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Too Rare To Fly?

THE CASE FOR TAKING THE CHANCE

ne of the enduring debates
O in aviation is whether or not
irreplaceable vintage aircraft
should be flown. After every crash of
an historic airframe, the forums light up
with “I-told-you-so” comments decrying
the frivolous waste.

Well, you could argue that much of the
flying that many of us do is frivolous but
that doesn’t mean it's without value.

Certainly, we mourn those lost in
vintage accidents and we lament the
destruction of the aircraft but does the
risk of that loss outweigh the benefits of
using them for the intended purpose?

I argue that where reasonably safe and
practical, they should fly.

Apparently, there’s a lot of support
for that position. When KF Aerospace

announced its acquisition of Mosquito F
For Freddie, the warbird world erupted
in applause.

The iconic British fighter-bomber
underwent a meticulous and expensive
restoration to flying condition. The air-
craft was never a basket case. It had been
responsibly stored before being sold to
the first of several owners, all of whom
did some work and, most importantly,
kept it out of the elements.

It would have been a relatively simple
process to paint it up and put it on
static display but the most recent owner
invested a lot of money in being able to
see it fly.

For whatever reason, after it had flown
a few times it was tucked away in his han-

gar where it sat for almost seven years.

EDITORIAL BY RUSS NILES

At KF, everything earns its keep and
when the sale was announced it was
instinctively known worldwide that F
For Freddie was going to be flown. The
company and those working on its new
Centre for Excellence, the plane’s new
home, were taken aback by the world
reaction.

F For Freddie epitomizes rarity in
the warbird world. It's one of less than
five flying examples of the type and it’s
unlikely many more will be built

So, should it be flown or kept safe in a
museum for eternity? I argue that the true
expression of its historical value cannot
be felt without the thrum of those beau-
tiful engines and the thrill of it dashing
through the air. Blue Skies, F For Freddie,
and fly safe.

Pratt & Whitney Canada
Designated Overhaul Facility (DOF)
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Safety During Airlifts

It was with great
interest and a touch
of dread that | turned
to page 38 of the Jan/
Feb 2022 issue of
Canadian Aviator. | was
one of the pilots who
took part in the airlift
of those stranded in
Hope and | would like
to say that the way the
GA community came
together to help was
fantastic. | generally
take no issue with
what'’s in the article, | do however have a
problem with what isn't there.

I'd say that 99 percent of everything |
have seen about GA and the floods has
been too self-congratulatory, patting
ourselves on the back about how we
did a great job. We did,
but I'll argue that we could
have done better. | actually
think that we didn’t have

“We could

Aviation to the Rescue |, i
U

o4

ational awareness from everyone.
That very instance was a prime
example of how things can start to go
wrong. | don't fault any pilot taking part
in any aspect of that airlift, not even in
this instance. We all do things that can
be improved upon, and we
can do better next time.
I'm also far from perfect; |
could have done better on

an accident during those have done my first arrival into Hope,

operations around Hopfa better’ and | could have bgfen clearer

because of luck, not skill, about my position, | could
we can do

not professionalism and
not good airmanship. There
were shining moments of
all three of those things,
but it was not universal and consistent
because we as a community didn't make
it so. We could have done better, and we
can do better.

As an example, | was on my second
trip in with multiple fixed-wing and rotary
aircraft coming in and out. | was near
Laidlaw, B.C., just a few miles back from
landing when a discussion broke out on
the radio about whether a fellow could
affect a safe landing in a particular
type of aircraft. It doesn't matter what
type — what matters is that the radio
conversation went on way too long and,
with all the traffic that day, anything over
five seconds was too long. | was trying
to hear where traffic was, | was trying
to make position reports myself, and |
couldn’t. All of that took away some situ-

better.”

have queried another
aircraft’s position better
and | could have slowed
down to give me more time
to assess. | won't make those mistakes
again.

I'm tired of the only criticisms being
aired are about how we don't have a
‘Civil Air Patrol’ equivalent in Canada
(great idea by the way) and how it took
five days for the Canadian military to
respond (I struggle with this statement,
see below).

| am very aware that there were many
other areas affected by the flooding
outside of Hope and that the GA
community helped out all over B.C. but,
again, all I am hearing about is how well
we all did.

Here are my observations from my
experience in Hope:

* The aviation community should
look at how to rapidly set up emergency

terminal procedures for aircraft going
in and out of such a busy airfield under
those circumstances.

+ The aviation community, through
aviators with local knowledge and
communication skills, needs to facilitate
coordination with Transport Canada
and Nav Canada to address safety
procedures and facilitate traffic volume
through NOTAMs.

« Pilots need to exercise brevity on
the radio and follow communications
standards and conventions.

» We need to be willing to admit, in
groups and in public, that there are
things we can do better, so we all learn
and move things forward for safety. In
my own organization, | and the other
pilots discussed the events in Hope and
left it at that. Good for us, but how does
this help our aviation community as a
whole?

The self-congratulations regarding the
GA airlift are fine, but only to a degree.
The airlift has already happened, and
it was important, but it's what happens
next that is always more important.

Thank you to everyone that helped
out, and thank you for all the effort and
creativity that went into making the GA
response work.

— Brett MacNeil

Healthy Topics

Thank you for the excellent article
on Myasthenia Gravis (Healthy Pilot,
Mar/Apr 2022). | am one of the two in
10,000 people with this condition. My
flying is on a flight simulator. However,
the topic, as with the majority of your
flight-based articles, is relevant to my
skill and interest development. | am a
member of a Myasthenia Gravis group
and each and every piece of informa-
tion on this unique condition is valuable
and this article will be added to their
information library.

— Dave McLaren
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Facetime

My attention was tweaked by Garry
Norberg’'s comments in last issue’s Airmail
in respect to my column in the previous
edition. After a little research | discovered
his involvement in a ferry flight of Vickers
Viscount CF-THS in 1982 from Gimli, Mani-
toba to Winnipeg.

This got me thinking of my only flight in
the right seat of Viscount 748, N-923RC, in
1974 when | was flying floats for Airspan
Flight Charter out of Vancouver harbour.

In September, Airspan’s dispatch received

Lew Lemmerbrock, who started giving

me an introduction to Viscount N-923RC
and its operations and procedures.

After instruction and study of the aircraft
manuals, | wrote the company’s exams
and passed satisfactorily. The next day we
started flight training, which was some-
what difficult for
me, as | had not
previously flown
four-engine, or
turboprop aircraft.

“I had not

a phone call from Ron Danko, who had an Lemmerbrock Viscount’s
FBO on Vancouver airport’s south side, was a very good
inquiring about my American FAA licences instructor who

and my availability.

Apparently, a Los Angeles-based
corporate Viscount operator had arrived,
and their first officer had departed the
company. They were desperately trying to
find a replacement. Danko was advised
that | had a FAA commercial licence with
multi-engine and instrument ratings, and
that | was in possession of an American
‘green card’ and was registered for the
Viet Nam draft (a requirement at the time).
Airspan agreed to give me a leave of
absence for an unspecified period to allow
the American company time to find a full-
time replacement.

| reported to Danko’s FBO the next

understood my
problems and
went to great
lengths to give me
the knowledge |
required. By the end of the second day’s
flight instruction, he seemed satisfied by
my performance as a first officer on the
Vickers 745 Viscount.

On September 23, 1974, | again reported
to the airport, this time wearing my blue
suit and tie and began my pre-flight of
the aircraft, arranging commissary for the
flight's passengers and other necessary
arrangements for the day'’s flight.

We left Vancouver airport shortly after

previously that the

registration stood
for Ray Charles’
birth date ...”

stop, Boeing Field in Seattle. After we were
airborne and had completed our post-take-
off checks, one of the passengers came
forward to the flight deck. Suddenly | was
startled when the Black passenger started
feeling my face. Lemmerbrock was
watching this performance and broke out
into laughter. He
then introduced
me to the boss
and owner of
the Viscount, the
singer Ray Charles
who, being totally
blind, obviously
could not see me
and feeling my
face was his way
of getting to
know me.

| had not realized previously that the
Viscount's N-923RC registration stood
for Ray Charles’ birth date, September
23rd. During the next couple of weeks, we
flew to Portland, Oregon, San Francisco,
California, Las Vegas, Nevada and other
points in the American southwest after
which the company had secured a more
qualified first officer and | received a very
substantial (for the time) paycheque for
my services.

realized

N-923RC

morning and was introduced to chief pilot noon and started our flight to the first — Christopher Weicht
More Technical Articles
The Mar/Apr issue of Canadian Aviator mentioned some new innovations in aircraft en-
gineering in the area of de-icing systems. The article on Westbound Adventures on page 14 Send us
referenced a de-ice system called ThermaWing, and the article on Diamond Aircraft on page
33 referenced a FIKl-approved de-icing system. This TKS technology appears very futuristic. your letters

Please consider articles to show in-depth coverage of these systems and others, how
they operate and all aircraft that use these systems. Since | am not involved with the air-
craft industry anymore, this magazine is my only source of information for new innovative
technology such as this. It appears that the de-icing boots of long ago are going into the
history books. Articles on these subjects would be helpful.

— Mike Sisko

Canadian Aviator responds: There are many exciting technological developments in
general aviation, including icing systems, and our plan is to cover them in depth and detail
for our readers.

Canadian Aviator welcomes
reader letters on topics of
concern to Canadian pilots and
the aviation industry. Please be
brief, to the point and polite in
your submissions.

Email Russ Niles at
russ@canadianaviator.com
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Rope Chock

A more effective way of
chocking your aircraft is

by using a patent-pending
rope chock, claims Wichita,
Kansas-based company
Rope Chocks. The company
claims that the 1.25-inch
(32-mm) diameter rope,
when it is cinched around
the base of a wheel, provides
a barrier to movement superior to conventional wood

chocks. The rope is made of weather-resistant marine-
grade polypropylene and the ends of UV-resistant
polyurethane. Aircraft ident can be engraved on the
product. Around U$40.

Read more at ropechocks.com
Also available at aircraftspruce.ca

Proximity
Alert System

Canada’s yet-to-be-announced ADS-B mandate for
low-flying GA aircraft may only require ADS-B Out in
Terminal areas. So, what is a pilot to do if s/he wants
to avail themselves of modern technology to provide
alerts to almost
all nearby air
traffic, whether
they are ADS-B-
equipped or not?
Check out the
Proxalert R5. This
panel-mounted device can alert the pilot of up to three

B

threats simultaneously by monitoring the transponder
codes of up to 10 nearby aircraft. When nearby aircraft
transponders are set to Mode C, the R5 will provide
altitude, estimated distance, Tx code and vertical trend.
If set to Mode A, the alert will comprise only the code
and estimated distance. Around C$1,060.

Read more at aircraftspruce.ca
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PRODUCT REVIEWS COMPILED BY AVIATOR STAFF

iPad Flight Desk

Flight Outfitters has
come out with

a kneepad
approach to
managing
your iPad in
the cockpit. Various
inserts accommodate the
three different iPad sizes. It can also
accommodate most cellphones in what

is essentially a kneepad/flight desk. On the
left side, resting on your left thigh, the desk
contains a scratchpad or a clipboard for airport
or approach plates. On the right side is your
tablet, which can be oriented in either portrait
or landscape mode. Around U$100.

Read more at flightoutfitters.com
Also available at sportys.com

Folding E-Bike

Interested in a folding e-bike to load into the back of
your plane (or on your boat) but find them too heavy?
Dislike the grease and dirt that a drive chain can spread
onto clothing or upholstery? Then have a look at the
Carbo X, which employs a clean, maintenance-free drive
belt instead of a chain. With its carbon-fibre frame and
20-inch wheels, the bike weighs in at just 13.2 kg (29
Ib), 36V-7 Ah battery included. Carbo claims that, when
equipped with its 250W-motor, its bike can provide from
30 to 55 km of power assist, depending on road grades
and rider weight. A 36V-10.5 Ah battery and a 350W
motor are available
upgrades. Around
C$3270.

Read more at
ridecarbo.com
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Deja Vu
I'VE SEEN THIS PLAY BEFORE

was delighted to hear that Bombardier
sold the rights to the Dash 8-Q400 to
Viking Air and ecstatic that Viking has
adopted the corporate name of De Havil-
land Canada. DHC was such a great
innovative company, now dressed in a

new suit, back doing airplane business.

On the other hand, when I first heard
of Bombardier’s CSeries being assigned
a 300-percent tariff by the U.S. govern-
ment, followed by the takeover deal with
Airbus, who rebranded the aircraft the
A220, Thad a disturbing sense of déjiz vu.
I couldn’t stem a sense of loss as many
once-familiar names started to come to
mind with no sense of why they were
insisting on making themselves heard in
my mind and with no order or seeming
reason — names like Canadair, de Havil-
land Canada, Avro Canada — each add-
ing to a mental tapestry of recollections,
then vagrant thoughts of initials like NIH
and more names like The Clunk, the TR5
Orenda, Avro Jetliner, Avro Arrow, Iro-
quois and Canadair Sabre. Need I go on?

Oh, we nearly forgot John Diefenbaker
— can’t forget his “Follow John” slogan
used during that election, with painted
footsteps on the sidewalks of Canada’s
big cities that would ultimately lead to
his victory in becoming Prime Minister.
Those of us who sat through the entire
show can be excused for believing it to
have been a major tragedy for Canada
caused by what should have been iden-
tified as criminal negligence. Those who
came in halfway through may look on it
as just some boring history and might be
quick to get back checking on their newest
Facebook alert identifying a person, whom
they never heard of before, who wants to
be a friend. May I ask you to please lay all
that stuff aside for a moment? I request
your attention to the reasons that are
mine, but should be yours for feeling a
sense of ominous discontent.

Let's start with a look back at De
Havilland Canada (DHC). What a fabu-
lous history.

De Havilland came over from the
UK. in 1928 and started assembling
Moths in a little building at Downsview,
Ontario. The Canadian affiliate built
a huge number of Tiger Moths for the
British Commonwealth Air Training Plan
during the Second World War, along
with the famous Mosquito fighter/
bomber, designed by the parent com-
pany in the UK. Post-war, they came
up with the first aircraft DHC actually
designed in Canada, the Chipmunk, then
the Fox Moth and then, of course (blare
of trumpets) the Beaver, being the first
aircraft resulting from their short takeoff
and landing (STOL) design concept.

Before proceeding, let’s look at what
wartime ace Russ Bannock, then in
charge of military sales, achieved with
selling the Beaver to the United States
military: 978 Beavers (designated L-20A
in the U.S.) That aircraft, dubbed the
“half-ton pickup” by the U.S. Army,
saw yeoman service in Korea and in the
Vietnam War. American GA aircraft man-
ufacturers were pretty choked that ‘little

HANGAR TALK WITH JACK SCHOFIELD

The Beaver launched De Havilland
into the bush plane business and
is still an industry standard.

Canada’ was invading their sacred terri-
tory and had demanded a competition in
which they submitted 13 different makes
of aircraft to fly off against the Beaver. As
we know, the Beaver walked away from
the competition but, significantly, the fat
was in the fire and subsequent designs
from Canada would be required to com-
pete with home-grown U.S. aircraft. This
was an appropriate procedure, but it did
not help the U.S. plane builders. STOL
was the desired feature and they weren't
working on it.

When de Havilland Canada first deliv-
ered the DHC-2 Beaver to Canadian bush
operators starting back in 1947, there was
an immediate interest in the develop-
ment of a bigger version of the aircraft
with those new short takeoff and landing
(STOL) characteristics — something that
could handle a dozen or so people or an
equivalent load in freight. The moniker,
King Beaver, emerged as de Havilland
commenced designing such a craft to fit
the 12,500-pound type configuration.

That name didn’t survive — the

CANADIANAVIATOR.COM 9
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company stuck with their Canadian
animal species and assigned the Otter
name to what would become their model
DHC-3 single. The engine chosen for
the single Otter was the Pratt & Whit-
ney R1340 radial, which developed 600
horsepower and drove the aircraft at an
advertised maximum speed, though a
not-too-realistic one of 140 mph with
10 passengers and grossing out at 8,000
pounds.

