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T uesday, May 08, 1945 was 'Victory in Europe' (VE) Day, and it marked the formal end of Hitler's war. With it came the end of six 
years of misery, suffering, courage and endurance across the world. 

      Individuals reacted in very different ways to the end of the nightmare: some celebrated by partying; others spent the day in quiet 
reflection; and there were those too busy carrying out tasks to do either. Ultimately nothing would be quite the same again. The end of  
World War One on 11 November 1918 had come as a shock to many soldiers and civilians because the collapse of the German army 
had been so sudden. By contrast, it was clear - since at least the beginning of 1945 - that the end of World War Two was in sight follow-
ing a series of capitulations. The German forces in Italy surrendered on May 2nd. On the following day a high-ranking German dele-
gation, including a senior admiral and a senior general, appeared at the headquarters of Field Marshal Sir Bernard Montgomery, lo-
cated near Lubeck. 
     Typically, Montgomery barked, 'Who are these men? What do they want?' They had come to surrender the German forces in 
Northern Germany, Denmark and the Netherlands. 
     The final document of unconditional surrender was signed at General Dwight Eisenhower's headquarters in Reims on May 7th. 
Prime Minister Winston Churchill and King George VI wanted Monday May 7th to be VE Day, but in the event, bowing to American 
wishes, victory was celebrated on May 8th. The USSR waited an extra day before beginning their formal celebrations.  
     In the six years of conflict Canada had enlisted more than one million men and women in her armed forces. Of these, more than 
45,000 gave their lives in the cause of peace and freedom. 
     6 Group (RCAF) Bomber Command flew 40,822 missions in all; 814 crews never made it back, a 1.9% ratio. Some one hundred 
others crashed on British soil. A total of 9,919 RCAF airmen died while serving with Bomber Command, whether in 6 Group or in 
some other unit. This figure represents three-quarters of the RCAF’s 13,498 WWII casualties 
     During World War II the RCAF of 1939 expanded into the fourth largest air power of the Allied Forces. Its small group of aging 
Aircraft was replaced by thousands of the latest training and operational types and its personnel increased more than fifty-fold to a 
peak of over 200,000. In Canada, a vast training organization was formed to put over 80 operational squadrons in the field on coastal 
defense, shipping protection and overseas duties.  

When one considers Canadian casualties during World War II, over 22,000 Army, over 17,000 R.C.A.F. and over 2,000 Navy.  
 

This year has been declared THE YEAR OF THE VETERAN. At no time in our history has the threat of 
domination and curtailment of our freedom been more pronounced than in the black period of Nazi tyranny. 
     However the allies prevailed in large part due to the sacrifice of our fallen veterans and to the courageous 
efforts of those who survived. Our debt to these magnificent Canadians, who volunteered to offer their lives 
for our freedom, can never be fully repaid. Without their determined commitment  to fight for our country, 
Canadians would not enjoy the way of life we enjoy today. 
      In that spirit, and with the recognition that this 60th anniversary will be the last significant occasion of 
commemoration for many of our surviving veterans, Veterans Affairs Minister Albina Guarnieri has de-
clared 2005 as the Year of the Veteran. 
     With the average age of a WW II veteran now exceeding 80, this indeed is the year to pay tribute to those 
who served on our behalf. 

     God bless you all. This is your victory! It is the victory of the cause of freedom in every land. In all our long history we 
have never seen a greater day than this. Everyone, man or woman, has done their best. Everyone has tried. Neither the 
long years, nor the dangers, nor the fierce attacks of the enemy, have in any way weakened the independent resolve of the 
British nation. God bless you all.       
            Winston Churchill 1945 

_________ _________ 
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M embership in our association is on 
the decline. There are still a number 

of members who have not paid their dues 
since 2002 and we are going to remove 
their names in the near future if payment 
isn’t received. 
     Dick Clark had compiled 1280 
names, and there are now 624 names on 
file that have joined the association at 
one time or another . Some have be-
longed for only one year, others for a one 
time hit and miss while others remain on 
a steady and continuous basis. Its the hit and miss and discontinued 
payment of dues that are creating the greatest concern. Sadly, the 
number of new members joining the association are fewer than those 

who have dropped out! 100 members 
have taken out a life membership. Nine 
of these life members have passed 
away and some of their widows desire 
to continue receiving Propwash. Some 

of these widows throw $20.00 into the pot from time to time. Geoff 
telephoned three ladies who have recently joined this category and 
one wishes to continue receiving the newsletter. 330 members will 
receive the April 2005 Propwash, of which, 70 have not yet paid 
their dues 
     To provide an incentive and attempt to bring the numbers up, we 
will have one lottery draw a year for a life membership. To be eligi-
ble for the draw, you must be a paid up member, and your current 
dues must be mailed to Ray MacIntosh by no later than March 01 of 
each year. This will allow enough time to process the entries for a 
draw that will take place on April 01 of each year. 
      We are asking you to help keep your association alive and run-
ning by maintaining your membership. A $100.00 life membership 
relieves you from the task of remembering each year, and cuts down 
on the administration involved. Whichever way you feel is your cup 
of tea, we urge you to support your association by keeping up to date 
so you can, for less than three cents a day. . . . .  
1.   Keep up with the whereabouts of your buddies on the web site, 
2.   Receive the well written, informative, and up to date Propwash     
      newsletter, in April, August and December of every year.      
3.   Enjoy and join in the camaraderie of the FE reunions, that take      
      place every two years at a different location. 
4.   Be eligible for the life membership draw.  
5.   Have the availability of a wide variety of very attractive 
      memorabilia, at very reasonable prices. 
6.   Receive and carry the association membership card. 
      Please support your association, tell the people around you who 
we are and don't let the rest of the world forget that we were, and 
still are, a very necessary part of the military. 
     We also intend to give a one-year membership to each new 
graduate FE - that's not from the basic FE course, but from wings 
standard on type.  This takes place two or three times a year from 
each of a total of three places, Gagetown, Comox and Yellowknife. 
This would entail in the area of about 50 new FE's.  It won't cost the 
association much, perhaps in the order of $75.00 for postage of the 
Propwash.  And if we get eight new members out of that, we will be 
ahead of the game. 
     In a closing note - the number of members that the association 
needs to survive is at least 350. We have 100 life members, who no 
longer have to pay dues, so that leaves 250 to supply revenue. The 
operating budget is approximately $2500 per year. Statistically, if an 
organization is to thrive and be successful, it should have an active 

Pay your Dues  

UNCLE BRUCE 
WANTS YOU 

membership of 25% of its total numbers. With the total number that 
now exists of approximately 1290, it would be ideal to have a mini-
mum number of 425 active members. 
  

HEY!  Association membership cost only $10.00 a year ! 
that’s 0.19¢ a week or 0.03¢ a day? 

