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Aviation Needs Government Help

’m not a big fan of govern-
ment involvement in the 
economy but it’s a necessary 
partner in keeping things 

clean, safe and rational. Aviation is one of 
the most regulated economic activities and 
that’s both a blessing and a curse. It’s the 
safest mode of transportation but it comes 
at great cost, financial and otherwise.

Aviation isn’t the only industry that 
has been turned upside down by the Cov-
id-19 pandemic but I think it’s a subset of 
economic sectors that will demand even 
more attention from our ivory towers.

The Covid crisis is a perfect storm for an 
industry like aviation. It’s a capitally inten-
sive enterprise with low margins and the 
line between profit and loss is razor thin. 

It’s also not like many other industries 
which can simply be shut down in times 
like these, waiting to emerge from hiberna-
tion when there’s money to be made again.

Even though 95 percent of airliners are 
parked, costs continue. Aircraft must be 
maintained in flying condition at all times 
or risk costly or even irreversible degrada-
tion and damage. The air navigation system 
must be operated as if the skies were still 
full of aircraft, weather forecasting and data 
gathering must continue and, of course, the 
bureaucracy has to keep humming.

The cost of letting it slip even a little 
is simply too great to risk and aviation is 
such a vital part of not just the economy, 
but fundamental fabric of modern society 
we can’t take that chance.

The airlines and their shareholders 
cannot be expected to bear this burden 
alone. Our aviation system is a national 
resource whose loss would create a tsu-
nami of effects in the rest of the economy 
and the government will have to step up 
to protect it.

So far, the wage and emergency pay-
ment programs are helping the industry 
weather the crisis but as the world waits 
for a resolution that we can all live with, 
the danger is that atrophy and inatten-
tion will take an intolerable toll on this  
precious community asset.

I don’t see any option but for the  
government to get involved and now is 
the time to discuss what form that help 
might take.  

I
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Champ Highlights VJ Day
UniqUe British Livery On vintage aerOnca

The War in the Pacific in 
the Second World War was 

unquestionably dominated by 
U.S. forces, but they had some help 
from their friends.

To commemorate the British and Ca-
nadian involvement of that desperate 
conflict, Allan Snowie, a former Royal  
Canadian Navy pilot and leader of the 
Vimy Flight tribute to Canada’s First World 
War aerial combat efforts, freshened the 
look of his vintage 1957 Aeronca Champ.

The Champ sports the livery of aircraft 
that flew with the so-called ‘Forgotten 
Fleet’, the 600 ships sent by Britain and its 
Commonwealth partners to finally put an 
end to six years of bitter conflict.

> The traditional British insignia under-
went a practical redesign for this the-
atre, said Snowie. “Royal Navy aircraft 
removed the red centre of their roundel 
for a more appropriate blue circle and 
bar in order to not be mistaken for a ris-
ing sun enemy aircraft,” Snowie said. “In 
the furball of aerial combat, a flash image 
of a red disc could easily be a [Japanese] 
Zero.”

The Champ was decked in this livery 
to mark the 75th anniversary of the end 
of the war on August 15, 1945, less than 
a week after the U.S. dropped the second 
atomic bomb on mainland Japan.

The Champ was used to train the Vimy 
Flight pilots for the rigours of flying their 

tiny replica taildragger biplanes safely. 
Ironically, the Champ is a 7FC Tri-Trav-
eler, one of the relatively few nosewheel 
versions of the venerable design. Like 
most of the others, it was converted to 
tailwheel configuration. 

Snowie, a retired Air Canada pilot, 
keeps the Champ at his home in Belling-
ham, Washington. ■

Allan snowie’s champ is decked out in British 
pacific theatre livery.
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Retractable DA50 Introduced
DieseL singLe tOps 180 KnOts

Diamond Aircraft has intro-
duced a retractable gear ver-

sion of its five-seat DA50 single. 
The DA50 RG leverages the aerody-

namic benefits of tucking up the gear into 
a top speed of 181 knots with a range of 
750 nautical miles and a useful load of 
1,232 pounds. It’s powered by a Conti-
nental CD-300 Jet-A-fueled piston engine 
rated at 300 horsepower.

“The luxurious and modern carbon 
fibre-constructed DA50 RG paired with 
the 300-horsepower Jet-A engine is rede-
fining the expectations for GA aircraft,” 
said Continental CEO Robert Stoppek. 
“Congratulations to Diamond Aircraft 
for introducing this fuel-efficient engine 

and up-to-date airplane that perfectly fits 
the renowned Diamond jet-fuel aircraft 
portfolio.”

European certification is expected in 
2020 and the FAA should sign off early in 
2021 with first deliveries expected early 
in 2021.

Diamond CEO Liqun Zhang said the 
aircraft meets a broad spectrum of need. 
“We are convinced that our all-new DA50 
RG will be the new star on the piston 
single market for private pilots needing 
more seats and space and charter opera-
tors looking for a low-cost alternative.” ■

> the retractable version of the dA50 will do 181 
knots on nine gallons an hour.
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Petition Supports Airlines Top Aces On 
A Rollteen Wants MOre gOvernMent aiD

aggressOr cOntractOr 
DOUBLes FLeet

The effects of the pandemic 
on air travel come into 

sharper focus for those who live in 
places accessible only by air, and 
that’s prompted a Nunavut teen’s 
push for more government support.

Zoe Elverum, a Grade 12 student from 
Pond Inlet, Nunavut has started a peti-
tion urging the federal government to 
give more money to airlines to help them 
survive the pandemic.

“Some airlines have already had some 
support from the government, as well as 
benefited from the wage subsidy, many 
airline employees have applied for the 
CERB or EI,” she said in an email appeal to 
Canadian aviation media. “But as we may 

have all seen, it has not been enough.”
Canada’s major airlines have suffered 

huge losses as air travel dropped 95 per-
cent because of border closures and other 
travel restrictions.

Elverum is an unabashed cheerleader 
for Air Canada and her Instagram account, 
under the name Zoe The Air Canada Fan-
girl, has thousands of followers.

The petition had more than 16,000 sig-
natures by mid-July and can be seen here: 
https://www.change.org/p/canadian-federal-
government-give-more-support-to-canadian-
airlines-and-their-employees. ■

> Many northern communities, like iqualuit, depend 
on air travel.

Conditions apply. See offer details.

3-2-1 OFFER

Learn more at: siriusxm.ca/aviation

3

2

1

MONTHS FREE

HUNDRED DOLLAR REBATE
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of SiriusXM Weather & Entertainment on
Garmin GDL™ 51/51R and 52/52R

on Garmin GDL™ 51/51R and 52/52R

with purchase and activation of 
Garmin GDL™ 51/51R and 52/52R

Canadian-owned military 
adversary contractor Top 

Aces is doubling its fleet of Alpha 
Jet trainers with the purchase of 
Belgium’s entire fleet.

The company already has 20 Alphas 
that it bought from the German Air Force. 
It also operates Douglas A-4 Skyhawks 
and Learjet 35A aircraft. Top Aces is also 
buying General Dynamics F-16s to take its 
aggressor offerings to a new level.

Top Aces recently won part of a U.S. 
Air Force contract to provide aggressor 
aircraft for fighter pilot training at 12 
American bases.

The company, which employs ex-fight-
er pilots from Canada, the U.S. and other 
NATO countries, pioneered the simulat-
ed hostile threat training scenarios, work-
ing with the Canadian Armed Forces, and 
has also worked with the German and 
Australian military. It’s flown more than 
81,000 accident-free hours in this role. ■

>
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FlyiNg machiNes
The juxtaposition of the two subject ar-
ticles, Walkaround and Expert Pilot (July-
Aug 2020) was unmistakable. On the one 
hand, while eloquently writing about the 
tragic death of Captain Jennifer Casey, you 
reminded us of the inherent dangers in 
going aloft in flying machines. In Richard 
Pittet’s column he describes a newfangled 
device which has the power to significantly 
minimize one aspect of those dangers. 

 In parallel with this is the ongoing, still 
unresolved question of the growing short-
age of new pilots. Several people, includ-
ing yours truly, have opined on how to fix 
the pilot shortage. It was Pittet’s column 
that pulled me back to some of the things 
that attracted me to flying way back.

While quite young I had an opportu-
nity to look into a [RAF de Havilland] 
Vampire cockpit and was mesmerized by 
the maze of dials, switches, and mechani-
cal knobs and levers. Here was a ‘flying 
machine’. It was sheer magic. Learning 
to fly meant that I would have to master 
all of those gadgets while also learning to 
control this flying machine!

  ‘Flying machine’ is an expression 
rarely heard or read these days. Perhaps 
it is the absence of such a notion and, 
with it, a sense of the pure magic of being 
in charge of a flying machine that is the 

missing ingredient today. To me, at least, 
there is no magic at all in the thought of 
learning to control the various computer-
ized systems that today is what “flying” 
is all about. 

My ab initio trainer was the DH.82A 
Tiger Moth. The cockpit in this, my fa-
vourite aeroplane, is simplicity itself. 
But flying it, which I still do occasion-
ally, is with the sense that I am in charge 
of a flying machine, comprising canvas, 
wood and an assortment of nuts, bolts, 
tubes and wire. Electricity? Well, yes, if 
you consider the two magneto switches 
charmingly mounted on the outside of 
the fuselage. The engine? Well, that is 
started by swinging the prop. The whole 
thing is pure magic. It has been consid-
ered an excellent trainer because one has 
to learn about it which, if not done well, 
can be dangerous. Perhaps resurrecting 
that element could be the catalyst to at-
tract more young people to the universe 
of flying.

David Green

lockWiRed?
Jack Schofield’s comment in Flying Sto-
ries (Jul-Aug 2020) about fuel jumping 
a 3/8-inch gap in the back of a fuel flow 

instrument, giving the engine bursts of 
power, is in error. Also, the only places 
you find lockwire in a Cessna 185 fuel 
system is on the fuel distributor and on 
the assembly screws of the mechanical 
fuel pump. 

I take it this article was either written 
as a complete satire or it was not very 
well researched. I have been an AME 
since 1972, worked at a Cessna dealer for 
six years and owned an FBO maintaining 
general aircraft for 28 years.

Hartley Dueck

Jack Schofield responds: Thanks for your ac-
curate critique. The fitting just screwed back 
on and the fuel getting across the gap was my 
pilot’s guess at the time because nobody could 
provide a reason for the sudden intermittent 
bursts of power that saved the day. 

I wrote the article originally for a local 
magazine with non-aviation readership and 
the lockwire detail was to indicate the slap-
dash workmanship that was the trademark of 
that particular pilot/engineer. I should have 
rewritten that when presenting the story to 
professionals. This event continues to be the 
most negative thing I experienced in a life-
time of flying airplanes, so why wouldn’t it 
get screwed up in the telling?
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producT reviewS by Russ Niles aNd steVe dRiNkWateR

geaR & gadgets

AirVenture That 
Might Have Been
For those who pride themselves in collect-
ing a t-shirt or other memorabilia from Air-
Venture every year, your record can remain 
intact even though the big show was can-
celled this year. The shirts were made long 
before Covid-19 changed everything and 
EAA continues to sell them. A wide variety 
of designs and motifs is available and, even 
if you aren’t a collector, it’s a nice way to 
support the show. $25-$40. More at eaa.org

Panel Power
The plethora of devices in the modern cockpit creates challenges 
not foreseen by instrument panel designers even a decade ago, so 
neat and tidy solutions to their charging needs has been a challenge. 
For amateur-built or ultralight owners, Radiant has introduced a 
panel-mounted USB C/A charger that will rapidly charge most de-
vices. It will provide up to three amps of charging power and has a 
variety of electrical fault protections. About $100. 
More at beliteaircraftstore.com

Folding e-Bike
No ground transportation available to take you into town? Bring along a folding ENVO 
e-Bike or two. Weighing in at just 14.5 kg and folding into a compact 73 x 65 x 35 cm, two 
can fit in the back of most four-seat airplanes. This bike requires no licence and its 250-watt 
hub drive makes cycling an effortless breeze. It supports riders up to 130 kg for up to 30 
km. Selling in Canada for C$1,399. check out ebikebc.com

Bush Pilot Flashlight
A reliable flashlight is an essential tool for all pilots and especially 
those who fly at night. A new offering from Flight Outfitters offers 
a compact, reliable and convenient solution. The Bush Pilot Flash-
light is rechargeable from just about any power source and offers 
five different light modes and an adjustable beam width from spot 
to floodlight. It will also charge a cell phone. About $110. 
More at flightoutfitters.com
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hangar Talk wiTh jack schoFieldFlying stories

entertaining the BystanDers

Seaplane Docking

unday is a popular day for 
plane watchers, and the 
Campbell River seaplane 
base on Vancouver Island 

was no exception back when I was a 
novice getting checked out on floats. I 
was returning from a local flight and 
was nervously manoeuvring the Cess-
na 172 seaplane onto a short dock with 
a Cessna 180 already taking more than 
half the available space. There was the 
combination of water current versus 
wind speed and wind direction that 
is always at play with seaplane pilots 
and, on this day, I figured I had it all 
aced as I stepped down onto the pon-
toon, scooped up the rope and stepped 
casually to the dock. 

Alas, the rope had snared around 
my ankle and that casual step onto the 

S
A similar event was told to me by a pi-

lot friend who witnessed the baptism of 
another pilot whom we had all dubbed 
Captain America because he wore a 
spiffy leather jacket with name patches, 
emblems and wings all over it. The jacket 
had a breast pocket bulging with ball-
point pens. He also used a strap-on knee-
pad, common with test pilots, on which 
he wrote things while in flight. Captain 
America did somewhat the same thing 
that I had done, and my friend told me 
that the only thing that surfaced for quite 
some time was the kneepad and a hand-
ful of ballpoint pens, followed by Captain 
America himself, spouting like a whale. 

I felt the pain for him but enjoyed that 
image, as it sort of compensates me for 
my own splash encounter with life as a 
seaplane pilot. 

dock was interrupted with a plunge 
into the water with the plane sailing off 
into the middle of the river, all amidst 
a huge roar of approval from the plane-

watching crowd. That group of Sunday 
plane watchers got their money’s worth 
that day, and I added to my checklist 
the proper airmanship dealing with the 
stowage of ropes.

“that gRouP  

oF suNday PlaNe 

WatcheRs got theiR 

moNey’s WoRth 

that day.”
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Unmasking the Truth
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Do Facemasks on airplanes make sense?

o mask or not to mask. That is 
the question as the COVID-19 
pandemic rages on. More than 
150,000 individuals around 

the world were testing positive each day 
in mid-June — three times as many as in 
mid-March.

