
April 2011 note editorôs 

WWW   elcome to 2011, elcome to 2011, elcome to 2011, the year of escalating states of agitation in the Middle East as many of the citizens of these countries attempt to rid 

themselves of governments in which one person possesses unlimited power. Autocratic regimes are falling like dominoes as the de-

mand for change sweeps the Middle East. Democratic rule and the respect for human rights are the uppermost priorities and demands of the 

people. Throughout the region and beyond, autocratic rulers were now calculating their chances of survival. A psychological 

barrier has been broken, not just for North Africa, but across the Middle East. I think we can see some contagion in terms of 

protests in Morocco, and perhaps even in Jordan and Yemen.  

     The recent demands for human rights across the Middle East are a response not only to recent events and circumstances, 

but the cumulative effect of decades of suppression. It is the failure of autocratic regimes across the region, to greater and 

lesser degrees, to respond to the needs of their citizens that have triggered violent social unrest. Many blame their govern-

ments for endemic poverty, high unemployment, soaring food prices and systems of rule that ignore them. These calls for 

human rights in the ôheart of the Arab worldô show more than anything that the concept does not just apply to those in the West. Fundamental-

ly, human rights place on states the obligations to respect, protect and fulfill the needs of persons within their territories. They may be articulat-

ed in a different manner, they may result in a different way of life, but the demands for human rights, which are being actively sought in the 

Middle East, are comparable to those which were fought for in Eastern Europe in the 1980s and those in the West in decades and centuries be-

fore that. The people want a change, what that change will look like, however, is uncertain 

     Unfortunately, as political turmoil threatens to spread in the Middle East, the economic effects of rising oil prices are already reverberating 

around the corporate world. 

     Airlines are facing higher jet fuel expenses. Travellers are being hit as they book overseas trips for the summer holidays as the carriers fuel 

surcharges soar on international routes. While higher fuel surcharges are expected to crimp overseas travel demand in 2011, the strengthened 

loonie and extra seat capacity earmarked for transatlantic routes should offset some of the damage from increased airfares. 

     Jet fuel is a major cost for airlines. About 25 percent of their operating budgets go for fuels and oils. 

     A Toronto-Paris round-trip booking made recently for July travel imposes a $300 (Canadian) fuel fee, up 34 per cent from a $224 surcharge 

for a similar reservation in 2010. 

      Fortunately, in attempts to lower fuel costs, there is substantial research being carried out today in the development of alternate fuels. In 

order to ease our dependence on oil as the main source of fuel to power land, sea and airborne vehicles, scientists the world over are research-

ing and developing other chemical energy substitutes for gasoline and diesel fuels. 

     For instance, the South African petrochemical giant Sasol, has set a world record after flying the world's maiden commercial passenger 

flight powered solely by the company's 100 percent synthetic jet fuel, which is made by converting coal into liquid fuel. The company has con-

ducted extensive testing on the CTL (Coal to Liquid) fuel to ensure that the alternative jet fuel will give consumers better economic and envi-

ronmental benefits compared to conventional jet fuel made from crude oil. 

      During the testing process, Sasol's CTL fuel was used on a jet engine, which replicated one year's flights between London and Johannes-

burg. 

     It was  ensured that while flying around a CTL powered fuel jet, apart from lower soot and sulfur turbine-out emissions that result from vir-

tually zero sulfur, consumers will enjoy the same kind of flight experience like when using a flight powered by conventional kerosene fuel. 

In essence, CTL fuel does not produce lower CO2 emissions, but rather it is a cleaner burning fuel and place less stress on engine components. 

     This is a very clean burning fuel and much better in terms of CO2 emissions, compared with conventional jet fuel. Sasol is always consider-

ing its environmental impact, and as a company they are looking at full cycle of reducing their carbon footprint, across their processes. 

     The fuel will produce an alternative source of supply in the airline industry, where demand is always on the rise. However, the company 

will not be making the fuel 100 percent commercially available yet. 

     Sasol is in the process of getting the technology in place to ensure that they are able to supply the markets with synthetic jet fuel as it starts 

making more commercial sense. 

     Sasol's CTL fuel is just one of many environmentally friendly fuels the group is planning to produce. The company is currently in the pro-

cess of finding environmentally friendly alternatives to crude-based kerosene. 

     At present, the company is looking to develop an algae-based fuel and looking at the possibility of mixing fuel from wood chips with its Gas 

to Liquids (GTL) fuel. 

     In March 2010, a U.S. Air Force biomass-derived jet fuel blend was used to fuel the flight of an A-10 Thunderbolt II. It was confirmed that 

both of the military aircraft's engines used the biofuel for a morning's flight at Eglin Air Force Base near Valparaiso, Fla.  

     The Air Force said the flight represented the first time all of a military or civilian airplane's engines were fueled by a biofuels blend. 

Unlike conventional jet fuel, biofuels burn cleaner without compounds like sulfur. Yet without such ingredients, biofuels are less stable and 

provide limited engine lubricating capabilities. 

     In any event, there seems to be some light at the end of alternate energy development tunnel. 