So for only a few pennies a day,  
you really cant afford not to be a member! 

Your dues pay for the supplies, printing and the mailing of Propwash!  
                                                                                                              
   Renewals - Make your cheques payable to CMFEA,  
  and send your payments to . . . . . 

Ray McIntosh, 61 Nicholas St., Trenton. ON K8V 4H7. 
and be sure to add your current address. 

Help keep  
your association  
alive and running . . . .  

New Committee & Change of Location   

I n the December 2004 Propwash,  reference was made to the 
moving of the central committee from Ottawa to Trenton.  This 

has been done.  A meeting held on Thursday January 13th produced 
the following new committee.  Filling the designated slots are, 
Geoff Brogden President,  Mac MacGregor Vice President, John 
Trethowan Past President, Ray McIntosh Treasurer, Knock Knock-
leby Secretary and Dean Buchan Vice Secretary/Treasurer.  Other 
necessary and welcomed members are Bing Crosby, Gerry Homer, 
Clyde Lyon, Don Steers and Dave Tonner. To those who helped 
make this election/transition a more democratic one by sending their 
suggestions to us prior to the election, a sincere - Thank You.  Your 
new committee is rapidly finding their way and hopefully all sys-
tems will remain stable.   

Ray MacIntosh - Geoff Brogden - Rudy Levecque - John Trethowan  
handing over the Association paperwork to the new Committee Members 

NEW COMMITTEE MEMBERS 
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A  new course of potential FE's began their Basic FE course on 
January 17, 2005 at 426 Sqdn Trenton.  They were visited in 

the classroom on their first day by a number of association mem-
bers,  John Trethowan, Robert Sabourin, Rudy Levecque from Ot-
tawa, Geoff Brogden, Ray 
McIntosh and Knock 
Knockleby from the local 
area, as well as their in-
structor Mac MacGregor, 
who is also a committee 
member, and 426 Sqn 
CWO Eric Inglis.  Each 
member gave a short run 
down on his military career 
and then the floor was open 
to questions. The group 
later retired to the mess - and more questions. It was an interesting 
afternoon.  John briefed the new FE association committee members 
and turned over the files that he brought from Ottawa. He was also  
joined by Paul Pawliuk who  briefed Ray, our new treasurer on the 
finances.  
     We have been going over the stuff that John brought down and 
we are gradually getting a good idea of what is going on.       Geoff 

John Trethowan & Geoff Brogden  
speaking to the 2005 class of FE”s  

Open the Hangar Doors EH! 
I invite all members, new and ancient, to help make Propwash a 
more interesting newsletter. Send me your personal experiences 
or military related stories, anecdotes, humor, pictures, etc. . . .   
                       Thank you - Bruce Dyer Editor 

R etiring from the CMFEA Presidents position after 17 
years, we would be remiss if we did not acknowledge 
the endless hours and commitment John Trethowan has 
willingly given to the leadership and welfare of the asso-

ciation.  From the onset in 1988, stepping into the presidents shoes 
and taking the reigns, he has, in his own straight forward common 
sense way, kept the organization firmly on the rails. He attacked 
this task with the same tireless exuberance that he has shown in all 
the years I have known him, and that goes back to the mid 50's.  I 
won't pretend to fill John's shoes, but by having good people around 
where it counts and with John's help, hopefully we will stay afloat. I 
believe it fitting to give a short biography of Johns life.   
     He was brought up on a farm just outside of Alliston,  Ontario 
where he spent time on the land behind the farm horses prior to 
embarking on his air force career.  
     He joined the RCAF the day before "Pearl Harbor", on Decem-
ber 06,1941 and was soon pounding the parade square.  He spent 
three months at St Thomas.  From there, he went on to Mountain 
View, and then on to 164 Squadron in Moncton.  In October 1943, 
he was posted to 168 Squadron at Rockcliffe where he was intro-
duced to the B17 Flying Fortress.  The Squadron had been tasked to 
deliver the mail to the troops in the war zones for Christmas of 
1943.  John was on the first flight, but as a "dead head crewmem-
ber" - to carry on further. The first landfall on the ocean crossing 
was Prestwick, Scotland with further destinations  to Gibraltar, Al-
giers, Sicily, Italy, and Egypt. They delivered the mail on  Decem-
ber 23rd. John stayed with this operational unit until April of 1946 
when he was posted to 412 Squadron at Rockcliffe, on the B24 Lib-
erator. With 412 Squadron, he flew the first Canadian flight across 
the Pacific in 1947. And the following year in 1948, he ferried the 
aircraft to Trenton for disposal. 
     In 1952, he was posted to 414 Squadron in Bagotville to serve in 
a maintenance capacity and in August of 1953 he participated in 
"Leap Frog 4" ferry operation, the flying of the Sabres over-
seas.  The North Star aircraft carried the maintenance crews on this 
operation. Later, he was stationed at 4 Wing, Baden Sollingen, in 
Germany  for a year in the maintenance organization.  He was then 
posted back to Canada  to 426 Squadron, to continue  serving in the 
maintenance field. 
    In June of 1955 he was asked to take F/S "Cap" Lohnes position 
of FE leader in 426 Sqn.  He accepted, and in July of 1955, himself, 
along with Larry Slauenwhite and Ernie Chevalier were sent on the 
North Star FE course. After completing the course, John became FE 
leader in 426 Squadron. 
     In 1958 he was sent to become the Staff Officer FE in ATCHQ 
in Lachine. Later, from 1962 to 1964, he joined the ASU (Air Stan-
dards Unit). In the fall of 1964, he received a call to attend the 
Yukon Aircraft FE Course. After completing the course, he was 
posted to 437 Squadron in Trenton. In May of 1969, he was "on the 
move again", this time  to the Maritimes.  He and Ray Nott  took 
the Argus course which after completion, was followed by his last 
posting, to 405 Squadron, Greenwood, Nova Scotia. From there, he 
retired in 1975. 
     For his work  with the mail run on the B17,  from 1943 to 1946, 
he received the British Empire Medal.  And in 1974 he was the 
worthy recipient of the MMM (Member Of Military Merit).  
     A interesting sidelight of his career that I must mention.  During 
his Pacific "tour" with the B24 Liberator in 1947, while they were 
arriving at Honolulu, they were a bit low on fuel - much too low, 
and the aircraft ran out fuel on the down wind leg. Being closest to 
the Naval Station adjacent to Hickham, they managed to "dead 

stick" the aircraft to the field, landing a few feet short of the runway 
and bounced the rest of the way to a full stop. It was a very close 
call but disaster was averted. 
     John was the first post war WO1 (chief) in the FE trade, and 
earned this rank  September 01, 1962. 
     In 1968 he was the FE on the 129 Ferry Flight crew from 6RD 
(AMDU) Trenton who went to India to bring back a B24 Liberator 
for the National Museum in Ottawa. 
     John has had a very distinguished career, filled with an impres-
sive number of very noteworthy accomplishments.  We who have 
known and worked with him can say without reservation that we 
have been associated with one of the "Greats".        Geoff Brogden 

