern it might overheat. The 
MARK button delivers a canned message 
that can be sent via SMS or by email to 
a pre-set list of colleagues, friends, fam-
ily or other contacts. The system sup-
ports four canned messages, definable 
on the website, such as: ‘Taking Off’, ‘Just 
Landed’, ‘Need Fuel’, etc. The hardware 
has a Universal Aircraft Interface port, 
which allows integration with aircraft 
hardware and related messages (e.g. ‘Fire 
Bucket Open/Closed’, ‘Engine On/Off’) 
to be transmitted to fleet operations. The 
hardware also supports an external GPS/
Iridium antenna and external keyboard. 

SpiderWatch is the mechanism which 
email or text message alerts are sent in the 
event of an incident. WATCH mode sends 
the aircraft’s position to the Spidertracks 
system every one to two minutes after 
takeoff. Upon landing, the WATCH button 
must be pressed to advise the system that 
the flight has concluded normally. A distress 
message will be sent when WATCH is not 
pressed upon landing, power is lost for 15 
minutes, connectivity to the Iridium net-

work is lost or when Spidertracks’ analytics 
engine determines that an incident has oc-
curred (future release). Essentially, the con-
tact list becomes the interface to contact SAR 
or a 911 provider. Spidertracks recommends 
that the pilot be a recipient of the SOS text 
messages. If you receive the alert, you can 
reply “close” to the text and it will cancel the 
alert and send a message to the other recipi-
ents that the user has cancelled the alert. A 
great reminder to close your flight plan. 

Spidertracks’ Automated Flight Fol-
lowing (AFF) system transmits tracking 
data through to third-party services, like 
Lockheed Martin Flight Services’ Surveil-
lance-Enhanced Search and Rescue ser-
vice (SE-SAR). This feature transmits elec-
tronic breadcrumbs to the continental U.S. 
flight services contractor for aircraft on an 
active flight plan. Currently, AFF does not 
support integration with Nav Canada’s 
systems. 

Spidertracks Virtual FDR system 
(VFDR) leverages the Spider hardware’s 
onboard sensors (accelerometer and mag-
netometer), which generates AHRS data 
and generates a 4D vector every 15 sec-
onds. Every minute, the consolidated log 
file is transmitted with the position report, 
generating an accurate representation of 
the aircraft’s flight path. VFDR is included 
in all Spidertracks service plans. Accord-
ing to Alfred D’Mello of OGL Engineering, P
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“The office people love VFDR. Before, we 
had a vague idea of what the pilots have 
flown. With the increased number of po-
sition reports (each minute and every 30° 
heading change), we can see the exact ma-
noeuvres of the aircraft.” 

Spidertracks recently announced their 
new Spider X hardware device, which is 
anticipated to ship in May 2020. Spider X 
is a radical upgrade, with a variety of new 
features including a single button (SOS). 
In future releases, using the data collected 
during the flight and an analytical software 
engine, Spider X will automatically gener-
ate alerts, using the Automated Watch 
technology, eliminating the human factor 
(which requires pressing the WATCH but-
ton at the conclusion of the flight). Spider 

X has satellite, Wi-Fi, cellular, Bluetooth, 
USB-C, a serial port and sensors deliver-
ing AHRS data. Firmware updates can 
be implemented wirelessly using a Wi-Fi 
network. New to the hardware is a cellular 
connection, which is used by Spidertracks 
to upload data to Spidertracks’ cloud en-
vironment. Spider X is equipped with a 
backup power supply in the form of a 
large super capacitor, mitigating the risks 
associated with Lithium-ion batteries on 
aircraft.  This backup power source holds 
up to two minutes of power, allowing the 
last known position data to be transmitted 
after aircraft power is turned off.

For added flexibility, the optional Spi-
dertxt service allows text messages to be 
sent and received by the Spidertracks 
app installed on an iPhone or Android 
device. Using the Iridium satellite net-
work, texts are shared with other Spi-
dertracks users on the system. In other 
words, you can’t use your own smart-
phone message or mail apps to send 
messages to your contacts. 