 

Two  down homers  are drinking at a bar   in   Halifax,  NS.   

 Fred says, "Did you know that   Lions have sex 10 to 15 times a   night!"   

  "Ah, shit.." Says  Jim.    "I just joined the Legion !! ".  
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Attached is the latest CANAIRGEN about the future of the Flight Engineer Trade.  

Whether we like it or not, the decision has been made. 
RECORD OF DECISIONS: FLIGHT ENGINEER OCCUPATION STRUCTURE DECISION BRIEF, 11 SEPT 

2009 
1. AS PER DIRECTION AT REF, THE FLIGHT ENGINEER (FLT ENGR) OCCUPATIONAL RESTRUCTURE IS WELL UNDER-

WAY. OVER THE COMING YEARS, THE FLT ENGR OCCUPATION WILL UNDERGO A TRANSITION. 

2. THESE CHANGES WILL ALSO AFFECT AIRCRAFT MAINTAINERS, AS THE FLT ENGR OCCUPATION WILL EVENTU-

ALLY BE MANAGED UNDER THE AIR MAINTENANCE UMBRELLA. THIS WILL HAVE THE IMPORTANT BENEFIT OF 

INJECTING AIR OPERATIONS EXPERIENCE INTO THE AIR MAINTENANCE COMMUNITY WHILE PROVIDING FLT 

ENGR BROADER CAREER OPPORTUNITIES AS THEY PROGRESS IN RANK AND EXPERIENCE. 

3. THE FLT ENGR OCCUPATION WILL BE TRANSITIONED IN TWO PHASES: THE FIRST HAS ALREADY BEGUN AND 

THE SECOND PHASE WILL BEGIN IN 2015. 

4. THE OCCUPATION RESTRUCTURE WILL HAVE THE FOLLOWING EFFECTS DURING PHASE 1: 

 A. THE RANK STRUCTURE FOR FLT ENGRS HAS BEEN REVAMPED TO MAKE IT CONSISTENT WITH OTHER CF OCCU-

PATIONS. RESULTANT CHANGES TO ACTUAL POSITIONS WILL BEGIN IN APS 2011 AND WILL BE INCREMENTALLY  

IMPLEMENTED EVERY YEAR UNTIL 2015. 

 B. BY 2015, FLYING DUTIES WILL BE LARGELY CONCENTRATED AT THE CPL TO SGT RANKS.  SELECTED STAND-

ARDS AND EVALUATION PERSONNEL WILL MAINTAIN FLYING DUTIES AT THE WO RANK. 

 C. FOR FLT ENGRS AT THE WO RANK OR ABOVE, AN EARLY OPPORTUNITY IS AVAILABLE FOR THOSE WISHING TO 

TRANSITION INTO THE AIRCRAFT MAINTENANCE SUPERINTENDANT (AM SUP) OCCUPATION BEFORE 2015. 

 D. THE DIRECT ENTRY RECRUITMENT TRIAL AND FUTURE CAREER PATH FOR POTENTIAL FLT ENGR RECRUITS 

CONTINUE TO BE DEVELOPED, AND 

 E. INTERNAL RECRUITING OF AVIATION SYSTEMS (AVN) TECHNICIANS WHO WISH TO VOLUNTARILY TRANSFER 

TO THE FLT ENGR OCCUPATION IS FULLY SUPPORTED AND HIGHLY ENCOURAGED. THE WAIVER ENTRY REQUIRE-

MENTS FOR OCCUPATION TRANSFER HAVE BEEN ADJUSTED TO REFLECT CURRENT.  

MAINTENANCE POLICIES  

5. THE OCCUPATION RESTRUCTURE WILL HAVE THE FOLLOWING EFFECTS DURING PHASE 2: 

 A. AFTER 2015, THE FLT ENGR OCCUPATION WILL INCLUDE MEMBERS UP TO THE SGT RANK LEVEL. 

 B. ALL MEMBERS PROMOTED TO WO WILL BECOME PART OF THE AM SUP OCCUPATION, WHICH IS IN LINE WITH 

SIMILAR CHANGES FOR AIRCRAFT MAINTENANCE OCCUPATIONS. 

 C. AS PART OF THE REQUIREMENT TO PROVIDE THE NECESSARY GENERIC MAINTENANCE COMPETENCIES FOR 

PROGRESSION INTO THE AM SUP OCCUPATION, FLT ENGRS WILL SEE PERIODIC CROSS-EMPLOYMENT IN VARIOUS 

COMMON AIR TECHNICIAN JOBS, UP TO THE RANK OF SGT. THIS WILL CREATE GREATER SYNERGY AND COHESION 

BETWEEN FLT ENGRS AND THEIR AIRCRAFT MAINTENANCE COLLEAGUES, AND 

 D. FLT ENGR CAREER PATHS WILL SEE THEIR FOCUS EXPANDED BEYOND FLYING OPERATIONS.  THIS WILL PRO-

VIDE GREATER EMPLOYMENT FLEXIBILITY AS WELL AS BETTER OPPORTUNITIES FOR SUCCESSION PLANNING 

AND RANK  

PROGRESSION. 