This model of P&W's radial had seen
wartime service on the North American
Harvard and several other military and
civilian aircraft, and would continue its
proven reliability on the DHC-3. Again,
de Havilland’s Russ Bannock
sold the United States Army
on the single Otter and the
aircraft became popular in
Vietnam as being capable of
taking nine combat troops
into short unimproved fields
of 1,000 feet or even less. In
total, the U.S. Army bought
240 single Otters, known to
them as the U-1A.

That de Havilland had
another winner on their plate
with the single Otter soon
became obvious, and the
company chose it as a test
bed to further develop the STOL features
that were becoming so popular in the
bush and for the military. The plane
builder planned to use STOL capability
on new designs of larger aircraft target-
ing the military and the regional airline
markets. Aviation magazines of the day
were soon displaying photographs of the
amazing test bed, ‘Batwing Otter,” which
exhibited an array of large flaps which,
when extended, gave the aircraft a weird
bat-like appearance.

Numerous design concepts were being
tested as designers came up with new
theories to enhance STOL capabilities.
While pleased with the success of the
single Otter, de Havilland was concerned
that the airplane carried what they
considered to be too many passengers for
a single-engine aircraft. The engineering
department became involved in develop-
ing a piston-powered light twin.

They were still in the formative stages
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of this design when word was received
that the U.S. Army was looking for a
STOL, rear-loading utility transport
capable of handling a three-ton payload.
What had been designated as the DHC-
4 on the drawing board was quickly
scaled up to meet those specifications.

It was powered by two P&W R2000-D5
radial engines. The DHC-4 design was
assigned the name ‘Caribou’ and five of
them were delivered to the U.S. Army in
1959 to be used for test and evaluation
purposes. The aircraft was a spectacular
success and, in all, 165 of them, now des-
ignated by the military as the AC-1, were
purchased by the U.S. Army.

A'hybrid electric Dash-8 is on the horizon for
De Havilland and Pratt & Whitney Canada.

If de Havilland was happy to have
such success and rapport with the U.S.
military, the American aircraft manufac-
turers could be described as petulant.
That industry has a powerful lobbying
force and soon the abbreviation ‘N.LH.
was to be overheard in the parlance of
the military’s acquisition departments.
“Not Invented Here” became a major fac-
tor in United States military purchasing
policy and it virtually ended de Havil-
land’s nineteen years of great success in
supplying Uncle Sam’s fighting forces
with outstanding short takeoff and land-
ing aircraft.

One last requisition slipped through
before it all came to an end. The success
of the Caribou had created renewed
interest from across the border and they
were now calling for an up-scaled Cari-
bou powered by the new GE-T64 turbine
engine of 2,850 shp: Welcome the DHC-5
Buffalo, known to the American military

as the CV-7, carrying six tons at 220 mph,
with even better STOL features than the
Caribou.

So, back to the drawing board with
that light-twin concept. The problem of
an adequate power plant had been the
early bottleneck when it was planned
to use piston engines, but now P&WC’s
new PT-6 turbine looked inviting. Engi-
neers added five feet to the fuselage of
the DHC-3 Otter and another seventeen
feet to the wingspan, dropped a PT-6A
in place on each wing and gave birth to
what would become the famous DHC-6
Twin Otter.

Interestingly, it was determined from
marketing results that 700
units of this new aircraft
would be required. The
program eventually totalled
844 units. What was more
interesting was the disin-
terest from the military,
whom DHC thought would
be the principal Twin Otter
buyers. Instead, the excited
acceptance of the light twin
by commercial commuter
airlines worldwide became
the thick end of the
plane’s sales.

Back in the ‘blue skies’
thinking department of de Havilland
Canada, the design of the Dash 7, and
ultimately the Dash 8, was taking place
as the needs of regional air services be-
came the centre of attention. STOL was a
feature sorely needed by the regionals to
allow service into the many short fields.

Little need to mention that the Dash 8
became a world-beater, but not one that
Bombardier wished to give visibility to
within the structure of what we have to
say is a very Quebec-oriented corpora-
tion, albeit depending on all of Canada’s
financial involvement from time to time.
DHC was virtually given to Bombardier
when Boeing returned the corporation
to the Canadian government. Boeing
couldn’t fit the smaller de Havilland
aircraft into their manufacturing pro-
cess, so it was transferred to Bombar-
dier and became the very core of that
corporation’s engineering and design
department. W
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AVIATION MEDICINE WITH CAMERON BOYD M.D., FLIGHT SURGEON, CAME

The Run-Down on Sciatica

SHOULD A PILOT BE NERVOUS ABOUT IT?

he 63-year-old male pilot attend-
_|— ed his Civil Aviation Medical
Examiner (CAME) to renew
his private pilot medical certificate.
On entering the examination room,
the physician noted that the pilot was
limping, favouring his right leg.

When asked why he was limping,
the pilot reported that he had been
having some pain in his lower back
that seemed to be travelling into his
right leg. He said that he had never
had similar pain before and that it had
come on gradually with no initiating
event. He admitted that, at times, he
would have severe spasms of pain that
went right down his leg.

The pilot thought, like a lot of things,
that it would just pass, and he hadn’t
sought medical attention. The doctor
told him that he strongly suspected
that this pilot was suffering from sciati-
ca, which could certainly pose a serious
distraction to a pilot because of pain
that could be aggravated by position
and gravitational force. The doctor
decided to defer the examination and
approval until the pilot had undergone
full evaluation and treatment.

Sciatica is caused by irritation of the
sciatic nerve after it exits the spine to
travel down the leg to supply enerva-
tion to the skin and muscles of the low-
er leg. The irritation is often caused by a
herniation of the intervertebral disc.

The spine is composed of three seg-
ments: seven vertebrae in the cervical
spine, 12 vertebrae in the thoracic spine
and five vertebrae in the lumbar spine.
Between each of these vertebrae lies
an intervertebral disc that is composed
of a soft gelatinous core or nucleus
polyposis and a ligamentous border
or annulus fibrosis. Thus, the disc is
formulated like a jelly-filled donut and,
when the jelly herniates through the

The most common
disc to herniate is the
L5, which is below the

lowest lumbar vertebra
and above the sacrum.

outer donut, it can compress or irritate
the spinal nerve exiting the spine at that
level. The discs serve as a cushion for
the spine and allow the spine to move.
The most common disc to herniate is
the L5, which is below the lowest lum-
bar vertebra and above the sacrum. The
L5 spinal nerve helps to form the sciatic
nerve that travels down the leg to the
foot. In some cases, the sciatic nerve
irritation can cause quite severe pain
and loss of muscle function.

So, as suggested, this pilot did soon
go to see his family physician for diag-
nosis and treatment. After taking a full
history and doing a full examination,
this doctor too made a diagnosis of

sciatica and ordered a CAT (Computer-
ized Tomography) scan of the lumbar
spine.

While awaiting the CAT scan the
doctor prescribed Naproxen, a non-
steroidal anti-inflammatory medication
(NSAID), as there is usually some
inflammatory factor at the disc
herniation. This provided only slight
relief. In the meantime, the pilot sought
treatment from both a chiropractor
and massage therapist, neither of
whom provided any benefit. As the
pilot’s pain was becoming worse,
he was anxious to find the results
of the CAT scan. The scan showed
a rather severe herniation of the L5
disc nucleus polyposis onto the sciatic
nerve origin. The doctor recommended
a neurosurgical consultation for
definitive surgery. The neurosurgeon
usually requested an MRI (Magnetic
Resonance Imaging) scan to further
delineate the exact anatomy, which
was subsequently organized. The
neurosurgeon recommended surgery
without any hesitation, which the pilot
agreed to.

The pilot wasn’t very happy with
having to wait six months for the
surgery but, at this point, he was
willing to do anything to relieve his
pain.

So finally the surgery was performed,
which almost immediately relieved his
pain. Three weeks later he went back to
his CAME to see about his pilot medical
certification.

The CAME was glad to hear that
the pain was relieved, and his full
mobility (aside from some stiffness)
had returned. This was completely
confirmed during the physical
examination and so the CAME was
now happy to endorse the pilot as fit to
fly and did so that day. I
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N A PILOT'S LIFE

LIVING THE DREAM WITH CHRIS WEICHT

Hoffer and Boeing

VANCOUVER'S FIRST AND LAST AIRCRAFT MANUFACTURERS

rothers Henry S. and James
B Hoffer started business as Hof-
fer-Beaching Shipyards in the
early 1900s with a plant on Vancouver’s
Coal Harbour at 1969 Georgia Street.

With the advent of the First World
War in 1914, the brothers became inter-
ested in aviation and, in view of their
marine operations, decided to develop
a single-float seaplane based on the
British AVRO tractor biplane design.
The subsequent seaplane was built and
flown in 1915 and named the Hoffer
H-1, which was powered by a six-cyl-
inder in-line engine of 100 hp manufac-
tured by the Roberts Engine Company
of Ohio, U.S.

With no aeronautical training, the
brothers tossed a coin to see who would
test-fly the H-1 in Vancouver’s Burrard
Inlet. Jim won the toss and proceeded
to carry out taxi tests. However, Jim
found that after a high-speed run he
was fifteen feet above the water, so he
continued straight ahead at 100 feet and
completed a flat turn over North Van-
couver and then began a descent at full
throttle, accomplishing a smooth and
uneventful landing.

The H-1 was operated satisfactory un-
til 1917 when corrosion became a safety
concern. It was then disassembled. The
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single float then became a canoe, which
they used around Coal Harbour.

Henry Hoffer then designed a second
aircraft in 1917, the Hoffer H-2, which
was a two-place biplane flying boat
with a wingspan of 34 feet. The aircraft’s
hull was of laminate construction and
powered by the same engine used in the
H-1. The aircraft, flown by Jim Hoffer,
completed flight testing satisfactorily on
September 3, 1918, and was then char-
tered from the company by the British
Columbia Forestry Department for use
on forestry patrols in the province.

The B.C. government agency had
hired Lieutenant Victor A. Bishop (Royal
Flying Corps, Retired) to fly the H-2 but,
on his first flight, he reportedly lost en-
gine power, entered into a flat spin and
crashed into the home of Doctor Farrish
at the corner of Bute and Alberni Streets.
Bishop was uninjured, but the aircraft
was destroyed. No explanation was
given for the pilot’s failure to recover
from the spin.

The Hoffers then designed the H-3,

a flying boat of similar design to the
H-2 but powered by a 150-hp Hall-Scott
engine. During construction, Seattle’s
Bill Boeing and his pilot Eddie Hubbard
visited the plant. Some of the design
features of the H-3 were later incorpo-
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rated into the Boeing-built flying boats.
The life of the H-3 would prove quite
short as the aircraft struck a deadhead at
Burnaby Shoals on a projected flight to
Victoria and was a total loss.

In 1919 the Hoffers, now operating
as United Aircraft of British Columbia
Limited, became the British Columbia
sales agents for surplus Curtiss JN-4
(Can) Canucks, which were former
RAF training aircraft, and the Canadian
version of the ‘Jenny’, that were being
sold by Erickson Aircraft of Ontario. The
Hoffers purchased at least six of the air-
craft and mounted them on a single float
like the float used on the H-1. The first
flight trials flown by Captain Rogers
of the Aerial League of Canada were a
complete success.

The interest in Hoffer-designed flying
boats by Bill Boeing later resulted in a
merger of the two companies as Boeing
Aircraft of Canada Ltd.

In 1919 the Seattle parent company
of Boeing designed its first commercial
aircraft, the Model 6 (B-1) flying boat,
which first flew on December 27, 1919.
Only one aircraft was built, and this
was sold to former Boeing pilot Eddie
Hubbard, and was used continuous-
ly on his Seattle to Victoria air mail
route for eight years. This aircraft was

lhe Ship developed by
a Million miles
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registered in Canada first as G-CADS
then N-CADS (to indicate U.S. own-
ership) and, after an unofficial aircraft
registration scheme came into effect in
the United States, the registration was
N-ABNA followed by NC-ABNA and
then NC-1974.

Boeing at Seattle also produced a
smaller version of the B-1, a Model 7 or
BB-1. This three-seat flying boat first flew
on January 7, 1920, and then was sold to
the Aircraft Manufacturing Company at
Vancouver, B.C. whose president, E.H.
Beasley, was also the president of the
Union Steamship Company. The BB-1
was short-lived as it crashed in English
Bay after its pilot, Captain H. B. Brenton,
fell from the aircraft while inverted
without wearing any restraining device
on August 19, 1920.

After the Hoffers, operating as the
Aircraft Manufacturing Company
merged with Boeing Aircraft in August
1929, the Coal Harbour plant was
doubled in size and employed 175
people with an annual payroll exceed-
ing $300,000. The plant then began to
build Canadian variants of the Seattle
designed Model 204, which became the
C-204 Thunderbird. Later, the Canadian
plant also built the A-213 Totem, which
first flew at Vancouver on June 16, 1932.

Two years earlier, the company had
built a Canadian variant of the Boeing
Model 40B as the 40H-4; the ‘H’ in
honour of the Canadian company’s
founding president Henry S. Hoffer.

The Canadian-built aircraft’s undercar-
riage was strengthened to allow for the
installation of both skis and floats. The
prototype aircraft, CF-AMP, was first
flown September 13, 1930, on wheels
from Lansdowne Field on nearby Lulu
Island.

The last design of Boeing Canada
during the Great Depression was the
Boeing Truss Primary Glider. Several
of these gliders were built but, owing
to the depression, did not find a ready
market. Most were given as prizes
at the Pacific National Exhibition at
Vancouver.

The aircraft-building activities of
Boeing Aircraft of Canada with Stanley
Burke as its president were revived in
1937 when a modern plant was built
at the Sea Island Airport adjacent to
Vancouver.

In 1938 the revived Boeing of Canada
plant received an order from the Ca-
nadian government to manufacture 17
British-designed Blackburn Sharks for
use by the Royal Canadian Air Force,
to be designated as the Shark III. The
principal difference from earlier vari-
ants was the substitution of the engine
previously installed with an 800-hp
Bristol Pegasus engine.

The Boeing prototype RCAF 514 was
first test-flown on floats at the Jericho
Beach Air Station on July 21, 1939. It
was then flown to the new Boeing plant
at Sea Island for testing on wheels.

Boeing Canada’s aircraft production

L to R: Eddie Hubbard and Bill Boeing at Vancouver, 1919;
Boeing of Canada Model 204; C-204 Thunderbird; 40H-4;
Boeing-built Blackburn Shark I1I

during the Second World War was de-
voted to the construction of flying boats
and amphibians designed by Consol-
idated Aircraft, as well as sub-assem-
blies for Boeing B-29 bombers.

The amphibious version of the Con-
solidated PBY-5 Catalina was the PBY-
5A Canso. The addition of the landing
gear on the Canso resulted in a weight
addition of 2,800 b, and both its speed
and range were reduced. However, the
RCAF felt that the operational advan-
tage outweighed this reduction in per-
formance. The first Boeing Canso was
RCAF 9751, first flown at Sea Island on
July 26, 1942. All Canso aircraft built by
Boeing at Sea Island were delivered to
the RCAF. However, the plant also built
Catalinas for the U.S. Navy, US.A.AF,
RAF, RAAE, RNZAF and the Soviet
Navy.

There existed several buildings for
the construction and assembly of Canso
and Catalina aircraft as well as homes
for supporting tradespeople. Howev-
er, the last surviving centre today is
the community of 300 homes built in
1943 to house the workers at the plant.
The Boeing Beam newsletter solicited
a name for the subdivision for which
an $18 prize was offered. Suggestions
included ‘Priority Ville,” “Toilers Town,”
‘Essential Square’ and ‘Fog Gulch.
Three of the suggestions favoured
honouring the president of Boeing of
Canada, Stanley Burke, and ‘Burkev-
ille” has stuck to this day. &
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The Right Stuff

HOW TO OBTAIN IT

viation incidents and accidents
Aoften result from inappropriate
responses to unexpected events.
Doing the right thing at the right time
is critical to safety. However, it is not as
simple as it may seem.