 
Subject: Airplanes 

 
Airplanes can kill you quickly; a woman takes her time. 
Airplanes can be turned on by a flick of a switch. 
Airplanes don't get mad if you 'touch and go.' 
Airplanes don't object to a preflight inspection. 
Airplanes come with manuals to explain their operation. 
Airplanes have strict weight and balance limits. 
Airplanes can be flown any time of the month. 
Airplanes and pilots both arrive at the same time. 
Airplanes don't comment on your piloting skills. 
Airplanes don't whine unless something is really wrong. 
However, when airplanes go quiet, just like women, it's a  
bad thing.  
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D runken Passengers often give air crews trouble, but on a 
recent flight, Russia’s leading airline reported an 
“unprecedented” reversal. A passenger was assaulted by 

intoxicated flight attendants. 
     Two male crew members on a domestic Aeroflot flight beat up a 
passenger who had complained that the flight attendants were drunk. 
     The passenger, identified only as A. Chernopup, was aboard a 
recent flight from Moscow to the Siberian city of Nizhnevartovsk. 
The crew on board this flight were from another airline, Aviaenergo. 
     Seeing that the crew were intoxicated and were not fulfilling their 
duties, Chernopup asked to be served by a sober and competent 
flight attendant. He was then beaten up by the two crew members. 
     On Russian flights, attendants often have to struggle to keep in-
toxicated passengers under control.  But on this flight, flight atten-
dants were so intoxicated that they improperly and only began cater-
ing to passengers 1-1/2 hours into the four hour trip. 
     The newspaper Izvestia quoted another passenger as saying that 
half of the food the crew served ended up on the floor, leaving the 
aisles strewn with debris that passengers had to walk over as they 
disembarked. The flight attendants who beat Chernopup were men, 
Izvestia reported. 
     According to the passenger, Chernopup left the plane with a black 
eye and was promptly sent to a doctor. Izvestia also said a criminal 
case was opened after Chernopup reported the incident to the police. 
      The entire crew of the flight has been suspended and a joint com-
mission is investigating the incident 

P R O P W A S H  CMFEA 

 

If your named Will and you are in the army, 
 do you get worried when people say fire at will? 

A  CC-150 Polaris Airbus carrying 25 tonnes of aid left 8 Wing 
Trenton on the December 28, 2004 bound for Colombo Sri 

Lanka, carrying Red Cross aid for victims of a tsunami that struck 
the island following an earthquake in the Indian Ocean on December 
26.  
Exactly 47 years ago a similar mission left Dorval Airport, Quebec  
carrying disaster relief supplies aboard a 426 Squadron North Star 
for the same reason and to the same place Only  the planes and the 
people have changed on this recent mission. 
     A good example of just how prepared 426 Squadron was for any-
thing was an operation that commenced December 29, 1957. It was 
Sunday and Geoff Brogden had just been called to see if he wanted 
to go to Ceylon on a flood relief mission. He agreed to go, only to 
find out that the aircraft was to leave that night. There was only 
eight hours to pack and ready the aircraft, and assemble a suitable 
assortment of spares and tools, for once we left Canada, we would 
be relying on our “carry along" spares. In addition to Geoff,  an ad-
ditional flight engineer, Bruce Dyer, was assigned to go along.  
     Because it was a Sunday and the holiday season, the accounts 
section had to be opened to issue our crew with traveling allowance 
and with the needed cash. The medical people also got involved, and 
had a field day punching needle holes in all of us to bring our yellow 
inoculation books up to date. Joe Bergin, our transportation  techni-
cian (Loadmaster) suffered terribly for the next few days from reac-
tions to the inoculations. 
     We left Dorval in the evening with a heavy load of powdered 
milk and medical supplies and we pondered that if we ever went 
down into the ocean, with our four propellers turning, we’d mix up 
quite a milkshake! Our aircraft was 17516, captained by F/L Doug 
McBurney. Our route was planned to Gander, Lajes, Gibraltar, 
Malta, Beirut, Bahrein and Bombay and on  to Negombo in Ceylon.  

The only snag we 
encountered on 
route was an unsafe 
gear indication after 
take off from Gi-
braltar. With a gear 
hanging, speed and 
endurance would be 
noticeably impaired, 
so verification had 
to be made. The 
drift meter provided 
a means to view the 
undercarriages and 
it was visually con-

firmed that all wheels were up and that the doors were closed. Be-
cause it was daylight, we were able to examine the problem area and 
carry on with the flight. 
     When we arrived at Malta, we found that the casing on the nose 
gear "up" micro switch was broken, allowing the switch to hang. No 
matter what spares we packed, what we didn’t have was  bound to 
break, so improvisation was the order of the day. A lot of electrical 
tape later, the snag was fixed to the point that we got a "safe" indica-
tion for the mains, but not for the nose gear. However we realized 
that if the nose gear was down and doors open, we’d hear the wind 
whistling by. As all was quiet after selecting the gear up, we safely 
assumed that things were OK. 
     We arrived at Beirut at 2 a.m. New Year’s Day and by early 
morning of January 03, 1958 we had delivered our cargo to Ne-

Sgt. Geoff Brogden - F/L McBurney - Cpl. Bruce Dyer 

gombo. Three days later we left for home via Bombay, Bahrein, Bei-
rut, Naples, Gibraltar, Lajes and Sydney, arriving at Dorval by mid-
night, January 11, 1958. 
     Unlike the North Star trip of 47 years ago which took 4 to 5 days  
to get to Negombo, the Polaris got there within 48 hours. The North 
Star required 8 legs to get to its final destination while the CC-150 
flew to Scotland where it refueled then proceeded on to Croatia 
where the crew stopped for rest. Another refueling stop was required 
in the Middle East before the supplies arrived in Sri Lanka. 

My logbook entries for this operation to Ceylon 
                Bruce Dyer 
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Murray Bennett 
Charlottetown, Prince Edward Island 
 

A  Veteran of the Second World War in the Canadian Navy, 
with service in the Air Force in peacetime, Mr. Bennett 

regularly speaks during Veterans Week to student at local 
schools about Veterans’ sacrifice and achievements. A loyal 
member of The Royal Canadian Legion for more than 35 
years, Mr. Bennett remains active in his Branch, participates in 
commemorative events and sells poppies during the annual 
Royal Canadian Legion Poppy drive. He is a member of the 
Royal Canadian Air Force Association and a member of the Air 
Cadets Squadron. Mr. Bennett actively promotes the role of 
Canada’s Veterans during wartime and he was interviewed by  
University of Prince Edward Island students on his wartime 
experiences. His recollections have inspired countless young 
men and women to serve their country. Always keen to ensure 
that Veterans obtain the benefits to which they are so richly 
entitled, Mr. Bennett attended a Veterans Affairs Canada 
(VAC)  committee of selected Prince Edward Island veterans 
to provide the Department with an overview of Veterans’ needs 
and concerns. Mr. Bennett has been an exceptional advocate 
on behalf of Veterans. His promotion of their cause and his 
contribution of the commemoration of Veterans achievements 
is an outstanding example of dedicated public service. 