Wearing a mask while roaming around 
may be beneficial in environments where 
physical distancing is not practical, say 
the powers at be. Note the ‘may’. 

To be honest, I was among the first to 
pull out the sewing machine and make 
masks for others and myself. At first it 
seemed obvious. If infected individuals 
essentially spit the virus onto others and 
surfaces as they breathe, speak, sneeze 
and cough, then putting something in 
front of the mouth and nose should help 
address the problem. At worse, it would 
not hurt anything.

That is probably mostly true on the 
ground, although some recent studies 

conclude that improperly wearing a 
mask may actually make matters worse. 
Nothing, though, that proper education 
cannot address. 

The World Health Organization 
(WHO) has been busy producing videos 
and posters of Do’s and Don’ts of wear-
ing masks, but it has also been busy 
pointing out the limits of wearing them 
in non-medical environments. In fact, 
in a document titled Advice on the Use 
of Masks in the Context of COVID-19, 
WHO points to five potential advantages 
to wearing masks in the community and 
twice as many disadvantages. One of the 
listed disadvantages is potential head-
aches and/or breathing difficulties.

The WHO document addresses at 
length the various filtration and breath-
ability levels for different non-medical 
mask materials. Filtration depicts pro-
tection from airborne particles. Respira-
tors such the N95 filter out 95 percent of  
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potentially harmful airborne particles, 
including viruses. Breathability describes 
the level of obstruction to airflow. Both 
are important and interrelated. Higher 
filtration levels come at the expense of 
breathability. 

Respirators like N95 masks offer higher 
levels of protection, but they also interfere 
with airflow. Research conducted long 
before the advent of COVID-19 indicates 
that N95 masks decrease oxygen intake 
by as much 20 percent and increase car-
bon dioxide levels. Additional research 
points to some performance, vision and 
communications issues. Wearing them is 
limited to eight hours. Surgical and non-
medical masks offer lower levels of filtra-
tion but better breathability.  

At density altitudes above 5,000 feet, 
the depleted levels of atmospheric pres-
sure and oxygen begins to affect human 
beings adversely. Above 10,000 feet, reg-
ulations require supplemental oxygen 
availability and usage after 30 minutes of 
exposure. Passing 13,000 feet, everyone 
must use supplemental oxygen. 

As pilots, we routinely operate over 
and in human-hostile environments. 
However, we first establish risk control 
guidelines or regulations before taking 
on risk. Strangely and for the first time 
since I became a pilot 30 years ago, some 
aviation groups and authorities are rec-
ommending for crew and passengers to 
wear facemasks, any facemasks, while 
flying — before conducting any risk  
assessment. 

During a press conference on June 3, 
Transport Minister Marc Garneau an-
nounced that wearing masks would be-
come mandatory on all planes effective 
the next day because “The use of face 
coverings can limit the transmission of 
the virus where physical distancing can-
not be maintained.” Meanwhile, the In-
ternational Federation of Air Line Pilots’ 
Associations (IFALPA) affirmed in its 
COVID-19 Guidance for Crew document 
published on May 14 that, “There is little 

Masks present hazards on high-flying aircraft.
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evidence that wearing a mask is effective 
in preventing healthy flight crew mem-
bers from getting an infection. It is not 
recommended to fly with a mask.”

Clear information and guidance are not 
available for pilots. It gets worse for pas-
sengers. There are no recommendations 
on what types of masks to wear, no accom-
modations for individuals who cannot 
wear masks such as children and no guid-
ance on consulting doctors to evaluate fit-
ness for flight with a mask in reduced air 
pressure / oxygen environments. 

Any barrier to oxygen intake lowers 
the altitude at which we begin to experi-
ence the adverse effects of hypoxia. For 
example, carbon monoxide poisoning 
affects our blood’s ability to absorb oxy-
gen, alcohol affects the cells’ ability to use 
available oxygen and blood circulatory 
issues limit or delay oxygen delivery. 

Any face covering restricting airflow 
will affect our susceptibility to hypoxia. 

By how much? We do not know. There 
are no charts to take into account the 
airflow restriction. Our only tools are in-
creased awareness and a willingness to 
avoid flying over high terrain so that de-
scending to lower altitudes remains an 
option at the first sign of hypoxia among 
crew and/or passengers.

Flying pressurized aircraft during 
the COVID-19 pandemic presents addi-
tional dilemmas. Airliners often fly pre-
established routes with pre-established 
minimum altitudes. There is often no 
leeway to fly at less than maximum cab-
in altitude — around 8,000 feet for most 
aircraft. As an additional challenge, 
pilots of pressurized aircraft must con-
sider accidental depressurization and 
emergency oxygen use. What happens 
when the masks drop and everyone 
is already wearing an anti-COVID-19 
mask? Will seconds used to deal with 
face coverings affect survival? Nobody 

knows because when emergency sys-
tems were extensively tested, nobody 
wore a facemask.

According to the May 11 FAA Safety 
Alert For Operators (SAFO), “Air carri-
ers and crewmembers should be mind-
ful of the regulations regarding the use 
of oxygen masks where the operation 
requires an oxygen mask to be rapidly 
placed on the face, properly secured, 
sealed and supplying oxygen upon 
demand. Air carriers should complete 
a safety risk assessment and provide 
guidance to their crew members on pro-
cedures for the use of face coverings as 
they may affect the donning of oxygen 
masks.”

Technically and per Transport Canada 
instructions, everyone flying commer-
cially in Canada since June 4 must wear 
a facemask. Be aware of the implications 
for you and the passengers who trust 
you. Be smart. Be safe. 

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

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

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



COPD
Will the Condition Ground You?
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he sixty-two-year-old pilot 
applicant contacted his lo-
cal CAME (civil aviation 
medical examiner) at his 

flight school’s recommendation so he 
could avoid investing in flight training 
unnecessarily as he did have an underly-
ing medical condition which was called 
COPD, or chronic obstructive pulmo-
nary disease. This disease encompasses 
emphysema and chronic bronchitis, and 
most individuals affected have some 
combination of both. 

Emphysema is caused by the destruc-
tion of alveoli (air sacs) with loss of 
lung elasticity, and chronic bronchitis 

T

Healthy Pilot  AviAtion Medicine with Cameron Boyd m.d. FligHt Surgeon, Came 

is caused by obstruction of large and 
small airways with the increased pro-
duction of phlegm. The pilot was diag-
nosed with this condition for the past 
five years after his physician performed 
PFTs (pulmonary function tests) after 
his patient had complained of shortness 
of breath on exertion. 

This retiree decided to obtain a pri-
vate pilot licence, something he’d always 
wanted to do, in order to enjoy his retire-
ment even more. The doctor warned the 
nascent pilot that COPD could be dis-
qualifying, but the determination would 
be made on the severity of the disease. In 
order to determine the severity of COPD, 

the doctor asked the applicant to obtain 
and bring any breathing test results, any 
respiratory or cardiac consultations and 
any chest X-rays or chest CT scan reports 
to the appointment the applicant was 
given one month later.

COPD is currently the fourth leading 
cause of death in North America and 
the incidence of it is increasing. The in-
cidence of COPD is approximately four 
percent in those over 50 years of age, 
whereas the incidence of asthma, with 
which it shares many respiratory symp-
toms, is approximately eight percent. 

Most patients seen in public with 
oxygen supplementation (concentrators A
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or canisters) are suffering from COPD. 
The most common cause is a history of 
cigarette smoking or exposure to other 
noxious particles or gases. Other con-
tributing factors or causes are poor lung 
growth in childhood, noxious chemi-
cals (occupational), air pollution, poor 
socio-economic status, poorly ventilated 
buildings, exposure to burning fuels (like 
wood smoke), abnormal inflammatory 
responses to insults and persistent expo-
sure to second-hand smoke. 

There is also an unusual congenital 
cause known as alpha-1 antitrypsin de-
ficiency which affects younger adults, 
about one in 2,500, which causes COPD 
because an enzyme deficiency makes the 
lungs unusually susceptible to damage. 
COPD is characterized by persistent re-
spiratory symptoms and airflow limita-
tion. Symptoms may include shortness of 
breath, chronic cough, coughing phlegm, 
wheezing, chest tightness, unintentional 
weight loss, headaches, insomnia, ex-
treme fatigue and, in severe cases, blue 
lips and nails and swollen ankles. COPD 
is classified as mild, moderate, severe 
and very severe based on symptoms and 
spirometry (PFTs).

Spirometry, or PFTs, measure airflow on 
inspiration and expiration and are a reli-
able and accurate measurement of lung 
function. For COPD, the measurements 
that are most widely used for classification 
are FEV1, or forced expiratory volume in 
one second, and the FVC, or forced vital 
capacity (the amount of air moved in one 

full inspiration/expiration). These mea-
surements are often expressed as a ratio of 
FEV1/FVC. Mild COPD is defined as FEV1 
or FEV1/FVC of greater than 80 percent 
and mild symptoms only noticeable on ex-
ertion, moderate COPD is FEV1 or FEV1/
FVC from 50 to 70 percent and some symp-
toms on daily activity, severe COPD is FEV1 
or FEV1/FVC between 30 and 49 percent 
and very limited activity possible and very 
severe is FEV1 or FEV1/FVC less than 30 
percent and virtually no activity and/or 
oxygen supplementation. It should also be 
noted that increasing severity of COPD is 
often associated with concomitant cardiac  
conditions.

So, this aspiring pilot returned to the 
medical examiner approximately one 
month later bearing his PFTs, recent 
chest X-ray, respirologist’s consultation 
report and event blood oximetry (arte-
rial oxygen saturation). Taking a history, 
the doctors was interested in the appli-
cant’s number of emergency-room visits 
for COPD, number of hospitalizations 
for COPD, the number and severity of 
exacerbations (or flares), use of steroids 
(oral or inhaled), treatment and length 
of recovery following exacerbations. 
Further history revealed no cardiac his-
tory or cardiology consultation and that 
the applicant attributed his COPD to 30 
pack-years of cigarette smoking which 
he had discontinued, with great effort, 
five years earlier.

Examination revealed good air entry 
with no adventitious (extra sounds like 

wheezing) sounds. Air entry was slightly 
reduced with a slight prolongation of the 
expiratory phase. In terms of the test re-
sults, the applicants FEV1 and FEV1/FVC 
was 85 percent, his chest X-ray showed 
slight flattening of his diaphragm and his 
arterial saturation was just below normal 
with only a slight desaturation with exer-
cise. In terms of treatment, the candidate 
did attend respiratory rehabilitation (for 
breathing training and exercises) and only 
intermittent use of bronchodilator (inhaled 
beta-agonist) and intermittent inhaled ste-
roid when he felt like he was getting a re-
spiratory infection. He had never needed 
supplemental oxygen and had had no hos-
pitalizations or emergency-room visits in 
the last five years for COPD. The examiner 
correctly classified his disease as mild.

The doctor told the applicant that, be-
cause his disease was quite mild and 
unlikely to progress as he had ceased 
smoking, he would probably be approved 
medically, but that the decision would 
need to be made at the regional aviation 
medical office in Toronto, probably with 
the assistance of a respiratory consultant. 
It was very useful to have the array of test 
results and respiratory consultation, which 
should greatly facilitate the decision. Sure 
enough, one month later the aspiring pi-
lot received notification from the regional 
medical office that he was approved for 
a Category 3 (private) medical certificate, 
but he was asked to have another medical 
examination one year later, with PFTs to 
check for any progression. 
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On the Step flOaT flying WiTh keith Saulnier

A Helping Hand When You Need It
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Simple ThingS Can have a Big impaCT

e have all needed help at one 
time or another. Sometimes 
it is as simple as helping to 
carry the groceries inside and 

sometimes it is the help of a kind-hearted 
stranger stopping on the side of a high-
way in the middle of winter to help you 
out of a ditch. The trick of it is trying to 
understand when you actually need help, 
how to accept it and, most importantly, 
how to ask for it.

I have needed help in one form or an-
other every day of my aviation career. 
This can be as simple as somebody on the 
dock handing the cargo up to me while I 
arrange it in accordance with my precal-
culated weight and balance, or a future 
passenger waiting on their dock to catch 
me as I glide in. In both of these cases you 
have to stay in command at all times. In 
the case of loading the airplane, you will 
need each item in a specific order so your 
load is not too far forward or aft, as well 
as heavier items on the bottom and that 
last box of bread and tomatoes on top. 

When leaving or approaching a dock, 
it seems that everybody wants to be a 
part of the action. This is where some 
minor injuries can occur. They may be 
well-seasoned boaters, or strong, ag-
ile folks with good intentions, but they 
may not fully appreciate how wind and 

W

current may affect your airplane. By 
grabbing onto the wing strut, they may 
not know that pressure on the leading 
edge will result in the tail going away 
from the dock, which in turn can cause 
the nose of the float to ‘doink the dock’. 
Without a float rope in their hands, this 
can cause the airplane to bounce off 
the dock and float away, ruining what 
would have been another solid docking 
experience. This is an example where 

either refusing the help or explaining 
exactly what you are doing would have 
saved me the embarrassment of having 
to bow my head and paddle back to the 
dock. My first handful of years were all 
about trial, error and learning.

The times when I had to get immediate 
help were easier to understand and fol-
low through with. 

The kindness of strangers can be a lifeline.
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One time, back in the past, I was tak-
ing off in a Cessna 206 on floats and, as I 
was climbing out at about fifty feet above 
the water, the engine started popping, 
revving up and down and then running 
smoothly again in a five-second cycle. 
There was not enough lake in front of me 
to land safely, and I was nowhere high 
enough to complete a 180-degree turn, so 
my options were becoming limited quick-
ly. Fortunately, I had thought about what 
would happen if my engine decided to 
misbehave before I hit the power. I knew 
that there was a lake just on the other side 
of the trees and that the cabin on the lake 
had a dock. I was able to nurse the air-
plane over the treeline and land gently, 
considering the circumstances. The ques-
tion is, now what do you do? I knew that 
many ex-bush pilots monitor 122.8 MHz 
while they are way up there at 35,000 feet. 
They may be in a Boeing 737 enjoying 
looking over the lakes and remembering 
that flying Beavers and Otters were some 
of the best times of their careers. A quick 
radio call up to the heavens and the mes-
sage was passed along to my boss that I 
was stranded and needed a mechanic. In 
this instance, I asked for help and it ar-
rived in short order. We were very fortu-
nate to have a skilled mechanic who de-
ciphered the problem and had me flying 
home before dark.

There have been times when I have 
been mid-mission and was loading up 
my passengers for the return trip and 
then found something that was not quite 
right with the airplane. A small lubricant 
leak on the wheel gear, a water rudder 
cable that is so far frayed that is it ready 
to snap or, in the case of one particular 
journey, a whole bunch of oil all over the 
side of the Beaver.