When we are faced with emergency
situations, we are subject to the ‘startle
effect,” leading us to delay action or,
worse, take inappropriate action. We
can improve the odds of doing what it is
needed with training and preparation.

Impatient flight training, more
concerned with time spent than quality,
does not serve us well when it comes
to enduring success and safety. Recent
neurological research demonstrates
that ‘overlearning’ embeds skills and
knowledge into our preconscious and
thus improves long-term retention as
well as timely retrieval under stress and
cognitive unavailability.

“Building muscle memory” is the
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“It was not until
recently that researchers
unlocked the mystery
of how and why [muscle
memory] works, and gave
us the tools to harness it.”

folksy expression we routinely used
in aviation to talk about the practise of
overlearning to achieve mastery. The ben-
efits are many. It makes mundane flying
tasks effortless, speeds up the execution
of emergency checklists and develops
positive behavioural habits and instincts
that pay off during unusual events.
Astute flying practitioners have used
the technique for decades, long before
simulators made into our living rooms.
However, it was not until recently that
researchers unlocked the mystery of

'}

i

how and why it works, and gave us the
tools to harness it.

When we learn something new, we
practise. Once we get the hang of it,
we can hopefully do what we learned,
whether it is landing or explaining the
fuel-flow system the next day, and the
next. If not, we fall back to stage one
and practise some more. The learn-for-
get cycle uses up a lot of energy — and
money — in aviation. The downturns
are motivation killers.

Opverlearning is the process of
rehearsing a skill at the same level of
difficulty even after improvement stops.
Basically, instead of practising just to
become decent at something, practising
a little more can help lock in the hard-
learned skill.

Tackling something new seems to ac-
tivate a period of learning (and unlearn-
ing) as the balance of neurotransmitters
changes in the brain. Overlearning can

N RIGHTSEAT
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cut that period short. It effectively clos-
es the learning tap and gives the brain
enough time to store the information
in its long-term storage space. In fact,
researchers found that taking a nap af-
ter a training session yields the highest
level of retention.

There is a catch though. What is
learned through this process becomes
instinctive and takes precedent over

similar learning content presented later.

That makes the quality of initial train-
ing critical to long-term success and
differential training very challenging.
The phenomenon might explain
instances when airline pilots under stress
reverted to control inputs more relevant
to Piper Cubs than airliners. I can think
of a couple of recent tail-strike incidents
and, of course, the downing of American
Airlines Flight 587 in New York in 2001.
It is also likely to be the root cause for
instinctively reaching for the wrong lever
or knob without realizing it when chang-

ing seating position or type of aircraft.
Critical piloting skills must be imper-

vious to forgetting and the first imprint,

accurate. Quality instruction followed

by sustained repetition is key to success.

Good flight training curricula build in
repetition. To fully leverage the benefits
of overlearning without breaking the
bank, savvy students run mental drills
to cement the content of training ses-
sions — preferably before falling asleep.

The learning technique is useful for
more than traditional flight training.
Physical practise is not really an option
for many potentially hazardous flight
situations.

Take, for example, the Cessna seat
track problem that led to several fatal
accidents. Basically, if the seat was
not fully secure, it would slide all the
way back, usually right as the airplane
rotated during takeoff. Instinctively, the
startled pilot held on to the yoke and, in
the process, stalled the plane.

Thinking about what to do is not
enough. It takes mentally practising of
the act of letting go the controls in that
situation, repeatedly, to significantly
improve the odds of responding ap-
propriately should it happen. I know. It
worked for me.

As any test pilot could tell you, the
discipline of planning for both positive
and adverse outcomes is one of the most
essential elements in the mysterious mix
that makes up the ‘right stuff.’

The latest neuroscience findings
give pilots and instructors the insights
needed to develop a more strategic and
efficient approach to training. The right
stuff has nothing to do with ‘natural
talent,” it is about commitment and lots
of work. Good and safe pilots are not
born; they are made. Solid training,
strategic practise and the discipline to
strive for proficiency and perfection on
every flight are the ingredients of the
secret sauce. W
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Central Canada Championships

AEROBATICS COMPETITION
RETURNS TO MANITOBA

ran to my airplane in a frenzy. There
| were only minutes to spare before I

would be completely out of time to fly
the finishing sequence of the aerobatic
competition. A pair of hands closed my
fuel cap while another closed my canopy.
People pushed me to the starting point
while the Safety Director looked on.
In the distance I could see the bright,
neon yellow of safety vests where more
volunteers ensured that spectators and
thundering propellers stayed far away
from each other. The air smelled of an
approaching prairie storm as we finished
a great day of flying in Manitoba.

Nothing speaks more to me about the
passion for aviation in Canada than at
small, grassroots events. The incredible
diversity of backgrounds, experienc-
es and aspirations creates a beautiful
tapestry of people that drive Canadian
aviation forward. This became partic-
ularly apparent to me when it was my
turn to organize an aviation event in my
hometown.

In the summer of 2021, I had the
honour of organizing and hosting the
Central Canada Aerobatic Champion-
ships (CCAC). Manitoba had not had
an aerobatic competition since the early
1990s. Aerobatic enthusiasm historically
ebbs and flows in every region of Canada
and the recent resurgence of aerobatics at
the flight school I work at, Harv’s Air, has
contributed to new life being breathed
into the sport here in the Prairies.

This Canadian aerobatic camaraderie
became apparent the year before when
I started gauging interest and available
resources to pull this event off. I immedi-
ately received enthusiastic support from
the Canadian aviation community. The
president of Aerobatics Canada at the
time, Lenora Crane, patiently walked me
through every step of creating this event.
Judges from Alberta offered to volunteer
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their expertise and pilots and student pi-
lots here in Manitoba signed up to give us
their time for this event. Aerobatic contes-

tants expressed their interest, and the town
council of Steinbach, Manitoba agreed to
let us use the municipal airport. Over the
course of the months leading up to August
2021, the competition came to life.
The week preceding the competition,

the CCAC team began to assemble in per-
son. My right-hand person and assistant

owner Adrian gave us full rein of his
beautiful hangar to use as our headquar-
ters at the Steinbach Municipal Airport
while the airport manager, Bardia, made
sure everything went well.

Practice day dawned cold and rainy
for August, but we were excited. Before
morning briefing, contestants were al-
ready readying their airplanes or queuing
to sign up with Emily, the event regis-
trar. One of the recorders, Yeojeong, was

director, Jesse Mack, had — prepping for her role
been busy helping me “ . by studying aerobatic
right from the beginning NOthlng speaks figures while contes-

when this competition
had simply been an
idea. The fearless leader
of the troops was local
flight instructor Mireille,
who was working
tirelessly as the volunteer coordinator. Mr.
and Mrs. Teeuwsen were a powerhouse
of experience and enthusiasm in aerobatic
competitions while aerobatics judge Alli-

son also brought her family to cheer us on.

Having access to passionate aviators
from all over the world and Canada
through Harv’s Air Flight School al-
lowed me and Mireille to enlist the help
of important volunteers. Pilots, flight
instructors and student pilots from across
Canada and beyond played key roles in
making the event happen. Local hangar

more to me about the

passion for aviation in

Canada than at small,
grassroots events.”

tant Atamvir walked
through his sequence.
The smell of coffee
hung heavy in the
hangar while snappy
camera shots echoed
from where our media expert, Abram, was
recording the happenings. A M.E. Matt
finished inspecting each airplane.

The weather briefing, however, was
disappointing. Low ceilings prevented
us from moving ahead that day. We used
the time to catch up, meet new pilots and
put the finishing touches on the prepara-
tions for the competition. Students and
pilots exchanged stories as they helped
each other polish airplanes, pass around
refreshments and study sequences. Safety
pilot Mike encouraged new aerobatic
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pilots he would be flying with later that
weekend. Lenora, Miles and Charlie kept
our spirits up with their retellings of past
competitions.

That evening the CCAC crew piled
into vehicles and drove out of town to a
backyard barbecue sponsored by pilot-
training.ca. The dinner had to be moved
inside a garage due to the rain that had
now become torrential. We chatted light-
heartedly over delicious food. Someone
dared another person to jump into the
swimming pool. Soon, dozens of us were
jumping in, fully clothed. Bad weather
and a cancelled first day couldn’t keep us
down. We laughed and splashed around
as the rain poured down in renewed
torrents.

The next day proved to be just as pro-
hibitive in terms of flyable weather. This
time, heavy rain kept us hangar-bound.
However, as the afternoon began to give
way to the evening, the weather started
calming down and clearing up. As the
sun set, an aura of optimism rippled
through the group. Tomorrow was full of
possibilities.

Sunday dawned crisp, sunny and elec-
trified by one enormous task: Squeeze a
full weekend of competition into one day.
The army of volunteers sprang into ac-
tion. Charlie gave us a dynamic briefing
and soon dozens of hands were wheeling
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airplanes out of the hangars. Our safety
director, Aaron, was busy while Mireille
zipped around in a golf cart donated by a
local hangar owner, making sure every-
thing and everyone were in place. Our
scorer, Adam, fired up his computer while
Lenora oversaw all proceedings with a
seasoned eye.

Then it happened. The roar of engines
tore through the air as our starter, Harv
himself, got the lineup of contestants
ready. With well-timed precision, each
airplane was launched and got to fly their
sequence for the line of judges. From Pri-
mary to Advanced, each pilot gave it their
all against the resonant, blue sky. I went
up against one of the best Canadian pilots
in the Advanced category who went on to
win: Neil Harris.

Not a second was wasted. The tempera-
tures rose and each of the contestants flew
their three flight programs. Meanwhile,
the volunteers secured entry points,
recorded scores, pumped gas, judged
flights, pushed airplanes, ran scores from
the judging lines, secured materials, read
out sequences and radioed important
information from every corner.

Finally, there was only one flight left to
go. We looked up at the sky with alarm
as ominous clouds began moving in. It
was now or never. [ ran from where I was
working in the hangar and jumped into

the Extra. Harv secured the canopy over
me as I yelled “Clear prop” from the little
window. Thanks, Dad. I roared into the
sky and flew my heart out during that last
unknown program.

AsIlanded, I saw little raindrops
appear. Glancing at the judging line, I wit-
nessed a frenzy of clipboards being gath-
ered and chairs being evacuated hurriedly.
Volunteers held umbrellas over the judges
as they finished the paperwork and ran
toward the hangar. The sky opened and
a deluge of torrential rain crashed down.
Our ramp attendants rushed my airplane
down the taxiway into the hangar. Every-
one gathered around and, as I emerged, I
could hear thunderous applause for a day
well executed down to the last second.

The trophy ceremony commenced, and
Ilooked around at the sea of excited, tired
and happy faces. Each of our amazing
volunteers had put in a tremendous effort
and their love for aviation shone through
their hard work. I haven’t even named
half of them, but they gave everything
they had that day.

This event couldn’t have happened
without them, and every single person
who participated or watched that day was
energized by everything that undying
passion and dedication can achieve when
so many different people come together
for aviation. M
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The Ghost Of Grand Rapids

STRANGE HAPPENINGS IN THE MANITOBA MUSKEG

uring the 1930s, few aviators
predicted that an aircraft bearing

the Fairchild logo would feature in

a wilderness ghost story. Northerners told
of a mysterious uniformed apparition sur-
rounded by pine needles where two Royal
Canadian Air Force (RCAF) airmen lost
their lives on August 6, 1937, 233 miles
northwest of Winnipeg.

In 1933, Longeueil-based Fairchild
Aircraft president Hubert M. Pasmore
marketed the first metal-covered aircraft
produced in Canada. After the Fairchild
Super 71’s October 31, 1934, maiden flight,
federal authorities issued a certificate of
airworthiness for prototype CF-AUJ. Al-
though the landing gear proved weak, the
airplane survived until October 3, 1940,
when the floats investigated a floating log
at Uchi Lake, 53 miles east of Red Lake.

Military minds had not been inactive.
Canada’s Department of National Defence
(DND) ordered two aircraft. Instead of an
open cockpit, RCAF in Ottawa demanded
a side-by-side two-seat enclosed com-
partment. A 600-hp unit replaced the
original 525-hp Pratt & Whitney T1D1
Wasp engine, but empty weight increased
to 4,682 Ib from CF-AU]J’s 3,817 Ib. Test
pilot Alex S. Schneider flew the ‘P’ variant
on August 27, 1936, and RCAF-marked
665 and 666 joined the flight line. No skis
came with the package nor did tool kits.
Inspection covers blew away and paint
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peeled. Instead of instrument panel fuel
gauges, technicians erroneously installed
them on wing leading edges and the first
delivery came with a broken paddle —
critical for seaplanes.

With improvements, Super 71P 665 be-
came a wireless trainer, air ambulance and
general transport from Trenton, 106 miles
east of Toronto. The 58-foot wingspan and
65 mph landing speed ensured the ‘P’
fulfilled its photographic purposes until
a pilot curtsied the three-blade propeller
into the tarmac. Sister ship 666 moved
to Edmonton’s No. 2 (GP) detachment
during 1937 for general duties before
preparation for transfer to Sault Ste. Marie
with fuel stops. Figures indicated 120
mph cruise and 600-mile range on wheels,
although delivery pilot F/O Charles H.
Porter anticipated less with factory-built
Fairchild P-8 floats.

With assistant LAC E. C. Doran, Porter
departed August 6, 1937, in summer
uniform and black Oxford shoes. Neither
knew their odyssey would end horrifically
and tracked east toward RCAF sub-station
Cormorant Lake, 38 miles northeast of
The Pas. They planned to turn south from
the base to Lac du Bonnet near Winnipeg.

Forest fire smoke hindered navigation
as strong winds fanned flames along the
route. Armed with a magnetic compass,
Porter stayed low in poor visibility and
map read to Cormorant Lake where a

BUSH FLYING WITH ROBERT S. GRANT

contingent of Manitoba Government Air
Service (MGAS) experienced bush pilots
watched. Accustomed to the region, they
offered advice.

“They discussed the weather and
visibility and pointed out that smoke con-
ditions rendered the visibility very poor,”
said MGAS caretaker W. R. Taylor. “Mr.

J. C. Uhlman (MGAS Assistant Director)
told Mr. Porter that his own pilots were
not to fly and were grounded until the
smoke cleared.”

Porter and Doran refuelled and, for
reasons unknown, disregarded sugges-
tions from MGAS pilots who understood
when to wait for better days. Less than
two hours after landing at Cormorant,
the Fairchild Super 71P turned for the
376-mile leg to Lac du Bonnet. Porter
knew of an alternate landing place at the
Cree community of Grand Rapids where
residents glimpsed the ‘airborne noise
factory” at treetop level 90 minutes after
departure from Cormorant Lake.

“At 1730 hours, I was standing on the
bank of a river when I heard an plane ap-
proaching. Ilooked around and then saw
an aeroplane come from behind the trees
and pass across the mouth of the river
and vanish on the other side,” said village
chief Lawrence McKay. “It was not clearly
visible because of the heavy low-lying
smoke in the air. It was the smokiest day
we’d had for some time.”

Unknown to the villagers, 666's destiny
terminated less than a half-mile east
of a body of water known as Morrison
Lake. A napalm-like chaos fed by wing
tank fuel erupted on impact. White-hot
temperatures melted engine cylinders
and turned the structure into molten lig-
uid sizzling into muskeg mud. Nothing
except mosquitos witnessed the final
coming to earth.

Three days later, MGAS pilot Law-
rence H Phinney peered at the wreckage
through the smoke-streaked windshield
of his Fairchild 82. Next day, he delivered
teams to a scene where charred bone and
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residue marked the forest floor. Two Ca-
nadian Airways aircraft also landed with a
coroner and RCAF officers to extract what
human remains could be found and deliv-
er them to The Pas. Dental records arrived
from Ottawa.