6. BEGINNING 31 JAN 2011, A BRIEFING TEAM WILL BE VISITING WINGS AND SQUADRONS TO EXPLAIN THE FLIGHT 

ENGINEER TRANSITION.   

BRIEFING IS DIRECTED TO AVN TECHNICIANS WHO DESIRE MORE INFORMATION ABOUT TRANSFERRING TO THE 

FLT ENGR OCCUPATION.  FOLLOWING THESE VISITS, A SECOND CANAIRGEN WILL BE DISTRIBUTED OUTLINING 

SPECIFIC DETAILS AND TIMINGS IN REGARDS TO THE PHASE 1 TRANSITION, AS WELL AS WHERE FLT ENGRS WILL 

BE ABLE TO OBTAIN FURTHER UPDATES. 

7. AS THEY HAVE IN THE PAST, I KNOW THE FLT ENGR AND AIRCRAFT MAINTENANCE COMMUNITIES WILL PROVE 

THEMSELVES ADAPTABLE DURING THIS PERIOD OF TRANSITION.  FLT ENGRS CAN LOOK TO THE FUTURE WITH  

CONFIDENCE, KNOWING THEY WILL CONTINUE TO PLAY A VITAL ROLE IN AIR FORCE OPERATIONS. 

     Editors comment; It was inevitable that drastic changes would have to occur in the duties of the Flight Engineer trade on account of, 

new aircraft with ñglassò cockpits eliminate the need for a third man (FE) cockpit position. With the proposed changes that are planned, 

none seem to address a change for the title of  the trade. It distresses me to note that the term Flight Engineer is now used to identify the 

work that will be performed by ñthe-new-kids-on-the-block! The job title of Flight Engineer no longer suffices under the present circum-

stances and should be changed. My statement is supported by the following encyclopedic descriptions of  a Flight Engineer. 

     In aviation, a flight engineer is a member of the aircrew of an aircraft who is responsible for checking the aircraft before and after 

each flight, and for monitoring and operating aircraft systems during flight. The flight engineer usually has a background in aircraft 

maintenance and may reasonably be described as the "technical expert" member of the operating crew. 

Here how the encyclopedia, a word-bible, describes  Flight Engineer . . .  

     A Flight Engineer is a member of an aircrew that operates and monitors various aircraft systems. Flight engineers work in three ma-

jor areas:   fixes wing, rotary wing (helicopters), and space flight. 

     As airplanes became even larger requiring more engines and complex systems to operate, the workload on the two pilots became ex-

cessive during certain critical parts of the flight regime, notably takeoffs and landings. Piston engines on aircraft required a great deal of 
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attention throughout the flight with their multitude of gauges and indicators. Inattention or a missed indication could result in engine or 

propeller failure, and quite possibly cause loss of the airplane if prompt corrective action was not taken. In order to dedicate a person to 

monitoring the engines and other critical flight systems, the position of Flight Engineer was created. The Flight Engineer did not actu-

ally fly the airplane; instead, the Flight Engineer had his own specialized control panel allowing him to monitor and control the 

various aircraft systems. The Flight Engineer is therefore an integrated member of the flight deck crew who works in close coordina-

tion with the two pilots during all phases of flight. The Flight Engineer position was usually placed on the main flight deck just aft of the 

pilot and copilot. The first commercial aircraft to include a flight engineer was the  Boeing 307 but only ten were built before the onset 

of World War II; during the war, the Avro Lancaster Bomber required a flight engineer. The first operation involving Flight Engineers 

was in February 1941 on a Shorts Stirling, and was the first four-engined bomber raid of the war by the RAF.  

     The Flight Engineer (Air Engineer in the Royal Air Force) is primarily concerned with the operation and monitoring of all aircraft 

systems, and is required to diagnose and where possible rectify or eliminate any faults that may arise. On most multi-engine aircraft, the 

Flight Engineer (FE) sets and adjusts engine power during take off, climb, cruise, go-arounds, or at any time the pilot flying (PF) re-

quests a specific power setting to be set during the approach phase. The FE sets and monitors the following major systems: fuel, pressur-

ization and air conditioning, hydraulic, electrics, ice and rain protection, oxygen, fire and overheat protection, and powered flying con-

trols. FEs are also responsible for preflight and postflight aircraft inspections, and ensuring that the weight and balance of the aircraft is 

correctly calculated to ensure the centre of gravity is within limits. On aircraft where the FE's station is located on the same flight deck 

just aft of the two pilots (all western three-man deck aircraft), they also monitor aircraft flight path, speed, and altitude. A significant 

portion of their time is cross checking pilot selections. On some military aircraft (C-5, E-3, KC-10) the Flight Engineer sits behind the co

-pilot in the cockpit, facing sideways to operate a panel of switches, gauges and indicators, and on the Tupolev Tu-134, the flight engi-

neer sits in the nose of the aircraft. On other western military aircraft, such as on the P-3 Orion and C-130, FEs sit between, slightly aft 

of, and slightly higher than the pilots. On civilian aircraft the FE is positioned so that he can monitor the forward instruments, pilot selec-

tions and adjust the thrust levers located on the centre pedestal; the FE's chair can travel forward and aft and it can swivel laterally 90 

degrees, which enables him to face forward and set the engine power, then move aft and rotate sideways to monitor and set the systems 

panel. The Flight Engineer is the aircraft systems expert onboard and responsible for troubleshooting and suggesting solutions to in-

flight emergencies and abnormal technical conditions, as well as computing takeoff and landing data. 