Blanche Bennett 
Charlottetown, Prince Edward Island 
 

A  Second World War Veteran of the Canadians Women’s 
Army Corps (CWAC), Mrs. Bennett coordinated a suc-

cessful reunion for more than 25 CWAC members in 1981. 
Over the next 20 years, Mrs. Bennett organized and partici-
pated in events commemorating all Prince Edward Island 
women who served the country. In 2001, she traveled to 
Kitchener  to participate in the city’s unveiling ceremony of the 
CWAC statue erected in commemoration of the role played by 
women during the Second World War. On that occasion, Mrs. 
Bennett was interviewed by CBC on the very grounds on 
which she initially reported for duty back in 1942. Mrs. Ben-
nett has been active in remembrance initiatives and she visits 
schools annually during Veterans’ Week to speak to the stu-
dents about Veterans’ sacrifice and achievements during war-
time and peacetime. She has also participated at a University 
of Prince Edward Island History Department interview at 
which she shared her experiences during the Second World 
War. Mrs. Bennett is involved in poppy sales on behalf of The 
Royal Canadian Legion and has published her memories of 
the Second World War in “My Grandmothers Wartime Diary”, 
a compilation of such stories. Mrs. Bennett has displayed a 
long-standing commitment to the cause of Veterans and has 
dedicated many years of selfless efforts to ensure that the 
memory of their sacrifice is never forgotten. 

NOTE: Blanche and Murray will be celebrating their 60th Wedding Anniversary in June 2005 

W e know Columbus believed the world was round when others believed it was flat. And, of course, we 
know he landed in the Americas in 1492. What we have not known until recently, were his first words 

on returning to Spain. However, scholars have recently discovered documents that throw light on the sub-
ject. According to one, Columbus’ first words on stepping ashore were, “I’ll bet I’m the first man who ever 
got 8,000 miles to the galleon!” 

Col. Thompson - M.E. Bennett - Blanche Bennett - Hon. John McAllum (Minister) - Errol Laughlin 
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Means of Propulsion continued. . . 

M any revolutionary designs of internal combustion engines 
were and have been designed to date. They fall mainly into 

the following categories; two stroke cycle, four stroke cycle, straight 
engine, V engine, diesel cycle, rotary engine, Wankel engine, Miller 
cycle and stratified charge engine.  
      On the heels of the piston engines came the jet engines. Jet en-
gines operate on the application of Newton's third law of motion: for 
every action there is an equal and opposite reaction. Jet engines are a 
type of gas-turbine engine in which air is pressurized, mixed with 
fuel, and then burned. The resulting hot gas is allowed to escape and 
perform various kinds of work, such as propelling a commercial jet 
airliner forward. 
     The earliest attempts at jet engines were hybrid designs, in which 
an external power source supplied the compression. In this system 
(called a thermojet by Secondo Campini, the air is first compressed 
by a fan driven by a conventional piston engine, mixed with fuel, 
and then burned for jet thrust. Three known examples of this type of 
design were the Henri Coanda’s Coanda-1910 aircraft, the much 
later Campini Caproni CC 2, and the Japanese Tsu-11 engine in-
tended to power Ohka kamikaze planes towards the end of  World 
War II. None were entirely successful, and the CC.2 ended up being 
slower than a traditional design with the same engine. 
     The key to the useful jet engine was the gas turbine, used to ex-
tract energy to drive the compressor from the engine itself. The first 
gas turbine to successfully run self-sustaining was built in 1903 by 
Norwegian engineer Aegidius Elling. In 1930 in England, Frank 
Whittle submitted patents for his own design for a full-scale aircraft 
engine (granted in 1932).  
     In 1935 Hans von Ohain started work on a similar design in Ger-
many, seemingly unaware of Whittle's work. 
     Ohain approached Ernst Heinkel, one of the larger aircraft indus-
trialists of the day, who immediately saw the promise of the design. 
Heinkel had recently purchased the Hirth engine company, and 
Ohain and his master machinist Max Hahn were set up there as a 
new division of the Hirth company. They had their first HeS 1engine 
running by 1937. Unlike Whittle's design, Ohain used hydrogen as 
fuel, which he credits for the early success. Their subsequent designs 
culminated in the HeS 3 of 1,100 lb which was fitted to Heinkel's 
simple He 178 airframe and flew in August 1939, an impressively 
short time for development. The He 178 was the world's first jet 
plane. 
     In England, Whittle had significant problems in finding funding 
for research, and the Air Ministry largely ignored it while they con-
centrated on more pressing issues. Using private funds he was able 
to get a test engine running in 1937, but this was very large and un-
suitable for use in an aircraft. By 1939, work had progressed to the 
point where the engine was starting to look useful, and Whittle's 
Power Jets Ltd. started receiving Air Ministry money. In 1941 a 
flyable version of the engine called the W.1, capable of 1000 lb of 
thrust, was fitted to the Gloster E28/39 airframe, and flew in May 
1941. 
     One problem with both of these early designs, which are called 
centrifugal-flow engines, was that the compressor works by 
"throwing" air outward from the intake to the sides of the engine, 
where the air is then compressed by being "crushed" up against the 
side. This leads to a very large cross section for the engine, as well 
as having the air flowing the wrong way after compression - it has to 
be collected up and "bent" to flow to the rear of the engine where the 
turbine is located. 
      German Anselm Franz of Junkers’ engine division (Junkers Mo-
toren, or Jumo) addressed this problem with the introduction of the 