A Court of Inquiry of seven aeronautical
personages such as car salesmen, clerks
and a dry cleaner, considered the evi-
dence. Dental records confirmed Doran’s
presence and other bone fragments were
believed to be Porter’s. A recovered seri-
al-numbered key was confirmed as Por-
ter’s and a clock ejected from the aircraft
indicated 1724 hrs.

“These remains being all that was left of
the person of Porter, whose body had been
consumed by the fierce gasoline combus-
tion caused by the crash, there was every
justification to believe that the body of F/O
Porter has been accounted for,” concluded
witnesses. “Officers investigating were
quite justified in consid-

confirmed the Fairchild pilot’s demise.
Armstrong notified authorities and, when
weather permitted, RCMP and RCAF
members with a coroner and dentist con-
gregated at Morrison Lake where they en-
sured the body was Porter’s. Investigators
needed to know how the pilot had arrived
so far from the original accident site.
Some suggested Porter jumped but
unused parachute buckles survived the
burning, nor was the aircraft ablaze when
the Super 71P barely missed trees at Grand
Rapids. No singed clothing appeared on
the body. Others postulated that the pilot
ran, walked or crawled from the scene.
Unlikely: a medical analyst asserted that
a broken spine, disarticulated vertebrae
and fractured pelvis caused instantaneous
death. In a bizarre twist, no one could
explain why Porter’s Oxfords were not
scratched or scuffed and no animal teeth
marks appeared on the bones. Northern-
ers knew foxes and

ering the case closed.” “ mice scavenged animal

W i Rumours developed :

ith death certificates remains.

issued for both men, about the ghOSt of an Jury members con-
life went on in Mani- RCAF officer roaming cluded with the stan-
toba. Aircraft contin- the cedar, birch and dard ‘error in judgment’
ued serving outposts, poplar trees.” non-aviators preferred
prospectors prodded, —_— for inexplicable aviation
trappers trapped and incidents. The case

forest fires ceased. Weeks later, rumours

of a mysterious being near Grand Rapids
reached newspapers and, 89 days after the
tragedy, trappers Frederick Atkinson and
Felix Turner decided to scour the bushland
for fur-bearing animals.

Near Morrison Lake they noticed a
depression in the snow a half-mile from
the Super 71P’s fatal brush with trees.
Snowshoeing closer, they discerned a
human skeleton on its back with knees
drawn up and remnants of a military uni-
form including RCAF-issue shoes. After
returning to Grand Rapids Atkinson, with
Anglican missionary Gilbert M. Arm-
strong, slogged back to the bones. Neither
could ascertain the identity of the grisly
find; no one had vanished from the village
and all airplanes had been accounted for.
Armstrong discovered a wallet with a
fuel slip folded inside and two travellers’
cheques. The almost illegible papers car-
ried a name: Porter.

Impossible. The Court of Inquiry had

closed again, and the death certificate re-
issued. Payments went to jurors. Atkinson
demanded $100 and the dentist submitted
his invoice since he had left a patient sit-
ting in his dental chair. Again, life returned
to normal north of Winnipeg.

Rumours developed about the ghost of
an RCAF officer roaming the cedar, birch
and poplar trees. Questioning drew a
confession from a villager who claimed to
have seen the so-called spirit. Fellow resi-
dents Mrs. F. L. Campbell and Armstrong
pursued the matter and finally learned the
encounter never occurred.

“My personal opinion is that the man
was making an attempt to achieve a local
reputation for himself and also attempting
to frighten the more superstitious of his
friends,” said Armstrong. “I questioned
him, and he told me the whole story was
untrue and that he had just been fooling.”

The question remains: How did Porter
travel from the point where Fairchild Su-
per 71P 666 contacted the muskeg? M
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N PEPTALK

AIRMANSHIP WITH GRAEME PEPPLER

Fundamental Piloting Skills

COCKPIT TECHNOLOGY IS TAKING A TOLL

ne has to wonder what’s con-
O cerning the Federal Aviation

Administration (FAA) when it
releases a draft Advisory Circular (AC)
that is, essentially, reminding pilots
how to fly their aircraft. The Advisory
Circular (AC No 120-FPM) provides
guidance and recommended practices
for controlling an aircraft’s trajectory
and energy. Effectively, the document is
suggesting that flightpath management
(FPM) skills of pilots and aircrew are,
perhaps, waning and could be sharper.

The document is directed towards the

professional world; that is, commercial
aircraft operators and their training
practices. Nevertheless, the document
touches upon a multitude of funda-
mental factors that every pilot should
address vis-a-vis their own levels of
cockpit proficiency and professionalism.
There is, after all, a lot to think about
when flying an aircraft. Going about it
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as professionally as possible, no matter
how mundane the mission, is incumbent
on all who choose to fly.

Flightpath management encompass-
es all those skills required of a pilot to
ensure that their aircraft is under their
full control and moving in the direction
it's supposed to be going. This direction
refers to the aircraft’s lateral, longitudi-
nal and vertical trajectories. One would
think that this is fundamental to basic
airmanship but, considering the reasons
for the issuance of such an Advisory
Circular, it may be more complicated in
a world that is ever-increasingly paced
with technological advancements.

The purposes behind AC No 120-FPM
speak to an increasingly prevalent issue
in piloting: that too heavy a reliance
on automation and technology may be
eroding the skills of pilots. The FAA's
AC, therefore, is suggesting that pilot
hand-flying skills — in association with

Hand flying skills are
deteriorating in the face of
more cockpit automation.

other airmanship factors — could use

a boost. Automated systems, it clearly
states, are a set — but not the only set —
of tools to manage a flightpath. What's
required is less focus on manipulation
of automated systems for FPM and a
reemphasis on training and operations
that ensure that FPM always remains in
the hands of the pilot.

Good FPM should be the result of
good manual flight operations (MFO).
MFO comprises a pilot’s physical con-
trolling of an aircraft’s pitch, roll, yaw
and thrust. As the AC succinctly states,
MFO should be the foundation upon
which other technical flying skills are
built, inclusive of any flying situations
where automation is being used.

The skills that are targeted by the AC
for addressing have a familiar ring to
them. MFO requires, as stated by the
AC, cognitive skills, psychomotor skills
and communication skills. These skills,
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and their associated criteria, aren’t far
removed from the often-heard drill,
particularly when matters start getting
tense in the cockpit, to ‘aviate, navigate
and communicate.” These are founda-
tional to good airmanship.

Pilots don't actually hand-fly their
aircraft very much, according to the
AC. (Manual flying is usually only done
during the takeoff and landing phases of
flight.) This latter fact may be contrib-
uting to gaps in pilot proficiencies. And
this may be coming under the spotlight
in situations where pilots are required to
take immediate manual control of their
aircraft, from the automated equipment
that may be doing the flying for them.
According to the AC, operational,
accident and incident data suggests that
decaying skills in MFO may be enhanc-
ing the vulnerability of pilots to poor
FPM regardless of the level of automa-
tion present in their cockpits.

Decaying hand-flying skills are the
target and concern of this AC. Pilots, it
deems, should be encouraged to man-
ually fly their aircraft as much as they
possibly can, irrespective of the auto-
mation available to them. It is essential,
the document states, that knowledge,
cognitive and psychomotor skills for
MFO are developed from the beginning
of pilot training and practiced through-
out a pilot’s career.

Managing automated systems,
proper vigilance when monitoring
and Cross—checking systems, and strict
protocols relating to pilot performance
all factor heavily into the elements being
addressed by this AC. So too does it
emphasize a need for strong theoretical
understandings of the energy contained
in the aircraft as a flying system; in other
words, how management of an aircraft’s
kinetic, potential and chemical energy
impacts its manoeuvring.

To reiterate, this AC applies to com-
mercial operators. But the best founda-
tions for piloting start at the entry level
and work their way up from there. If the
pros are being told to review the basics,
it may not be a bad idea for everyone
else to do it too. It sounds like a good
idea, no matter what kind of flying
you do. M
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Landing the
Boeing 787

IT'S WHAT | CALL A RE-ENTRY

= ven for the high-flying Boeing 787,
== the adage of “What goes up must

b cOme down” applies. I affection-
ately refer to this phase of flight as re-en-
try. At times the orbital analogy seems
more accurate than you might realize.
Before dealing with energy manage-
ment in descent, myriad operational
issues are addressed, starting with a
review of the flight plan. Anticipated
arrival weather as well as any NOTAMs,
such as taxiway construction and unser-
viceable approach aids, is discussed. The
same goes for our filed alternate. BINGO
fuel, the trigger quantity to divert to an
alternate, is calculated. Like most things
in aviation, the devil is in the details.
Next comes a deep dive into the desti-
nation airport’s procedures. For this, our
iPads are indispensable. Digital Jeppesen
charts are literally teeming with details;
noise abatement procedures, speed
restrictions and local ‘ism’s.” Examples in-
clude the very specific wording Heathrow
Director requires on initial contact, or the
stated prohibition of including the words
“to” or “for” in connection with altitudes
when in contact with Frankfurt ATC.
About this time, I'll brief the In-charge
flight attendant, updating our ETA, arriv-
al gate and the expected ride conditions in
descent. We'll also agree on when to wake
up our passengers with a “good morn-
ing” announcement from the flight deck.
Flight deck ranks are captain, first
officer and cruise relief pilot (CRP). Crew
duties are in turn divided into pilot flying
(PF) and pilot monitoring (PM). The PM
performs all flight management computer
(FMC) programming, leaving aircraft
control in the hands of the PF. If a CRP is
part of our crew, he or she is tasked with
monitoring our checks and programming.
These third crewmembers are often said
to sit behind the ‘genius line.’
Landing performance calculations

22 CANADIAN AVIATOR MAY/JUN 2022

FLY LIKE A PRO WITH RICHARD PITTET

provide the precise distance required from
touchdown to a full stop, considering
runway braking action decrements, name-
ly the effects of water in all its physical
states. Flowing from this are landing flap
selections and the extent of reverse thrust
we anticipate using.

With this data we’'ll brief the optimal
touchdown zone (OTZ), as well as a
go-around point should the landing go
long. Included is a
reference to the taxi-
way to be used when
exiting the runway,
and when control
will be passed back to
the captain following
the landing if the
first officer is the one at the controls. For
the first approach of a pairing, we’ll also
talk through the specific roles of each pilot
should a go-around be necessary.

To provide for a more accurate top-
of-descent point, forecast descent winds
are uplinked to the FMC. The filed STAR
(standard terminal arrival routing) linking
the high-altitude airway structure with the
instrument approach in use is also loaded
into the computer.

Below 10,000 feet ASL, at the latest, a
sterile flight deck is our standard op-
erating procedure. The goal here is to

“My lifelong mission
is to stay ahead of the
computer in determining
what control and thrust
inputs are necessary.”

minimize the errors that can arise out of
distractions. It’s also the altitude at which
the In-range check is completed. You'll rec-

ognize this as the point where the seatbelt
sign is illuminated and remains on until
arriving at the gate.

RNP-AR approaches are GPS-based
procedures that combine an arcing arrival
with glide path reference on final. Their
operational advantage is combining a
reduced fuel burn
with a lower noise
footprint. The gold
standard of ground-
based precision
instrument ap-
proaches remains
the ILS. Standard ILS
minimums allow us to descend to about
200 feet AGL.

In low visibility conditions, we're au-
thorized to land in what are near zero-zero
conditions, necessitating the use of the
787’s remarkable Autoland capability. It's
here that the HUD (heads-up display) al-
lows the captain to view critical telemetry
information projected on the transparent
screen while scanning for the runway.

At Flaps 1, leading edge slats are ex-
tended. Prior to glidepath intercept, the PF
calls “landing check,” prompting the PM
to extend the gear, complete the checklist
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and extend further flaps as required. The
goal is a fully configured airplane by 1,000
feet AGL.

The PF’s objective is decelerating the
787 while at the same time descending
on the glidepath. Certain airports, such
as London Heathrow, make this difficult.
LHR requires 160 knots IAS to 4 nm DME.
The ATC equivalent of Big Brother can
literally monitor our flight deck selections,
meaning speeding in the heavy Boeing
can result in similarly heavy fines.

At 1,000 feet AGL, the PM confirms
the landing check is complete. At 500 feet
AGL, a “stable” call further confirms the
airplane is on-speed and fully configured
for landing.

It's now that the PF’s focus expands
from flying the instrument approach to in-
clude the actual landing. With HUD-gen-
erated data projected onto the screen
before him or her, a series of graphic
symbols depict the flightpath of the air-
craft. Raw attitude information is always
available, augmented by velocity vector

data. Glidepath and lateral tracking cues
are also projected. Our radar altimeter
gives height AGL, and a HUD declutter
function can literally project an outline of a
runway onto the transparent screen.

Trends become easy to detect once you
become familiar with the projected sym-
bology. A pair of digital flight directors
integrated into the primary flight displays
convert all telemetry information into
steering commands for the PF and PM,
making their respective tasks of flying
and monitoring much easier. Being a bit
‘old school.” My lifelong mission is to
stay ahead of the computer in determin-
ing what control and thrust inputs are
necessary.

Approaching minimums, a ‘100
above’ call is generated by the computer,
prompting the PF to respond “Roger.”
Then the most critical part of all, the
actual landing, occurs. This is also when
the real fun begins. Blending twen-
ty-first century technology with basic
stick-and-rudder flying, our goal is a

smooth touchdown in the OTZ. The skills
employed are not unlike those used in
landing any GA aircraft.

The spoilers, sensing weight on wheels,
deploy. These kill lift and, in doing so,
improve braking effectiveness. Next, the
PF selects reverse thrust and starts the
process of de-rotating the nose before
the loss of elevator authority results in
gravity plunking the nose gear onto
the runway. A split second later the PM
announces “spoilers sp” followed by
“reverse green,” confirming symmetrical
reverse thrust is available. The call “80”
is a clue to whoever is driving to reduce
that familiar engine roar. Clearing the
runway, the captain takes control and
calls for the after-landing check.

Three checklists later, we're en-
gines-off at the gate. It's then that I take
a moment to reflect on what’s just hap-
pened, still in awe of my good fortune.
Don't tell my chief pilot, but at times I'm
almost embarrassed to call this a job. The
787 is one sweet ride. W
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The Advantages of ADS-B

WHY EVEN GA PILOTS WILL BENEFIT

efore I retired from ATC, I was told

something that bothered me: “We

won’t have Aireon data in low
level airspace before you retire.” And that
was when I was planning to go in about
four years’ time.

Let’s back up a little and explain why
I was disappointed in that statement.

I'worked 27 years of my career
in low-level en route and terminal
airspace. Through all those years, I
worked toward the goal of improving
everything in the system. I started just
by trying to serve pilots better. If I cost
a pilot another mile or two in the air, it
meant wasted airspace, and that was
lost efficiency. So, I reviewed whatever
situation I had on a regular basis with
plans to “do it better” the next time —
whether that would be two minutes,
two days, or two months later.

The least efficient methods for the
control of IFR aircraft involve ‘procedur-
al’ means. This is where the controller
cannot see the aircraft on radar or other
forms of surveillance and position
reports are used to determine where
aircraft are, what separation exists, and
what restrictions must be placed on
flights to establish separation or ensure
it continues to exist.

Because the time it takes to determine
positions of aircraft can be great, so are
the ‘separation standards’ that controllers
must apply between aircraft not visible
to surveillance systems. While it's hard
to describe every situation, I'll leave you
with one of the worst examples. For easy
math, take two jet aircraft cruising at
480 knots who want the same route and
altitude. A speed of 480 knots is eight
nautical miles per minute. The commonly
used time-based standard in such a situa-
tion requires 10 minutes between aircraft.
This equates to 80 nautical miles. So, if
one is within 80 nm of the other, it misses
out on an optimum cruising level.
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By contrast, these aircraft could be sep-

arated by as little as five nm under radar
surveillance. While not all procedural
separation standards are this egregious,
they are all greater than what could be
used with surveillance.

