
From the editor— Bruce Dyer April 2007 

H appy 2007 everyone, and what will this new year have in store for us? Will it be the year that we finally see a major revamping of 
equipment for the Canadian Armed Forces? With an eye on defence, can we expect to see major replacements for the aging planes, 

trucks and ships as promised by the Harper government in 2006? 
     Based on past performance, our leaders have neglected to give us a credible Canadian Forces.  Canadian Politicians have a long record of 
doing the wrong things in defence. From Diefenbaker, who almost destroyed our relations with the U.S. on spurious defence-related grounds, 
to Chretien, who stayed out of the Iraq War in 2003 for the wrong reasons, our leaders have generally misunderstood the world and the dan-
gers. No  prime minister, not one since Louis St. Laurent left office in 1957, has cared about the Canadian Forces or understood the role mili-
tary power can play in bolstering our foreign policy and in protecting Canada’s sovereignty and its people. As a result of this, Canada’s ser-
vicemen and women continue to do their difficult jobs as best they can with obsolete equipment.  
     Thus, pilots continue to fly 1960s Sea King helicopters, each one requiring hours of maintenance before the crews, all younger than their 
helicopters, take off from frigates at sea. A new replacement helicopter has been selected, but it will be at least 2008, and more likely 2010, 
before any come into service. Ground crews struggle to keep a dozen of Canada’s thirty-two Hercules transports, some fourty years old, in 
flying condition for the air force pilots who use them. When we choose to participate in coalitions or United Nations operations, we need a 
military that can transport and deploy troops, aircraft and ships quickly enough to have an impact on the situation on the ground. At the present 
time, we must beg and borrow heavy lift from the U.S. Air Force, or charter aircraft or ships from Ukraine or Panama.  
     In June 2006, Defence Minister Gordon O’Connor (a former military industry lobbyist) announced that the Federal government was allo-
cating $17.1 billion of new defence funding to the “Canada First” Defence Procurement program. This program categorizes government pur-
chases under 4 key headings: new military trucks, new military tactical and transport aircraft, new military helicopters and new joint support 
ships. The government has yet to announce a decision to move ahead with the purchase of the much needed fixed wing search and rescue air-
craft. 
     The aerospace component of the “Canada First” announcement totals $13 billion -- $7 billion for the purchase of new aircraft and $6 billion 
to be spent for in-service support and maintenance over the next 20 years. The three aerospace programs are as follows: 
· $1.8 billion for the purchase of four new Boeing C-17 strategic heavy lift aircraft, with an additional $1.6 billion to be spent for in-service 
support on the aircraft over the next 20 years; 
· $3.2 billion for purchase of up to 17 new tactical lift military aircraft, with an additional $1.7 billion for in-service support over the next 20 
years. The frontrunner for this contract is the C-130J Hercules aircraft manufactured by Lockheed Martin of the United States; 
· $2 billion for purchase of 16 new medium-to heavy-lift Boeing Chinook helicopters, with an additional $2.7 billion for in-service support 
over the next 20 years. 
     It is important to note that none of these aircraft, with the possible exception of the search and rescue aircraft project (not yet announced), 
are, or will be, manufactured in Canada. In return for the high-value manufacturing work sent to foreign suppliers, the Federal government has 
established a requirement that each supplier provide “full economic benefits” to Canadian industry, for each of the three projects. 
    Some may question the need for both  Strategic and Tactical  airlift platforms. The reasons are;   
     "Strategic airlift is the rapid transport of a large number of passengers and/or over-sized heavy cargo over long distances within Canada or 
between Canada and a theatre of operations - for example transporting two combat ready Light Armoured Vehicles to Afghanistan. Further, 
the Canadian Forces' Disaster Assistance Response Team (DART) requires the use of strategic airlift to deploy on humanitarian aid operations. 
     Tactical airlift is different in that it is the lifeline of deployed forces, transporting equipment, troops and supplies to, within and from a 
theatre of operations. On Operation Archer, in Afghanistan, the CC-130 Hercules aircraft provides tactical airlift on a daily basis, without 
which the mission could not be sustained. 
     On September 14, 2006, the US DSCA  announced a proposed sale to Canada, in order to support the sale of 4 Boeing C-17 Globemaster 
III heavy transports. The sale includes 18 Pratt & Whitney, 4  F117-PW-100 Engines, 4 AN/AAQ-24v13 LAIRCM (Large Aircraft Infrared 
Countermeasures) Systems, 20  AN/AVS-9 Night Vision Goggles, Electronic Combat International Security Assistance Program software 
equipment, mission planning system and software, COMSEC equipment, spare and repair parts, Personnel Life Support equipment, flares, 
supply support, training equipment and support, publications and technical data, U.S. Government and contractor technical assistance, and 
other related elements of logistics support. 
     And now, at long last, the Conservative Government of Stephen Harper has come through! The Minister of National Defense, Gordon 
O’Connor has announced that the Boeing Company has been awarded the contract to supply strategic airlift to the CF. The first of four C-17 
Globemaster IIIs is expected to arrive at 8 Wing Trenton as early as August or September of this year. 
     The  C-17 is about to bring a whole new capability to the CF, one that it has not had before. This is a watershed moment in CF air mobility. 
With a fleet consisting of the CC-144 Challenger, the CC-150 Airbus, the C-17 Globemaster III and the C-130 Hercules, the CF will have an 
incredibly robust capability that will give it independent global reach and flexibility the likes of which it has not experienced before. With this 
fleet, the Air Force truly can declare “Anything, Anytime, Anywhere”. This is most certainly a long awaited turning point in Air Transport 
Command. 