When I am fortunate enough to be at an 
airport that has service, it is as simple as 
walking over and asking the good folks 
there for a helping hand. Most people un-
derstand that you don’t want to be there 
and need help sooner rather than later. 
I have been fortunate over the years to 
have many shop mechanics practically 
put down their tools and stop what they 
were working on to help me out. As I have 
mentioned in past articles, the aviation 
community is both a small and tight-knit 
group filled with many excellent souls.

In the case of the Beaver engine trouble, 
I was on the eastern shores of Quebec and 
my job was to fly the good people from 
the mouth of the Olomane River on the 
Atlantic Ocean into their traditional cari-
bou hunting grounds in the hill country 
of interior Quebec and Labrador. It was 
hard work and there was a language bar-
rier, but the people more than made up 
for the experience. This was one of those 
periods of time in your life when you look 
back on and wonder about how much 
you learned about yourself and others. 

As I turned from the downwind to fi-
nal to land on a swift-moving river that 
had wonderful sandy banks, the engine 
started shaking, which was subtle at first, 
but became violent as the seconds passed. 
I decided to land power-off and found 
myself about a mile away from the camp, 
which was located on the shore of the riv-
er upstream. There was very little to tie 
the airplane up to as that stretch of river 
had wide sandy banks of over one hun-
dred feet on either side. I had no choice 
but to throw a rope over my shoulder and 
tow the Beaver up-river to the campsite. 
By the time I arrived I was exhausted, 
and it was getting late. I used their camp 
radio to let my base camp know that I 
was alright, what I saw as far as damage 
clues went and settled in for the night. 

In this part of the world, Montagnais 
is the dominant language spoken, French 
is a distant second and English is sparse 
at best. The Innu folks took me in, fed me 
and gave me a place to sleep with them 
in the tent. I stayed up until the wee 
hours, having the most wonderful time 
with some of the best people I have ever 
met. We laughed all night long as they 
tried to help me learn Montagnais and I 
tried to teach them English. Help arrived 
in the morning and it was found out 
that the bolts that hold the engine crank 
case together had become loose, which 
in turn let oil out and air in. Much later 
that day I was able to take off from that 
beautiful stretch of river and say good-
bye to people who, it turns out, had such 
a profound effect on my life. They gave 
so freely. This was more trial, more error 
and more learning for me. It seems that 
those three things never stop until you 
are done.

Help is usually there in many forms. It 
almost always comes from a good place 
and from people who are just there be-
cause they care enough to try. It is up to 
us to decide when, where and how much 
help we need and to never be too proud 
to ask for it. 

Fed and rested, the author awaits “rescue.”



A cross-country ferry flight launched a career.
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Sam’s Journey A pilot’s life With Samuel daigle

Cross-Country Ferry Flight
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Discovering canaDa from a PiPer cub

uel on, primer locked, mags 
on both, throttle cracked 
open, left hand on the win-
dow frame, right hand on the 

tip of the propeller right before the com-
pression stroke. Yup, that was me in Au-
gust 2010, about to fire up a 1946 Piper J3 
Cub and set off on a 3,000 nm ferry flight 
across our beautiful country. Hard to be-
lieve it’s already been 10 years. This ferry 
flight was something I could only dream 
of doing at 18 years old. To this day, it’s an 
adventure I’d be ready to experience all 
over again. I had about 250 hours at the 
time and, when I caught wind of some-
one looking for a tailwheel-qualified pilot 
to fly a plane across Canada to its new 
owner, I knew I had to be the one to do it.

F
As the engine sputtered to life, I 

jumped in the back seat of the J3 and 
strapped myself in for a test flight be-
fore actually heading out on this jour-
ney. After a thorough run-up, I taxied 
around to get used to the poor visibility 
from the aft seating position. Once com-
fortable, Whitehorse Tower cleared me 
to take off from Runway 13L with a left 
turn, northbound departure. Throttle 
up, stick forward to raise the tail off the 
ground so I could see where I was go-
ing and, before I knew it, the cub was 
ready to fly. As an East Coaster, seeing 
the mountains for the very first time is 
something that I’ll always remember, 
especially from the cockpit of one of my 
favourite airplanes.

Side door open, cool mountain breeze 
flowing in the cabin, grin from ear to ear, 
I was heading east to Montreal. Keen and 
well prepared, I had 11 maps with me for 
my whole routing and a battery-powered 
GPS in my backpack as a backup. My radio 
was also a handheld and plugged into my 
headset; a very bare-bones airplane. The 
learning soon began as the weather dete-
riorated somewhere in southern Yukon. 
Ceilings kept getting lower; luckily, I had 
chosen to follow the Alaska Highway be-
cause I was soon flying not too high above 
it. The mountainous terrain, the ceilings 
and visibility were definitely made for an 
abrupt learning curve. I kept thinking to 
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myself, “What if I have to turn back be-
cause of weather, is there enough room 
ahead in the valley to turn around? What’s 
my plan of action if my engine were to quit 
right now?” Keeping that in mind defi-
nitely helped me make proper decisions 
throughout the whole trip.

With the weather clearing up, I 
was soon nearing Muncho Lake. 
I couldn’t believe my eyes; I had 
never seen anything like it! I had 
heard about lakes like these when 
I was growing up, but this was 
the first time I was seeing one 
in person. Flying over the tur-
quoise blue water surrounded by 
mountains was something out of 
a dream, especially for the young me at 
the time. Shortly after, the Alaska High-
way was now parallel to Toad River. It 
was gravel-bar paradise. At that moment, 
I knew I wanted to land the Cub on one. 
I remember feeling my heart pumping 

from the adrenaline. After circling over 
a particular gravel bar multiple times 
to inspect the surface, I landed the Cub. 
My biggest regret was not hopping out 
quickly to take a picture. The day was 
coming to an end and I needed to reach 

the Toad River airstrip before sundown. I 
backtracked near the water, spun the Cub 
around and took off eastbound. 

As Toad River Lodge came into view, 
I spotted the little strip paralleling the 
highway by only a few metres. It was 

another tricky approach as I was reach-
ing the limits of day VFR. With the 
winds favouring a westbound landing, 
I hugged the mountain to the south 
and set myself up for a left base. Once 
landed, I parked and tied down the air-

plane, set up my tent under the 
wing of the Cub, walked over 
to the other side of the highway 
and had myself a big delicious 
burger. What a day. 

That whole trip changed my 
life. It allowed me to see a big 
chunk of Canada, see some fam-
ily along the way, make deci-
sions, drop off resumés all over 
the place in search of my first job 

and write articles which would eventu-
ally get my name out there. This liter-
ally launched me into the next 10 years of 
exciting flying adventures. Almost 5,000 
hours later and still so many things to 
learn and experience. 

“Flying over the turquoiSe 

blue water Surrounded by 

mountainS waS Something 

out oF a dream.”

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

Supplying deHavilland Spares
from the Beaver up to Dash 8

Image Courtesy Bombardier

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



CF-FHB, the first DHC-2 Beaver, sits on display at the 
Canada Aviation and Space Museum in Ottawa.
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Cole’s Notes career HigHligHts WitH W.T. (Tim) Cole

The First Beaver Prototype
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Its Role In an aRmed ConfRontatIon

n October of 1968 I was a 
fledgling bush pilot working 
for Laurentian Air Services 
from the Quebec govern-

ment’s resort at Le Domaine, Parc La Vé-
rendrye, in western Quebec. This was my 
second year flying floatplanes in the park 
and, as this season was coming to an end, 
I was a pretty confident young twenty-
three-year-old Beaver pilot. I had started 
out the season on a pristine Laurentian 
Beaver. However, in mid-June, an addi-
tional contract came up in a remote loca-
tion further north that required a reliable 
aircraft. The result was that my Beaver 
went north and Laurentian leased anoth-
er, CF-FHB, from a company in Calgary. 
As a junior pilot based not too far from 
our company’s main maintenance base in 
Ottawa, I drew the short straw and was to 
spend the remainder of the summer fly-
ing this well-worn but famous Canadian 
airplane. CF-FHB was the prototype de 
Havilland DHC-2 Mk 1 Beaver that first 
flew on August 16, 1947 and now resides 
in the Canada Aviation and Space Mu-
seum in Ottawa. She had a good paint 
job and looked good but, even then, she 

I
had a high-time airframe. She had a few 
quirks and didn’t quite fly like a produc-
tion aircraft. I wasn’t very happy with 
the situation but, in hindsight, it is now 
pretty cool to be able to claim that I spent 
most of a summer flying her, and to have 
about 400 hours on this famous aircraft. 

Each year during moose-hunting sea-
son Laurentian added another one or two 
aircraft to this base to cater to the flood 
of hunters who flew out to the lakes in 
the park and the surrounding area. Spe-
cial permits were required for hunting 
within the park. This requirement would 
lead to a situation that embroiled me in 
an armed conflict. The 1968 season was a 
busy year and the company had booked 
charters for three aircraft but, due to oth-
er commitments, only two Beavers were 
available. Jean Guy (Johnny) Whiteduck 
and I were flying from first light until 
dark to try to keep up with the demand. 
Hunters were flown into every lake that 
had half a mile of open water. This was 
pretty demanding work, particularly 
when a canoe was carried on every flight. 

About mid-morning on an October day, 
two Quebec game wardens approached 

me and said they were commandeering 
me and FHB for the rest of the day. I tried to 
explain that we were already overbooked 
and that it wasn’t possible. That didn’t go 
over very well and the result was that I had 
to comply with their request. I flew them 
out to the western edge of the park to a 
long narrow east-west lake that straddled 
the park boundary. There was a three-me-
tre cutline in the bush that delineated the 
park’s border. When I flew over the lake to 
‘recce’ for rocks and shoals, I noted a tent 
camp on the north shore just outside the 
park. On the south side of the lake there 
was a canoe with an outboard motor that 
was tied to shore right at the cutline. I am 
not sure how the game wardens knew that 
this group was hunting in the park, but 
they knew where they wanted to go and 
directed me to tie up beside the canoe. The 
trees came right down to the shore, so I 
had to nose into the cutline with the prop 
almost touching the trees. It’s a good thing 
there was no wind and I was able to keep 
the wings out of the bush. 
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The game wardens directed me to stay 
with the airplane and they headed off into 
the park looking for the illegal hunters. 
I’m not sure for how long they were gone, 
but it seemed forever as I waited and wor-
ried about all the hunters who were wait-
ing for their flights back at Le Domaine. 
Finally, I heard angry voices approaching 
me through the trees. My French is very 
limited, but I sure didn’t have to be fluent 
in the language to recognize that there was 
a heated argument taking place. The game 
wardens stepped out in the cutline and 
were followed by two hunters carrying ri-
fles. I was standing on the front of the float 
and the game wardens were standing on 
the edge of the shoreline with their backs 
to me while the two hunters were facing 
me. There was a prolonged angry argu-
ment between the officials and the hunt-
ers that ended in an obvious demand that 
the hunters surrender their weapons. This 
didn’t go over very well and the result was 

that the hunters rammed a round into the 
chambers of their rifles and held them at 
the ready. The game wardens were wear-
ing sidearms and they had their hands 
on the butts of their revolvers. Wow! This 
looks like it’s going to be the shootout at 
the O.K. Corral and I’m standing immedi-
ately behind the good guys with their pea-
shooters that are being faced down by two 
guys holding high powered rifles! What 
to do? Jump in the water? Get up into the 
airplane and try to hide behind the big old 
round engine, or just stand still and wait it 
out? I chose the latter. Not understanding 
the dialogue and taking my cues from the 
angry shouting and body language made 
the situation even more difficult. 

After some more palaver the two hunt-
ers sidled off to their canoe, fired up the 
engine and motored across the lake to 
their camp. 

Whew, ducked that situation! The game 
wardens clambered into FHB, telling me to 

fire her up and “Follow that canoe.” With 
some reluctance, I taxied across the lake to 
the hunting camp. This time I moored the 
aircraft a discreet distance along the shore-
line away from the camp so I wouldn’t 
be in the line of fire. The game wardens, 
pretty brave guys in my estimation, ap-
proached the camp. After a suitable length 
of time they came back with the rifles. I 
flew the two intrepid wardens back to Le 
Domaine. I have often wondered what the 
sequel to this story was. Were the hunt-
ers fined? Did they go to court, or was the 
matter dropped? I’ll never know. 

Flying small airplanes and a few heli-
copters in remote locations for over fifty 
years, primarily in Quebec, Labrador and 
British Columbia has filled my repertoire 
of stories with many exciting experiences. 
It is hard to choose which are the most 
memorable, but right up there near the top 
was the armed standoff in western Quebec 
with old Number One, CF-FHB.  
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s stated in this column before, 
Newfoundland and Labrador 
has one of the richest avia-
tion histories in all of Canada. 

transatlantic aviation began here in 1919 
with the first non-stop crossing by Alcock 
and Brown in 1919. Lindbergh famously 
used St. John’s as a navigation checkpoint 
and Amelia Earhart took off from here 
twice on record-setting flights.

They were the lucky ones that history 
remembers and honours. But countless 
others were not so fortunate, especially 
during the years of the Second World War 
when the island was a major stopover and 
launch point for military aircraft headed 
for the European conflict. Many took off 
never to be seen again, lost forever in the 
depths of the North Atlantic. But some 
came to grief among the pine forests, 
mountains and muskeg of the province. 

AviAtion ReseARcheR And histoRiAn extRAoRdinAiRe

Darrell Hillier

ier’s family moved to the airport town 
of Gander, a vital link in the transatlan-
tic air routes of the Second World War. 
Soon he was hearing from school friends 
of crashes, real and rumoured, sparking 
the curiosity of a teenage boy. His father 
introduced him to the art of research and 
the correct use of resources, such as the 
provincial archives located in St. John’s, 
not to mention local libraries and histori-
cal societies.

“Certainly my first introduction to an 
archive back in the 70s, when I was still 
a boy, was at the old provincial archives 
in St. John’s, where I would go with my 
dad,” he recalled during a recent conver-
sation. “I was totally intrigued by that.”

Soon Hillier began investigating some 
of the numerous crash sites around Gan-
der, gathering whatever information he 
could find and pinpointing crash posi-
tions on local maps. The former well-
known and highly respected long-time 
manager of the airport in Gander, Jack 
James, was always a ready source of info, 
and soon Hillier found himself engulfed 
by a self-admitted obsession that endures 
to this day.