Nav Canada has begun using data
from an operational ADS-B satellite
constellation orbiting our fair planet. This
means that any aircraft with ADS-B Out
broadcasting its data, including identity
and position among other things, can be
‘heard’ by this constellation and proces-
sors interpret this data, displaying it for
a controller to ‘see,” just like using radar.
This opens up a lot of possibilities.

One of radar’s limitations is that it
is ‘line-of-sight.” This means that if the
aircraft is below the horizon, it won’t
likely be seen by a radar station. Since
radar stations are expensive to install and
can be expensive to maintain, there isn’t a
tremendous number of them. Some areas

are remote and not accessible by roads or
offer other obstacles such as large bodies
of water or mountain ranges.

This means that many of Canada’s
less-busy airports are not covered well,
or indeed at all, by radar surveillance.
This also means that controllers must
revert to non-radar means of separating
arrivals and start departing aircraft out
on restrictive clearances until they can be
observed. En route aircraft suffer through
these ‘holes,” as well.

Enter space-based ADS-B. This prom-
ises that any properly equipped aircraft
virtually anywhere in Canada (or, indeed,
the world) can be seen, and can therefore
benefit from the efficiencies derived from
surveillance separation standards.

Of course, aircraft not so equipped
will still not be able to benefit from
these gains in efficiency. Moreover, if
unequipped aircraft are operating nearby
properly equipped aircraft, the latter will
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be held back by the former since there
will still have to be procedural separation
in use because the former is not visible.

This brings us to February’s announce-
ment. Aircraft wishing to operate in Class
A and B airspace in Canada will have to
be equipped with ADS-B Out by Febru-
ary 2023. Class B is the designation given
to all controlled airspace above 12,500 ft
up to the floor of Class A at 18,000 ft. This
will increase ATC's ability to see aircraft
in their airspace and use the much-small-
er surveillance separation standards
available to them, allowing more flexible
use of airspace, which benefits aircraft
operations in many areas.

When this mandate comes into effect,
the benefits will mostly be seen by opera-
tors in cruise, initial descent and those in
the later stages of their climbs.

In the same announcement, it was
stated that aircraft wishing to operate in
Class C, D and E low-level airspaces
will be required to have ADS-B Out

capability, “... no earlier than 2026.”
Then even more aircraft will see a benefit,
including in low-level airspace around
airports. As a former controller, I can only
imagine the places that will benefit from
this and wish I had that opportunity to
provide that increased level of service.

Of course, these mandates come at a
cost to aircraft owners and operators. For
those on the commercial and business
end of it, it seems to me that the opera-
tional benefits should pay for themselves
fairly quickly as controllers will have
the opportunity to move aircraft better,
saving operating costs as aircraft are less
restricted with respect to each other.

As far as general aviation is concerned,
these are costs that would not be paid by
others. A similar mandate is in place in
neighbouring U.S. airspace, but as many
who have investigated this already know,
it’s a little different.

The U.S. uses a different set of rules in
low-level airspace demanding different

equipment operating on a different
frequency (978 MHz). The ground-based
ADS-B south of our border needs only
to have an antenna on the bottom of

the aircraft. Canada’s (and the rest of
the world’s) space-based system needs
an antenna that ensures visibility from
above as well, and operates on 1090
MHz.

But even those who don’t wish to use
ATC services can see a benefit as they fly
between airports. Aircraft with “TCAS’
will be better able to see and avoid them,
and pilots with ADS-B In will have the
ability to be alerted to traffic as well.
Aircraft experiencing emergencies will
likely be visible to the satellites, possibly
allowing track history to be provided to
SAR personnel for quicker location of the
aircraft.

There are always costs associated with
progress, but I firmly believe this is a
step in the right direction for Canadian

aviation safety and efficiency. M
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NEWFOUNDLAND AVIATION WITH GARY HEBBARD

American Ace Pilot
Meets His Fate in
Newfoundland

PEACETIME CRASH OF A SHOOTING STAR

he province of Newfoundland
_|_ and Labrador is littered with

crashed airplanes. Many of the
wrecks occurred during the years of the
Second World War and tend to cluster
around the half-dozen airfields con-
structed throughout the then-Dominion
of Newfoundland to support military
flights. Many are the causes of aircraft
falling from the sky in both war- and
peacetime include mechanical problems,
training accidents, inclement weath-
er, poor piloting skills and even plain
bad luck. But only one aircraft in the
province’s aviation history was brought
down by a house.

Born in Lower Salem, Ohio, southeast
of the capital city of Columbus in 1922,
twenty-one-year-old Carl Payne joined
the United States Army Air Force in
1941 and graduated from fighter pilot
school just in time to join the battle
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Outer Cove

following the Japanese attack on Pearl
Harbor. With the rank of 2nd lieutenant,
Payne was assigned to the 309th Pursuit
Squadron, 31st Pursuit
Group, then flying the
Bell P-29 Airacobras
stateside, but quickly

A

finding himself trans-
ferred to England and
training for transition to
the iconic British-built R
Spitfire fighter. He saw
his first aerial combat
on July 26, 1942, flying
a’‘Spit’ and, in August
of that year, flew in
support of Operation
Jubilee, the ill-fated
Canadian attack on the French
port of Dieppe.

Payne’s wartime service continued
until the end of hostilities with the

defeat of Japan in 1945 and earned

him “ace’ status with the downing of

six (some sources say seven) enemy
aircraft, including five German, one Jap-
anese and possibly one Italian. Very few
other fighter pilots of the conflict can
claim the distinction of shooting down
aircraft from each of the three major
belligerents of the war. He also flew,

in addition to the British-built Spitfire,
another iconic fighter, the Republic P-47
Thunderbolt, feared as perhaps the top
Allied fighter-bomber of the war.

With the conclusion of hostilities, a
decorated Payne returned home and
opted to make the Army Air Corp (later
renamed the United States Air Force
and designated a separate service)
as his career. He soon found himself
selected for training on the then-still-
new Lockheed P-80 Shooting Star, the
USAF’s first operational jet-powered
aircraft. Developed near the end of the
war, too late to see combat, it first drew
enemy blood during the Korean War of
1950-53. A training version of the P-80
was soon developed and fitted with a
dual control system in a lengthened,
two-seater cockpit, designated as the
T-33, to become forever known to pilots
around the world as the ‘T-Bird.” From
the 1950s to the early 2000s, the Royal
Canadian Air Force would fly hun-
dreds of the type built under licence in
Canada.

On the morning of
Monday, January 9,
1956, now carrying the
rank of colonel and the
job of chief of opera-
tions, Northeast Air
Command at Torbay
airport (today’s St.
John's International),
Payne would find
himself at the con-

Col. Carl Payne. Photo taken near
the end of WWII in the cockpit of
his P-47 Thunderbolt fighter plane.

trols of a nearly new
Lockheed-built version
of the T-Bird carrying
the serial number 53-5143, official air
force designation T-33A-1-LO. Known
as an outstanding pilot with over 3,000
total flight hours in his logbook, Payne
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was nevertheless a relative novice to
the jet with just under 300 hours as
pilot in command and only 151 hours of
training in instrument flying, designed
to give him the ability to fly in all but
the worst weather. Those relatively low
numbers may have played a part in
what was to follow.

The early morning of Payne’s final
mission dawned dismal and grey with
fog, at times heavy, a phenomenon not
unusual at that time of year. Payne was
scheduled to fly 53-5143 to Saint-Hubert,
Quebec to take part in a conference, but
the weather was below the minimum
safe standards for takeoff, forcing him
to wait in hope of improving conditions.
Like most people, military or otherwise,
Payne chomped at the bit to complete
his assignment and continually lobbied
his commanding officer for permission
to depart despite the weather condi-
tions. Seven hours after his originally
scheduled takeoff time, the CO finally
gave in and authorized the mission.
With the temperature at the time just
above freezing and with no vertical and
little horizontal visibility, Payne pushed
up the plane’s throttle and headed
down Runway 17-35 (long since closed
but still in existence). Shortly after 3 pm,
the sleek jet lifted off and disappeared
almost instantly into the overcast.

With the undercarriage still retract-
ing, the control tower advised Payne he
was one mile out on a heading of 080
degrees. He acknowledged the trans-
mission, the last time he would be heard
from. Just minutes later, at 3-1/2 miles
from the airport, the plane disappeared
from radar, lost in ‘ground clutter,” an
indication that the plane remained per-
ilously close to the ground and not gain-
ing altitude as expected. Below Payne
lay the small fishing village of Outer
Cove, today on the eastern outskirts of
the capital city of St. John's.

A subsequent investigation of that
day’s events showed that Payne’s T-33,
having inexplicably failed to gain a
safe altitude, impacted the two-sto-
rey wood frame home of Outer Cove
resident Richard Stack and his family,

14-Year Fighter Pilot Dies),
House Los#, Family Esca

knocking down the
second floor into

the first and starting
a fuel-fed fire that
essentially destroyed
the structure. The
one untouched area
of the house was

the kitchen, located
opposite the impact
point, miraculously
sparing the lives

of the entire Stack
family. Examination
of the wreckage
indicated the plane
first struck the house
with its left wing,
the internal fuel tank
immediately ruptur-
ing and bursting into
flames. The mangled
craft then plunged

to the ground, shedding bits and pieces
as it skidded along and finally over a
200-foot cliff, impacting the ocean below
and disintegrating.

On that January morning, Mary
Roche was a 26-year-old wife and
mother living in a small house just
yards from the Stack property. “My two
sons were out playing in the yard, and I
heard a bang,” she recalled many years
later, at first blaming the boys for the
racket. “My father-in-law came in (sec-
onds later) and said, ‘Oh good Christ, a
plane is crashing on (Stack’s) house’.”

Apprised of the situation, men in the
vicinity immediately launched a small
fishing boat and approached the spot
where the plane had struck the water,
just a few yards from the rocky shore.
Payne’s body was immediately found
floating on the surface and returned
quickly to shore. Military officials at
Torbay airport were promptly advised.

The official USAF investigation later
showed that Payne made no attempt
to use his ejection seat to abandon the
crippled plane after impacting the Stack
home, nor was his standard issue life
preserver inflated, suggesting he was
either disabled or killed on impact

“The one untouched
area of the house was
the kitchen, located
opposite the impact
point, miraculously
sparing the lives of the
entire Stack family.”

with the house. But
only scattered debris
remained on the land
to offer evidence of
the cause of the crash,
the rest having sunk
in the waters of Outer
Cove. Attempts to
salvage the wreck
were later thwarted
by wind, currents
and waves, making it
impossible to reach a
definitive cause in the
absence of most of the
fuselage, the engine
and cockpit. The air
force crash report,
obtained by the
author, had the pilot’s
cause of death and
many other details
redacted, so the exact
cause was unavailable. The report did,
however, censure both Payne and his
commanding officer for “poor judge-
ment” in allowing Payne to take off in
such poor weather conditions.

At the time of his death Payne and his
family were living near the base in St.
John’s. His wife and two sons eventu-
ally returned to Ohio. Thus ended the
distinguished career of a true war hero,
family man and dedicated United States
Air Force officer.

The Stack family, in the meantime,
fared much better. The air force prompt-
ly replaced their demolished home with
a modern bungalow which stands on
the same spot to this day. The rugged
beauty of Outer Cove in 2022 shows no
signs of the tragedy that visited the site
in 1956, though over the years the sea
has occasionally disgorged a few bits of
aircraft aluminum in the wake of heavy
seas. Small boats no longer nod at their
moorings in the former fishing village.

Today, a respectful visitor may hear
some older residents, who still recall
the event, speak of it in hushed tones,
respectful of the passing of a Second
World War fighter ace and early jet
fighter pilot. I
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at Langley Airport

DOES CANADA NEED AN INQUIRY INTO AVIATION SAFETY?

STORIES AND OBSERVATIONS WITH W.T. (TIM) COLE

study of the events over the past
A couple of years at British Colum-
bia’s Langley airport (CYN]) can
be seen as a microcosm of the deficiencies
within Transport Canada, Nav Canada
and the Canadian civil aviation system.

On November 16, 2021, the Langley
airport management team issued a
NOTAM prohibiting departures from all
runways during the hours that the Nav
Canada control tower was operating.
This unprecedented action was taken
due to “safety concerns.” The airport
remained closed to all fixed-wing depar-
tures for the next three days and then
one runway was opened to fixed-wing
airplanes for northbound departures.
After three weeks, Runways 01/19 were
opened for departures in both directions.
The longest (and crosswind) runway,
07/25, remained closed for a total of three
and a half months until finally opening
on March 1, 2022. Helicopter operations
continued throughout the closures.

What prompted these drastic actions?
There have been ongoing communication
issues between the Nav Canada control
tower and the airport operator for several
years that still continue. Langley has been
noted for the unusually high number of
CADORS reports. The nearby Boundary
Bay airport (CZBB) has more than twice
the number of aircraft movements and
is open for longer hours than Langley. In
2019, Langley had five times more CA-
DOR reports and in 2020 had three times
more CADORS reports than Boundary
Bay. The number of reports at Lang-
ley also surpassed other nearby larger
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airports with more movements, such as at
Abbottsford, Pitt Meadows and Victoria
airports. Pilots in the local areas refrain
from visiting Langley for fear of being
reported for minor infractions. Is Langley
so difficult to fly into? Are the pilots using
this little airport rogue or incompetent? Is
this a case of controllers acting like police-
men on a busy highway, ticketing drivers
for being one kilometre per hour over an
arbitrarily set speed limit?

In February 2021, the Langley tower
unilaterally implemented new run-up
procedures. These pro-
cedures were further
modified on Novem-
ber 1, 2021, and these
procedures denied the
use of a traditional

“Is this a case of
controllers acting like
policemen on a busy
highway, ticketing

that prompted airport management to
restrict departures at this airport.
Numerous meetings have been held
between the airport operator, Nav Cana-
da, Transport Canada and the users. The
airport was, and is, in compliance with
all Transport Canada standards. While
some of the issues are being resolved, to
a large extent the meetings have not been
successful. A senior Transport Canada of-
ficial stated that although the airport was
in conformance with federal standards,
they were reluctant to act because there
was “no violation of
the regulations” and
this was considered to
be a “level of service”
issue between Nav
Canada and the airport

run-up area adjacent drivers for being one operator.

to a blast fence that kilometre per hour Correspondence
was designed for . . expressing safety con-
this purpose. These over an a:lbll-tra!r‘l,luy set cerns to the Minister
procedural changes speed limit? of Transport and to the

culminated in requir-

ing pilots to complete their run-ups on
the limited apron areas of the airport.
Basic airmanship teaches new pilots not
to operate aircraft at high power settings
on congested apron areas. A slipped
parking brake, or a moment’s inattention
by a student pilot, can have catastrophic
results in these areas. Langley tower does
not issue clearances, transponder codes
and other pertinent information until a
pilot advises that his run-up is complete.
These procedures are not in conformance
with other Canadian and international
airports. These were the “safety issues”

board of directors of
Nav Canada has not been answered. A
response to previous correspondence was
received from the Chair of The Trans-
portation Safety Board of Canada. The
TSB refrained from entering the fray and
conducting a requested safety audit at
the airport. The TSB stated that Transport
Canada and Nav Canada should solve
the issue. Of particular concern was a
letter directed to Nav Canada’s board and
the Minister of Transport that expressed
concerns about safety at the airport. This
letter was signed by the three major

flight schools that are based at Langley,
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a cadre of resident professional pilots that
includes six former Transport Canada
Civil Aviation Safety Inspectors, former
Nav Canada personnel and former senior
airline and military pilots. This letter, as
of the date of writing this article, has not
received a response.

As indicated above, the ongoing issues
at the Langley airport are but a symp-
tom of much wider and larger concerns
relating to the safety and the oversight
provided by Transport Canada across
Canada. Some questions that should be
asked are as follows:

e It has been 25 years since Nav Canada
was formed and Air Navigation Services
was moved out of Transport Canada to
this private corporation. Has Nav Canada
become so large and well established that
it has become impossible for Transport
Canada to regulate?