A friendly reminder   
2007 Membership renewal is due, send yours in now without delay. . . . .  
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As I look back on my life I 
think of the places I have 

been and the things I have done.  
     I was born in New Glasgow, Nova 
Scotia, January 1932,  where I attended 
school up to Grade 11. While going to 
school, I had the largest paper route in 
town. As this was during World War II,  
I was very proud when the police came 
to the school to pick me out to sell extras 
on the street. 
      I left school in 1949 and started working on a beverage truck 
meeting the public in all walks of life. This job lasted only a year or 
so. In 1950, I moved to Toronto and started to work at Eaton's. I also 
joined the army reserve and in 1951, during the Korean War, I was 
called to active duty and was assigned to driving duties as an ambu-
lance driver operating out of Sunnybrook hospital. My duties con-
sisted of driving an eighteen stretcher field ambulance to meet in-
coming flights from overseas at Malton airport.  
      When I was discharged, I returned to Nova Scotia. On arriving 
back in Nova Scotia, I got a job at the CNR as a fireman, and within 
the next six months shoveled more coal than anyone could have 
imagined.  
      In 1952, I returned to driving a beverage truck and later on met 
the woman of my dreams. We got married in January, 1953. It be-
came apparent to me there was not much of a future in driving, so in 
October of 1955, I joined the Canadian Navy.  
      After my basic training, I was posted to Shearwater and became 
an air fitter on a Banshee squadron. Later in 1958, I was posted to 
HMCS Bonaventure for duty at sea. After my sea duty, I was pro-
moted and transferred to trade school for my group two trade course. 
      After completing my course, I was transferred to a training 
squadron as an aviation technician. While on the squadron, I at-
tended night school courses to further my education.  
      I became a crewman on the Tracker aircraft and experienced my 
first engine change in the field. One of our aircraft had an engine 
failure over Northern Quebec and landed at an abandoned WWII 
airstrip. After arriving by truck at the airstrip with a new engine on 
board, I got a French speaking farmer who was cutting hay on the 
airstrip to tow the airplane to the leeside of an old hanger. Because I 
didn't speak French, arranging the chains and ropes to do the tow 
was accomplished by hand signals. Then I had to go into town to 
rent a crane. The only crane available was a large construction crane 
with a 30 foot boom. A crane of this size can lift heavy objects 
weighing many tons. After a lift, the driver slips the clutch on the 
cable to lower the weight, allowing the object to be lowered to the 
desired height. The aircraft engine weighed only 2500 pounds, so 
when the driver lifted the engine and then tried to lower it, the en-
gine didn’t weigh enough to pull the cable down. So I found some 
old tires and placed them on the tarmac and using hand signals, we 
agreed to lift the engine high in the air and shake the boom to get the 
engine to come down toward the tires. You can imagine, my heart 
nearly stopped when the engine stopped a foot above the tires. It 
took three days to complete the engine change, not a very good re-
cord. 
      In 1964, after spending five years on the training squadron, I was 
posted back to trade school for a group three AT course. On the 
course I was taught in a Machine Shop operating as a machinist ena-
bling me to make necessary tools as needed to complete a task. In 
1965, on completion of the group three course, I was posted to a 
seagoing tracker squadron. 