“I went from just trying to locate these 
crash sites and plotting them on a map 
to finding out a little more about them … 
when did they happen, why did they hap-
pen, who were the people of flew these air-
craft … and it sort of evolved from there.”

Information was harder to come by in 
the pre-internet days with regular mail or 
long-distance phone calls the main tools 
of the serious researcher. But with the ad-
vent and growth of computer technology 
in the 90s the job became noticeably easier, 
many records being available online for 
those who know how to search for them 
efficiently. Soon, Gander was just another 
town or city that maintained records of 
aircraft crashes in their jurisdiction and 
Hillier’s research was able to stretch into 
the United States, Great Britain and other 
countries that operated aircraft in and 

newfoundland aviation with gary hebbardOn the rock
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These unfortunates are the special interest 
of Darrell Hiller, a researcher and aviation 
historian living in the city of Mount Pearl 
near St. John’s.

Over the years Hillier has amassed a 
huge trove of aircraft crash histories, both 
military and civilian, with information 
gathered from numerous official and un-
official sources. In some cases, he has been 
in touch with relatives of those lost many 
years ago. For any serious student of avia-
tion history in this part of the world, Hill-
ier is the go-to guy.

Hillier claims no close aviation back-
ground in his family beyond a father with 
an interest in Newfoundland history and 
genealogy, a grandfather who served in 
the Royal Navy in the First World War 
and two great uncles who served in the 
storied Newfoundland Regiment in that 
same conflict. But then, in his teens, Hill-

A

Darrell Hillier keeps meticulous records and files.
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through Newfoundland in both war- and 
peacetime.

“You never know where research will 
take you sometimes,” he pointed out after 
starting about 40 years ago and conduct-
ing in-depth research for the past 30.

One of the most famous crashes Hillier 
has investigated was the one that took 
the life of famed insulin co-discoverer 
Sir Frederick Banting. His plane took off 
from Gander headed for England early 
in the war but suffered mechanical prob-
lems that brought it down before it even 
reached the nearby ocean, taking his 
and other lives. For years, rumours and 
conspiracy theories abounded about the 
event, but Hillier’s research has never es-
tablished anything untoward.

“I haven’t seen any solid evidence to 
suggest that the Banting crash was any-
thing other than an unfortunate accident 
due to mechanical issues,” he states em-
phatically. He has written several articles 
debunking a supposed mystery where 
none exists. He even dislikes the word 
‘mystery’ in connection to air crash inves-
tigations, preferring instead to seek out re-
corded facts obtained through thorough, 
scientific investigation.

Another landmark crash in Hillier’s 
records surrounds the loss of an Ameri-
can B-24 bomber near Gander in the later 
war years. The plane was equipped with 
a new, top secret type of radar and was 
headed for England for more testing and 
combat evaluation. It wasn’t until the 
early 1990s that Hillier and some like-

minded companions were able to locate 
and visit the crash site. He described the 
aircraft as totally destroyed by the impact, 
but it was still possible to successfully 
locate pieces of the then secret radar as-
sembly. Information uncovered by this 
investigation formed part of his master’s 
thesis in history.

 “I have a lot of respect for people who 
flew those aircraft, which is why I always 
like to dig a little further and find out 
more about who they were,” he said.

Today, Hillier’s files continue to grow 
but he is always ready to share his hard-
won knowledge with anyone expressing 
an intelligent interest. Facts in this column 
in the past have come through his kind 
help over the years and he remains a val-
ued source for me and many other people 

Hillier has combed the Second World War wrecks  
of Newfoundland and Labrador.

with an interest in his special hobby.
While still a young man with a full-

time job, Hillier ponders the day when 
he can no longer carry out the meticulous 
research for which he has become justly 
renowned. When that time comes, he in-
tends to leave his files in a place where 
they will be available for other research-
ers, quite possibly at the North Atlantic 
Aviation Museum in Gander. In the mean-
time, it is more than possible that future 
information appearing in this column or 
elsewhere within the pages of Canadian 
Aviator owes its existence to the passion 
of Darrell Hillier, this province’s preemi-
nent aviation researcher and historian. 
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Some are Good and Some are Bad

Cultures 

 helicopter on an air ambu-
lance mission crashes. All 
on board are killed. It seems 
as though such accidents, 

though fortunately very rare, still hit the 
news every so often. As always, investi-
gators engage themselves in the minutia 
of their microscopic analysis. And an ac-
cident report brings to the surface causes 
that, as is frequently the case, could have 
been avoided.

There is no shortage of smoking guns 
in the synopsis of an accident that took 
place in January 2019 when a Bell 407 col-
lided with terrain during a helicopter air 
ambulance (HAA) mission. What reso-
nates with this one is the evidence of a 
company culture that contributed to the 
helicopter crew’s demise. The post-acci-
dent analysis revealed a company with 

A
a culture for cutting corners, neglecting 
details and taking risks. There’s no irony 
absent from this incident; an operation 
created to help save lives was, metaphor-
ically, carrying a grenade with a loose 
firing pin. Inevitably, the pin eventually 
fell out.

This accident had its seeds sown from 
the start. An emergency room techni-
cian (ERT) contacts two HAA services 
and both decline the mission owing to 
its risks. The weather, both ascertained, 
made the mission unsafe. A third HAA 
is thus contacted; its pilot-on-duty very 
briefly checks the weather, then accepts 
the mission. (Some might argue that this 
is the first step in this tragedy. Would you 
not, if you were the ERT, ask yourself why 
one HAA accepted the mission when two 
turned it down? Alas, that’s a discussion 

for another day.) In any case, the pressure 
was now on for the accepting HAA ser-
vice to ‘get the job done’. 

The culture within the HAA company 
that accepted the mission was found, in 
hindsight of the accident, to be signifi-
cantly lacking in some basic protocols. 
For starters, the pilot who accepted the 
flight was close to the end of a shift; thus, 
he was accepting a flight that was going 
to be passed on to the pilot arriving to 
take over. When that pilot arrived for her 
shift, she went straight into the helicop-
ter awaiting her. She departed without so 
much as getting a briefing either from the 
pilot who accepted the mission, nor one 
for the weather she might encounter on 
the flight. Crucially too, neither the pilot 

Pep Talk airmanship With Graeme PePPler
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finishing his shift, nor the pilot starting 
hers, completed a pre-flight risk assess-
ment as required by regulations. In fact, 
the pilot who accepted the job that his col-
league was to fly expected that she would 
complete the risk assessment only after 
she returned from the mission.

A detailed description of the accident 
isn’t necessary here. Suffice to state that 
the helicopter did not reach its destina-
tion. It flew VFR into IMC. In an apparent 
effort to get out of a band of snow some 
twenty minutes into the flight, she ex-
ecuted a 180-degree turn while descend-
ing, and crashed fatally into trees.

Investigators found many contributing 
factors to this accident. In their investiga-
tion, it became clear that the organiza-
tion had several systemic issues which 
ultimately contributed to the accident. 
Specifically, it was uncovered that op-
erational personnel consistently failed 
to complete risk assessment worksheets 

before every flight. It was further identi-
fied that the worksheet itself did not con-
tain necessary elements, including a task 
item for assessing en route weather risks. 
Nor did it provide for an assessment as 
to whether or not other HAAs turned the 
mission down. 

Other gaps existed in the accident  
helicopter company’s protocols. They did 
not have procedures to track their pilots’ 
duty times. They were also found to be in-
consistent in their application of standard 
operating procedures and regulatory re-
quirements. Pilots were found to often 
feel pressure to complete flights, and pu-
nitive repercussions for safety decisions 
were part and parcel of the company’s 
culture. Effectively, operations conducted 
to the fullest levels of safety were not this 
company’s demonstrable priority.

Was the culture of this company too fo-
cussed on ‘getting the job done’ and wor-
rying about the details later? It’s possible 

that this is how the company started: get 
the revenue first — essential for any start-
up — and formalize how you did it later. 
Perhaps, in this case, later never came. 
Maybe finding the time to dot the ‘i’s and 
cross the ‘t’s always took a back seat to 
getting the work, and this became the cul-
ture of the company. There’s no shortage 
of evidence that, when you get away with 
behaviour such as this often enough, you 
eventually completely forget what you’ve 
forgotten to do.

The culture established within any  
organization is what either makes it 
successful or doesn’t. An attitude that 
promotes ‘Just do it’ may work well, for  
instance, on basketball courts, but it may 
not have a place in aircraft operations. 
You can lose a basketball game and have 
time to think about how to do things 
better when the game is over. You don’t  
always have the same luxury when 
you’re operating an aircraft. 
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The RighT AmounT of STReSS

ATC Work Environment

 remember this question be-
ing asked at an air traffic 
control recruitment semi-
nar back in the early 1990s. 

Transport Canada ran the Air Navigation 
System (ANS) in those days, and after 
a lengthy and poorly-thought-through  
hiring freeze, a staffing crunch was tak-
ing hold of the system. This led TC to  
do a major recruitment drive.

Many people of all ages and back-
grounds attended these seminars and 
this, apparently, was a common question. 
The man at the podium, who had just 
concluded a presentation and was now 
taking questions, was near the end of his 
career, soon to retire, and looked his age. 
His answer? “Well, I’m 27.”

With likely just a few years left in my 
own career in ATC, this question comes 
up frequently when I’m showing people 
around the facility in which I work or talk-
ing about my job in any context. Here’s 
what I can tell you based on what I’ve 
learned in- and outside of my career.

ATC viewpoinT wiTh Michael OxnerVectors
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Stress is not always bad. Indeed, stud-

ies have shown that bad things are likely 
to happen due to lapses in judgment 
when there is too much stress, but also 
when there is too little.

Complacency is an enemy of safety. 
We’ve all seen it. Being lax with a power 
tool, cooking our food, behind the wheel 
of a car, or whatever. At the controls of a 
plane, it can kill quite readily. When at-
tention to detail starts to wane, insidious 
things creep up. The lack of attention to 
an oil pressure gauge allows a problem 
to develop unchecked. If you’re navigat-
ing without autopilot, slipping off course 
without noticing can occur. Weather 
changes can go unobserved. Then you’re 
trying to play catch-up when you could 
be too far behind.

One thing about ATC is that there is a 
very large amount of information on rules 
and procedures that must be kept in mind. 
On top of that, a controller must keep alert 
to the specifics of a given situation, which 
change constantly and sometimes rapidly. 

If attention to the details slips, a control-
ler can fall drastically behind and maybe 
even ‘lose the picture’.

The level of attention required must 
stay pretty high, overall, in order to 
keep up with what’s going on. And so, 
like the people in the cockpits of the air-
craft under a controller’s watch, there 
is a continuous stress level that I’ll call 
‘background stress’.

Things can heat up in our job. This heat 
can be turned up in various ways, through 
complications like thunderstorms, snow 
storms, emergencies, the sheer volume of 
aircraft, or several of these factors present-
ing themselves at once. The 0 to 60 time 
for this acceleration can beat the average 
Ferrari.

Early in my career I once noted that I 
had 22 aircraft in my airspace and realized 
I wasn’t very busy. The air was smooth, 
pilots on crossing tracks had opted for 
altitudes which, by happenstance, kept 
them separated. It was easy. The next day, 
with the same airspace and only four air-
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planes, I was incredibly busy, consider-
ing the small number of aircraft, due to 
the nature of the weather system moving 
through and the demands of the aircraft 
as they tried to avoid turbulence and 
lightning while I attempted to keep them 
apart from each other.

Every controller can tell you sto-
ries of complicated situations they’ve 
had to handle. When it gets tricky, a 
controller must address the situation 
while trying to avoid the tunnel vision 
that can occur. Focusing too much on 
one area to the exclusion of other areas 
under the controller’s jurisdiction can 
lead to missing something else that’s 
equally important. It can be roughly 
analogous to the Lockheed L-1011 that 
crashed into the Everglades nearly 50 
years ago while the three-person flight 
crew attempted to fix a light bulb on 
the landing gear indicators.

It can be stressful but, in my opinion, 
it’s less about the stress itself than it is 
about how the person handles the stress. 
And this is not something I can offer any 
guidance on or metric for. All I can tell you 
is what I’ve observed in my line of work.

Some people will get into ATC and 
they’ll go their whole career as a control-
ler. The stress doesn’t seem to shake them. 
Something happens, and they are able to 
walk away at the end of the day and not 
seem too bothered by it. The ‘critical inci-
dents’ can even include an aircraft crash 
during their watch. It doesn’t get much 
more serious than that. And yet they con-
tinue their career.

Others will be nervous from Day One 
right up until the end. Critical Incident 
Stress can consume a person, and one se-
rious issue can spell the beginning of the 
end. Some will move on to other things, 
perhaps into another occupation within 

the ANS, or another career altogether out 
of interest, while others will look for the 
first opportunity to get out of controlling 
traffic and get into something else.

Everyone handles stress differently. How 
one handles the stress makes a big differ-
ence in one’s ability and desire to do this 
job, especially for the long term. Of course, 
ATC is not the only job like this. This is not 
meant to say that a person who leaves it is 
less of a person than one who sticks with it. 
Some people are simply not suited to this 
job and have skills they can offer in another 
capacity. Those who do leave it for other po-
sitions in the industry often bring a slightly 
different perspective to their new jobs.

So yes, it can be stressful and it can 
take its toll on a person. But the job has 
its benefits, too. Personally, I can’t see 
myself in any other line of work and I’m 
glad that I’ve been given the opportunity 
to do this job. 
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The Pilot with the Red Porsche
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Reuniting on a DReamlineR Flight Deck

ach day at work I have the 
pleasure of flying with some 
of Canada’s most talented 
young pilots. Due to their 

considerable skills and effort, my job as 
captain is generally easy. Known col-
lectively as millennials, these relative 
youngsters also bring a certain type of 
energy to the flight deck. In addition to 
their abilities as aviators, they claim they 
are saving me from a fate far worse than 
death — namely social irrelevance. Their 
heroic efforts are generally focused on 
educating me on topics ranging from pol-
itics to hairstyles, fashion to music. Right.

Yes, they are a clever bunch. Still, I 

E
can’t help but think their cohort is lacking 
in certain critical abilities. They routinely 
fail at reciting the words to the Beverly 
Hillbillies theme song and, more often 
than not, can’t recall the names of Paul 
McCartney’s former band mates. Their 
youthful vigour might prove useful on 
18-hour trans-global flights, but when I’m 
seeking genuine feel-good comfort from
people ‘like me’, I turn to fellow Boomers. 
Enter Captain Lawrence Chesney, Check
Pilot, Boeing 787.