     The basic philosophy of a three man flight deck on western aircraft should an abnormality or emergency arise is as follows: the Cap-

tain hands over the actual flying of the aircraft to the Copilot, then the Captain and Flight Engineer together review and carry out the 

necessary actions required to contain and rectify the problem. This spreads the workload and ensures a system of cross-checking which 

maximizes safety. The Captain is the manager and decision maker (Pilot Not Flying, PNF), the First Officer/Copilot is the actual flier of 

the aircraft (Pilot Flying, PF), and the Flight Engineer reads the check-lists and executes actions required under the auspices of the Cap-

tain (PNF). There can be occasions when the roles of the pilots during a emergency are reversed, i.e. the Copilot becomes the PNF and 

the Captain becomes the PF; one such example was on the A300 B-Series aircraft when there was a complete loss of generator-supplied 

electrical power, whereupon the standby instruments that were powered were on the Captain's side only, requiring the Captain to be PF 

and the PNF and Flight Engineer to resolve the issue. 

     During World War II, many bomber aircraft incorporated the flight engineer position. However, this Engineer also doubled as a gun-

ner, usually operating the upper turret as was the case of the B-17. 

     On all commercial airliners with a Flight Engineer ,the FE is the third in command, after the captain and first officer. 

     The airlines in the U.S.A, to reduce crew costs, convinced the F.A.A. to change the requirements for a FE to that of a pilot with a 

commercial license, doing away with the previously required specialist technical background and expertise. The Pilot FE became known 

as the Second Officer. The Second Officer could progress up the chain of command to First Officer and then Captain if he/she so de-

sired. 

     All airlines outside the U.S.A retained the requirement for a "Professional" Flight Engineer with specialist technical background and 

qualifications. Some "Professional" FEs have training as pilots but a pilot's qualification isn't the primary requirement for the position of 

a "Professional" FE. 

     Now, the role of todays Flight Engineers is vastly different from that of yesteryears. So the job title should be addressed accordingly 

and changed to more accurately describe the role and duties of the trade as it is today. My suggestion is not to diminish the importance or 

humiliate the work of the men and women who fly as Flight Engineers today, but the old job title is no longer applicable under the pre-

sent circumstances. 

 

T he following article presents an excellent comparison and example of the duties performed today by the TCM (Technical Crew Member) 

who replaces the Flight Engineer! The TCM performs some of the tasks of the traditional Flight Engineer, but does not have a dedicated 

cockpit position. A typical Southwest Asian missions involve several days of transit time to and from theater; therefore, concurrent aircraft 

servicing and other maintenance functions are required while on the road, and these functions are carried out by two TCMs that accompany 

the aircraft. The TCM concept has proven to be especially beneficial on missions where limited Canadian maintenance support is available 

both during stops in transit and in-theater. Having avionics and aviation systems technicians, subject matter experts in their own fields, on-

hand to provide servicing, maintenance expertise, trouble shooting, and snag rectification has proven to be an invaluable and absolutely es-

sential component of the CC177s mission. And no doubt, TCMs will accompany all missions carried out by the recently acquired C-130J On 

January 01, the CF welcomed the New Year with the first CC-130J Hercules tactical aircraft landing for service in Afghanistan. Aviation 

technicians will be working as technical crewmen, flying with the J model. Since there is no Flight Engineer on the J model, he will be more 

or less an advisor or a quick reference until the aircraft lands. The first CC-130J Hercules tactical aircraft arrived in Canada  June 4, 2010. All 

17 CC-130Js will be based at 8 Wing, along with the future Air Mobility Training Centre that will house the equipment and personnel re-

quired to train the operators and maintainers of the CC130J Hercules aircraft. 
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C anada's air force is launching a push this month to find more flight engineers for search-and-rescue helicopters 

as it struggles to fill those ranks decimated by retirements and recruitment of highly trained staff by private 

firms. 

     The exodus of flight engineers has been building over the last several years, with a 2010 air force report warning 

that such personnel levels are "dangerously low." 

     That situation could become even worse as more than 60 per cent of the air force's flight engineers are now in a 

position to retire with pensions. 

     Flight engineers play a critical role on the helicopters, operating the rescue hoist, helping guide the aircraft as it 

manoeuvres in confined areas, and performing the job of an inflight mechanic. 

     A Canadian Forces "Tiger Team" report in April 2010 highlighted the problems, noting there were only 12 operational flight engineers 

available to support the search and rescue mandate for the main search and rescue (SAR) units. 

     "The current Rotary Wing Search and rescue flight engineer operational manning level is such that it has the potential to become seri-

ously affected and render the overall SAR level of service uncertain," the team warned. 