Spidertracks’ costs are based upon a one-
time hardware purchase and a monthly 
subscription fee. The monthly subscription 
is based upon the total monthly number of 
tracking hours. Spidertracks has simplified 
their plans: Essential (pay as you go), Basic 
and Unlimited.

Spidertracks’ new Essential plan is a 
pay-as-you-fly plan. The one-time cost 
of the Spider 6 is $1,495, the Spider 8 is 
$1,995 and the Spider X is $1,995. The 
aforementioned prices are in U.S. dollars. 

 Spidertracks is an interesting technol-
ogy, using the idea that the pilot must ‘do’ 
something to report the flight safely con-
cluded. In a future release, Spidertracks 
removes the human factor from the mix, 
using big data, cloud computing and ana-
lytics to determine if a flight completed 
safely. With rules-based tracking, in the 
event of an accident responsible persons 
will be alerted to contact SAR and initi-
ate the rescue process. Clearly a novel ap-
proach to help save lives, acting as belts 
and suspenders to the aircraft’s ELT. 

Plan tracking hours texts included Price

essential $2.00 per tracking 
hour $0.50 per hour

$29.00 per month

Billed with usage

Basic 600 hours per year $15.00 per month $79.00 per month

unlimited unlimited unlimited call for quote

“spidertracks’ 
automated Flight 
Following system 
transmits tracking
data through to  
third-party services.”
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Have a story to publish? Contact Coast Dog Press at coastdog2@shaw.ca

Otter and 
Twin Otter
The compelling 
tale and a beau-
tifully illustrated 
homage to two 
of the world’s 

greatest aircraft and of the engineers 
and pilots who made the Otter and 
Twin Otter aviation legends.

By Sean Rossiter
Price: $34.95 $32.05 (includes 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 adopted 
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
Price: $35.95 $32.05 (includes shipping)

Airborne
In this story of a fa-
ther and son, Jona-
than decided to track 
down the object that 
had once given his 
father so much joy: 
a tiny single-seat bi-
plane called Charlie 

Foxtrot Foxtrot Alpha Mike and retrace 
his father’s airborne life.

By Jonathan Rotondo
Price: $29.95 $27.65 (includes shipping)

People, 
Places and 
Planes

Grassroots Aviation, Sport Aviation, Rec-
reational Flying — Call it what you may, 
this is a book for people with a passion 
for airplanes, for classic airplanes, for 
flying off a grass field, for rebuilding, 
restoring and generally messing around 
in hangars with airplanes and other peo-
ple of like interest.

By Mike Davenport
Price: $34.95 $31.95 (includes shipping)

Canadian Women 
in the Sky
From the time the first 
woman climbed on board 
a flying machine as a pas-
senger to the moment a 
Canadian woman astro-
naut visited the Interna-

tional Space Station, this is an account of 
how the sky-blue glass ceiling eventually 
cracked, allowing passionate and deter-
mined “air-crazy” women the opportunity 
to fly.

Author: Elizabeth Gillan Muir
Price: $27.50 $25.30 (includes shipping)

Flight — Stories 
of Canadian 
Aviation
Wartime bombings, 
engine failures, a ru-
dimentary air traffic 
control tower, and 
flights with the Ca-
nadian Forces Snow-

birds aerobatics team are among the 
engaging true stories in this fascinating 
first book of the Flight series.

Author: Deanna Driver
Price: $26.50 $25.50 (includes shipping)

The Canadian 
Air Force at 
High River
When the Canadian 
Air Force was formed 
in 1923, the High Riv-
er Air Station was the 
busiest in the coun-
try. The air force re-

turned to High River in earnest in 1941 
with the Calgary Aero Club and the 
RCAF together, operating a very success-
ful Elementary Flying Training School. 

By Dave Birrell
Price: $21.50 $20.00 (includes shipping)

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

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

Wings Over High 
River
As this biography was re-
leased, this remarkable pilot 
owned and continued to fly 

Tiger Moth #1214, one of the aircraft in 
which he taught students during World 
War II. He owned and flew his beloved 1214 
well into his 80s and made many contribu-
tions to Alberta and Canadian aviation.