GRAPHY 
 

      On one voyage, we sailed to the North Sea and carried out an 
exercise in very heavy weather with high seas in freezing 
spray. When we finished the exercise we went to Ireland for refur-
bishment of the ship. When we arrived in port, everybody was given 
a double shot of black rum for a job well done, and we proceeded 
on shore leave. You can imagine what shape the sailors were in 
when they went to town. On their way to town, they met a farmer 
walking a horse to the glue factory. After making a deal with the 
farmer, they bought the horse and took it with them on a pub crawl 
for the rest of the day - they even fed the horse some beer. After the 
pubs closed, they returned to the ship around midnight and pro-
ceeded to bring the horse on board.  When the horse walked up the 
gangplank the officer of the day stopped them and said, “no 
way”.  They convinced the OD the horse wouldn’t back up so he 
agreed to let the horse on board to turn around. This they did and in 
the confusion no one noticed that somebody had brought a bag of 
horse manure on board and spread it around the ship. The next 
morning when the captain read the ship’s log and  horse manure was 
found throughout the ship, they had to delay sailing.  Everybody 
had a good laugh and they never did find the horse. 
      In July of 1967 I was assigned the task of  putting a Navy 
tracker on the grounds of the CNE for display and was given the 
authority to arrange the necessary equipment to do the job.  The 
aircraft landed on Centre Island in Toronto. From there, the aircraft 
was prepared  with wings folded and lashed down. Then a crane 
with a barge  was used to get the aircraft off the island. Then we 
lifted the aircraft onto the mainland to an area where a truckload of 
hardwood lumber had been delivered. After the closing of  Lake-
shore Boulevard as previously arranged, a ramp was built  to run the 
aircraft down off the grass embankment. Then we were able to tow 
the Tracker onto the CNE grounds. 
     While back at sea in 1968 , the ship’s writer, who was a friend of 
mine, showed me a message that the flight engineer’s branch was 
open to Navy applicants. When we sailed into Halifax in October, 
1968 , I was told to report to CFB Trenton on the following Mon-
day.  
      In May of 1969, after completing the Hercules aircraft course, 
I was posted to Ottawa. 
      For the next five years, I had many wonderful experiences, fly-
ing  in the Artic and to other destinations around the world. But one 
trip in particular I must tell you  about. I was on a slip crew in Lahr, 
Germany for ten days. We got called out unexpectedly at midnight 
one day to go to Egypt with a load of Army trucks and drivers. The 
navigator had bought a new pair of day glow orange ski boots and 
he decided to wear them on this flight so they could form to fit his 
feet. But he couldn’t get them on with his flying suit on so he took 
the suit off, and we left for Egypt. This left him sitting in his shorts, 
ski boots and a T-shirt with a stencil of Superman on his chest. Now 
the navigator asked  me to cut his hair, so after the white cockpit 
lights were turned on, the navigator got in the engineer’s seat. When 
I started to cut his hair, an army officer stuck his head in the flight 
deck to ask for permission to have a smoke. When he saw Super-
man getting a hair cut, he left and never came back. When we ar-
rived back in Lahr, we were put on charge. When the crew was pa-
raded to the Commanding Officer’s office, he looked at us, read the 
charge, then he started to laugh and said “get out”. 
     I was transferred to 437 Squadron in 1974 , and immediately 
started studying for my Maintenance License with the Ministry of 
Transport. When my license was granted, I submitted a request for 
my discharge from the service. On approval of my release, I was 
immediately hired by Ontario World Air operating on a 707. I went 
to Australia to pick up a new aircraft and then we started flying 
tourist routes. The company went bankrupt in March of 1981. After 
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T he  F/Es hosted the annual Christmas party on  De-
cember 27, 2006. This day has become a tradition 

for a gathering of aircrew. The F/Es invite all the other 
aircrews trades  to join them for a few beers, many "war 
stories " and comradeship.  