     "The next five years, and the next 12 months particularly, will prove exceptionally difficult if nothing is done to preserve our core ca-

pability to deliver SAR services to the Canadian public." 

     "Recruiting has been deficient and must be improved," it added. 

     Shawn Skinner, Newfoundland and Labrador's natural resources minister, raised concerns about the shortage of flight engineers in 

front of the Commons defence committee on Feb. 1. 

     "The province recommends that this committee urge DND to act immediately to address these recruitment and retention issues," Skin-

ner said. "A plan of action must be developed and deployed to respond to this critical situation." 

     The lack of flight engineers is the latest problem to affect the military's search-and-rescue capabilities. Over the years, concerns have 

been raised about the lack of search-and-rescue helicopters as well as delays in the Conservative government's plan to purchase new 

fixedwing aircraft for such duties. 

     Air force spokeswoman Capt. Isabelle Bresse noted in an email the service is bringing in a number of changes in the hopes to increase 

the ranks of flight engineers. Those will make it easier for individuals in specific Canadian Forces occupations, such as aviation 

(AVN) technicians to become flight engineers. 

     "Beginning in February 2011, cross-country briefings will be undertaken at every wing or unit that employs flight engineers, in order 

to provide interested AVN Technicians with information regarding the 'new' flight engineer occupation and potentially interesting 

them to transfer over,ò she stated. 

     The air force points out that six former flight engineers are in the process of re-enrolling back into the military. 

     But Bresse noted that like all employers, the air force is facing a competitive labour market for skilled personnel and a challenging 

demographic situation as the aging "baby boomer" population begins to retire. 

     As a temporary solution, other squadrons will provide flight engineers for search-and-rescue units. In the interim, the air force expects 

that the recruitment will be enough to increase overall numbers. 

     "We continue to work on many of the recommendations contained in the report, but these are complex solutions to complex problems, 

and they cannot be solved overnight," Bresse stated. 

     But the lack of personnel is taking its toll on current staff, the Canadian Forces report noted. The situation could get worse if flight 

engineers are injured or sick. 

     "The CF has been relying on the commitment and professionalism of its members to overcome the shortfalls thus far, but the dedica-

tion of remaining members will soon be insufficient to make up the difference as they become increasing fatigued with the workload," it 

warned. 

     The move of experienced personnel to private firms is expected to increase as more countries privatize search and rescue capabilities, 

according to the report. 

     During the recent Commons defence committee hearings in the Maritimes on search and rescue services, a number of witnesses aired 

long-standing complaints the government's search and rescue response time is too slow. 

 

T  he engineers conceived of the D series by reconfiguring the tube-and-wing structure. 

Instead of using a single fuselage cylinder, they used two partial cylinders placed side 

by side to create a wider structure whose cross-section resembles two soap bubbles joined 

together. They also moved the engines from the usual wing-mounted locations to the rear of 

the fuselage. Unlike the engines on most transport aircraft that take in the high-speed, undis-

turbed air flow, the D-series engines take in slower moving air that is present in the wake of 

the fuselage. Known as the Boundary Layer Ingestion (BLI), this technique allows the en-

gines to use less fuel for the same amount of thrust, although the design has several practical 

drawbacks, such as creating more engine stress. 

The design mitigates some of the drawbacks of the BLI technique by traveling about 10 per-

cent slower than a 737. To further reduce the drag and amount of fuel that the plane burns, the D series features longer, skinnier wings 

and a smaller tail. Independently, each tweak might not amount to much, but the  little 5-percent changes add up to one big change. Alt-
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   Submitted by CWO Derrick Luczak ï formerly with 427 SOAS 

 

I  tôs May 1984 and I have been at 427 Tac Hel Sqn ï CFB Petawawa for almost a year. I was progressing through my OJT 

with a unit checkout scheduled on the CH-135 Twin Huey water bucket. The ñrain makerò bucket had the capability to 

hold over 200 gals of water (roughly 2000 lbs.) and was rigid in design standing approximately 6 feet in height. It was slung 

below the Huey utilizing the cargo suspension system (cargo hook). The ñrain makerò was the predecessor of the modern ñbambi bucketò 

seen in todayôs forest fire fighting efforts.  

     Under the tutelage of MCpl Reg Leblanc, our unit Standards FE, we took to the skies for a 1.5 hour famil 

and checkout flight. The scenario was to practice water pickups from different sources (rivers, streams and 

slews). We would also practice different dropping scenarios ï long runs releasing only small amounts of 

water to mass drops on a single target. The latter is the one that I will write about. 