I first met Lawrence in 1980. He was a 
tall, dashing flier that everyone (especial-
ly girls) seemed to like and gravitate to. 
But it was one particular day forty years 

ago, when he rolled up to Edmonton’s 
Municipal Airport in a bright red Porsche 
924 (not a great car, but a Porsche none-
theless), that it was decided; I wanted to 
be like Lawrence Chesney.

Lawrence started his flying career as an 
instructor at the Edmonton Flying Club. 
At the time, we were both working on 
our instrument ratings. When I elected 
to return to university and eventually a 
career in the military, he stuck it out at the 
EFC. A talented pilot, Lawrence quickly 
graduated from teaching duties at the  

Expert Pilot Fly likE a PrO wiTh RichaRd PittEt
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The author, left, and check pilot Lawrence  
Chesney.
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flying club to a position at Brooker-Whea-
ton Aviation, operating charters in north-
ern Alberta and anywhere else the oilfield 
crowd wanted to go. 

In short order he was promoted to 
Learjet captain. This was pretty heady 
stuff, especially for a 23-year-old. The 
early Lears were slippery machines, with 
a fuel burn during taxi nearly equiva-
lent to that at cruise, making them the 
original flying fuel emergency. A job fly-
ing a model 35 for Echo Bay Mines came 
next, followed by a Boeing 737 right 
seat at Canadian Airlines International. 
Fate steered us in different directions, 
but after an airline merger or three we 
eventually found ourselves on the same 
team. Amazingly, nearly forty years had 
passed since our last trip together, which 
my logbook confirms as a 1.0-hour dual 
mission in a Fleet 80 Canuck. 

Like most pilots I’m 
not totally enamoured 
with check rides, but in 
this case I couldn’t wait. 
The tall man with the 
red Porsche was going to 
evaluate my abilities as a 
Dreamliner skipper, and 
I couldn’t have been hap-
pier. For nearly a month I 
buried my nose in a pile 
of manuals, worrying 
more about embarrass-
ing myself than actually failing the ride. 
As an added measure I also took to silently 
reciting the Astronaut’s Prayer on a daily 
basis…the one where you graphically im-
plore the Lord above not to let you perform 
in a substandard fashion.

Then, one cloudy November day, we 
departed Vancouver, bound for Heath-
row. As the Canadian Arctic slipped 
away beneath us, the years unfolded. 
Our cruise relief pilot, First Officer Matt 
Hansson, decided he’d heard enough 
about the last century and politely retired 
to the bunk, wisely favouring rest over 
nostalgia. Into the arctic night we flew, 
monitoring the autoflight system while 
trading stories about the airplanes we’d 
flown and the many personalities we’d 
known over the years and where they’d 
ended up.

Crossing into North Atlantic airspace, 
we discussed some of the operational 

aspects of ETOPs (Extended Opera-
tions). It was work cleverly disguised as 
fun. The nine-hour, 13-minute trip flew 
by like minutes, ending with me flying 
an acceptable ILS onto Runway 09L at 
LHR. That evening in London we met 
for dinner with a group of colleagues 
where the recounting of past glories 
continued. The next day we blasted off 
home, and I watched Lawrence conduct 
a line check on our cruise relief pilot, 
passing on his considerable experience 
flying the Dreamliner to our young  
colleague.

Since hanging up my spurs as a checker 
I find myself missing the opportunities to 
fly with other captains. For me, these trips 
were great learning opportunities, and 
you know right away when you’re flying 
with a pro. Above all, a good captain flies 
his or her airplane safely. They do this by 

directing the crew’s ef-
forts, managing fuel 
and constantly updat-
ing contingency plans. 
He or she also addresses 
en route and destination 
weather, ride conditions 
and the ever-present 
threat of fatigue. The 
good ones accomplish 
all of the above, but the 
great ones make it look 
easy. Lawrence Chesney 

is an example of this latter group.
After arrival in Vancouver we taxied 

to the gate. I set the parking brake, shut 
down the remaining engine and then 
called for the Parking Checklist. From the 
right seat my old friend clicked off the 
items on a computer screen before turn-
ing to shake my hand. We both burst out 
laughing when he informed me that, for 
the next 12 months at least, I was assured 
gainful employment. 

Forty years had indeed passed since 
we’d last flown together, and I secretly 
wanted the moment to last. Instead, I 
found myself running to catch a commut-
ing flight back to Calgary. My time at our 
airline has been great, but this flight was 
special. Luggage and flight bag in tow, I 
sprinted up the Jetway and smiled. An-
other check ride completed and, after for-
ty years, I still wanted to be like the man 
with the red Porsche. 
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At Edmonton in 1939, CF-BMI outclassed other bush 
planes when new floats were installed. 
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Tales from the Lakeview Bush Flying With RobeRT S. GRanT

ecades after Canada’s first 
airplane flight at Nova Sco-
tia’s Bras d’Or Lake in Feb-
ruary of 1909, Winnipeg-

headquartered Hudson’s Bay Company 
(HBC) consistently ignored aviation’s 
potential and carried on moving people 
and products by barge, canoe and dog 
team. In 1920, HBC’s in-house magazine 
mentioned an airplane’s ‘high-pitched 
droning noise’ in the James Bay area 
and, suddenly, managers of the organi-
zation wondered if air transport could 
be profitably used. 

Airplane salesmen spotted a tantaliz-
ing market. Montreal’s Aircraft Manufac-
turing Company jumped in with a pro-
posal to quote rates per pound to carry 
mail anywhere in North America regard-
less of the season. In separate projects, 
Imperial Oil purchased two Junkers F 13s 
to penetrate wilderness and Canadian 
Aero Film flogged a Curtiss HS-2L flying 
boat to Moose Factory. Another company 
began arranging a commercial flying ser-
vice between Great Slave Lake and the 
Mackenzie River drainage basin to carry 
six passengers at a time, canoes, tents or 
anything customers requested. 

The timing appeared perfect for a 
corporate airplane to carry the HBC 

“Nothing but the Best”
Hudson’s Bay Company planes

D
flag, but Fur Trade Commissioner An-
gus Brabant shot down the idea. To the 
trail-hardened former apprentice clerk, 
the question of mechanical contrivances 
in the sky did not appear important and 
his short-sighted view took priority. At 
one point, Imperial Oil’s vice-president 
even suggested joint arrangements with 
the HBC to manage their own air ser-
vice. Again, Brabant replied that such 
“…would not be of material use or ben-
efit” and he could not “…recommend 
expenditure in this connection.” Never-
theless, an entrepreneurial 35-year-old 
ex-RAF pilot named William R. Hum-
phreys pushed ahead with a detailed 
outline of costs, time savings as well as 
fringe benefits such as reduced labour 
and shorter distances via straight-line 
flights. He offered an open cockpit 450-
hp Vickers IV Viking amphibian assem-
bled from elm, mahogany and spruce, 
supposedly capable of hauling a 1,050-
lb load for 450 miles at 90 mph. Two had 
been imported from England and others 
constructed in Montreal.

“A point which might appeal to Bra-
bant, your fur commissioner, is the won-
derful monopoly which could be obtained 
for the company by landing trappers and 
their food in fur countries accessible,” 

Humphreys said. “And, of course, the 
warning of forest fires is so valuable that 
the Forestry Department do go a long 
way in equipping with wireless.”

No sale, but at least employees began 
travelling throughout the hinterlands 
with independent commercial services. 
In February of 1930, an incident at Cam-
bridge Bay, 529 miles north of Yellow-
knife, shook the staid managers. Medical 
provisions were needed; the first bid to 
deliver by air came in at $7,000 and the 
next reached $16,000. The HBC’s ‘obedi-
ent servants’ abruptly realized they could 
be held hostage by small aviation compa-
nies. Cold seasons, they predicted, posed 
serious operational problems. 

“Winter flying requires the greatest 
care and many special precautions, yet 
the difficulties are not insuperable, and I 
think a solution may be found for them 
when the need for practical winter flying 
arises,” read a report.

In England, HBC’s deputy governor 
Charles V. Sale requested pricing of a 
Ford Trimotor (Brabant retired in 1927). 
A seaplane version sold for $60,000 and 
several on floats and skis had proven p
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themselves in Canadian bush country. 
The fur trading hierarchy still hesitated 
to move forward but did authorize stud-
ies for a general-purpose, short takeoff 
airplane with long-range capabilities. 
While the armchair-ensconced personnel 
in London and Winnipeg offices daw-
dled, tonnage carried by Canada’s devel-
oping aviation industry progressed from 
almost nothing in the 1920s to hauling 
nearly 25 million pounds of cargo and 
141,157 passengers by 1937. 

Someone within the world-famous re-
tail trading company finally saw the light 
and subsequent decisions doomed the ca-
noe brigades, York boats and husky dog 
trains. An air transport branch would be 
formed, but the HBC sought the best in 
the market. Whatever airplane selected 
must provide a high degree of comfort, 
security with state-of-the-art navigation 
aids and two-way radio. No creaking 
antiques or castoffs for the Hudson’s Bay 
Company.

The sleek all-metal twin-engine Beech-
craft 18, first flown on January 15, 1937, 
entered the picture and the Air Transport 
Division came into existence two years 
later. An equally inspiring crew of pilots, 
Paul Davoud, Harry J. Winney and main-
tenance mechanic Duncan McClaren, 
travelled to Wichita, Kansas to pick up 
CF-BMI for $41,126.70.

Modified for wilderness operations, 
the aircraft came with hinged front win-
dows, corrosion-proofing and a rein-
forced airframe for floats and skis. The 
first landing in Canada took place at  

Winnipeg on April 1939 and, within a 
month, ground-bound natives and trap-
pers across the Arctic to sub-Arctic rec-
ognized the distinctive Beech 18 profile. 
Powered by 330-hp Jacobs engines, the 
airplane proved to be a “top-notch back-
country bush airplane.” Within weeks, 
HBC governor P. A. Cooper, general man-
ager A. Chester and assistant fur trade 
manager R.H Chesshire logged a 4,685-
mile tour of 28 posts.

Impressed with Beechcraft products, 
another Wichita-built type called an E-
17B Staggerwing joined the flight line and 
promptly embarked on an inspection trip 
throughout British Columbia. Unsuitable 
for harsh bush flying, however, the fabric-
covered biplane left the company in 1941. 
During the same year, a storm on Hud-
son Bay’s east coast destroyed CF-BMI. 
Strong supporters now of air transport, 
HBC managers ordered a replacement, 
but a failure of newly purchased CF-
BVM’s left engine caused a forced land-
ing at Pagwa River, 68 miles east of Na-
kina, Ontario, on January 4, 1942, during 
delivery. While undergoing field repairs, 
the aircraft was destroyed, supposedly 
from a “…fire caused by the effects of 
sunlight on a magnetic compass.”

With experienced garnered by the 
Beechcraft 18D’s utilization on wheels, 
skis and floats, the HBC progressed 
through numerous airplane types. The 
Canadian-designed Noorduyn Norse-
man provided reliable year-round ser-
vice and, by 1951, de Havilland DHC-2 
Beavers replaced what northern pilots 

nicknamed ‘thunder chickens’. The HBC 
briefly operated the world’s only Percival 
Proctor 6 on floats but, unfortunately, 
low-winged CF-EHF proved underpow-
ered and today wastes away unrestored 
in southern Ontario. 

The Hudson’s Bay Company extended 
its aviation investments into ‘big iron’, 
such as a former Boeing Canada-built 
RCAF Consolidated Canso, registered 
as CF-BSK. While topping tanks from 
drummed aviation gasoline in Yellow-
knife, a massive explosion blew refuel-
lers off the wing and the versatile aircraft 
burned to the ice of Great Slave Lake. A 
replacement, purchased from Winnipeg’s 
MacDonald Brothers, served briefly but 
rising operational costs forced its sale to 
Queen Charlotte Airlines in 1951.

An amphibious Grumman Goose and 
wheel-ski Douglas DC-3 also handled 
HBC freight for several years and, in 
1974, a de Havilland DHC-6 Twin Ot-
ter supplemented the fleet under the 
auspices of the re-organized Northern 
Stores Department. Other corporate air-
craft, including the Japanese-designed 
Mitsubishi Mu-2, followed and, in June 
2017, Northern Stores Department’s 
successor The North West Company ac-
quired Pickle Lake, Ontario-based North 
Star Air, currently operating 16 aircraft. 
Efficient Basler BT-67s manufactured 
in Oshkosh, U.S.A., and Franco-Italian-
designed Aerospatiale ATR 42s and 72s 
move most of the northern freight — a 
momentous step from a nine-passenger 
Beechcraft 18D.  
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Down East AtlAntic Flying With Don LEDgEr

Stanley’s Aircraft
Watching them come and go

hile standing near my hangar 
at Stanley airport I heard the 
clatter of what sounded like a 
helicopter approaching from 

the southeast. It turned out it was a Sikor-
sky S-76 with ‘EHS’ painted on the tail 
boom. The EHS identified it as an Emer-
gency Health Services aircraft. My first 
concerns were that someone at or near the 
airfield had called in EHS for some reason. 
It would not have been the first time. But 
that idea was soon set aside when it be-
came evident that a new pilot was training 
in landing and hovering the S-76, which is 
normally based at PAL Aerospace’s facil-
ity at Halifax Stanfield International Air-
port, some 27 kilometres to the southeast 
of Stanley. More and more we see private 
service helicopters landing or practising at 

W
the field. For some years up until recently 
we would see Sea Kings show up, usually 
early in the morning, to do ‘ops’ in the 
near-complete darkness of the field.

A few years ago, one arrived at Stanley 
at around 1 am. My wife Gail heard it first. 
It was a Wednesday or Thursday and we 
were the only ones at the field. The Sea 
King came from the east in what would 
pass for a stealthy approach for a Sea King. 
It hovered at about 20 feet above the turf, 
100 metres from my observation position. 
I was at the front of the hangar line at the 
southern edge of the field where I’d posi-
tioned myself to get a better view of the 
aircraft. At that point I could see eight or 
10 soldiers repel down ropes to the field 
and then spread out in a circle around the 
Sea King. Apart from the light outside my 

trailer, there were two light poles spaced 
well apart, and the light which came on 
over the entrance to the clubhouse 120 me-
tres from the chopper’s hovering position. 

The field was pretty much in darkness. 
I ventured out another twenty feet onto 
the field and watched. From what I could 
see, it appeared that the soldiers were fan-
ning out into a larger circle. The Sea King 
gained some altitude and moved north-
ward. A few seconds later one of the sol-
diers approached me. He nodded, said 
“Good evening, sir.” I replied, “Good eve-
ning,” and watched him go past me and 
then make a sweeping curve and head 
back to the original landing site. The Sea p
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The now-retired Sea King made regular visits to 
Stanley.
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King returned, settled to the ground and 
the soldiers quickly climbed aboard. The 
helicopter lifted off and flew north to the 
threshold of Runway 20-02, a kilometre or 
so away. It continued doing exercises there 
in complete privacy. This was a common 
occurrence, but it has ended with the swi-
tchover from Sea Kings to Sikorsky CH-148 
Cyclones. Perhaps someday soon we will 
see the Cyclones exercising at the field.