¢ Is there sufficient expertise within
Transport Canada to provide oversight to
Nav Canada?

e Has Transport Canada become solely
reliant on Nav Canada’s internal process-
es to provide self-regulation?

¢ What happens when there are safety
anomalies and irregularities similar to the
Langley situation?

¢ Will Transport Canada step in and
provide direction?

¢ Does the Nav Canada practice of not
having on-site managers at smaller air-
ports really work?

¢ Is having off-site managers (who in
some cases are not air traffic control-
lers) providing oversight to controllers
effective?

¢ Is Nav Canada facing a shortage of
trained controllers?

* Has Nav Canada’s cost-cutting mea-
sures, due to reduced revenues relating to
the pandemic, adversely affected safety
and levels of service?

¢ Is Nav Canada reluctant to take cor-
rective measures with errant air traffic
controllers in fear of union retaliation?

¢ Has Nav Canada become a regulation
maker (e.g., the planned mandatory require-
ment for ADS-B out in Canadian airspace)?

e Is the Transport Canada Civil Aviation
Directorate properly resourced to provide
oversight to the aviation industry and the
associated air navigation system?

e Are Civil Aviation Inspector and Safety
Inspector positions not being filled or be-
ing phased out as cost saving measures?

e Are Civil Aviation and Technical
Inspectors receiving the comprehensive
training that was previously provided in
past decades?

¢ Is there too much reliance on doing
paper audits of processes, particularly
Safety Management Systems, and not
enough ‘boots on the ground’ seeing
what is actually operational and in the
field?

¢ Has Transport Canada’s management
philosophy of ‘a manager is a manager’
and the lack of technical or operational
backgrounds for some management per-
sonnel led to a culture of industry knowl-
edge ignorance within the department’s
management hierarchy?

And there are many more questions
that need to be asked.

As Canada, and the world’s, aviation
industry recovers and flourishes in the
post-pandemic era, the pre-pandemic pi-
lot, operational and maintenance person-
nel shortages will be exacerbated. These
shortages will have a profound effect on
safety and will certainly trickle down,
particularly to the second and third level
air carriers and the industry in general.

Will Canada be proactive and heed
Justice Moshansky’s warning and
call for a commission of inquiry into
aviation safety, or will Canada follow
the traditional path and react to a future
smoking hole in the ground? One way
or another there will be an inquiry into
aviation safety at some time over the
horizon. The question is, when? M

Editor’s note:

Tim Cole is an active pilot who holds an
Airline Transport Pilot Licence for fixed-
wing aircraft and a Commercial Pilot Licence
for helicopters. He is a 31-year veteran
with Transport Canada as a Civil Aviation
Inspector, manager and director.

ENTER
TO WIN

Canadian Aviator is proud to
partner with Citizen Watches,
co-sponsor of the Annual
New Pilot Prize Draw.

The 2022 prize is a CITIZEN®
Promaster Snowhirds Skyhawk
A-T watch. This watch was designed
to commemorate the CAF Snowbirds Air
Demonstration Team. Along with precise
atomic timekeeping in 43 cities, other
features include a perpetual calendar,
dual time, two alarms, a countdown
timer, digital backlight, UTC displays
and a pilot's rotating slide rule bezel.

Canadian Aviator subscribers (paper
or digital) who have recently soloed, or
obtained a new licence or rating, are
eligible to enter. Prize draw will occur in
the summer of 2022 and the winner will
be featured in the September-October
issue of Canadian Aviator.

CITIZEN

= TO ENTER: Send a photo of
yourself alongside your flight instructor,
together with your recently earned
status and the date it was achieved,
to steve@canadianaviator.com.
Include the name of your instructor
and your flight school.
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Ice Out

THAT MUCH-ANTICIPATED TIME OF YEAR
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he term “ice out’ fills some with
_|_ hope, some with trepidation and

some with a sense of our true place
in nature’s yearly cycle. As the winter sea-
son begins to wane and the temperatures
are consistently holding above the freezing
point of water through the night, our north-
ern lakes and rivers begin their transition
from a solid platform to work and play off
of, to a sometimes-risky proposition. It is at
this point that one must weigh the gains to
be made by continuing to operate off of the
ice with the potential of having to perform
an ice rescue. Once the snow cover is off
and the ice starts to change to a mottled co-
lour, I don’t even walk out to go ice fishing;
I like to stay dry and wait it out. This was
not always the case as my older brother
watched a teenage me sink up to my hips
chasing last ice walleye. It was a shocking
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and cold enough experience to ram the
dangers of a thin-ice lesson home for life.

I grew up on the shores of Agimac
Lake in northwestern Ontario. My mother
always loved watching the ice flows come
in and pile up on shore. Their inexorable
journey from the west side of the lake
eastward was something to look forward
to every spring. On our side of the lake,
which is two miles at the widest, east to
west, and about five miles long, people had
to adapt to this yearly crushing presence
that demolished shorelines quietly and ef-
ficiently. None of us had permanent docks,
opting rather for either anchor points and
mooring lines or docks that could easily be
put in and taken out, which were often on
wheels. The seaplane base located six doors
down from my house overcame this by
building an enormous seawall encircling

FLOAT FLYING WITH KEITH SAULNIER

the operating area. This didn't stop the ice
from pounding up onto and sometimes
over the wall, but it did give us a safe place
to get the fleet ready. As this was the source
of my childhood dreams, and later my first
commercial gig, anything and everything
they did back then seemed like the right
thing to do.

When waiting for ice to melt, patience
is key. This concept sounds so simple but,
it can be a hard thing to do. Commercial
operators don't have the ability to schedule
when the lakes become free of ice. They
just take what is given and work with that.
Some years we were able to get the fleet
going before the pilots were even sched-
uled to show up, while at other times we
had a room full of paid employees literally
watching ice melt without the ability to
generate revenue. This can be especially
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tough on bush operators as they need to
get out to their outpost camps to see what
has been damaged through the winter
(tree falls, rampaging bears, etc.) and get
to repairing, cleaning and resupplying
for the start of their season. I will admit
that in my flying adolescence, I have
been involved in chipping, clearing and
moving ice out of the way using a flotilla
of fourteen-foot aluminum boats just

to get the planes access to open water
and their permanent home. The reason
behind this was that the winter storage
area was on an inland lake that melted

at a much slower rate than Georgian Bay
did. Back in Northern Ontario, if it was a
particularly cold or long winter, the only
cabins that could be serviced first were
often adjacent to a strong river’s outflow.
This moving, sun-warmed water would
create more than enough room to get in
and out safely. Nicole was especially good
at this as she could land a Beaver within
ten feet of any point she chose. As always,
know your limits. She was very good at

short-field takeoffs and landings, trained
hard at them, and fully understood her
limitations as well as the capabilities of
the aircraft loaded and unloaded.

Private float pilots are no exception to
feeling the itch to get back out onto the
water. While they may not be as economi-
cally motivated like commercial operators
are, there is still the drive to get going.
They may have completed a modification
that was both performance enhancing
and costly. Perhaps it was a new paint job,
radio equipment or navigation devices. It
may just be the need to go out there and
explore. Whatever the reason, it is better
off waiting until you are sure the last of
the ice is gone and your takeoff and land-
ing area is secure before committing to go.

Melting ice is accompanied by snow
melt. Creeks and rivers are busting their
banks and surging this time of year. That
same forceful water that clears ice out
from river mouths will also pick up and
carry debris, often from miles away, and
deposit it in these ice-free zones. A careful

inspection before going is a good idea.
Sometimes I would even climb into a boat
to take a closer look. Turbid spring runoff
is good at hiding sticks and logs. When
out on our first missions of the year, I
would circle my intended operating area
repeatedly until I was sure that both my
landing and takeoff runs were clear of
debris. Caution is often much cheaper and
easier on the nerves than bravado and
impatience.

Ilove ice out. I love the sound the ice
makes as it first touches the shoreline, like
gently breaking glass. I love the roaring
sound as the miles of ice behind the initial
wave pushes forward unstoppable in
its wind-driven goal. It makes me think
about how ancient glaciers, miles deep
and hundreds of miles long, easily and
relentlessly carved out and created many
of the bodies of water that I have grown
up exploring and enjoying. Time was on
their side. With ice out, time is now on
your side and waiting a little bit longer is
a good thing. M
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MOSQUITD™
10 FLY AGAIN

— Museum Acquires Restored Warbird —

By Russ Niles
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hen Paula Quinn saw ‘F For Freddie’ for the
first time, she was surprised at the emotional
response it evoked in her and her husband. The
. de Havilland DH.98 Mosquito is, after all, just an
airplane and Quinn, the Director of KF Aerospace’s Centre
- for Excellence, spends her days surrounded by dozens of
- -aircraft and by people who talk of little else ... N
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But even though the United King-
dom native is too young to have seen
it in action, like most British baby
boomers, she’s keenly aware of the
outsized impact the iconic aircraft had
in keeping her homeland from falling
into the hands of Nazi Germany.

“It’s stunning,” she said, recalling
the visit she and her husband made to
the pristine aircraft at an FBO hangar in
Vancouver. “It gave me goosebumps.”
But even the upwelling of emotion the
couple felt in that hangar still didn’t
prepare her or her colleagues at KF’s
sprawling Kelowna campus for the
outpouring of heartfelt gratitude that
came in from all over the world. “I
don’t think we anticipated the attention
it (the acquisition) would get,” she said.
“It was just an absolute outpouring of
memories and support.”

Abig part of that gratitude can be
traced to the mission of the Centre for
Excellence and its stark contrast to
the custody of the absolutely flawless
aircraft since Victoria Air Maintenance
completed the restoration in 2014. After
a couple of test flights and a single
performance at the Abbotsford Inter-
national Airshow that year, the aircraft
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has been locked away from public view
in a hangar at Vancouver International
Airport. Its previous owner, Bob Jens,
the owner of the Million Air FBO at
YVR (aka musician and legendary
music producer Bob Rock) has rarely
discussed his involvement with the
aircraft.

was a more subtle factor at work in
their interest in the fighter-bomber.

The Mosquito airframe is made almost
entirely of Sitka spruce harvested from
the rainforest of British Columbia while
virtually all other aircraft being built at
the same time were made of aluminum.
The lightweight “Wooden Wonder,”

“THE LIGHTWEIGHT “WOODEN WONDER,” WITH ITS POWERFUL TWIN ROLLS-
ROYCE MERLIN ENGINES, WAS NOT ONLY FASTER AND MORE NIMBLE THAN

EVEN THE FRONTLINE FIGHTERS OF ITS DAY, BUT IT ALSO CARRIED ALMOST
S MUCH PAYLOAD AS THE SO-CALLED HEAVY BOMBERS OF THE TIME.”

Under the leadership of the affable
and self-described airplane nut Barry
Lapointe, the founder of KF Aerospace,
the aircraft will be flown regularly by a
select few but seen and heard by thou-
sands as the centrepiece of the Centre
for Excellence in Kelowna.

“We will make it fly,” said Quinn.
“We have every intention of having it
on display for people to appreciate.”

Although the KF folks were well
aware of the historical significance
and extreme rarity of the aircraft, there

with its powerful twin Rolls-Royce
Merlin engines, was not only faster and
nimbler than even the frontline fighters
of its day, but it also carried almost as
much payload as the so-called heavy
bombers of the time.

KF’s Centre for Excellence is a wood-
en wonder in its own right. Like the
Mosquito, the massive building is made
mostly of B.C. wood and that common
denominator drove the initial interest in
acquiring the aircraft. “There was this
connection to B.C. wood,” Quinn said.
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The strong but light construction ma-
terial was not only its biggest advantage
operationally, it was also its greatest
liability in the historical sense. While
the aluminum hulks of warbirds are
routinely salvaged from the wilder-
ness, from under water and even from
beneath hundreds of feet of ice in the
case of the P-38 Glacier Girl, for all
their wartime toughness and durabil-
ity, Mosquitoes are no match for the
elements. Aircraft abandoned outside
simply rotted away after being stripped
of instruments, engines and anything
else worth salvaging. By the turn of the
century, only a handful of salvageable
airframes remained in the world and
one of them was VR796, registered in
Canada as CF-HML.

The aircraft has an intensely Canadi-
an connection in that it never saw war
service or military use. The plane was
built in 1948 in the U.K. and was one of
several bought by Spartan Air Services
of Ottawa in 1954.

While the Mosquito was the RAF’s
Swiss Army Knife in the Second World
War, deployed on bombing, strafing and
even as a fighter for escort and air dom-
inance roles, it was its unique marriage
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of speed, high-altitude capability, range
and interior space that made it ideal

for a uniquely Canadian project. By the
early 1950s, only a fraction of Canada’s
vastness had been mapped, most of it in
the populated south.

For more than a decade, Spartan’s
Mosquitoes and other aircraft flew
high-altitude grid patterns with belly
pod-mounted high-speed cameras to
capture a photographic mosaic of more
than half the country.

That camera mod became one of the
many challenges for the Victoria Air
Maintenance crew to overcome in their
assignment to restore the aircraft to
original condition. The camera gear had
displaced the original bomb bay and
the doors were long ago lost and there
were none available. Fortunately, a New
Zealand company was able to recreate
the form-pressed plywood doors.

The Mosquito’s wood construction
also called for some unique engineer-
ing features. For instance, copper wire
had to be embedded in the wood to
conduct lightning strikes and all of that
had to be reengineered and duplicat-
ed. There were, of course, hundreds
of head-scratching moments as the

Meticulous attention to detail went into the
restoration although much of the aircraft
was intact.
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talented engineers at Victoria Air
Maintenance pieced it all together. The
first flight occurred in June of 2014 with
veteran test pilot and warbird legend
Steve Hinton at the controls. Quinn

MOSQUITO'S CANADIAN SERVICES

In addition to saving
the world from Nazism,
the allied victory in
the Second World War
inspired a flood of
technological advanc-
es that had peacetime
applications. Otta-
wa-based Spartan Air
Services gathered a
host of these capabil-
ities and formed an
aerial mapping and
survey company that
would become one
of the biggest in the
world.

The company was
formed in 1946 using
war surplus equipment
and aircraft. By the
1950s, Spartan had
contracts all over the
world, but its next big
expansion was to Can-
ada’s North, which had

not been fully mapped.

The Mosquito VR796
was built in 1947 and
flew 15.5 hours with
the RAF before being
put in storage. Spartan
acquired the aircraft in
1954, brought it back
to flying condition and
ferried it to Ottawa. It
was converted to an
aerial survey aircraft
in 1955 and spent
five years in the North
flying the grids.

In 1960 it was
converted to a dual
control trainer and
spent two years in
that role before being
retired in 1962 with
only 616.05 hours on
it. It spent four years
stored outside before
it was dismantled and
sent to Kapuskasing,

Ontario where ex-RCAF
pilot Don Campbell
planned to put it back
in flying shape as a
project with the local
Air Cadet squadron. It
was too much for the
cadets and ended up
in Mission, B.C. where
the restoration contin-
ued in fits and starts
by two owners. It was
stored indoors for
several years before
record producer and
aviation buff Bob Jens
Rock bought it. He
tackled the restoration
for a few years before
contracting the work to
Victoria Air Mainte-
nance.

The restoration was
completed in 2014 and
first flight was on June
16 of that year.

“THE MOSQUITO VR796 WAS BUILT IN 1947 AND FLEW 15.5 HOURS

said Hinton will y the Mosquito over WITH THE RAF BEFORE BEING PUT IN STORAGE. "
AAWREr e

AUTWORIED BEIWVASE CENTTR

the mountains to Kelowna, likely near
the end of June, and plans are for it to
fly for the grand opening of the Centre
for Excellence on July 1.

-~ 5

Beyond that, the flying future of the

Mosquito remains undecided. It's a
costly airplane to fly and the insurance
premiums alone are enormous. Quinn
said some the most prestigious and
well-known air shows and museums in
the world have invited them, and some
are offering cash to help cover those
costs.