     As hosts, the  F/Es provide the Pizzas and the Legion Branch 110 
provide the venue for the afternoon. 
     The F/Es also provide a door prize -- ( this year, F/E Bill King 
won a 26 oz bottle of Crown Royal). The Vice President of 
CMFEA, F/E Mac MacGregor conducted 5 more draws of  
$ 10.00  and  the CMFEA still made a little profit of $ 13.50. Mac 
Macgregor was filling in for F/E GEOF BRODGEN who was visit-
ing his family in PEI over the Christmas holidays 
     F/E MAC MACGREGOR also proposed a toast to the late F/E 
GEORGE LEACOCK , who bequest a round of drinks for his fellow 
aircrew. A heart filled thanks to the family of GEORGE LEACOCK 
for his generosity.  
     The oldest  F/E in attendance ?? Based on WW II war ribbons 
was  Jim Beale or perhaps Charlie Hall wearing his Flight Sergeant 
air force uniform - or perhaps George Brasseur  or  Murray 
Leedham or Glen Brunton ? Your guess ! 
     In total, over 40  aircrew  attended. For the first time, an 
 F/A from 437 Sqdn. noticed our advert in the Trentonian. Unfortu-
nately, this was the first year no out-of-area aircrew from Toronto or 
Ottawa or 
other major cities attended. Yes, Pilot  Chester York from Kingston 
came from the greatest distance  
     For any F/Es or other aircrew visiting the Trenton area over the 
Christmas holidays, you are most welcome to come to our bash at 
the Legion Br. 110 in Trenton on the December 27th each year from 
1300 to 1600 hrs. We  charge everyone a nominal fee of $5.00 
which covers all our costs . Lets keep the tradition alive.          
                        F/E  Ray McIntosh & Gerry Homer  

being hired by R.T. Moore of  Worldways Airlines in 1981 , I as-
sisted in buying and inspecting a 707 and preparing the aircraft for 
commercial flying. It was my responsibility to hire flights engineers, 
set up a training program, recurrent and flight simulator training. As 
the company expanded and bought more aircraft, more ground 
schools were set up for 707, DC8, L1011 and 727 aircraft, all of 
which were approved by the Ministry of Transport. While training 
for reduced EPR take offs, it was noted that most crew were concen-
trating all their attention on the EPR gauges during the take off roll 
and not cross referring with other instruments. So I made it an im-
mediate  company operating procedure that all take off cards would 
have the RPM minimum of 90 percent N1 printed on the bug 
card.  Many of you are aware that a pitot tube can become contami-
nated with ice and give erroneous readings on your engine power 
indicators. Shortly after this order was issued, a 737 from another 
airline took off from Washington International in a snow-
storm. Unbeknown to the crew, they had only half of the available 
power selected. The aircraft staggered into the air and  struck a 
bridge over the Potomac River and crashed into the river with disas-
trous results. 
      When the company ceased to exist, I had qualifications on the 
CC130, 707, DC8, and the L1011.  I am now retired and still living 
with the woman of my dreams in  Belleville, Ontario. We have two 
children, four grandchildren and one great granddaughter.  

------------------------------------------- 

     A 19 Wing Comox CH-149 Cormorant helicopter became 
the first in the world to reach  

2,000 flying hours this past August.  

If women ran the Pentagon, would missiles and 
submarines be shaped differently? 

Captain Rob Mulholland (left), pilot,  
Corporal Derek Agnew (middle), flight engineer, and Sergeant 

Phil Robin (right), flight engineer.  

 
     The following interesting write-up appeared in the February/
March issue of Legion Magazine. Under the article titled, 
“Canadian Military History In Perspective -- Bridging The Ocean”, 
was a paragraph that made mention of our former CMFEA Presi-
dent, John Trethowan. The contents of paragraph 2, right hand col-
umn on page 32 reads as follows;  
     The ground crews of any unit were the unsung heroes. It is re-
freshing to find one among their number 
whose achievements were both notable and 
recognized. Flight Sergeant John C. Trethowan 
was an engine mechanic with No. 168 (HT) 
Sqdn. He was awarded the British Empire 
Medal (BEM) in June 1946 for outstanding 
services. The citation to his award noted that, 
in addition to his "devotion to duty and leader-
ship as maintenance crew chief" he had logged some 1,300 hours as 
an aircraft crewman, and had participated in the squadron's first, 
500th, and final transatlantic flights. Trethowan's subsequent career 
was equally remarkable. In the postwar forces he participated in the 
first RCAF transpacific flight in July 1947. In May 1968, he accom-
panied No. 129 Ferry Flight for the movement of a Liberator from 
India to Canada. The aircraft is now on display at the Aviation Mu-
seum in Ottawa. 
     At age 54, he was awarded the Order of Military Merit "for out-
standing professional contributions to Canadian Military Aviation 
during 33 years of service." At the time, he was Chief Warrant Offi-
cer with No. 405 (Maritime Patrol) Sqdn. 