This past July weekend saw an increase 
in takeoffs and landings at Stanley, albeit not 
to pre-virus activity levels. Two aircraft, the 
aforementioned Sikorsky S-76 and a Rob-
inson 44 helicopter, from outside the field, 
ventured in; the R-44 to pick up fuel. A Cess-
na 172, a Zlin, a Rans S-7 Courier, a Piel Em-
eraude and a SeaRey from Stanley enjoyed 
the sunshine, some of those getting airborne 
for the first time this year. Stanley has closed 
ranks (while maintaining two-metre per-
sonal spacing) against the virus. The club 
cancelled our annual Victoria Day weekend 
Fly-In breakfast and the annual Stanley Fly-
In (held on the Labour Day weekend) will 
be downgraded to a barbecue.

The main gate into the airport, which 
is never locked due to emergency consid-
erations and is usually open during the 
day, is now closed after each vehicle en-
ters and leaves the premises in an attempt  
to discourage the curious who often a 
rrive unannounced at this historic airfield  

(although this is being relaxed to some  
degree).

On a poignant note, I was in my hangar 
when I heard prop tips breaking the sound 
barrier. It was a Cessna 180 owned by 
Stanley Sport Aviation Association’s vice-
president Brian Chappell, in fine pitch 
climbing away from Runway 27, probably 
for the last time. It had been sold by Chap-
pell and was headed west where it will get 
an I-Tran before it takes up residence in the 
States. It came to Stanley in 1984, the same 
year I did. So, for me and most of the crew 
at Stanley, it was a fixture.

A local area resident of the small com-
munity of Stanley called the clubhouse one 
day and complained that the pilot was not 
using his propeller mufflers and made a lot 
of noise taking off. I tried to explain to him 
that during takeoff the airplane needed all 
the power it had to make it over the trees, 
but he didn’t get it. Speaking of noise, I 
checked into a hotel in Bangor some years 
ago. It wasn’t far from the airport. The 
desk clerk apologized for the room we 
were to take. It was at the north end on the 
top floor. Aircraft on approach to the air-
port (Runway 33) were usually very low. I 
asked if that would mean the room would 
be more expensive. I got the ‘look’. 
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PAL uses the expansive Stanley Airfield for pilot  
training.



aerobatics

“I face my fears, because my goal demands it.” This is a quote 
from Alex Honnold, the subject of the incredible documen-
tary, Free Solo, which chronicles the first person to climb 
the 3000-foot sheer rock face of California’s El Capitan 
without ropes. It was a feat so mind-blowing that many 

have called it the greatest athletic achievement of all time. 
So, what does rock climbing have to do with flying aerobatics? Nothing and everything. Nothing 

because I unequivocally do not want to climb towering rock faces sans-ropes, but everything because, 
like Honnold (and for that matter, every human being with a pulse), I have fears. “What fears,” you 
ask? None as profound or life shattering as Honnold’s, but serious enough to me that the anxiety they 
produce (by whatever chemical processes in my brain) needs to be dealt with before diving into the 
aerobatic box at 200+ knots. While I’m pulling up to +9 g and pushing -6 g for four minutes, executing 
precision aerobatics in front of judges, I realize that they fully intend to take away points for every de-
viation from what perfect execution is understood to be. As much I have obsessively loved all things 
aerobatics since I flew my first egg-shaped loop sixteen years ago (in the mighty Citabria), the anxiety 
I often feel before flying in a competition can make me feel sick inside. I pace up and down the flight 
line as I wait for my turn to show those judgmental judges what I’m made of. 

 Fear? Check. My goal? Simply to fly as well as I can and execute the plan that I painstakingly 
developed at a friendly local inn the night before. I hope the endless hours of pre-visualization 

Fear,  
Inspiration 

and Purpose
What it takes to succeed in aerobatics

by Luke Penner | Photos courtesy Luke Penner
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aerobatics
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A photo of Patty Wagstaff in her Extra 300  
prompted Luke Penner to embark on a career  
in aerobatics.

and practice amount to something that I 
can ultimately feel good about. However, 
more than this, I want it all to mean some-
thing to someone because that one little 
spark of inspiration can be a catalyst to a 
world of possibilities. As a Class 1 aero-
batic flight instructor, I hold fast to the 
passion and the drive that makes us con-
front confines. Just as Honnold inspired 
me with his rock-climbing skills, I want 
to inspire others by sharing the thrill of 
pushing past the limits with anyone who 
has boundaries to overcome. 

My spark? One particular photo. I can’t 
remember exactly where I first saw this 
particular image of Patty Wagstaff fly-
ing her famous Extra 260 on a perfectly 
vertical trajectory rising upward against 
a backdrop of expansive cumulus clouds, 
but it has stayed in my imagination for 
many more years than I’ve been a pilot, 
and has meant an awful lot to me. It is ex-
actly that fueling of my imagination that 
has opened my eyes to what is possible 
within myself. 

For me, what makes flying so enjoy-
able is the myriad flavours of freedom 
that can be experienced. The shades of 
the beautiful tapestry of aviation have al-
lowed me to fish off the floats of a Super 

Cub on a secluded lake in the middle of 
nowhere, island-hop the Caribbean in 
a Cessna 210 and even fly inverted in a 
Pitts Special over smouldering volcano 
craters along the south coast of Iceland. 
It is this last experience which has espe-
cially captured my heart and mind; the 
truly multidimensional world of aerobat-
ics. If the constant, never-ending pursuit 
of the perfectly flown aerobatic sequence 
has only given me one transferable skill 
to all the other types of flying I do, it is 
this: Fly with purpose. 

Every manipulation of the cockpit con-
trols should have that purpose to it. One 
of my favourite crossover questions I 
often ask my students (learning aerobat-
ics, or one at the ab-initio level) is, “What 
is the primary control surface that is  
responsible for turning the airplane?” 
I’ve posed this question to pilots of just 
about every background you can think of 
and seldom does anyone tell me that it is 
indeed the elevator which, by controlling 
the wings’ lift vector, makes the airplane 
change heading. Non-aerobatic pilots 



Instructor and mentor Patty Wagstaff has helped 
Penner polish his flying and showmanship.
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aerobatics

(mere mortals) often take this concept for 
granted because they discount that the 
airplane is typically trimmed to produce 
+1 g of lift. Consequently, when you ap-
ply, say, right aileron, the airplane rolls 
into a banked attitude. This inclines the 
lift vector sideways, turning the airplane 
to the right. However, the association is 
that the ailerons turn the airplane which, 
of course, is incorrect. 

A good illustration in the aerobatic 
world would be the simple aileron roll. 
When performing an aileron (ballistic) 
roll, a pilot applies full aileron in the de-
sired roll direction, but the heading of the 
airplane will never change. To accomplish 
this, the pilot must purposefully control 
the wing lift vector by deftly neutralizing 
the elevator just prior to starting the roll. In 
the flight training world, one of the more 
difficult manoeuvres to master is the steep 
turn, and I always preach that the key to a 
good steep turn is a good entry, as it sets 
the stage for everything that happens after. 
With that said, what is the purpose of the 
rudder in this equation? A lot of people 
would say that it is to coordinate the turn 
but this, as you might have guessed, is 
false; we apply rudder to coordinate the 
roll. This small but crucial distinction has 
needlessly plagued aspiring and experi-
enced pilots alike. Assuming we’re flying 
a reasonably well-rigged airplane, we need 

essentially zero rudder deflection during 
the turn. We only need it during the roll-in 
and the roll-out of the turn. We cannot be 
fully purposeful aviators if we do not fully 
understand the role that each of our flight 
controls plays in our pursuit of competen-
cy and accurate flying.

Whether you’re preparing for your 
first solo flight, flight test, job interview, 
or you find yourself next in line to fly at 
a national aerobatic championship, pi-
lots (who coincidentally are also human) 
are going to experience varying levels of 
fear by way of anxiety. Looking back at 
my life most, if not all, of the things that I 
am most proud of gave me some amount 
of anxiety. It almost feels like it’s the 
body’s way of telling you to pay atten-
tion because something really important 
is about to happen. I’ve had the privilege 
of being a Transport Canada pilot exam-
iner for eleven years, and I have had the 
honour of witnessing many hundreds of 
young pilots go through their own fears, 
conquer them and come out the other 
side victorious as safe, competent pilots, 
brimming with potential. I find this to be 
extremely inspiring. 

A few weeks ago, in late spring, I got 
up at 4:30 a.m. to fly my Extra 300L in 

formation with a couple of good friends 
to recreate that inspiring image of Patty 
that has meant so much to me. I wanted 
her to know that she has inspired count-
less pilots and non-pilots to chase their 
dreams, even if it scares them. As they 
say, if your dreams don’t scare you, 
you’re not dreaming big enough! 
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The OnseT Of CargO-Carrying DrOnes
By Michael J Martin

Shared  
airSpace

rone Delivery Canada of Vaughan, Ontario is a lo-
gistics infrastructure company that uses commercial, 
cargo-carrying drones. They’re not focused solely on 
drones, but certainly drones are a striking part of 
their logistics portfolio. 

Moving large payloads meant that they had to design and plan to build automated 
depots between which the drones will fly. Think of them as mini airports. These depot 
landing zones are all equipped with the requisite drone infrastructure: scales for weight 
and balance calculations, workstations for logging the packages and dispatch systems to 
launch and track the drones. This infrastructure is highly automated to ease operational 
burden requirements.

D
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drone

Among other technological achieve-
ments, DDC has written an advanced au-
tomated battery management system that 
ensures flight performance and optimizes 
flight endurance. All of these developments 
are wrapped within their wide-ranging 
software management system called DDC 
Flyte, which allows their drones to fly safe-
ly within controlled airspace.

These drones will typically fall into 
two categories of applications. The first 
addresses locations that are difficult to 
access such as remote community deliv-
eries for e-commerce and last mile deliv-
eries for industries such as mining and oil 
and gas operations (especially offshore) 
etc. The second category addresses time-
sensitive deliveries, such as medical ap-
plications, humanitarian or emergency 
aid situations, urgent delivery of emer-
gency repair parts, etc.

DDC stands alone as a market leader at 
this time, leading the way towards high-
end commercial drones that can operate 
legally and safely in already congested 
airspace. Other drone developers are fo-
cused on consumer package delivery of 
small items. DDC customers say that their 
commercial drones are further along the 
research and development path when 
compared to consumer delivery inventors. 

Drone Delivery canada (DDc) successfully com-

pleted phase two of a trial recently where a 

drone equipped with an aeD (automated exter-

nal defibrillator) was delivered to peel Region 

paramedics during simulated emergency calls.

phase one, completed last year and in which 

one of DDc’s sparrow drones equipped with 

an aeD and related paramedical equipment, 

repeatedly arrived on scene ahead of ground-

based ambulances, leading DDc to claim a 100 

percent success rate.

the recently completed phase two of the trial 

consisted of the aeD package being dropped 

from the drone, eliminating the need for it to 

land. a designated lay bystander would then 

retrieve the aeD and put it to use.

“this partnership between DDc and peel 

Regional paramedic services is groundbreak-

ing,” DDc’s ceo michael Zahra said in a press 

release. “this innovative program utilizes DDc’s 

proprietary drone logistics platform to deliver 

rapid first responder technology via DDc’s spar-

row drone with the goal to reduce response 

time and potentially save lives.” 

added program participant Dr. sheldon 

cheskes, an associate professor at the univer-

sity of toronto, “our previous research within 

our rural community suggested the need to opti-

mize the simplicity of aeD use once delivered 

by a drone to the site of a cardiac arrest. after 

today’s test flights it will not take long to see 

drones as part of an organized 9-1-1 response to 

cardiac arrest in rural communities.”

Flying AEDs

Drone Delivery Canada is a publicly 
traded company listed on the Toronto 
Stock Exchange’s TSX Venture Exchange. 
They have a partnered with Air Canada 
Cargo and together are actively pursuing 
new accounts for drone delivery services. 

The drone delivery industry is expect-
ed to explode onto the market and the 
growth potential for the company looks 
very promising if they can overcome the 
airspace challenges that all drone deliv-
ery services face. For traditional private, 
commercial and airline pilots alike, this 
shared airspace issue causes serious wor-
ries, raising many practical concerns, so 
TC’s role to keep the airspace safe is vital.

Goldman Sachs Research said in a state-
ment, “The fastest growth opportunity 
comes from businesses and civil govern-
ments. They’re just beginning to explore 
the possibilities, but we expect they’ll 
spend $13 billion on drones by 2020, put-
ting thousands of them in the sky.”

TC has imposed strict rules and regula-
tions on drones, which they refer to as Re-
motely Piloted Aircraft Systems, or RPAS, 
and they have the teeth to back up this 
legislation with hefty fines and operating 
suspensions. TC, through the recently cre-
ated and implemented CAR Part IX, has 
established some of the toughest rules 
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of any country regarding drone flights. 
However, these current rules are largely 
aimed at consumers and amateur drone 
flyers and commercial drone operators 
such as DDC are lobbying for more busi-
ness-friendly regulations.

With the rapid growth of e-commerce 
and the acceptance of online shopping in 
general, there is a massive shift underway 
in the retail industry. Home delivery is 
growing at a phenomenal pace. Some ar-
gue that drone deliveries for consumers in 
urban and suburban areas are still years 
away. Will deliveries in rural and remote 
areas will come first? Only time will tell.

Finding skilled drone pilots is one 
of the hurdles slowing future market 
growth. The DDC answer is fully autono-
mous drones with a centralized Network 
Operation Centre in Vaughan, where 
human operators intervene if and when 
required. The drones use standard GPS 
technology to fly their planned flight, but 
as they near the depot destinations, they 
add in optical vision systems to target a 
landing platform for pinpoint accuracy.

Drone Delivery Canada is currently fo-
cused only on opportunities in the busi-
ness-to-business sectors. They see deliv-
eries for medical supplies, mail, parts 
and food as viable short-term options 

today. Flying drones within campus en-
vironments is their first-stage scenario. 
Many large-scale customers have entered 
into discussions for drone deployment in 
industries such as public warehousing, 
parts manufacturing, medical testing 
and equipment delivery, even combined 
with traditional commercial aviation.