Author: Anne Gafiuk
Price: $51.00 $47.80 (includes shipping)
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to order: visit aviatorsbookshelf.ca, email roberta@canadianaviator.com or call 1.800.656.7598

Farm Boy to  
Fly Boy
Fascinating and in-
sightful, this book 
will appeal to those 
who are fascinated 
by the military and 
flying as well as 
those who are sim-

ply seeking a first-person account of 
what life was really like for the men 
and women who served in the RCAF 
throughout one of the most pivotal pe-
riods of twentieth-century history.

By: Col [Ret] G. Brennand
Price: $24.75 $22.85 (includes shipping)

The Bell 47 
Helicopter 
Story

This huge and im-
portant volume is 
by far the most com-
prehensive account 
of the world’s first 
commercial helicop-

ter…the ground-breaking Bell Model 47.  
This book is said to set new aviation stan-
dards, containing over 1000 quality photo-
graphs and diagrams, detailed text, and an 
unsurpassed wealth of information.

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

Best Seat in 
the House
Jim Griffith and 
Trans Canada Air-
lines were both 
born at about the 
same time and 

grew together over the decades.  Griffith 
experienced the history of Canada’s 
national airline and this book tells the 
story of both.

By Jim Griffith 
Price: $34.00 $31.20 (includes 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 re-
vised 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 $85.50 (includes shipping)

Lost: Unsolved 
Mysteries
One of the themes 
that runs through this 
book is the enigma 
of aircraft that disap-
pear, sometimes with-
in miles of busy air-

ports and crowded cities, and cannot be 
found despite desperate and prolonged 
searches. 

By Shirlee Smith Matheson
Price: $26.95 $24.75 (includes shipping)

Yukon Wings
An illustrated history 
of the birth and devel-
opment of the aviation 
industry in the Yukon. 
Filled with hundreds 
of superb previously 
unpublished photo-

graphs, this is an astonishing book of 
ingenuity and determination in the face 
of unrelenting setbacks. 

By: R.B. Cameron
Price: $85.00 $79.00 (includes shipping)

Half a Mile 
in Rain
Dennis Currie 
flew in the bush, 
flew the annual 
herring spot-
ting in a Cessna 

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

By Dennis Currie
Price $34.00 $31.20 (incl. shipping)

new

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

ing 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
Price: $55.95 (incl. shipping)

sale
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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

141HP!

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

(100 Year Limited Edition!!)

Visit
https://www.rotechmotor.ca/products.html

for all of our Current Specials

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

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

To learn more and to donate, 
visit hopeair.ca

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

HopeAir_2.375x4 ad._01.19.indd   1 2019-01-30   11:26 AM

To advertise in Service Centre  
contact Katherine Kjaer  

P: 250.592.5331 
E: katherine@canadianaviator.com
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1-a
2-b
3-a
4-c
5-c
6-c
7-a
8-a

across
1. aviation frequency unit.
5. a type of missile.
7. a tool or a weapon.*
9. a flyer sometimes provokes it.
10.  Between 500 and 1000 rpm.
11.  a car once produced by 

amC.*
12.  What a variation of 11 across 

does.
15.  an alpha male has a big 

one.
16. V-br to a pilot.
18. an alignment of 28 across.
21. a wanderer.*
23. It was Irish.
24. Has three masts.*

26.  not to exceed for minimum 
control.

27. Salmon family member.
28. It’s a quacker.*
30. northern reservist.
34. Pilots often form them.
35. German kids.

down
2. What was that?
3.  The British lost this 18th 

century campaign.*
4.  Optional landing gear 

component.
6. max maker.
7.  It’s typically a large and 

scholarly volume.

8.  Title typically earned after five 
‘downings’.

9. Very, very fast.
13. Sound of a crow.
14. CF-105.*
17.  What to do with an autopilot.
19. a fighter.*
20. an american beach town.*
22. Something flat and round.
25. a set of six instruments.
26.  a Short aircraft beginning 

with Sky.
28. Flies packages around.
29. Little Kodiak.*
31.  Legendary ocean-going vessel.
32. Beverage branded ‘aviation’
33. Street in Quebec.