     The flight was progressing well when I was given the situation (simulated) that we received a call from 

ops that there was a chimney ï a single broken tree producing sparks ï causing an increased risk of a forest 

fire. Proceeding to the grid ref we found that there was no tree in the area to utilize. Instead, my Standards 

FE, selected a blue rocket (portable field toilet) to simulate the actual deadhead in the middle of a field. This 

was my target for this drop using the mass drop technique. A water source was observed nearby and the water bucket was filled to the 

max. The aircraft captain briefed the crew on the approach direction, crew duties during the approach/departure, duties during the drop 

and any emergencies that might occur.  Positioning myself on the floor on the right side of the Twin Huey, I was able to observe the tail 

rotor for obstacle clearance as well as monitoring the load below. As the FE controlling the bucket, I had the means to electrically open 

or close the manhole shaped gate located at the bottom of the bucket. The approach to the drop site was made using standard slung load 

terminology familiar to all former and present day Tac Hel FEs.  

     As we arrived over top, MCpl Leblanc mentioned as a side note how horrible it would be if someone was utilizing the blue rocket 

right now! The bucket, now positioned over the target, I advised the pilot at the controls that the gate was coming open ï now ïnow ï

now! This command allows the pilot to adjust his power settings as he feels the 2000 lbs. leave his aircraft. Just as I initiated the opening 

of the gate my eyes were directed to a setup in the tree line. It was a bivouac (a camping ground for soldiers for my ATG and MAG 

friends). As I watched the water hit the top of the blue rocket and especially the 4 inch vent pipe on the roof (a direct feed to the holding 

tank of the field toilet) I informed the pilot of what I had observed. At that very moment the door of the blue rocket blew (no pun intend-

ed) open to reveal  itôs occupant covered in water, blue chemical and other materials that I will leave to the reader to fill in. 

A hasty overshoot call was made followed by a RTB. The debrief following the flight was mixed with pros and cons on procedures along 

with the occasional smile and laughter. After checking with range control as to which unit was in the area we confirmed that there were 

no injuries. 

     As for me, I passed my unit checkout flight on the water bucket. Following this event I never used man made targets for practice again 

except for that Military Police cruiser which is another story best kept for another timeééé.. FERTE MANUS CERTAS ! 

      Happy Birthday to CMFEA Member, # 92, C.V. Bennett, of Brighton on Valentines Day 2011.  

Benny was an airframe mechanic on ñlegless air aceò Douglas Baderôs # 242 Hurricane Squadron during the Battle of Brit-

ain in the early 1940ôs. He was also a North Star Flight Engineer on the Tokyo run during the Korean conflict in the early 

50ôs. . . . . . . 

L ockheed Martin delivered the first of 10 shipsets of Mid-Life Upgrade (MLU) outer wings for installation on a Canadian Forces 

CP-140 on July 28, last year. The MLU program replace outer wings, center-wing, lower surface, horizontal stabilizer and hori-

zontal stabilizer leading edges, and other fatigue-life limiting structures with all -new components. Work is being carried out by 

IMP Aerospace at its facility in Halifax, Nova Scotia. The program will extend the structural service life of the CP-140 up to 

15,000 hours, adding 20 years of operational use to the airframe.  

hough the plane would travel slightly slower than a 737, some of this time could be recovered because the planeôs wider size should allow 

for quicker loading and unloading. 

     Not only does the D series meet NASAôs long-term fuel burn, emissions reduction and runway length objectives, but it could also offer 

large benefits in the near future because the MIT team designed two versions: a higher technology version with 70 percent fuel-burn re-

duction, and a version that could be built with conventional aluminum and current jet technology that would burn 50 percent less fuel and 

might be more attractive as a lower risk, near-term alternative. 

     In addition to its really good environmental performance, the D series is impressive because its bubble design is similar enough to the 

tube-and-wing structure of current planes that it should be easier to integrate into airport infrastructure than more radical designs. You 

have to think about how an airport structure can support it. For some other designs, you could have to fundamentally reshape the gates at 

airports because the planes are configured so differently. 
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Oil fire blamed for A380 engine explosion 
 WHY & HOW DID IT HAPPEN  

L ast November, an engine on a Qantas A380 taking off from Singapore exploded. 

Shards of metal burst out of the massive cowling, punching holes in the wing and 

fuselage, severing wires and shredding fuel and hydraulic lines. By a stroke of luck, 

two additional A380 pilots happened to be on board, and they helped the captain and 

his two officers struggle for an hour and a half to cope with the aftermath of the un-

contained engine failure. The team managed to get the airliner and its 469 passengers 

and crew safely back on the ground, averting what could have been the third-deadliest 

aviation accident in history. 

     Modern turbofan engines operate so close to the limits of material science that a 

single small flaw, in this case, in an oil pipe, can lead to catastrophic failure. European 

regulators required other airlines to check their Rolls-Royce Trent 900 engines for the 

same problem, and the company says its engineers have devised a fix. Most aviation 

experts expect no similar failures. 

Stub Pipe 
A tube that carries oil to lubricate bearings. The pipe in the Air-

bus's engine was poorly made; one of its walls was too thin. Sub-

jected to engine vibration, it eventually cracked, leaking oil. 

Bearing Structure Buffer Space 
The gap between rotating discs and the assembly supporting them. 

The flammable oil sprayed between the bearing and the turbine 

discs, one of the hottest parts of the engine  
Intermediate-Pressure (IP) Turbine Disc 

The power to turn the compressor blades comes from this spinning 

disc. The IP disc is designed to handle extreme temperatures, but 

when the leaking oil caught fire within the buffer space, its metal 

heated past the failure point. 