Global warehousing company DSV 
Canada is building a massive 1.2-million-
square-foot warehouse outside Toronto. 
The company announced a commercial 
agreement with Drone Delivery Canada 
through its sales agent Air Canada Cargo. 
DSV Canada will deploy DDC’s drone 
delivery platform at its new head office 
and warehouse in Milton, Ontario. These 
drones will remain on their property and 
overfly from one end of the warehouse 
to the other to expedite movement of 
controlled goods faster and with fewer 
end-to-end touchpoints than they could 
otherwise achieve indoors.

Another 2020 deployment will be at 
the Edmonton International Airport. It 
is Canada’s largest major airport by area 
with more than 7,000 acres (2,833 hect-
ares) shared by dozens of businesses from 
airlines, maintenance companies, FBOs, 
cargo to retail operations and more. DDC 
will provide drones to fly within the pe-

rimeter of the property to deliver packages, 
thereby saving time and money and speed-
ing up urgent deliveries within the airport 
footprint. This makes the Edmonton the 
first metropolitan region in Canada to have 
an airport-based drone delivery hub.

“EIA is proud to partner with industry 
leader DDC to establish Canada’s first 
airport drone delivery site and drasti-
cally modernize cargo logistics and sup-
ply chain solutions,” said Myron Keehn, 
EIA’s vice-president of air service and 
commercial development. 

DDC envisions developing future ro-
tary wing and fixed wing versions that 
will be able to carry larger payloads over 
longer distances. At some point, when 
appropriate regulations are in place, DDC 
sees movement of drones off single prop-
erties and to depots at other locations that 
are nearby or in the region.

TC has launched, jointly with the  
National Research Council’s Aerospace 
Research Centre, the Consortium for 
Aerospace Research and Innovation in 
Canada (CARIC), and the Consortium 
for Aerospace Research and Innovation 
in Quebec (CRIAQ). Together they are a 

Drone pilot at the controls at DDC’s operations centre 
in Vaughan, Ontario. 
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call for project ideas to further strengthen 
Canada’s foothold in the drone industry.

Through collaborative research ac-
tivities, the outcome of this program will 
help inform TC’s regulatory framework 
to promote safe and economically viable 
drone use in Canada.

(Top) DDC’s CEO Michael Zahra with Condor  
(mid) DDC’s Flight Control Centre (btm) Flyte  
tracking software.

TC invited feedback from industry 
players and other interested parties on 
the subject of revising CARs Part IX, with 
submissions welcomed until June. Under 
consideration is allowing drones to fly 
higher than the current 400-foot ceiling, 
which will permit them to mix with the 

manned aviation aircraft. They are also 
considering increasing the weight limits 
so bigger commercial drones can fly with 
heavier payloads. 

TC is looking at the existing drone 
licensing requirements too. They are 
pondering a third category of licence for 
the higher, heavier drones that is closer 
to the skills and knowledge required to 
obtain a private pilot licence. Also, un-
der consideration is the loosening of Be-
yond Visual Line of Sight (BVLOS) rules, 
which would mean leveraging advanced 
technologies like pilot-worn, virtual- or 
augmented-reality goggles or headsets 
and artificial intelligence capabilities to 
fly these large-scale drones. TC is also 
evaluating a form of transponder for 
these special-category drones.

The regulator has a lot of hard work to 
do to make commercial drones a cohesive 
part of controlled airspace fabric. It can 
be achieved, and it will be done. Drones 
are expected to become an important part 
of the Canadian aviation system at some 
point in the future. However, it is a slow 
journey to make it all safe and without 
conflict for all stakeholders, including 
general aviation and, more importantly, 
the public. 
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model spArrOw rObin COnDOr

maximum airspeed (km/h / kt) 70 / 38 80 / 43 120 / 65

maximum range (km / nm) 30 / 16.2 60 / 32 200 / 120

maximum altitude / ceiling (m / ft) 900 / 2,953 900 / 2,953 3,048 / 10,000

maximum payload (kg / lb) 4.5 / 10 11.3 / 25 180 / 397

maximum takeoff weight (kg / lb) 25 / 55.1  34 / 75 476 / 1,050

aircraft type Rotorcraft - multirotor Rotorcraft - multirotor Rotorcraft - helicopter

powerplant eight electric brushless motors eight electric brushless motors two-stroke gasoline engine

navigation Gps-based Gps-based Gps-based

takeoff / Landing vertical vertical vertical

Flight management DDc Flyte™ DDc Flyte™ DDc Flyte™

MOOsE FACTOry TriAl

a recent proof-of-concept trial aimed at deliver-

ing medical services linked moose Factory to 

moosonee, in northern ontario near Hudson 

Bay. moose Factory, situated on an island in the 

moose River, is where the main medical services 

are located, while a health services clinic is on 

the mainland in moosonee. while the distance 

less than five kilometres, traversing the river 

can be unpredictable and potentially dangerous, 

especially in the spring and the fall when the ice 

is not strong enough to support vehicular traffic 

and too broken up to navigate a boat through, 

so a drone to link the two locations is an ideal 

solution. a trial was conducted to validate this 

strategy and proved worthwhile. 

Last December DDc received provisional 

approval for a project with the moose creek 

First nation that would allow for DDc to enter a 

commercial relationship with First nation for the 

delivery of goods between moose Factory and 

moosonee. the implementation is scheduled to 

begin this year.

stan Kapashesit, Director of economic Devel-

opment for the moose cree First nation, also 

serves on DDc’s advisory board. one of the main 

objectives of this partnership is to help other 

remote indigenous communities that are even 

more remote in utilizing this technology, as the 

plans are to make this community a hub and 

depot for the north.

“as an engineer, it’s a great opportunity to 

work on leading edge technology and also help 

build out a new industry. our solution is truly 

innovative and world class. Given the situation 

with coviD-19, our solution can help save lives 

doing medical deliveries. it’s very satisfying 

to make a difference for social benefit,” said 

erik chau, Drone Delivery canada engineering 

manager.

spArrOw COnDOrrObin
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ahmic air

 Northern 
Entrepreneurism

Yellowknife’s Ahmic Air  
Grows clientele
story and photos By roBert s. Grant
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As fog wisped upward from Yellowknife’s Back Bay, sucking 
sounds of float pumps drifted across the glassy water. Ah-
mic Air owner Stephen Jeffery clicked open the right rear 
door of de Havilland DHC-2 Beaver (C-FMXS) and began 
shuffling potato sacks into the 150-cubic-foot interior. Pi-

lots Andrea Lessard and Erin Cotterill busied themselves sorting spools of 
tent rope destined for a survey party north of Great Slave Lake. 

Jeffery, who founded his three-airplane charter service in 2014, entered aviation with flight lessons 
at Springwater/Barrie Executive Airpark 22 years earlier. Without benefit of college programs or cadet 
scholarships, he dumped his dollars into a commercial pilot course and joined a parade of low time aco-
lytes when job possibilities had plunged to depths darker than the inside of a Pratt & Whitney cylinder.  
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ahmic air

Instead of airline-issue shiny shoes, Jef-
fery signed on with a machine shop and 
endured the crunch of metal filings in his 
socks and the stench of hot oil in his nos-
trils while labouring for a few coins for 
flying hours. Luckier than most newcom-
ers to the glamourous realm of wings and 
rudders, he landed part-time work with 
Orillia Aviation, 78 miles north of Toronto. 

“Before becoming a pilot, I’d started 
down the route of becoming a marine en-
gineer and learned that flying and sailing 
had the same physics with mathematics, 
geography and a bit of history thrown 
in,” he recalled. “At first, I gave float en-
dorsements in an underpowered Cessna 
172 and finally logged enough to move on 
to a Cessna 185 with Lac La Croix Quetico 
Air Service, west of Thunder Bay.” 

Jeffery’s ability to withstand water-
ing eyes brought on by aromas emanat-
ing from overworked tree planters but 
brightened by starry-eyed canoeists 
and increased flying hours led to radial 

Ahmic Air owner Stephen Jeffrey built his business 
the old fashioned Canadian way by working his way 
up in the bush plane industry.
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erations. Known for business acumen — 
a trait acquired from accountant father 
Chuck, Jeffery realized researchers, film 
crews, outdoors enthusiasts and others 
of similar ilk would always need trans-
port to terrains ruled by eskers and mo-

raines. A niche awaited. He and North 
Bay, Ont.-born wife Julia plunged into 
sleepless nights by leasing a site in the 
Old Town section east of downtown  
Yellowknife.

As a company name, Jeffery decided 
upon Ahmic Air to honour his home com-

engine ‘big iron’ at Lakeland Airways 
in Temagami where chief pilot Darren 
Gareh inserted him into the left seat of 
ex-Austin Airways Beaver C-FJKT. His 
parents had already moved to Yellow-
knife and encouraged their hour-hungry 
pilot-son to join them. After introducing 
himself to the Northwest Territories’ sub-
Arctic scrubby spruce, Jeffery discovered 
his shortage of Arctic experience hin-
dered the quest for a long-term position. 
Yellowknife (pop: 20,000) happened to 
be overpopulated with fellow hopefuls 
succouring themselves bartending or 
subsisting as dock rats waiting for senior 
pilots to launch themselves into airline 
seats. After months as an accountant, 
Jeffery commuted between Yellowknife 
winters and northern Ontario summers 
for float flying.

While fighting staples and paper cuts, 
rumours reached Jeffery that Yellow-
knife’s Air Tindi needed pilots with high 
float hours to meet government con-
tracts. After eight years flogging Cessna 
185s, Beavers and de Havilland DHC-3 
Turbo Otters, he noticed some seaplane 
organizations investing in all-wheel op-

munity in Ontario’s Almaguin Highlands 
near Parry Sound and also established 
a maintenance base at Pitt Meadows 
airport in British Columbia. Yellowknif-
ers seemed stunned at his first choice of 
airplane. Instead of a typical starter type 
such as the Cessna 185, Beaver C-FMXS 
suddenly floated beside Wiley Road on 
Back Bay. Astute as ever, the practical 
entrepreneur did not begin blasting his 
iconic airplane into poet Robert Service’s 
‘vastitudes of blue’ for nostalgic reasons. 
He studied operators who stabled Bea-
vers and concluded that, at downsizing 
time, they rarely lowered themselves into 
Cessna or Piper products. He understood 
the cold reality that maybe, just maybe, 
Ahmic Air might not flourish. If that hor-
ror happened, he would have a more 
valuable asset. Besides, Jeffery added, his 
physique happened to match the larger 
airplane.

Jeffery joined his peers in reaching 
out for what locals called ‘hot shot’ work 
which applied to exploration companies 
and outfitters needing small items like bat-
teries, drill bits or outboard motors. Instead 
of chartering large aircraft, they could slap 

“Jeffery joined his 
peers in reaching 
out for what locals 
called ‘hot shot’ 
work.”
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their lighter loads into lower-priced types 
such as Ahmic Air’s Cessna 180. 

“My main intent was going after lodge 
owners, not so much to haul their cus-
tomers, but for staff,” added Jeffrey. “It 
made sense to run something the size of a 
185 and go grab a cook and bring him to 
town for the day or the owner who need-
ed a lift into town to do some banking.”

Jeffery’s diverse client base brings in 
400 hours per year per aircraft. Wildlife 
and fire patrols account for government 
contracting and other agencies require 
support for mine reclamation projects. 
Yellowknife hosts numerous ‘loners’ who 
often need short notice discreet charters. 
A few sneak into Jeffery’s bayside office 
and unroll crumpled charts with a pen-
cil hole poked into their destinations.  
Ahmic Air staff adhere to tight-lipped 
confidentiality.

In the early winter of 2019, Jeffery 
logged time in -40° temperatures drop-
ping homesteaders at an abandoned mine 
and also carried out caribou reconnais-
sance flights. Another survey took place 
for an undisclosed future mine site, and 
March projects will involve agreements 
with a nearby lodge for day ice-fishing 

trips. One prospector client snowshoed 
landing space and assured Ahmic Air no 
water overflow would hinder his Beaver 
on ‘boards, i.e. skis.

“We move prospectors doing solo 
work for long periods, but they’re 
not really bushed,” Jeffery explained. 

“We’re dealing with people who haven’t 
talked to anybody for months and can 
be a little skittish or standoffish at first. 
Once they open up, they’re colourful 
characters. We have one who occasion-
ally calls by satphone for 50 pounds of 

potatoes, carrots and a bottle of rum, 
then we don’t see him for another three 
months.”

Visitors to metropolitan Yellowknife 
notice that more than pilots populate the 
capital. During fall and early winter, the 
city seems like Tokyo rather than a col-
lection of high rises on Great Slave Lake. 
Intent on viewing the Aurora Borealis’ 
emerald ribbons, Asian tourists arrive by 
the hundreds but few ride Ahmic Air’s 
airplanes. Paradoxically, local tour op-
erators keep them clear of Back Bay since 
Jeffery’s ‘Flight-See’ rates are not high 
enough, although some escape the tour 
buses for prices beginning at $60 for 20 
minutes over Canada’s deepest fresh-
water lake. European traffic, especially 
Norwegians, provide revenue thanks to 
Jeffery’s separate feeder operation called 
the Yellowknife Canoe Company.

“Norwegian explorer Helge Ingstad 
wrote in The Land of Feast and Famine 
about spending a winter in the Barrens, 
and now many Scandinavians consid-
er coming here a pilgrimage,” Jeffery 
explained. “After researching routes 
and backgrounds on both sides of the 
treeline, we came up with turnkey outfit-

“We have one who 
occasionally calls 
by satphone for 50 
pounds of potatoes, 
carrots and a bottle 
of rum.”
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ting, which means they can show up in 
shorts and t-shirts and we provide abso-
lutely everything, including a canoe or 
kayak; that makes us different from other 
companies.”

Jeffery has little trouble finding pilots. 
His pleasant disposition and established 
business relationships enabled him to 
maintain amicable contacts with former 
employers who refer their first officers 
in need of pilot-in-command experience. 
Most reside in Yellowknife and under-
stand the circumstances involved in living 
and working from an isolated community.

“A lot of it means training them to 
work with piston engines and no reverse 
thrust, and learning how to dock with-
out breaking something,” he explained. 
“They come to us with hands-and-feet 
skill sets and Dave Crerar [chief pilot] 
does the heavy training, but no external 
loads, windy days or ‘anything weird’, 
and I do the line indoctrination.”

‘Line indoc’ involves packing new-
hires into an Ahmic Air aircraft with a 
picnic lunch for a day-long trip within 50 
miles of Back Bay. Trainees sample vari-
ous docks from different approaches and 
exchange seats every two hours, with 

critiques from fellow pilots. Holed floats, 
for example, take a financial toll on any 
company but Jeffery recognizes that dam-
age happens to high-time and low-time 
pilots. By the time candidates graduate 
to revenue flights, learning curves slope 
sharply upward before they confidently 
push away from a dock.