In the meantime, before any of
those decisions can be made, the
Centre needs to train pilots. There is
no shortage of candidates for those
coveted cockpit positions and one of
those sitting in on the training will be
Lapointe. There’s been no decision on
whether he will ever take the controls,
but as he has with all aspects the vast
aviation enterprise he conceived and

PHOTO: KF AEROSPACE

built, Lapointe intends to play a role.
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DRAGON
OULEST 3¢

By John Crook

with their dramatic military cousins, but their stories are still
worth telling. One successful, early regional airliner in Canada
and throughout the British Commonwealth fell into this category:
It was the de Havilland 84 Dragon. A handful of the more than 202
manufactured are still flying, while more are being dusted off in
museums and being restored to flying condition, simply because they
are pleasant aircraft to fly in and share with enthusiastic passengers.

‘ J intage civilian aircraft are too often overlooked when compared

PHOTOS COURTESY THE AUTHOR
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One particular Dragon which I stumbled upon a few years ago is the
City of Cardiff, serial number 6096; a Dragon first registered as G-ADDI
on March 18, 1935. This wonderful bird is the only one flying in North
America, as I discovered though encounters with some incredibly help-
ful aviation enthusiasts, pilots, bloggers and aviation researchers.

My quest for the Dragon started as a teenager. I was given a treasured
family photograph from 1935 by my aunt Jean in Sydney, British Colum-
bia. At the time I was most interested in the people in the picture: my
maternal grandfather, grandmother and great grandfather. They were
standing in front of an old biplane with Railway Air Services Ltd. marked
on the nose. The image was taken at Speke Airport near Liverpool,
England by a local photographer, H.A. Smith. It celebrated my adven-
turous grandfather’s chartering of a plane for his business trip to Bristol
just after the Dragon came into service.

In the early 1970s, while enjoying a dream summer job at the Canadi-

an Aviation Museum in Ottawa, I shared this photo with then-curator “G - ADDI alSO
showed up with

Bob Bradford. He took great interest in it, although at the time I was
unsure of its significance.

D.ecades ¥ater my aunt asl.<ed if I still had ’.Lhe photo, so I dug into the Other Company
family archives as I was curious about the biplane behind the people. R .
The first challenge was to do a series of internet searches on Railway Air COlOlll‘ S, lIlCllldlIlg
Services, until I came across images showing the registration G-ADDI : -
on the side of the The City of Cardiff. This helped identify her as a DH.84 Cllrlsq,lr m the
Dragon. G-ADDI also showed up with other company colours, includ- U, I(,

ing Chrisair in the U.K. and, interestingly, in
the U.S. This struck me as odd, so I had to
find out where this old bird ended up.

By 2010 I was exploring aviation blogs and
English airport and museum web sites. They
turned up stories about DD, including when
she nosed over after striking the Lands’ End
airfield boundary hedge. Fortunately, all on
board walked away with another adventure
under their belts, and DDI was repaired to
fly another day.

At this point it became clear that this little
Dragon had been around the British Isles
and beyond more than a few times. Today
she is not alone. Four other Dragons are
flying in the U.K,, Ireland and New Zealand.
Tragically, in 2012, a restored DH.84 in Australia flew into heavy mist

and hit a mountain ridge with a loss of all onboard.

Finally, the jackpot: the DH Moth Club website, where Stuart McKay
came to my rescue. McKay is a fountain of knowledge and networks on
all things powered by De Havilland Gypsy motors, including Dragons,
Tiger Moths, Fox Moths, Puss Moths and a variety of Lepidoptera flying
machines. He directed me to the owner of G-ADDI, which still flies as
N34DH. He is also the proud owner of eleven other vintage aircraft
hangared at his grass airfield nestled in a pastoral valley in the state of
Washington.




Once I found the coordinates from the owner, Mike Kimbrel, I screwed
up my courage and called him. During a rambling conversation Kimbrel
provided a flood of information about his Dragon. One vital flying point
he noted was that a Dragon will stay on the ground no matter how fast
the takeoff run unless the tail comes up. This explained why many images
show Dragon tails pointing to the sun, nose down, at the end of their run-
way — pilots take note. In his soft, country gentlemanly way, Kimbrel and
his family were extremely welcoming. He followed with an open invitation
for me to drop in and see DDI when I was out west. Canadian vintage
aircraft pilots have been greeted at Kimbrel Field in vintage de Havilland
aircraft, like Puss Moth C-FAVC and others.

The circle of interesting aviation enthusiasts touched by DDI continues to
grow. As it turns out, DDI had flown in Canada. Kimbrel ventured across
the Rockies to a de Havilland fly-in on July 29, 1984, at the Reynolds-Al-
berta Museum at Wetaskiwin, near Edmonton. My old friend and boss,
Duncan Marshall, was visiting from Manitoba with his Tiger Moth when he
photographed DDI at the event

Later McKay helped me contact Claire Roberts who flew DDI in the U.K.
under the red and white Chrisair colours. The “teeny weeny airline,” as
Chris called Chrisair, was named after Claire’s husband in the early 1960s.
Amazingly, while flying from their holiday camps in northern Wales, Rob- 173 .
erts introduced thousands of children to flying as she took them aloft for 000 I tOOk [Mlke]
their first flight in the 10-seat Dragon — one circuit at a time. Kimbrel up on hiS

Claire is a very accomplished pilot in her own right. She was involved
in founding the Ninety-Nines women’s pilot association in the U.K. Quite Off er to ﬁlla“y see

the character. She topped her flying career in the bulbous, radial-powered,
four-engine Carvair vehicle transport. Her home movies show her flying DDI * I gOt more

Jersey calves tethered on leashes to the seats as they casually looked out the th an lny Wildest
dreams.”

windows of her Avro Anson, Annie, on her delivery flight to Spain. Once
there, the calves were bodily carried into the back seat of local taxis like
large lapdogs; all in a day’s work.

In 2013 I took Kimbrel up on his offer to finally see DDLI. I got more than
my wildest dreams. After sitting on his grass airstrip exchanging some great
hangar flying stories for a few hours, Kimbrel asked if I would like a flight
on DDI the next day. After a millisecond to think, the flight was on. The
next morning Kimbrel handed me a quart of oil, showed me where to fill
up the oil-thirsty, 130-hp Gypsy engines, and we were ready to go. It was
almost eighty years since my grandparents had flown on this same aircraft.
My wife jumped aboard, with a twinge of doubt about flying in an antique.
Kimbrel then asked if she could sit closer to the tail for ballast — all to do
with aircraft trim; no reflection on her excellent fitness level.

Just for fun I filmed and later produced a light-hearted five-minute
video of the flight and related Dragon history. It can be seen at vineo.
com/97013675.

The search for G-ADDI was a voyage into civilian aviation history over
almost ninety years. The Dragon represents one of the first regional airliners
which were profitable to fly, at a time when commercial flying was for the
elite and rarely made commercial sense. A handful of Dragons flew in all
regions of Canada in the 1930s and 1940s: on wheels, skis and floats, but

more on that another time.
Screenshots from the author’s Vimeo video:
. R K K The cockpit is a picture of simplicity;

a bit daring. When you think about it, G-ADDI was a precursor of a mod- Mike Kembrel, the Dragon keeper in his den.

DDl is an icon of simpler times when flying was uncomplicated, fun and

ern, carbon-fibre aircraft. She had wooden wings, propellers and fuselage,
Irish linen wing fabric and natural rubber tires — all carbon fibres. It just
took engineers several decades to catch up with artificial carbon-fibre
technology. What goes around comes around in a world of Dragons.
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THE DRAGONS OF

CANADA

THESE DE HAVILLAND CLASSICS MADE THEIR MARK

By John Crook

ollowing the commercial success of its wood-and-fabric

Tiger Moths and Fox Moths, de Havilland developed a
larger and safer twin-engine successor, the DH.84 Dragon 1.
It became one of the first truly economical regional airliners.

Despite improvements, Dragons did not enjoy the same popularity in Canadian
aviation lore as their single-engine competitors, partially because of their marginal
performance on floats. Several Canadian Dragons ended up as match sticks at the end
of runways or submerged in remote lakes.

The DH.84 had a simple, light plywood box fuselage and adopted the same de
Havilland Gipsy Major engine and outer wing sections as the Fox Moth. The first
prototype flew at Stag Lane Aerodrome in England on 12 November 1932. It was orig-
inally designated the Dragon Moth but later marketed as the Dragon. The prototype
and the first four aircraft started commercial service with Hillman Airways in the U.K.
in April of 1933.

The Dragon was designed to carry six to 10 passengers (people were slimmer then)
with 45 Ib (20 kg) of luggage each on the London-to-Paris route. Fuel consumption
was a respectable 13 gal (49 1) per hour. Following the Fox Moth design, wing panels
outboard of the two engines folded back for storage.
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The first Dragon I to grace Canadian skies was CF-APJ
(serial #6024). She first flew in the Maritimes for Canadian
Airways in May 1933. Dragon 1s were easily distinguished
from the Dragon 2; they had unframed cabin windows with
an uninterrupted view along the side of the aircraft. The
main wheels were either exposed or covered with stream-
lined spats. Canadian Dragons were built in Toronto.

APJ carried mail between Moncton, New Brunswick,
and Charlottetown, PE.I for nearly 10 years.
By 1939, she braved winter weather carrying
mail to the Madeleine Islands in the Gulf of
Saint Lawrence. It was met by horse drawn
sleds that delivered mail to the airfield.

The flight of the Trail of the Caribou, CF-
CJM (serial # 6049), is a remarkable Canadi-
an/Anglo feat. In 1932, aviatrix Amy Johnson
and husband Jim Mollison ended their east-
west transatlantic flight in a Dragon, Seafarer
1, with a downwind crash landing at night,
and an undignified planting in a ditch near
Stratford, Connecticut. Next, in June 1933, the
two publicity hounds attempted to take off
from Wasaga Beach, Ontario, for a west-to-
east Atlantic crossing with a different Dragon,
G-AC]M, Seafarer II. A normal Dragon’s
range was only 460 miles (740 km), but Sea-
farer Il had enough fuel bladders in the cabin
to raise her gross weight to 7,334 pounds
(3,326 kg), more than double that of a normal
Dragon. Unfortunately, the excessive weight
caused the undercarriage to collapse during takeoff.

In May 1934, Captain Leonard Reid (Canadian) and
James R. Ayling (English) bought G-ACJM and rechristened
her Trail of the Caribou, CF-CJM. After strengthening the
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—

“...Captain Leonard Reid
(Canadian) and James R. Ayling
(English) ... flew her across

the Atlantic in 30 hours, 55
minutes to Heston Airfield near
London, thus becoming the first
successful direct flight from
mainland Canada to England.”

undercarriage, on August 8, 1934, their early morning
takeoff run on Wasaga Beach covered nearly a mile
and they flew her across the Atlantic in 30 hours, 55
minutes to Heston Airfield near London, thus becom-
ing the first successful direct flight from mainland
Canada to England.

Reid and Ayling failed to reach their intended
destination in Iraq. They were concerned about
excessive fuel burn caused by carburetor icing during
the flight and decided to land in England. In fact, they
had enough fuel to reach Baghdad but were unable to
measure it in flight.

Sadly, CJM only lasted three more days after mak-
ing history. When Reid returned to Hamble on August
12 with a passenger, he crash-landed and wrote off
Flight of the Caribou.

Two Dragon 2s arrived in Canada in February 1935
with framed passenger windows and better cabin
soundproofing. CF-AVD (serial #6086) started service
with Quebec Airways, then moved onto Canadian
Airways in August for their Maritime and west coast
routes. A swooping dorsal fin was needed to compen-
sate for the aerodynamics of the Canadian Fairchild
floats. This Dragon continued her service as Canadian
Airways amalgamated into Canadian Pacific Airlines
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in February 1942. Finally, AVD was damaged beyond repair
by a gusty crosswind on May 26, 1944, after stalling during
takeoff at Baie-Comeau, Quebec.

In October 1935 CF-AVI (serial #6093) started with Con-
solidated Mining and Smelting at Trail, British Columbia,

66
before being traded in 1937 for When
a larger DH.89 Rapide from 1 1
de Havilland. She ended up ; river .lce was
with Howard Watt of North fOI'mlIlg or

Shore Airways Ltd., headquar-

breaking up,
she ferried
forest workers
across the

St. Lawrence
on skis on ice, a windstorm e : i River to cut
broke her free of her tiedowns, timber.”

then swept her over the adjacent dam into the river below.
In July 1984, a visiting Dragon, N34DH/G-ADDI (serial
#6096) flew from her Washington state den across the

tered at Trinity Bay, Quebec.
When river ice was forming or
breaking up, she ferried forest
workers across the St. Law-
rence River to cut timber. Sad-
ly, AVI was damaged beyond
repair at Godbout, Quebec
when, in January 1941, while

Rockies to join The Great Canadian de Havilland Reunion
at Wetaskiwin, Alberta.
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‘I landed®
St.Barth’s

ANOTHER
ITEM CHECKED
OFF A PILOT'S

BUCKET LIST

By Chris Unrau
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n front of me I could see

the big white numbers of

Runway 28. This airport

has been made famous by

landing overruns and clouds

of sand from spinning props

as failed landing attempts

end in bent airplanes and
broken egos. It is known as one of the
most dangerous airports in the world.

The journey to get to this moment
has been 22 years in the making, and
I was about to check off a very signifi-
cant item from my Aviation Bucket List
(ABL). In the back of my mind, YouTube
videos of airplanes landing in St. Barth’s
were on repeat. Could I do it? Could
my airplane do it? What a certification
notch this would be to my aviation belt!

St. Martin/Sint Maarten is truly a
unique place, where Caribbean weather,
beaches and culture meet European
influence and flair. A unique aspect of
this island is the split between French
and Dutch sides. We based ourselves
on the French side, near the Grand Case
Airport (TFFG), where I relocated the
Cessna 210 shortly after we arrived, and
where I also checked an item off my
ABL by making that famous approach
over Maho Beach into Princess Juliana
Airport (TNCM). But the big achieve-
ment I really wanted was official
certification to land at St. Barth’s in my
own airplane.

The Gustaf IIT Airport, TFFJ (or just
St. Barth’s as it is most commonly
known), serves as the playground of the
rich and famous on the island of Saint
Barthelemy. It is better known, at least
in aviation circles, for its iconic, unique
and challenging approaches. The most
famous is the approach to Runway 10.
It brings the aircraft down a six-percent
glide slope between two mountains,
over a traffic circle and down a grass
hill with a final descent gradient of 17
percent. Touchdown is on a down-slop-
ing runway in shifting, gusty winds that
can knock the most stable approach off
its rockers. This airport is tidy and beau-
tiful and presents incredible opportuni-
ties for plane spotting with numerous
(and some notorious) YouTube videos to
show for it.

Sl
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My training was set, and I was eager
and ready to take on this new challenge.
Training is straightforward: two hours of
ground instruction followed by enough

flight time with an instructor to accom-

plish a total of 10 landings, one of which
must be on Runway 28, and missed
approaches for each runway from various
approach points. I set aside three morn-
ings for this training as it normally takes a
minimum of two or three flights before a
pilot is signed off.

We went through the ground presen-
tation, which gave an excellent written
and pictorial description of the proce-

dures. With no radar, in a mountainous
environment and a runway threshold
with an obstructed view to traffic on
final, mandatory reporting points are a
necessity. Good radio communication
with ‘Saint Barthelemy Info’ (the French
version of the Canadian Mandatory
Frequency), are critically essential. The
mandatory reporting points were one
thing, but local landmarks were another.
“Watch for this green roof, then descend
to this red roof, turn at the blue roof.
Watch the moored sailboats to indicate
the wind direction, then anticipate and
compensate.” This would come to bite

“[TFFJ] BRINGS THE
AIRCRAFT DOWN A
SIX-PERCENT GLIDE
SLOPE BETWEEN TWO
MOUNTAINS, OVER

A TRAFFIC CIRCLE
AND DOWN A GRASS
HILL WITH A FINAL
DESCENT GRADIENT
OF 17 PERCENT.

me later. We wrapped up the ground-
work and headed out to the airplane for
my first training flight.