Turbine Blades a Long, thin edges that rotate in the stream of hot 

gases exiting the engine. Spinning at several thousand revolutions 

per minute, the blades tips moved as fast as bullets. When the IP 

disc failed, the blades flew apart in a spray of shrapnel, nearly 

destroying the airliner. 

The Birth of a National Air Force at the end of the First World War had brought many attempts to give Canada a national The Birth of a National Air Force at the end of the First World War had brought many attempts to give Canada a national The Birth of a National Air Force at the end of the First World War had brought many attempts to give Canada a national 

Air Force. Both the shortAir Force. Both the shortAir Force. Both the short---lived Royal Canadian Naval Air Service (RCNAS) in 1918 and the No.1 Canadian Wing, Canadian lived Royal Canadian Naval Air Service (RCNAS) in 1918 and the No.1 Canadian Wing, Canadian lived Royal Canadian Naval Air Service (RCNAS) in 1918 and the No.1 Canadian Wing, Canadian 

Air Force (CAF) a year later in England had failed to take roots.Air Force (CAF) a year later in England had failed to take roots.Air Force (CAF) a year later in England had failed to take roots.   

I n Borden, the aerodrome portion of the Camp had remained empty since January of 1919 and the Imperial Munitions Board 

had sold the flying fields to the Canadian Government. After the Air Board was formed in 1919, the attention quickly turned 

back to Camp Borden and its training facilities. Soon, an "Imperial Gift" of over one hundred surplus land aircraft, seaplanes, 

kite balloons and airships found its way to Camp Borden. 

     On July 5th, 1920, Camp Borden was taken over by the Canadian Air Force (CAF), a newly formed non-permanent, non-

professional force under the control of the Air Board, and the camp became officially the first flying station of the CAF, its School 

of Aviation. Shortly after, No. 1 Wing CAF was formed at Camp Borden. It was comprised of a School of Special Flying, one 

Squadron with two flights, and a ground instructional section. 

     During the fall, refresher training began. Modest in many aspects, the training program was aimed initially at renewing licens-

es for those who had already been trained as air and ground crew during the war. By March of 1922 when the last refresher 

course ended, 550 First World War flyers and 1,271 airmen had been re-qualified at Camp Borden. 

     The birth of the Royal Canadian Air Force (RCAF) was not an overnight event. It was achieved through a transition period 

that went on from the creation of the Air Board in 1919, the Canadian Air Force in 1920, and a major reorganization that culmi-

nated in 1924 with the proclamation of a new "Royal" Canadian Air Force. Soon after the royal assent was given by King George 

V, the new RCAF adopted the sky blue uniforms and insignias patterned after those of the RAF.  

     On the day of the official birth of the RCAF, Camp Borden was by far the most important station in terms of assets, personnel, 

and flying activities. With its 24 Officers and 125 Other Ranks, Camp Borden was home to more than half of the personnel of the 

RCAF. Camp Borden was also the only station involved in year-round military training activities.  

If you can't afford a doctor, go to an airport - you'll get a free x-ray and a breast exam, and;  

if you mention Al Qaeda, you'll get a free colonoscopy. . . . . . . 
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FLYING 101 FLYING 101 FLYING 101 ñññ      kululaõs LIVERY IS FACTUAL, kululaõs LIVERY IS FACTUAL, kululaõs LIVERY IS FACTUAL,    

QUITE FUNNYQUITE FUNNYQUITE FUNNY    

 

L ocal airline Kulula  has always stood out from the 

crowd from their odd choice of colour, to their jet-

setter ads, and the comical safety demos on the flights. 

This sense of humour has found its way onto livery that 

has been applied to their fleet of Boeing 737s. 

     The airplanes are covered with the Flying 101 livery 

that shows interesting details about the plane, such as 

the captainôs window which is marked as the big cheese, 

the fuel tanks (the go-go juice), to the loo (or mile-high 

club initiation chamber), and the black box (which is ac-

tually orange). 

 A  Canadian Air Force  C-130 was scheduled to leave Goose Bay, Labrador Air Base, at midnight during a winter 

month.  During the pilot's pre-flight check, he discovers that the latrine holding tank is still full from the last flight. So a 

message is sent to the base, and an airman who was off duty is called out to take care of it. 

     The young man finally gets to the air base and makes his way to the aircraft only to find that the latrine pump-truck has 

been left outdoors and is frozen solid, so he must find another one in the hangar, which takes even more time.  He  returns to the air-

craft and is less than enthusiastic about what he has to do. Nevertheless, he goes about the pumping job deliberately and carefully (and 

slowly) so as not to risk criticism later. 

     As he's leaving the plane, the pilot stops him and says, 'Son, your attitude and performance has caused this flight to be late, and I'm 

going to personally see to it that you are not just reprimanded but punished.'    