axial-flow compressor. Essentially, this is a turbine in reverse. Air 
coming in the front of the engine is blown to the rear of the engine 
by a fan, where it is crushed against a set of non-rotating blades 
called  stators. The process is nowhere near as powerful as the cen-
trifugal compressor, so a number of these pairs of fans and stators 
are placed in series to get the needed compression. Even with all the 
added complexity, the resulting engine is much smaller. Jumo was 
assigned the next engine number, 4, and the result was the Jumo 004 
engine. After many teething troubles, mass production of this engine 
started in 1944 as a powerplant for the world's first jet-fighter air-
craft, the  Messerschmitt Me 262. The Me 262 came too late to deci-
sively impact Germany's position in World War II, but it will be 
remembered as the first use of jet engines in service.  
     After the end of the war, the German Me 262 aircraft were exten-
sively studied by the victorious allies, and contributed to work on 
early Soviet and US jet fighters. 
     British engines also were licensed widely in the US. American 
designs wouldn't come fully into their own until the 1960s. Their 
most famous design, the Nene, would also power the USSR's jet 
aircraft after a technology exchange. 
          The most common type of jet engine today is the turbojet en-
gine. Air from the atmosphere enters the fan section at the front of 
the engine where it is compressed in the compressor section. Then it 
is forced into combustion chambers where fuel is sprayed into it and 
ignited. Gases that form expand rapidly and are exhausted out the 
rear of the combustion chambers. The energy from these gases spins 
the fan-like set of blades called a turbine, which rotates the turbine 
shaft. This shaft, in turn, rotates the compressor, thereby bringing in 
a fresh supply of air through the intake at the front of the engine. The 
rest of the energy is expelled out the tail pipe, providing forward 
thrust. Adding an afterburner section, where extra fuel is sprayed 
into the gases as they are exhausted and the fuel burns, adds thrust. 
     In a turboprop engine, the exhaust gases rotate a propeller that is 
attached to the turbine shaft. The propeller provides increased fuel 
economy at lower altitudes. 
       Another type of turbine engine, called a turbofan or bypass en-
gine, uses a fan to produce additional thrust. This is most efficient at 
high altitudes. 
     During the second world war the Germans developed  a Pulse-Jet 
engine to power their V1 rockets. This type of air-breathing engine 
in which air is compressed by a series of spring-loaded, shutter-type 
valves located ahead of the combustion section. Compression is 
achieved without the use of a compressor; however, whereas com-
bustion in the ramjet is continuous, in the pulse-jet it is intermittent. 
Air is admitted through the shutter type valves, and combustion be-
gins. This increases the pressure and closes the valves, preventing 
backflow through the inlet. As the gases expand through the rear 
nozzle to produce thrust, the pressure in the combustion section 
drops to the point where the valves open again to admit fresh air. 
The cycle is then repeated.  
     The fourth type of jet engine is the ramjet. The ramjet is a simple 
engine that lacks a turbine and compression chambers. Ramjets do 
not function at speeds below the speed of sound, although there are 
new variations of these called Scramjets that are designed to gener-
ate supersonic speeds. The engine must be on an aircraft already 
traveling above the speed of sound (supersonic speed) before it can 
be used. Supersonic air enters the front of the ramjet and is automati-
cally compressed due to the shape of the engine's opening. This 
compressed air is mixed with fuel in the combustion chamber and 
ignited, causing the resulting gases and energy to be expelled out of 
the back and providing forward thrust. 
      The main configurations for gas turbine engines are Centrifugal 
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flow, Axial flow and Centrifugal Axial flow. Axial flow being the 
most common design today, they are configured into Turbo shaft, 
Turboprop, Turbojet, Turbofan and Inducted Fan engines.  
     Another means of propulsion that could be classed as an air 
breathing method is that of a human (lung power) powered aircraft. 
Paul MacCready was the first to focus on the making of the first Hu-
man powered flight. This was the birth of the idea that would ulti-
mately become “Gossamer Condor”. He set out to create something 
that would not only fly, but would also make turns. He accredits his 
idea of Gossamer Condor to the hawks. He tells of a story where he 
once saw a hawk soaring and gliding that gave him the ultimate idea 
of how to build a condor. After such observation, he realized that 
with bigger wings, less power would be needed to propel his proto-
type. He ultimately figured out how long the wings had to be to fly 
with .04hp, which a human riding a bicycle can produce. He then 
constructed a light weight aircraft, Condor, whose propeller was pro-
pelled by a bicycle, pedaled by a professional cyclist named Bryan 
Allen. On October 23, 1977 the first Human powered flight was 
achieved with the Gossamer Condor, which flew for 7 min and 2.7 
sec. around two to six feet above the ground. 
     Using the same criteria used on condor, but with bigger wings 
and modifications, MacCready was able to create Gossamer Alba-
tross. It weighted 32 kg. and was designed with long tapering wings 
like gliders, and propellers hanging in the back of the Albatross that 
were again propelled by a cyclist. This marvelous Human powered 
aircraft flew over the English channel in 1979. Like the Condor, Al-
batross flew just 2.6 feet above ground, but in this case, it flew over 
the waters of the Channel. 
     Of further interest, a Human powered blimp named the White  
Dwarf was built by Bill Watson and others in about 1984. Bryan 
Allen flew this beautiful and innovative pedal-powered blimp 58 
miles to set an FAI world record for that class airship. The power 
system consisted of pedal power, producing approx. 10 lbs. of  cruise 
thrust via 4:1 gearing and plastic chain drive to a two-blade pusher 
propeller made of spruce and Styrofoam. The propeller could be vec-
tored up and down for vertical control. 
     Another interesting  project to design and build a Human Pow-
ered Helicopter, the Thunderbird  project has been underway since 
June of 1998 at the University of British Columbia in Vancouver, 
Canada . (The actual manufacture of the helicopter began in 2000). 
The UBC-HPH group has been successful at designing and con-
structing the "Thunderbird". Various subprojects include design and 
construction of a test rig for small and full-scale rotors, design and 
construction of a human factor rig, and cooking of the composite 
spars in modified household ovens. In addition, both wind tunnel 
testing and computational fluid dynamics have been used to aid in 
the design of the 36m (118ft) diameter beast. 
     Presently under development is an air breathing engine named the 
Pulse Detona-
tion Wave 
Engine 
(PDWE). 
While this 
engine works 
on similar 
principles as that of a regular pulsejet, the PDE has one very funda-
mental difference, it detonates the air/fuel mixture rather than just 
allowing it to simply deflagrate (burn vigorously). Deflagration  is 
what happens when you burn a mixture of air and fuel at reasonably 
low pressure. The “woof” you get when igniting  a dish of flamma-
ble such as gasoline is deflagration. Deflagration is, believe it or not, 
a relatively gentle process which is simply the rapid burning of the 