The approach to Runway 10 is the
most well-known, and for good reason.
Entry points are either of the islands of
Fourchu or Grouper. Either of these will
orient you to come in from the northwest
(which is typical), as if you were coming
from St. Martin. The islands are easy to
identify, and with modern glass panel
and moving-map technology, simple
to navigate to. However, it is just easier
when there’s someone in the cockpit with
you to help you sort it all out.




A report over one of these islands gets
you in touch with St. Barth Info, and then
it’s direct to Sugarloaf Mountain, another

island that acts as the final approach
point to turn toward Runway 10. In my
airplane I needed to be configured to
land, with gear down, prop set to fine
pitch and flaps at 20 degrees just prior

to Sugarloaf. At Sugarloaf, if the wind

is fairly straight down the runway,

you make the turn to the approximate
threshold, which you cannot see. If the
wind is northerly, you pass beyond
Sugarloaf, extending the base leg a little
further, and then turn to the runway with
a slightly angled approach. The approach
is now well underway, and here is where
airspeed becomes critical.

We picked a good approach speed to
try, something I would typically use on
a 3 percent glideslope — 90 knots — for
our first attempt. We knew this would
be too fast and would almost certainly
necessitate a go-around. From Sugar-
loaf I got the approach finalized and
continued in. A report on short final
is necessary to make sure that there is
no traffic about to enter or depart the
runway because neither of those would
be able to see you at that point in your
approach. From short final, things get
busy and intense in short order.

The traffic circle comes into view where

the mountains on either side meet. Closing
in on the traffic circle is another larger
visual — a monument with a large white
cross. The goal of the approach path is to
be at the same altitude as the cross when
over the traffic circle. This is a task harder
to achieve than it would seem.

Finally, over the traffic circle at the
altitude of the cross, Runway 10’s thresh-
old comes into view. Now is the time to
cut the throttle to idle and push the nose
down. This is instinctively difficult to
do. With only 2,119 feet of down-sloping
runway in the crosshairs to land and get
stopped on, time is of the essence to get
there. I push the nose down, against all
instinct, and we began our rapid descent
down the hill. Tufts of long grass waved
in my downwash barely 20 feet below the
belly. Finally, we crossed the end of the
runway, having picked up some airspeed,
and I naturally flared over the numbers.
“Be ready to go around,” my instructor
warned. If you can touch down before the
taxiway, you can continue the landing. If
you float by it, you must go around. It's
that simple.

My first attempt with the 90-knot
approach speed yielded a touchdown
150 feet beyond the taxiway. We went
around. It’s fairly simple to fly the circuit
from this point. I just had to climb out to
the beach at the threshold of Runway 28,

make a left turn to the island of Frigate,
and then back to Fourchu where it all
began.

The next attempts went better. On the
second attempt, we adjusted approach
speed to 85 knots. I think I did touch
down just a few feet before the taxiway,
but a go-around was initiated just to
be safe. On my third attempt, I slowed
the approach speed down to 80 knots.
Eighty exactly. I immediately noticed the
difference as I pulled back to flare. The
airplane responded with lighter feedback
to the yoke and I could feel the pivot
of the airframe just prior to the point of
ballooning, which had come so easily and
immediately in the earlier approaches.
Touchdown was nicely 200 feet before the
taxiway. I rolled out to the end of the run-
way, soaked in the view of the beach and
watched a windsurfer cross the runway
centreline about 200 feet out. I had just
landed my own airplane at St. Barth’s!

After each landing I would catch my
breath, wipe the sweat from my brow,
dry my hands and mentally clean my
shorts. This was flying on a level I have
never done before, and it demanded
skills that I was developing and growing
right at that very moment. We closed out
our first training day having completed
the ground school and around eight

approaches to Runway 10 with five
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successful full-stop landings. Occasion-
ally Runway 28 will be in use. For this
reason, training for the full procedures for
Runway 28 is a requirement for St. Barth’s
certification.

Each of these approaches follows
various landmarks to get the aircraft
pointed roughly toward Eden Rock, an
outcropping on the south end of Baie de
Saint-Jean.

Once oriented toward Eden Rock, the
approach needs to be stable, with the
aircraft fully configured for landing. On
reaching it, it is now time to decide if you
are ready to commit to landing. Beyond
it, a go-around is prohibited.

The left-hand circuit we did worked
out well, even if I wasn't prepared for the
nearly 60-degree bank required to execute
the missed approach and keep my aircraft
away from the mountains ahead. My in-
structor calmly demonstrated how he had
probably done this hundreds of times, en-
couraging me to bank more sharply and
get my machine moving back out to sea.

It was everything I could do to execute
the manoeuvre, going against all my
instincts to bank so steep when so low
and slow. We made good for Fourchu and
restarted another approach, this time for
a right-hand circuit. The same manoeuvre
followed reaching the decision-point at
Eden Rock, but this time I was ready for it
and enjoyed every moment of it.

The next day I started getting the hang
of things. My approach was configured
nicely. As we came close, things started to
happen quickly. I had my marks set out
for me and started the turn, just begin-
ning to pass Eden Rock. I knew that I was
now committed to landing. Suddenly, I
knew what I had done wrong. I had failed
to compensate for the wind. My turn had
started too late and off centreline. I had
no option but to continue the approach,
banking steeply to try to regain the cen-
treline, but with power now off.

Bank angle weighed on my mind.
Without power, and a steep angle of bank,
lift began to decay. The airplane was

“I HAD NO OPTION BUT TO CONTINUE THE APPROACH,
BANKING STEEPLY TO TRY TO REGAIN THE CENTRELINE,
BUT WITH POWER NOW OFF”

= i : : - . e
Runway 10 GoPro sequence shot by the author.

losing altitude quickly. I saw a windsurf-
er out of the corner of my eye, surfing a
few metres off the beach. I added power
to keep the rate of sink from getting
away from me. I was now on the runway
centreline, but the glidepath was too

low. The beach came up to greet my left
wheel and a resultant bounce reported
our arrival. The second landing was on
the asphalt.

I gathered up the airplane and began
to clean up my own emotional distress.

I had landed my airplane on the beach
at St. Barth’s. It wasn't pretty, but it was
fine. It was gentle, as far as touchdown
bounces go, and I knew the airplane
was fine. My ego was a little bruised for
coming up short of the runway, and the
words of my flight instructor back home
rang in my ear immediately: “You gotta
compensate for the wind, buddy.” The
wind.

Another aviation lesson was learned,
but my day was far from over. As we
rolled out, up toward the ramp, my
instructor did the thing that has hap-
pened to all of us pilots. When it starts
to happen, at first you are not quite sure
it’s really happening. There’s a bit of
fidgeting, and their hand discreetly goes
down toward the seat belt buckle. Then
it clicks, and you audibly hear the sound
that signals what is about to happen. You
are about to go solo.

“You're ready for this; go and do two
full-stop landings on Runway 10.”
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there his flying career took him to the Prairies,
the Yukon and the High Arctic, the East Coast,
Quebec and Ontario. He flew from the North
Pole to the Caribbean, from Alaska to Green-
land and all places in between.

Tides Tu: bulence

AUTHOR: Lorne Christensen
PRICE: $59.95 (includes shipping)

WARPLANES
TO ALASKA

Craig Dobbin built a
: ._.,a small empire in real
= = estate and discovered
the joy of fishing in
£ remote salmon pools.
To reach these, he
bought a helicopter.
Ten years later he
was running CHC Helicopters, a public
corporation earning hundreds of millions
of dollars annually, most from ferrying men
and equipment to offshore oil platforms.
He soon grew the company into the largest
operation of its kind in the world.

AUTHOR: Blake W. Smith
PRICE: $53.95 (includes shipping)

YUKON WINGS

(Hardcover)

== A great coffee table

book, Yukon Wings is the
extraordinary story of

- aviation in the Yukon and
Canada's far north, from
= =SSR ts earliest beginnings with
pr|m|t|ve wood and canvas biplanes to the so-
phistication of the modern jet age. It is the story
of almost superhuman perseverance against
accidents, disasters, impossible operating con-
ditions and heartbreaking disappointments that
would have crushed the spirits of lesser men.

AUTHOR: R.B. Cameron
PRICE: $79.95 (includes shipping)

USH HAWK AR
B{uw .-I:I Belief) HAWK
Updated Edition

The famed FBA-2
known by bush
pilots simply

as the “Found”
outlasted all of
its competitors. Meet Bud Found, aptly
cited for his undaunted belief in the aircraft
born of his skill and imagination that would
ultimately be named the Bush Hawk.

T

SR. (Rick) Found

AUTHOR: S.R. (Rick) Found
PRICE: $39.50 (includes shipping)

-———

. OLD PILOT,
BOLD PILOT

= The adage that
there are no Old
Bold Pilots is in
dispute. Blaine
Bjarnarson is
indeed the survivor of some amazing flying
events and tells his story from the left seat
of his favourite airplane, a Twin Otter on
floats, while in La Ronge, Saskatchewan,
in Yellowknife, even in Croatia, the Middle
East and the Maldives.

BOLD PILOT

AUTHOR: Blaine Bjarnarson
PRICE: $45.95 (includes shipping)

FLYING TO
EXTREMES

Recalling some of
most memorable
escapades ever
conducted in the
Arctic with bush
planes, Flying to
Extremes takes
place in the late '60s
and early '70s from
a base at Yellowknife. Readers familiar with
the region and those who can only dream of
visiting it will both find this title a nostalgic
and captivating read.

FLYING
EXTREMES

AUTHOR: Dominique Prinet
PRICE: $31.95 (includes shipping)

THE NEXT
PLANE
CRASH

Eugeni worked at a
regional jet carrier
operating for one
of North America's
premier airlines,
where he came face to face with the unseen
reality of modern commercial aviation in
North America in the 21st century: Large
carriers subcontracting commercial flights
to the lowest bidder and the relentless race
for padding profits at any cost — including
safety.

AUTHOR: Alan Eugeni
PRICE: $26.50 (includes shipping)

% <@t ICEPILOTS

e Based onthe TV

ICE plLo'[S show that aired in

Canada and around
the world, the book
follows a group of
pilots in Yellowknife
= and the extraordinary
= adventures of the
“= most unorthodox
flyboys on earth. From rookie pilots trying to
earn their wings in dangerous conditions to
vintage planes that flew over Normandy on
D-Day, The Ice Pilots brings its readers on
an engaging romp through Arctic skies.

-

FLbI Wl TeE SATERERE BE
T

AUTHOR: Michael Vlessides
PRICE: $34.95 (includes shipping)
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Waterloo Wellington

FLIGHT CENTRE

The Skills You Need - The School You Want

rF
e Waterloo Wellington Flight Centre professional programs are approved as vocational
programs under the Private Career Colleges Act, 2005 (PC# 105919).

=gl 3D THE DOOR LEADER

DOORS

HYDRAULIC -+ BIFOLD

ONE-PIECE DOORS STRAP LIFT DOORS

CANADIAN AVIATION PRIDE

Fierté en aviation canadienne

Canada’s LGBTQ Aviation
Organization

Social Events « Support
* Networking

Sign up for the Canadian Aviation
Pride newsletter:

@ CanadianAviationPride
¥ CDNAvPride

O CanadianAviationPride
=] info@aviationpride.ca

AviationPride.ca

US: 507-426-8273
: anada: 519-366-9986

SCHWEISSDOORS - COM
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THERE'S A REASON

PNR $385
ANRBT $720

Featherlight WE DESIGN AND BUILD AIRCRAFT HANGARS
CarbonFiber - ANYWHERE IN CANADA!

Individual - Corporate - FBO's - Airline

Tried & True

HERE'S WHAT WE QUESTIONS?
CANDOFORYOU: Phone 519.857.7639

+ Architectural & Engineered Drawings or visit www.secandco.com

« Municipal Applications & Permits If you already have a design

* Airport Applications & Approvals or drawings, send it along in

* Transport Canada & NavCan Applications CAD or PDF for an estimate to:

+ Complete Construction steve.secco@secandco.com

Learn more at
AVIATIONHEADSETS.CA
800-667-8140
HEADSETS@PRAIRIEFLYING.COM

*COPA MEMBERS RECEIVE EXTENDED WARRANTY.

Goulet Aireraft Supply /S

Canada's Premier Authorized Distributor for Recovery Materlals

Rt
Aienafe Products
CECONITE

Aldrcraft Coatings

SPORTY'S 4 SEGINUS INC.

PILOT o w McFarlane
TRAINING www.rapco.net

APP 13— }AEROSDACE

25 Courses ¥on
: MICHELIN ——=R|CONDORY=
Available — SRS Sy

59 Eagle Dr. Winnipeg, Manitoba R2R 1V4 Tel: 204-783-8512
sales@gouletaircraftcom  www.gouletaircraft.com
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Aviation Crossword Puzzle:
Warbirds of WWII

Within this puzzle's solution are the names of WW-2 warbirds,
all marked with an asterisk. Other answers, but not all, might
be aviation-related.

ACROSS

1 A British sports car* 8 Aka Binturong.*

4 Site of German wartime aircraft factory. 11 Extremist Middle-Eastern group.
7 10 minus 10.* 12 A glowing beetle *

9 Acolais one. 16 Mrs. (Emma) Peel was one *

10 Island near Los Angeles.* 17 Found in two U.S. state names.*
12 A Superfortress, affectionately.* 18 A number found on suntan oil.
13 90 degrees north of WSW. 19 Found atop a helicopter.

14 Large flightless bird native to Patagonia. 22 Country south of Canada

15 Later converted to a water bomber.* (abbreviation).

18 Sea-going Spitfire.* 24 One who promotes war.*

20 Relating to birds.

21 Violent anger* ANSWER KEY

23 The U of USSR. Aviation Vocabulary
25 County town of Lancashire *

26 George W. Bush was one* \ [F[B]
27 Nova Scotia city.* B \Il ‘

—
DOWN

1 Burning with a hissing sound.

2 Native of Troy.*

3 AirVenture organizer.

4 Ford's sporty EV.*

5 Someone from Baghdad.

6 A season to beware of in the Caribbean.*
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Refresh
Your Memory

BY GRAEME PEPPLER

1 No person may operate an aircraft in
formation flight

a) over a densely populated area.

b) except by prior arrangement between the
pilots-in-command of the aircraft.

¢) in anything other than class G airspace.
d) while flying under special VFR.

2 Which aircraft has the right-of-way over
all other air traffic?

a) An aircraft in an emergency situation.

b) A balloon.

¢) An aircraft on final approach to land.

d) Atowplane towing a glider.

3 What are the processes by which
moisture is added to unsaturated air?
a) Evaporation and sublimation.

b) Heating and condensation.

¢) Supersaturation and sublimation.
d) Melting and deposition.

4 What is the meaning of the suffix
‘nimbus’ with respect to naming of clouds?
a) A cloud with significant vertical
development.

b) A very high cloud.

¢) Arain cloud.

d) A middle cloud.

5 In what flight condition must an aircraft
be placed in order for it to subsequently
spin?

a) A spiral dive.

b) A partial stall with a wing low.
c) Astall.

d) A steep turn.

6 Which of the following procedures can
help with the cooling of an overheating
engine?

a) Reduce the airspeed.

Increase the engine rpm.

Enrich the fuel mixture.

Lean the fuel mixture.

o O O
==

~N

What force makes an airplane turn?

) The horizontal component of lift.
) The vertical component of lift.
)
)

O T 9

Centrifugal force.
Asymmetric thrust.

o

8 Compared to straight-and-level flight,
which of the following increases an aircraft's
load factor?

a) Turns.

b) Climbs.

c) Descents.

d) Stalls.
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