     The Consolidated B-24 Liberator was an American bomber that 
was produced in greater num-
bers than any other American 
combat aircraft during World 
War II and was used by most 
of the Allied air forces during 
the war. Designed as a heavy 
bomber, it served with distinc-
tion also as a maritime patrol bomber and as a heavy transport.  

Flown to Canada from India in June 1968. 
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stream, the C-17 is capable of flying steep approaches at remarkably 
slow landing speeds. This equates to the aircraft's ability to land pay 
loads as large as 160,000 pounds on runways as short as 3000 feet. 
The "externally blown flap" or "powered-lift system" enables the 
airplane to make slow, steep approaches with heavy cargo loads. The 
steep approach helps pilots make precision landings with the aircraft, 
touching down precisely in the spot desired on limited runway sur-
faces. This was accomplished by diverting engine exhaust down-
ward, giving the wing more lift. In the flap system, the engine ex-
haust from pod-mounted engines impinges directly on conventional 
slotted flaps and is deflected downward to augment the wing lift. 
This allows aircraft with blown flaps to operate at roughly twice the 
lift coefficient of that of conventional jet transport aircraft. 
     Like other military transports, the C-17 uses a "supercritical" 
wing. These are advanced airfoil designs that enhance the range, 
cruising speed and fuel efficiency of jet aircraft by producing weaker 
shock waves that create less drag and permit high efficiency. 
     In the mid-1970s, NASA Langley developed the winglet concept 
through wind tunnel research. Winglets are small, wing-like vertical 
surfaces at each wing-tip of an aircraft that enable the airplane to fly 
with greater efficiency. They curve flow at the wingtip to produce a 
forward force on the airplane, similar to the sail on a sail boat. The 
concept was first demonstrated in-flight on a corporate Gates Model 
28 Longhorn series Learjet, and further tested on a large DC-10 air-
craft as part of the NASA Aircraft Energy Efficiency (ACEE) Pro-
gram. Winglets were installed on a KC-135A tanker on loan from the 
Air Force and flight tested at NASA Dryden in 1979 and 1980. Even-
tually, winglets were applied to the C-17. 
     Sixteen-thousand pounds of composite materials have been ap-
plied to the aircraft. Several of the major control surface and secon-
dary structural components of the C-17 are made of composites. The 
most direct contribution to C-17 applications was the development of 
the DC-10 graphite-epoxy upper aft rudders. These rudders have ac-
cumulated more than 500,000 flight hours since they were introduced 
into regular airline service in 1976. The high-time rudder alone has 
flown for 75,000 hours. The control surfaces of the C-17 follow the 
same multi-rib configuration as the DC-10 rudders. 
     The aircraft is operated by a crew of three (pilot, copilot and load-
master). Cargo is loaded onto the C-17 through a large aft door that 
accommodates military vehicles and palletized cargo. The C-17 can 
carry virtually all of the Army's air-transportable, outsized combat 
equipment. The C-17 is also able to airdrop paratroopers and cargo. 
Maximum payload capacity of the C-17 is 170,900 pounds, and its 
maximum gross takeoff weight is 585,000 pounds. With a payload of 
130,000 pounds and an initial cruise altitude of 28,000 feet, the C-17 
has an unrefueled range of approximately 5,200 nautical miles. Its 
cruise speed is approximately 450 knots (.77 Mach). 
     The design of this aircraft lets it operate on small, austere air-
fields. The C-17 can take off and land on runways as short as 3,000 
feet and as narrow as 90 feet wide. Even on such narrow runways, 
the C-17 can turn around by using its backing capability while per-
forming a three-point star turn. 
 