Besides ensuring pilots work effi-
ciently, Jeffery subtly inculcates similar 
approaches to customers who expect his 
airplanes to haul wall-to-wall fuel drums 
or 100-pound propane cylinders. A call 
to Twin Otter operator Air Tindi for sub-
charters takes care of heavy work and 
keeps clients happy since their freight 
reaches destinations quicker for the price 
of several Beaver hops. During game 
seasons, ‘weekend warriors’ have been 
briefed to double-bag their outbound 
beef steaks and inbound moose filets. Jef-
fery ensures they know personal luggage 
goes on the bottom.

Yellowknife waterfront operators have 
histories of treating the ‘Great White Si-
lence’, i.e. winter, as time to pack their 
sandals and track to tropical beaches. In 
recent years, most moved into year-round 
airport-based aircraft. In 2016, Jeffery 

spotted another opportunity and bought 
skis for his fleet. Entering the cold weath-
er business did not come cheaply; snow 
ploughs, wing tents and engine heaters 
had to be purchased and staff trained to 
use them. In the first winter he logged 40 
hours; in the second, the total tripled. As 
word spread that ski-equipped airplanes 
had returned to Yellowknife, requests for 
trips to places such as Fort Reliance and 
Fort Smith flooded in.

“I just didn’t like the idea of waiting for 
the phone to ring, so I find other ways to 
work the airplanes,” he said. “We even 
set up tent frames on the ice to see if we 
could talk people into fly-in ice fishing 
and that worked.”

Jeffery will likely purchase or lease 
more mid-size types like Beavers and 
Otters. Wheels-only does not enter his 
long-range picture; hangar and over-
head costs squelched any such idea. 
He predicts little competition since few 
start-ups have shown interest in hedging 
themselves into water flying enterprises. 
Some experts suggest scarce avgas may 
force Jeffery to join the turbine world but, 
he pointed out, Buffalo Airways’ need of 
bulk fuel for its radial engine freighters 
has encouraged dealers to maintain ad-
equate low-lead stocks. 

In an office tastefully endowed with his-
torical photos depicting Old Town’s float 
bases, 8,000-hour pilot Jeffery acknowl-
edged a debt to pioneers who ventured 
into wilderness with Fairchilds, Fokkers 
and Junkers. Without their sacrifices, he 
would never be able to savour the tang of 
fresh water every time he stepped from 
his office or skipped a stone across Back 
Bay with daughters Ruth, Nora, Maisie 
and son Edward. Jeffery enjoys his hectic 
life regardless of self-imposed schedules 
and evinces no intention of leaving Yel-
lowknife. His family reflects the same en-
thusiasm, even though one or two have 
been known to slip off a seaplane float.

“We see our customers coming off our 
airplanes with smiles and we meet many 
who’ve just enjoyed a first-time experi-
ence,” Jeffery concluded. “The level of 
appreciation’s high for what we do, and 
that’s why we’re in aviation — it’s a fun 
community.” 

From survey crews to nature lovers, Ahmic Air gives 
people of diverse interests a lift into the northern 
wilderness.
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Have a story to publish? Contact Coast Dog Press at coastdog2@shaw.ca

Swissair 
Down

September 2nd, 
2019 marks the 21st 
anniversary of the 
crash of Swissair 

Flight 111 off the coast near Peggy’s Cove, 
Nova Scotia with the loss of 229 lives. 
Author and pilot Don Ledger carefully re-
creates what took place in the cockpit of 
the stricken airliner, describing each link 
in a disastrous chain of events.

By Don Ledger
Price: $27.50  $25.80 (includes shipping)

This Airplane 
Can Dance!
This book tells a story 
of danger and daring…
of a family of pilots who 
come to the rescue of 
some injured children 
stranded in the woods. 

This story shows that while some airplane 
jobs may seem unglamorous, there are many 
important and satisfying ones.  Ages 5 – 8

Author: Danielle Marcotte
Price: $10.95 (includes shipping)

The Next
Plane Crash

 As a regional airline 
captain, Alan Eugeni 
had a front row seat to 
the many ways in which 
profits sometimes took 
precedence over safety. 

He writes candidly about his real-life expe-
riences in the challenging world of regional 
airline operations.

By: Alan Eugeni
Price: $25.00 (includes shipping)

Scamper and  
the Airplane 
Thief
When a student kidnaps 
the small training plane 
for a joyride, it is up to 
the little Luscombe 8F 
to show courage, deter-

mination, and quick thinking to save the 
day. Will Scamper, the little red seaplane, 
be able to save himself and his rebellious 
pilot in Canada's wilderness? Ages 5-8 

Author: Danielle Marcotte
Price: $19.95 (includes shipping)

Tower Tales
This is the history of 
aeronautics from the 
view atop the control 
tower. Fiery crashes, 
near misses, stunts, 
mishaps and even en-
counters with strange 

lights in the sky. These factual stories de-
scribe various incidents, accidents plus  
humourous occurrences. These are the 
Tower Tales.

Author: Jim Hall
Price: $38.95 (includes shipping)

Masters  
of the Air
A fascinating look at 
three of the greatest 
Canadian pilots in the 
First World War; Mas-
ters of the Air brings 
Alan McLeod, Andrew 
McKeever and Donald 

MacLaren to life, detailing their develop-
ment as pilots, battles in the air and near-
death experiences.

Author: Roger Gunn
Price: $38.95 (includes shipping)

new new

Tight  
Floats and 
Tailwinds
Take a peek into 
the inner workings 
of Transport Can-

ada in its heyday, when it was not only a 
regulator but also when it operated the air 
navigation system, air traffic control and 
many of the airports in Canada.

Author: W.T. (Tim) Cole
Price: $40.95 (includes shipping)

From Pole  
to Pole

Sprinkled with an 
occasional poem, 
were written while 
the author flew in 
the Canadian Arctic, 

the Antarctic, South America and in many 
other parts of the world, stories of adven-
ture, humour and tragedy, tales of land-
ings on grassy jungle strips, snow, glaciers, 
ice, rivers, lakes and at some of the busiest 
airports in the world.

Author: Harry Hanlan
Price: $35.50 (includes shipping)

Flight —  
Stories of 
Canadian  
Aviation 

Wartime bombings, engine failures, a 
rudimentary air traffic control tower, and 
flights with the Canadian Forces Snow-
birds aerobatics team are among the 
engaging true stories in this fascinating 
first book of the Flight series.

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

new

new
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sale

Air to Air:  
Ultimate 
Airline 
Photographs
This unusual full  
colour book features 

over 200 images of classic propliners and 
jetliners taken by the great air-to-air photo 
masters of the 20th Century. This title also 
has an appeal to young children interested 
in pictures of airplanes.

Author: Henry Tenby
Price: $23.95 (includes shipping)

A Wolf ’s Moon, 
A Helicopter 
Pilot’s Story
The stories in A Wolf’s 
Moon span several de-
cades and relate Hank’s 
encounters with a host 
of northern characters, 

from diamond drillers and geologists to 
forestry personnel and biologists. His ad-
ventures with bears, wolves and whoop-
ing cranes, camp cooks and grizzled 
prospectors, make this a great read for all 
aviation buffs.

Author: Hank Sands
Price: $27.95 (includes shipping)

They Call  
Me Lopey: 
Saga of  
Wilderness 
Flying
The stories in this 
book reflect the life 
of BC's bush pilots in 

the days before GPS and Google Earth. 
Bill’s story will appeal to anyone inter-
ested in bush pilots, planes, BC's aviation 
history and the big projects that shaped 
the province's northern economy. 

Author: William Lopaschuk
Price: $24.95 (includes shipping)

Those Darned
Airplanes
Travelling by plane has 
its benefits, but it takes a 
different kind of person 
with a lot of know-how to 

design, build and fly their own plane. That 
was Elmer Andrews. Of interest to pilots, 
would-be pilots, aspiring pilots and any-
one else looking for a good story of local 
‘feats of daring-do’ that are well told.

Author: Elmer Andrews
Price: $28.50 $27.50 (includes shipping)

A Pilot’s 
Journey 
Log
 Daryl Smith 
started as a log-
ger and ended 
as the owner 
of  the only 

regional air carrier to remain standing after 
a succession of take-overs in BC. Pacific 
Coastal Airlines survived a turf war that 
changed forever, the coastal flying indus-
try and the domestic air services in all of 
Canada.

Author: Jack Schofield
Price: $49.95 $44.95 (includes shipping)

View from 
the Tower
The View from The 
Tower is a combina-
tion of humour, his-
tory, geography and 
memoir taking the 
reader through one 
adventure after an-
other. An ode to air-

planes and flight and a respectful tribute to 
a special time in BC’s history. The reader 
is transported to a place and time that no 
longer exists. 

Author: Grant B Evans
Price: $27.50 (includes shipping)

Bush Hawk  
Updated 
Edition

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

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

The Mighty 
Martin Mars

Of the five Martin 
Mars originally 
built, only the 

Hawaii Mars remains in active service. Join 
us on a historical journey through 65 years 
of operations from 1945 US Navy transport 
to 21st century initial attack firefighting.

Authors: Wayne Coulson & Steve Ginter
Price: $29.50 (includes shipping)

new

Dambusters
Based on interviews, 
personal accounts, flight 
logs, maps and photo-
graphs of the Canadians 
involved, Dam Busters re-
counts the dramatic story 

of the young Commonwealth bomber 
crews tasked with a high-risk mission 
against an enemy prepared to defend the 
Fatherland to the death.

Author: Ted Barris
Price: $35.50  $33.50 (includes shipping)
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65HP Rotax©
582 Model 99

912 & 914
912iS Sport

Series Engines

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

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

141HP
!

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

(100 Year Limited Edition!!)

UPDATE!!! ROTAX iRMT 2020 Training
September 11th - 20th at Vernon, BC

Go to https://train.rotech.ca for full details

&

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

Drawings
Municipal Applications & Permits
Airport Applications & Approvals

Transport Canada & NavCan Applications
Complete Construction

Questions? Phone 519.857.7639  
or visit www.secandco.com

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

or fax 519.679.2200

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

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

 

iPad accessories

FLIGHT SCHOOL
Flight Training  •  Flight Reviews  
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1-a
2-b
3-a
4-c
5-c
6-c
7-a
8-a

across

1.  There are a hundred of  

them in a buck.

3.  They halted production of 

3-across.

7.  “Floats like a butterfly,  

stings like a ___.”

8. Annoyed.

10.  Long, long ___.

12.  Used to propel a boat.

13.  Current producer of twin-

engine version of 6-across.

14.  Ground-breaking 

50-passenger regional 

airliner, in letters (4,5)

16. Seagoing rodent.

19. Canadian reindeer.

20.  A position in a circuit in 

relation to an airport.

23. Alvin was their leader.

25.  An altitude reference point.

26. Trapped for in the North.

27. See 27-down.

28. 15-across is one.

29. Noah’s boat.

30. Opposite of WSW

31. Related to a Tiger (3,4).

down

1. Disease of our times.

2.  Border crossing made easier.

3. Engineering genius.

4. Star Wars creature.

5. Rum-based drink.

6.  100 kPa.

9.  Equipped with Active Noise 

Reduction technology (4,5).

11. Aviator’s ___.

15.  What you don’t want your 

tooth to be in the bush.

17. Used for wildfire fighting.

18.  Not odd.

21. A kind of response.

22. City upriver from Niagara.

24. First part of CYPK’s host city.

27. Homonym for 20-across

29.  EFB datum.

Canadian de Havillands In this month's puzzle there are names of 10
aircraft models built by de Havilland Canada.
Other clues, but not all, are aviation related.
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Aviation Crossword Puzzle: 
Canadian de Havillands

10 de Havilland Models In this month's puzzle there are names of 10
British de Havilland aircraft models (*). Other
clues, but not all, are aviation related. Enjoy!

1T 2A I R L I 3F T 4A
5D O 6V E E R M
U A 7A 8 I R E D 9H O 10V P
X M 11C F I 12C O M E T S
F P E A R N

13O B I 14F L A 15M I N G O
R R O E 16M A 17P
D 18E X 19P R E S S T A

O Q 20E X E C
21A N O L U C E
C 22D O L 23P H I 24N H M

25A X E E 26T U D O 27R A
D 28D R A G O N 29A R K
I C C E

30A I R T I M E 31C R A N K R

10 DE HAviLLAND mODELS ANSWER KEY

in this month’s puzzle there are names of 10 aircraft models 
 built by de Havilland Canada. Other clues, but not all,  

are aviation related.

reFresh Your MeMorY

1. This Hollywood leading-man flew B-24 Liberators 
in bombing missions during WWII.

a. Jimmy Stewart.
b. Charlton Heston.
c. Jackie Coogan.
d. Clark Gable. 

2. How many pilots were killed in the filming of  
Howards Hughes’ epic movie, “Hell’s Angels”?

a. Four.
b. Three.
c. Two.
d. One.

3. What is central character, Waldo’s, ultimate goal  
in the movie “The Great Waldo Pepper?

a. To be the first pilot in history to successfully perform 
an outside loop.

b. To prove his credentials as a fighter pilot.
c. To land an aircraft on a moving train.
d. To fly as a stunt-pilot in Hollywood.

4. Famed aerobatic pilot, Art Scholl, flew perfor-
mances with his dog. What was the dog’s name?

a. Snoopy.
b. Baron.
c. Aileron.
d. Lindbergh.

5. Which title is Antoine de Saint-Exupery’s memoir  
of his air reconnaissance missions during WWII? 

a. “Night Flight”
b. “Wind, Sand and Stars”
c. “Flight to Arras”
d. “The Aviator”

6. Widely used in WWII, this maritime aircraft may be 
better known for its use by Jacques Cousteau. 

a. Dornier Do 24. 
b. Consolidated PB2Y Coronado.
c. Consolidated PBY Catalina.
d. martin PBm mariner.

7. What is the race route for the pilots in the movie 
“Those Magnificent Men in their Flying Machines”?

a. London to Paris.
b. Paris to Sydney.
c. New York to Los Angeles.
d. London to Rome.

8. What is the official name and type of aircraft used  
by the Canadian Prime Minister?

a. CAN Force One; Airbus CC-150 Polaris.
b. True North One; Boeing 767.
c. RCAF One; Boeing 737.
d. Federal One; Airbus A220.
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Lycoming holds itself to its own standard – the Lycoming Standard. 

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

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

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

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

www.Lycoming.com
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