     Shivering in the cold, his task finished, he takes a deep breath, stands tall and says, 'Sir, with all due respect, I'm not your son;  I'm 

an Airman in the Royal Canadian Air Force.  I've been in Goose Bay, Labrador for 11 months without any leave, and reindeers' asses 

are beginning to look pretty good to me. I have one stripe;  it's 2:30 in the morning; the temperature is -40  degrees below zero; and my 

job here is to pump shit out of an aircraft.  Now just exactly what form of punishment did you have in mind?'  

Morningstar Air Express, based in Edmonton, started operating B727 for 

Fed Ex in 1991.  For the 727 operation, they used FEôs. In 2010, Morn-

ingstar started converting from 727ôs to B757ôs thus eliminating the third 

Flt. Deck position. Conversion is to be completed by March 2011. 

For more info & pictures, go to; <http://blog.flightstory.net/1472/kulula-air -with-new-funny-livery/> 

https://www.kulula-air.com/
http://www.youtube.com/watch?v=OFD3bPYGBlY
http://www.youtube.com/watch?v=OFD3bPYGBlY
http://www.youtube.com/watch?v=BMwy0hm8YGs
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T he Terrafugia will finally let you land on the tarmac, fold up 

your wings and drive into your garage at home 

     The Terrafugia Transition fea-

tures foldable wings as well as rear

-wheel drive, which makes it viable 

for both road and runway. Alt-

hough the FAA granted a 110-

pound weight exemption to allow 

the 1430-pound Transition to be 

classified as a Light Sport Aircraft, 

a consumer model has yet to be 

approved by the Agency. Terrafugia has collected more than 80 

down payments for the $200,000 to $250.000 vehicle, which it ex-

pects to release in 2011. 

     Terrafugia quietly conducted its milestone flight in March 2009 

away from the eyes of the public and press. 

     The Transition is a car that has been adapted for flight, and that 

simple fact brings some serious limitations to its performance as an 

aircraft. 

     During takeoff off, for example, 

an airplaneôs wings must be at a 

certain angle, at a certain speed, to 

generate enough lift for flight. When 

a pilot reaches takeoff speed, he 

pivots the airplanes nose over its 

center  of gravity, a manoeuver called rotation. 

     Most design engineers position the landing gear close to the 

airplaneôs center of gravity for easier rotation, which allows for 

takeoffs and landings at relatively slow speeds on short runways. 

But transitionôs wheels ð like those on most flying cars ð are at 

the perimeter of the chassis. And for good reason: If a carôs wheel 

were at its center of gravity, a pot hole or speed bump could flip 

the vehicle. But it makes for some different takeoff dynamics. In 

other words, Transition owners will need to find long runways. 

The fundamental of making cars fly is combining two distinct sets 

of optimal designs characteristics into one package without sacri-

ficing too much performance on either end. 

     Over the decades , dozens of companies have drawn blueprints, 

built prototypes and solicited investors money, and ended up with 

almost nothing to show for their efforts. 

     Why have so many talented dreamers failed to make the flying 

car a reality? The answer: physics. Cars and airplanes operate in 

very different environments, so building a car that doubles as an 

airplane results in an inferior version of both. The challenges are so 

intractable that flying cars have become a cultural punch line, a 

metaphor for technological promises that never come true. 

     The Terrafugia guys have  done a good job. But no matter what, 

itôs a compromised car and a compromised airplane. 

 

 

A n old southern country preacher from 

Georgia had a teenage son and it was 

getting time the boy should give some 

thought to choosing a profession. 

      Like many young men, the boy didn't 

really know what he wanted to do, and he 

didn't seem too concerned about it. One day, 

while the boy was away at school, his father 

decided to try an experiment.      

     He went into the boy's room and placed on his study table four 

objects - a Bible, - a silver dollar, - a  bottle of whiskey and 

 a - Playboy magazine. 

     "I'll just hide behind the door," the old preacher said to him-

self. "When he comes home from school this afternoon, I'll see 

which object he picks up. If  it's the Bible, he's going to be a 

preacher like me, and what a blessing that would be! If he picks 

up the dollar, he's  going to be a businessman, and that would be 

OK. But if he picks up the bottle, he's going to be a no-good 

drunkard, and, Lord, what a shame that would be. And worst of 

all, if he picks up that magazine he's gonna be a skirt-chasin' 

bum." 

     The old man waited anxiously, and soon heard his son's foot-

steps as he entered the house whistling and headed for his room. 

The boy tossed his books on the bed, and as he turned to leave 

the room he spotted the objects on the table. With curiosity in his 

eye, he walked over to inspect them. Finally, he picked up the 

Bible and placed it under his arm. He picked up the silver dollar 

and dropped it into is pocket. He uncorked the bottle and took a 

big drink while he admired this month's Centerfold. 

 "Lord have mercy," the old preacher disgustedly whispered, 

  "he's gonna be a pilot!" 

Caproni CA.60 Noviplano (We've come a long way! EH?) 

Noviplano meant ónine wingsô, but 

the CA.60 was sometimes called 

the óFlying Houseboatô and other 

uncomplimentary things. One 

commentator likened it to a lefto-

ver from the Spanish Armada. 