fuel. When we cause an air/fuel mixture to deflagrate in a semi-
enclosed space (such as a pulse jet or auto-engine) then pressure is 
generated and that pressure can be harnessed to perform some work 
to create thrust or turn a crankshaft. One of the primary attributes of 
deflagration is that the flame travels at a speed significantly lower 
that the speed of sound. 
     Detonation however is a far more powerful reaction of the air/fuel 
mixture and results in such a rapid reaction that the pressure-wave 
created travels at super-sonic speed. Imagine a tube closed at one end 
and filled with a mixture of fuel and air. A spark plug ignites the fuel 
at the closed end, and combustion reaction propagates down the tube. 
In deflagration, even in “fast flame” situations ordinarily called ex-
plosions, that reaction moves at tens of meters at most. But in deto-
nation, a supersonic shock wave slams down the tube at thousands of 
meters per second, close to Mach 5, compressing and igniting fuel 
and air almost instantaneously in a narrow, high pressure, heat zone. 
     That zone is where the highly efficient combustion that engineers 
hope to harness takes place. To bring it into existence, one must pre-
cisely coordinate fuel input, airflow and ignition spark to create a 
“deflagration-to-detonation transition,” or DDT, the process by 
which an ordinary flame suddenly accelerates into an immensely 
powerful detonation. And one detonation is only the beginning, be-
cause while it generates more thrust for the amount of fuel com-
busted than deflagration, it also only combusts a tiny amount of fuel. 
To make the PDE work and to get any practical thrust out of it, one 
needs dozens of detonations every second, a detonation wave. 
      With the exception of the steam engine, all means of propulsion 
so far have been of an air-breathing nature. Because of these air 
breathing qualities, they are restricted to operating in the earths at-
mosphere.  
     One other method of propulsion that deserves mention at this time 
is electric propulsion. Although this method is not one of an air-
breathing design, the application of electric power propulsion has 
been used to propel aircraft within the earths atmosphere. In the 
April 2003 Propwash, I mentioned an aircraft named the “Helios”. 
This lightweight electrically powered and remotely controlled air-
craft  is mainly constructed from  composite materials. The Helio is 
powered by 14 brushless direct current motors mounted across the 
wings entire span. A 79-in diameter two-bladed propeller on each 
motor features a wide chord and laminar flow design for high alti-
tude flight. Helios electrical power source comes from 62,000 solar 
cell arrays that generate 40 KW’s and they cover the entire upper 
surface of the wings. For long duration missions, the solar cells not 
only power the electric motors but charge an on-board fuel-cell based 
energy storage system that powers the motors at night. Later, we will 
examine the wide spread use of electrical principles that are applied 
to the propulsion in space. 
     In order to propel objects through space, a rocket engine is re-
quired to perform this task. A rocket can be described as a projectile 
driven by reaction (jet) propulsion that carries its own propellants. A 
rocket is therefore independent of Earth’s atmosphere in terms of 
both thrust and oxidizer. A rocket engine operates on the same prin-
ciple as a jet engine but carries its oxygen with it rather than using 
oxygen from the atmosphere. 
     Lets  now proceed and  examine rocket principle. All  rockets 
exploit Newton’s third law of motion, namely, that action and reac-
tion are equal and opposite. To appreciate the physics involved, 
imagine standing on a sledge on a frozen pond with a pile of 10 large 
pebbles on  board, each with a mass of one kilogram. Suppose the 
total mass of you, the sledge, and the pebbles is 198 lbs. and that 
there is absolutely no friction between the sledge and the ice. You 
pick up one of the pebbles and throw it from the back of the sledge at 
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a speed of 32.8 ft/s (feet per second). According to Newton’s third 
law, as the pebble shoots off in one direction the sledge and its pay-
load (you and the remaining pebbles) must move in the opposite di-
rection. Because the sledge plus payload now has a mass of 196 lbs, 
the speed it acquires will be 1/89th that of the ejected pebble, or 4.43 
in/s. In real life, the sledge would immediately begin to slow down 
and eventually come to a halt because of friction between the 
sledge’s runners and the ice. But since we have assumed zero fric-
tion, the sledge carries on moving at whatever speed it has acquired. 
You now hurl another pebble overboard exactly as before. The 
sledge plus payload gains another increment of speed, but this time a 
marginally greater one than before because its overall mass has 
dropped by 2.2 lbs.. The speed increase is 1/88 times 32.8ft/s, or 4.47 
in/s, so that the total speed is 8.9in/s. After all 10 pebbles have been 
thrown overboard the speed of you and the sledge has climbed to 
46.6 in/s. This is the final speed since nothing remains to be jetti-
soned. 
     Ignoring the effects of friction may seem unfair. But, on the con-
trary, it makes our example closer to the case of a real rocket since 
friction-free conditions prevail in space. In fact, it is the absence of 
friction which dictates that rockets are the only means of space pro-
pulsion available, at least for the foreseeable future. A common mis-
take is to assume that rockets work by pushing against something, 
just as we move by pushing our feet against the ground, making use 
of the frictional force between two surfaces. But in space there is 
nothing to push against. 
     Our example of the sledge and pebbles also points out one of the 
biggest problems in spaceflight. This is the need for a rocket to carry 
its own reaction mass-- the mass it has to expel in order to gain 
speed. In the case of a jet aircraft, for example, which also works by 
the principle of action and reaction, new reaction mass is continually 
obtained from the surrounding air. A jet engine takes in air as it 
moves along (aided, especially at low speeds, by fast-spinning tur-
bine blades), heats and compresses this air by using it to burn propel-
lant, and then allows the resulting exhaust gases to expand and es-
cape as high-speed reaction mass at the rear. A rocket cannot do this. 
It must, with the interesting exception of the interstellar ramjet, be 
completely self-contained and have all of its reaction mass onboard 
from the outset. Unlike with an aircraft, this reaction mass also dou-
bles as the propellant-- the mixture of fuel and oxidizer which is 
burned in the combustion chamber of the rocket to release energy. 
The resulting hot exhaust gases are then allowed to escape from a  
nozzle and, in accordance with Newton’s third law, provide a for-
ward thrust. 
     So what can we foresee for future developments in space travel? 
Right now we don’t even know if practical interstellar travel is possi-
ble. Just because we don’t know how to do something today, how-
ever, doesn’t mean that it is impossible. There is a historical pattern 
that has emerged where the grand visions of yesterday’s science fic-
tion inspired today’s reality. Maybe the same will happen with to-
day’s science fiction.  Here are examples. . . . .   
      To the Moon; A long time ago, Jules Verne wrote a story about 
sending people to the moon by blasting them out of a giant cannon. 
That story inspired a whole host of rocketry pioneers who pondered 
how to make such a journey a reality. Based on the science of their 
day, they were eventually able to create visions of how to achieve 
such a feat -- using rockets instead of cannons. And, when all the 
conditions were right, these visions evolved into reality. Now, we 
look back over 25 years to our landing people on the moon and 
bringing them back safely.  
     Access to Space; This next example is about routine access to 
space. In this case the inspirations were from Buck Rogers and Flash 