 
 
 
 
 
 
 
 

 
 

 
 

T he C-17 is the newest airlift aircraft to enter the Air Force's 
inventory. The C-17 is a four engine turbofan aircraft capable 

of airlifting large payloads over intercontinental ranges without refu-
eling. Its design is intended to allow delivery of outsize combat 
cargo and equipment directly into austere airfields. The C-17 will 
deliver passengers and cargo over intercontinental distances, provide 
theater and strategic airlift in both air, land and airdrop modes, and 
augment aeromedical evacuation and special operations missions. 
The C-17's biggest contribution to the present airlift system will be 
long range direct delivery. The C-17 is capable of rapid strategic 
delivery of troops and all types of cargo to main operating bases or 
directly to forward bases in the deployment area. The aircraft is also 
able to perform theater airlift missions when required. 
     The C-17 Globemaster III is the third aircraft to use this designa-
tion. Two previous versions of this venerable system have seen ser-
vice, from the Berlin Airlift (the C-74 Globemaster) to Southeast 
Asia (the C-124 Globemaster II). 
     Significant features of the multi-engine C-17 include: supercriti-
cal wing design and winglets to reduce drag, and provide increased 
fuel efficiency and range; receiver in-flight refueling capability; ex-
ternally blown flap configuration, direct lift control spoilers and high 
impact landing gear system, which contribute to the aircraft's capa-
bility to operate into and out of small austere airfields; forward and 
upward thrust reverser system that provides backup capability, re-
duces the aircraft ramp space requirements, and minimizes the inter-
ference of dust, debris, and noise on ground personnel activities; 
cargo door, ramp design and cargo restraint systems that are oper-
able by a single loadmaster and that permit immediate equipment 
offload without special handling equipment; two-man cockpit with 
Cathode Ray Tube (CRT) displays that reduce complexity and im-
prove reliability; maximum use of Built-In Test (BIT) features to 
reduce maintenance and troubleshooting times; and walk-in avionics 
bay below the flight deck that improves accessibility. 
     The C-17's system specifications impose a demanding set of reli-
ability and maintainability requirements. These requirements include 
an aircraft mission completion success probability of 93 percent, 
only 18.6 aircraft maintenance man hours per flying hour, and full 
and partial mission capable rates of 74.7 and 82.5 percent respec-
tively for a mature fleet with 100,000 flying hours. 
     The C-17 measures approximately 174 feet long with a 170-foot 
wingspan. The aircraft is powered by four fully reversible Pratt & 
Whitney F117-PW-100 engines (the commercial PW2040 series 
version is currently used on the Boeing 757). Each engine produces 
40,440 pounds of thrust, located on pylons ahead of and below the 
wing leading edge. The engines are equipped with directed-flow 
thrust reversers capable of deployment in flight. On the ground, a 
fully loaded aircraft, using engine reversers, can back up a two per-
cent slope. The thrust reversers direct the flow of air upward and 
forward to avoid ingestion of dust and debris. Combined with pro-
pulsive lift, the advanced thrust reversers enables short landings. The 
thrust reversers are an integral part of the C-17 nacelle. When thrust 
reversal is initiated, both fan and core exhausts are redirected. Thrust 
is directed forward and upward through exposed louvers for maxi-
mum reverse thrust. During ground operations, the thrust reversers 
can be deployed with engines idling, directing engine blast away 
from personnel working cargo. 
     Technologically, the heart of the C-17 is its propulsive lift sys-
tem, which uses engine exhaust to augment lift generation. By di-
recting engine exhaust onto large flaps extended into the exhaust  Why isn't the number 11 pronounced onety one?  
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ment once again -- supported, we should add, by the collective gen-
ius of Paul Martin's administration -- and the decision was made 
that there is nothing other people's money couldn't fix, including a 
bunch of lemon submarines. 
     While defence officials publicly estimated repairs to the Chi-
coutimi wouldn't cost more than about $50 million, internal govern-
ment documents obtained by Sun Media suggest a sub salvage sail-
ing towards an ocean of bills several times that amount. Last Au-
gust, for instance, the government issued the second of two con-
tracts totaling more than $15 million, not to actually repair the Chi-
coutimi -- just to draft the plan to fix it. 
     And a significant stack of contract documents and memos details 
plans to provide the naval brass and about 30 staff with new dock-
side offices, complete with all-new furniture and a gym, for the in-
definite period of the Chicoutimi repair. 
     No one seems quite sure how many millions got spent on repair 
plans and new desks before the light finally flickered on at defence 
headquarters, aided perhaps by a new Conservative government 
wondering what the heck was going on. 
     Without fanfare, National Defence recently issued an innocuous-
looking press release saying the repairs to the Chicoutimi "will be 
deferred until 2010." 
     An unfortunate naval spokesman told us that since the Chi-
coutimi is due to be dry-docked for its five-year routine mainte-
nance in 2010, it didn't make sense to do three years of needed re-
pairs now, put it back in the water for a year or so, and take it out 
again. It should now be in service by 2013. 
     By then, Canada will have owned the sub for 15 years, sunk at 
least $400 million of taxpayers' money into it, and had it in active 
military service for exactly two days. 
     Meanwhile, the other two subs in dry-dock are each sucking up 
at least $60 million just for their routine tune-up. 
     With any luck, long before 2013, Chicoutimi will be joined by 
the rest of the rust-bucket brigade where they can finally serve the 
interests of all Canadians, in a museum 