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

1 2 3 4 5 6

7 8

9 10

11

12 13 14

15 16 17

18 19

20 21 22

23

24 25

26

27

28 29 30 31 32 33

34 35

Aviation Crossword Puzzle: 
More Piper Aircraft

Cessna	Models In	this	month's	puzzle	there	are	names	of	seven
Cessna	models	(*).	Other	clues,	but	not	all,	are
aviaon	related.	Enjoy!

1
M A

2
S T

3
R

4
R

O S
5
C

6
Y O K

7
E

8
A M

B
9
T

10
I T A N U R D
S R

11
N O R D O

12
C E S S N A

13
D U D

14
M Y

A V E
15
C E

R
16
C H A N

17
C E L L O R

18
T

19
I N A N O N
P R

20
A M M O

21
Q U I

22
T

23
F O R D M U A
O I

24
C R U S

25
A D E R R

26
C H I N T P S M
U

27
A C

28
E E P T A

29
S

30
O U L L

31
R O L L

32
M

33
I C

K T E D

CeSSna mOdeLS anSWer Key

In this month’s puzzle there are names of 10 Piper models  
not used in prior puzzles (*). Other clues, but not all,  

are aviation related. enjoy!

reFresh Your MeMorY

1.	 In	a	turn-and-bank	indicator,	if	the	ball	is		
off-centre	to	the	inside	of	the	turn

a.  the aircraft is slipping into the centre of the turn.
b.  the aircraft is skidding out from the turn.
c.  the aircraft is accelerating.
d.  the aircraft is decelerating.

2.	 The	resultant	increasing	of	load	factor	in	a	turn	
requires	which	compensatory	action?

a. decrease lift and speed to reduce induced drag.
b.  Increase lift by increasing the angle of attack.
c.  Increase speed and increase rudder input.
d.  decrease speed and steepen the bank angle.

3.	 At	a	given	airspeed,	a	greater	angle	of	bank	results	in
a. a greater rate of turn, a smaller radius of turn, a higher 

stalling speed.
b.  a greater rate of turn, a higher stalling speed, a lesser 

load factor.
c.  a tighter turn with no change in stall speed or load 

factor.
d.  an increasing radius of turn, reduced drag, a higher 

stall angle.

4.	 In	any	aircraft,	the	movements	around	the		
aircraft’s	centre	of	gravity	are	referred	to	as

a. acceleration, deceleration, turn, stall.
b.  Climb, descend, turn.
c.  Pitch, roll, yaw.
d.  roll, bank, climb, descend.

5.	 What	is	occurring	when	an	aircraft	is		
wheelbarrowing?	

a. The aircraft is rocking side-to-side. 
b.  The tail trim is improperly set resulting in a  

porpoising motion through the air.
c.  The nose wheel is supporting a greater percentage 

of weight than normal.
d.  The aircraft is taking longer to return to a stable state 

after turbulence.

6.	 While	taxiing	on	water,	an	aircraft	approaches	a	
motorboat	head-on.	What	should	the	pilot	do?	

a.  Turn to the left. 
b.  Stop and permit the motorboat to initiate  

corrective action.
c.  Turn to the right.
d.  Flash the landing and navigation lights to warn the 

motorboat.

7.	 What	causes	the	fuel/air	mixture	in	a	diesel	engine	
to	burn?

a.  The rise in temperature caused by the compression 
of the mixture.

b.  The chemical reaction of the hydrocarbons in the 
diesel fuel mixing with oxygen.

c.  a spark created across the spark plug by a voltage 
generated by the magneto.

d.  a glow plug operated continuously by the heat of 
combustion. 

8.	 The	primary	purpose	of	a	spoiler	on	a	wing	is	to
a. destroy lift.
b.  Increase lift.
c.  Increase parasitic drag.
d.  Increase induced drag.
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Lycoming holds itself to its own standard – the Lycoming Standard. 

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

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

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

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

www.Lycoming.com

A 400-HOUR TBO EXTENSION IS REAL VALUE
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