Gordon stories with their rockets gallivanting across space as rou-
tinely as that era’s aircraft flew in the air. Again, such stories in-
spired rocketry pioneers who created visions, and reality followed. In 
this case the  Space Shuttle. 
      To the Stars ; And  now journeys to the stars. The idea of "Warp 
Drives" and "Hyper Space" date back to the 1930’s and are attributed 
to John Campbell. Another appropriate example is the 1956 movie 
"Forbidden Planet." Its opening sequence has a prediction of how 
humanity conquers gravity and then goes on to discover how to ex-
ceed light speed. And a very well known example is, of course, Star 
Trek. But today, we don’t even have the scientific principles from 
which to create the visions. First we need to develop such science 
and then we can engineer the visions and shape them into reality.  
     Because of its widespread familiarity, Let’s examine the Star 
Trek inspirations. I would like to point out that although such science 
fiction vehicles and ones from other stories like Star Wars are inspi-
rational, they are science fiction, not research guides for real science. 
By that we mean that there is not enough substance behind these 
vehicles and the techno-speak that is used to describe them that you 
could begin a research program. They are however, inspirational, and 
they do provide mental pictures that make it easier to contemplate 
how you might achieve such feats. This inspiration shows some of 
the features we would need for our interstellar craft.  
 Faster than Light Propulsion sometimes called "warp drive", 
"hyperspace drive", etc. The point is that we would like some form 
of propulsion that can get us there in comfortable timeframes. Also 
note that this propulsion does not use propellant -- a crucial feature.  
  Control Gravity The Trek vehicle has a variety of features that all 
imply that we have mastered the control of gravity or inertia: These 
things called "Inertial Dampers" on Star Trek are what help keep the 
crew from flying out of their seats when the ship maneuvers. The 
"deflectors" help move objects out of the way so that the ship doesn’t 
smash into them at damaging speeds. And "synthetic gravity" is so 
the crew can walk about normally. And in movies this makes their 
special effects budget much, much smaller. The control over gravita-
tional forces could also be used to propel the vehicle without the 
need for rockets. It is in this propulsion role where the feat of gravity 
control would bring the most benefit. If we ever, or should I say 
more optimistically, when we conquer gravity, it will be an enor-
mous breakthrough for space travel and for scientific and technologi-
cal advances in general. That would usher in an exciting age for hu-
manity.  
     Power generation; And to power the vehicle and its propulsion, 
some form of power generation is needed. In Trek, they talk a lot 
about  Antimatter  (Antimatter is matter with its electrical charge 
reversed. Anti-electrons, called "positrons," are like an electron but 
with a positive charge. Antiprotons are like protons with a negative 
charge. Positron, antiprotons and other antiparticles can be routinely 
created at particle accelerator labs, such as CERN in Europe, and can 
even be trapped and stored for days or weeks at a time. And just last 
year, they made antihydrogen for the first time. It didn’t last long, 
but they did it. Also, Antimatter is not antigravity. Although it has 
not been experimentally confirmed, existing theory predicts that anti-
matter behaves the same to gravity as does normal matter) so we 
have provided a status on that topic. . . . .                   to be continued 

   Grandmother  
     I'll never forget that horrible evening I took my grandmother to the 
emergency room. And after an hour of pacing the doctor said,  
"John, your grandmother is on an artificial life support system.     
Although her brain is dead, her heart is still beating."  
I said, "Oh my God, we've never had a Liberal in the family before."  
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 Cruise Ship of the Sky 

O n December 19, 
2000 the Airbus 
A3XX project was 
officially launched 
and renamed A380. 

The A380 family starts from a baseline passenger aircraft with a ca-
pacity of 555 passengers in three classes over a range of up to 8,000 
nm. Dwarfing the Boeing 747, this double-decker of the skies has 
already been dubbed the "superjumbo". Its wingspan is nearly as long 
as a football field. Its design could accommodate up to 850 passen-
gers, though most airlines are initially likely to use a large chunk of 
the extra space to turn flying into an experience more akin to a luxury 
cruise.  
     There is already talk of in-flight casinos, on-board fountains, duty-
free shops, gyms and showers. Some airlines are considering scrap-
ping the traditional trolley service for meals and allowing passengers 
to help themselves from a range of food counters.  
     Futuristic it may sound, but the A380 is expected to make its first 
test-flight by the end of March and to enter service next spring with 
flights between Singapore and London.  
     Designed in close collaboration with major airlines, airports and 
airworthiness authorities, the 555-seat A380 is the most advanced, 
spacious and efficient airliner ever conceived. The A380 will enter 
airline passenger service in 2006. 
     And the A380’s environmental friendliness does not stop at noise 
reduction. The economic fuel consumption of the A380 – around 13 
per cent lower fuel burn than its closest competitor – will be the first 
long-haul aircraft to consume less than three liters of fuel per passen-
ger, over 95 miles per imperial gallon – a fuel burn comparable with 
the best of small modern turbo-diesel cars. 
     With a double deck design, there are several choices for the loca-
tion of the cockpit. In the 747, which has a partial upper deck, Boeing 
opted to maximize cargo space by placing the cockpit on the upper 
deck. However, this reduces visibility of the runway, so the lower 
deck is preferred due to its better vantage point. After considering 
both points of view, Airbus engineers went for a compromise and 
placed the cockpit in-between the main and upper decks of the A380. 
     In the cockpit, pull-out tables in front of the pilots are to be sup-
plemented in each case by a large standard keyboard with the more 
user friendly, familiar QWERTY layout rather than the “ABC” lay-
out on previous data entry devices. This will finally enable the pilots 
to request date and electronic manuals and to enter detailed text down 
to internal e-mails to the hangar, in the normal seated position. More-
over, these keyboards are expressly “coffee-proof”, as it is a common 
occurrence for coffee-flavoured beverages to slosh through an air-
liner cockpit during turbulence. At the same time, two printers will be 
available in the “paperless cockpit” if required. 
     Behind the pilot’s seats, flanked by two jump seats, is a permanent 
seat for an observer, along with fold- out computer terminal for main-
tenance activities on the ground. Just behind the cockpit wall lie two 
separate sleeping compartments for alternate flight crew 
     In the A380, weight is minimized by the extensive use of carbon 
composite materials throughout the aircraft. It is estimated that 40% 
of the aircraft's structure and components are made from carbon fiber 
composites and other advanced materials. It is, thus, no surprise that 
this aircraft marks the first time that carbon fiber is used to make the 
central wing box of a commercial airliner. Other innovations of the 
A380 include the use of glass fiber reinforced aluminum to reduce 
the weight of the upper fuselage. 
     By exploiting the latest advances in wing and fuselage design, 