   
  May 14, 2006 
 
A tour of the federal funny farm takes us to the Depart-

ment of National Defence, home to one of the world's only subma-
rine fleets stationed predominantly on dry land. 
     According to the latest naval intelligence, or lack thereof, three 
of Canada's four illustrious subs are now high and dry and diving 
into a sea of red ink in various coastal shipyards. 
     One of the subs has been in the repair shop in Halifax for three 
years, another won't be wet again until at least 2008, and the third 
one will be lucky to see the ocean floor before 2013. 
     The only member of this unique landlubbing fleet still in service, 
the Windsor, is also being hauled out of the water in 2007 for an 
estimated three years of repair and refit. 
     As if Canadian taxpayers could ever forget, these are the four 
used rust buckets that Jean Chretien's government cleverly bought 
from the British navy for $811 million in 1998. 
     In the exact words of then Liberal defence minister Art Eggleton: 
"These submarines are a great purchase for Canada." Unfortunately, 
Canadian defence officials apparently never questioned why the 
Brits were so eager to unload their barely-used vessels at such bar-
gain-basement prices. As usual, we got what we paid for. 
     After more than a decade of being dockside decorations in a Brit-
ish shipyard, the subs had rusted on the outside, rotted from the in-
side, and required hundreds of millions of dollars of repair just to 
make them marginally seaworthy. 
     The last one to set sail for Canada from the eternal repair shop in 
Scotland was the Chicoutimi. It got a whole two days out to sea in 
2004 before being crippled by an onboard fire that killed a Canadian 
seaman and injured eight others. 
     At that point, the admirals and the Liberal politicians could have 
bitten the ballast, admitted they had made a terrible mistake, and 
consigned the whole sub fleet to the scrap yard, at least saving tax-
payers a fortune in good money after bad. 
     Alas, bureaucratic butt-covering triumphed in the defence depart-

Past Submarine Incidents 
     The fire onboard the HMCS Chicoutimi is only one of a series of 
problems the Canadian Navy has encountered with each of the sub-
marines it leased as part of its 1998 deal with the British Navy. 
Among these other problems: 
@ Delivery of the submarines ran three years behind schedule, the 
result of a series of technical problems that were discovered with 
each of the vessels. For example, when the submarines were brought 
out of storage, the British Navy found cracks in some key valves, 
requiring additional repairs and testing, and causing further delays in 
delivery; 
@ Equipment overheating problems on the HMCS Victoria's 
maiden voyage, the result of a faulty ventilation system; 
@ The discovery of a 'dent' in the hull of the HMCS Victoria, which 
has subsequently restricted the vessel's diving depth to about 75 
percent of its 200-metre capacity. The dent was the result of a colli-
sion that occurred prior to the acquisition of the vessel by the Cana-
dian Navy; and, 
@ During its sea trials, HMCS Windsor experienced malfunctions 
of a hydraulic system that raises and lowers masts. Further to this, 
the engine room was flooded due to an error by a crewman. 
     In addition to the various technical difficulties the Canadian 
Navy has encountered with these vessels, it has also had to bear an 
unexpected cost burden. Indeed, the estimated yearly costs of oper-
ating the four submarines has risen to $121 million from about $97 
million. Further, due to their collective structural problems, the 
overall cost of acquiring the submarines has risen to $897 million - 

  

CF  Air and ground crews have been training with the US Air 
Force (USAF) for some time  now in preparation for deliv-

ery of the first C-17 at 8 Wing Trenton, anticipated in August or 
September. The first group of pilots, loadmasters and maintainers 
will be fully trained and ready to operate the new aircraft as soon as 
it lands. The Air Force is staggering the rest of the training to allow 
for each new crew to be trained as each new aircraft arrives. 
     The project management office for the Airlift Capability Project-
Strategic is training four crews per aircraft. That means 32 pilots, 24 
loadmasters, 10 maintenance management staff and 96 technicians 
have been selected for the C-17 initially. Air movements and 
aeromedevac personnel will begin their training in late February as 
well. Personnel are receiving their training in two phases - the first 
is a basic familiarization with the aircraft, the second is an embed-
ding or “seasoning” training with a USAF unit. 