Airbus claims that the A380 is quieter and up to 20% more fuel-
efficient than it’s closest rival, the Boeing 747. This goal of im-
proved efficiency is also aided by the new generation of jet engines 
that have been designed for it [e.g. Rolls-Royce Trent 900 & The 
Engine Alliance (a joint venture between General Electric and Pratt 
& Whitney) GP7200]. 
     The Trent 900 family is designed to power the giant Airbus A380 
where it is the launch engine. It comes in two thrust ratings, 70,000 
and 76,000 lbs but is capable of achieving 84,000 lbs. It features a lot 
of technology inherited from the 8104 demonstrator including the 
9.7ft. diameter swept-back fan. The Trent 900 made its maiden flight 
on May 17, 2004 on an Airbus' A340-300 test bed, replacing the port 
inner CFM56-5 and dwarfing the remaining engines. The Rolls-
Royce RB211 Trent 900 is a three-shaft high bypass ratio engine 
with full electronic controls. Innovations on the Rolls-Royce RB211 
Trent 900 engine include a compressor system where the shafts con-
necting the 3 compressors (LP, IP, HP) with the 3 turbines (LP, IP, 
HP) work using contra-rotation. Contra-rotation produces a straight-
ening of the airflow through the engine's core, and enables recovery 
of the energy produced in consecutive rotations. This produces sig-
nificant airflow and fuel efficiency gains, and makes increased 
weight reduction possible. This is the first time that Rolls Royce has 
implemented a contra-rotating compressor in an engine designed for 
civil aircraft. A further innovation is that the Trent 900 is the first 
Rolls-Royce engine to incorporate scimitar-shaped 'swept' fan 
blades. With blade numbers reduced by two to a total of 24 com-
pared with previous Rolls-Royce Trent engines, the new technology 
delivers weight savings, stronger bird-strike protection and lower 
noise. The weight of the engine itself is roughly 13,889 lbs, with a 
length of 17.4 ft., a diameter of circa 9.8 ft. and with all externals 
roughly 13 ft. in diameter. Each Trent 900 offers take-off thrust of 
between 74000-84000 pounds, depending on the variant. The twin-
deck 555-seat Airbus A380 will be equipped with four Trent 900 
engines, and thus will be able to take off with a combined total thrust 
of 336,000 pounds. 
      The GP7200 engine has been tailored to satisfy both current and 
future thrust requirements of the A380 family of aircraft. The 
GP7200 will initially be certified at 76,500 lbs of thrust. Subsequent 
durability endurance testing will be performed to certify the engine 
at 81,500 lbs. of thrust in 2006 to accommodate future growth for 
the A380. If needed, the basic GP7200 architecture can accommo-
date thrust growth up to 84,000 lbs. of thrust. The GP7200 benefits 
from the heritage of the highly successful GE90 and PW4000 fami-
lies. Building on the GE90 core and the PW4000 low-pressure sys-

tem, the GP7200 
is a refined de-
rivative with an 
infusion of new, 
proven technolo-
gies. The engine 
features a hollow-
titanium, swept 
wide-chord fan; a 
five-stage low-
pressure compres-
sor; a nine-stage 
high-pressure 
compressor and a 
two-stage high-

pressure turbine; a low-emissions single annular combustor that will 
meet future emissions regulations with substantial margin; and a six-
stage low-pressure turbine. 

A 3 8 0   P r e f l i g h t   
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Fal l en  Eagles  
Eternal rest grant them O Lord, and let perpetual light shine upon them. 

 Dick Perry - February 12, 2005. 
 

    Rosalie Dawe - December 19, 2004. 
 
    Susan Belanger - May 18, 2004. 

 
    James Ernest Trumbley - October 22, 2003. 

 
    B. Earl Dack - January 22, 1997. 

We extend our sincere condolences to the families and 
friends of these comrades who recently passed away. 

Nineteen Fifty Four 
     Scientists from the RAND Corporation have created this 
model to illustrate how” home computers” could look like in the 
year 2004. However the needed technology will not be economi-
cally feasible for the average home. Also the scientists readily 
admit that the computer will require not yet invented technol-
ogy to actually work, but 50 years from now scientific progress 
is expected to solve these problems. With teletype interface and 
the Fortran language, the computer will be easy to use. 

Specifications of The A380-100 
Total Length    239 ft. 3 in.  ---  Wing Span    261 ft. 8 in. 

Passenger Aisles    Three  ---  Seating Capacity    555 Seats 
Maximum T.O. Weight    1,190,476 lbs.  ---  Range    7990 NM  

Number of Engines    4     

 View  Some Great Aircraft Pictures at . . . 
www.steehouwer.com 

Searching for  Airport Codes  
 Two Web Addresses that will allow you to search for an Airport 
Code are: 

http://codes.managementreporting.com 
          and 

http://www.ityt.com/misc/airport_codes.php 
OOPS! 

This aviation website will give you many choices on a long list to 
view some very bizarre aviation related pictures. A very entertaining 
must-see site! http://www.micom.net/oops/ 

Taking a Journey Through a Jet-Engine 
http://www.rolls-royce.com/education/schools/default.jsp 

Scroll down this page to and click on the sentence . . . 
 “Take a journey through a jet engine”. 

On the next page “Journey through a jet engine”, click on the “low” 
box for a smaller picture, or  “high” for a larger picture - the “high” 
selection may take longer to download. 

Airport & City Information 
http://codes.managementreporting.com/ 

Make the Most of Your New PC 
You're the proud owner of a new computer. Now what? Whether 
you're a novice or an old hand, we have 41 tips and tricks to help you 
make the most of your computing experience The holidays have 
come and gone, and you're finally alone with that box bearing your 
new PC. You, PC Magazine reader, are no stranger to setting up a 
new system, but if memory serves you right, the last time wasn't ex-
actly a "set-it-and-forget-it" experience. It still isn't. After hours of 
fumbling, you find yourself surrounded by system parts, trying to 
figure out why the manual is in French, and wondering what the 
heck happened to the printer cable. That's where we come in. We 
bring you all you need to know to get up and running quickly and 
effectively. From setup to backup to customization, here are our 
tried-and-true tips 

http://www.pcmag.com/article2/0,1759,1743678,00.asp 
When you have this web page on screen - make the appropriate se-
lections in the “table of Contents” box at the upper, right hand area 
of the screen. 

Aerial Photos from World War II are Online 
World War II photographs taken from the air, often at low altitude, 
are now available on the Internet. Five million pictures are being 
posted, covering every facet of the war. 
Vast destruction in Germany, along with sad pictures of concentra-
tion camps and the D-Day invasion, are just a few of the topics avail-
able. 
You'll probably need some patience. Demand apparently is over-
whelming the server. Give it a try at:  

http://www.evidenceincamera.co.uk 

I am looking for a set of WO2/Mwo badges, prior to 
the gold/orange ones that we had for the green uni-
forms.  Carl Ryan . . . . . . <csryan@eastlink.ca>  

It does no harm just once in a while to acknowledge that the 
whole country isn’t in flames, that there are people in the country 
besides politicians, entertainers and criminals! 

New Email address;  
Bruce Dyer <brudye@sympatico.ca> 
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