The C-17 is designed to 
carry . . . 

 102 troops/paratroops; 
48 litter and 54 ambula-
tory patients and atten-
dants; 
170,900 pounds (76,644 
kilos) of cargo (18 pallet 
positions).  
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'Silent aircraft': How it works 
Engineers from the University of Cambridge and the Mas-
sachusetts Institute of Technology have unveiled a radical 
design for a "silent aircraft". 
     The team says any noise from the concept aircraft, known as the 
SAX-40, would be "imperceptible" beyond the boundaries of an 
airport. It would also burn far less fuel than conventional planes. 
     The design is the result of three years' work and includes both 
new and existing technologies. 
     The shape of the plane is what is known as a "blended wing" de-
sign. This hybrid design uses the wings of a conventional plane 
smoothly blended into a wide tailless body. 
     As turbulent airflow, generated by irregular surfaces, causes 
noise, the designers tried to make the airframe as smooth as possible. 
The aerofoil shape of the body means that it also contributes to the 
aircraft's lift, meaning it can make a slower approach on landing, 
again reducing noise. The improved lift also means that the plane 
can do away with flaps on the wings, which are a major source of 
airframe noise on conventional aircraft. 
     Because the design does not need a tail, used to provide addi-
tional lift and stability on conventional craft, it also cuts down on 
turbulent airflow and noise from the back of the plane. The design, 
made of lightweight composites, also improves the fuel efficiency of 
the craft whilst cruising. 
     The engines of the SAX-40 are embedded within the blended 
wing design with the air intakes on top. This means that the upper 
surface of the aircraft shields people on the ground from engine 
noise. The engines are also mounted deep within the intake ducts, 
lined with mufflers, to maximize the noise absorption. By embed-
ding the three engines in the aircraft frame, it also reduces drag and 
therefore noise. 
     The "ultra-high bypass ratio turbofans", as they are known, are 
also arranged in a novel way to minimize noise output. Instead of 
having one large fan, they have three arranged side-by-side. The 
smaller fans means the noise from each one is easier to absorb with 
surrounding "acoustic liners", or muffling materials. The output of 
the engines is channeled through what is known as a "variable area 
exhaust nozzle". 
     This means that the cross sectional area of the exhaust can be 
changed to generate different amounts of thrust and to maximize the 

engine's performance. 
     At take-off the exhausts would be open-wide to generate the 
maximum amount of thrust. Whilst cruising they would reduce in 
size to burn fuel more efficiently. They can also be rotated, or 
"vectored", to generate thrust in the optimal direction for take-off 
and landing. The exhaust are also lined with "mufflers" to reduce 
the noise of the engines. 
     Turbulent air swirling around the undercarriage at take-off and 
landing are major sources of noise. To reduce this, the SAX-40 
would have fairings to cover the wheels and braking systems, creat-
ing as smooth a flow of air as possible. This could reduce the noise 
from the landing gear by up to 7dB. However, by doing this it 
makes the landing gear more difficult to stow and service, and also 
makes cooling the brakes more difficult. 
     When turbulent air moving over the top surface of the wing 
shoots off the trailing edge it abruptly meets non-turbulent air. The 
result generates a huge amount of noise. To minimize this, the 
SAX-40 would have "trailing edge brushes", a series of long, thin 
protrusions off the back of the wing. These allow a smoother transi-
tion between turbulent and non-turbulent air and could reduce trail-
ing-edge wing noise by up to 4dB. 
     The leading-edge of the wings are slightly drooped. These fur-
ther help improve the lift of the aircraft, particularly at lower 
speeds. To cut-down on the amount of noise generated by air whis-
tling through a slat between the main wing body and the leading 
edge, the gap is covered in a flexible material. The edges would be 
stowed whilst cruising for optimum performance This drooped de-
sign is already being used on the Airbus A380. 

from the original $800 million price tag. 
January 22, 2007. . . . . 
     The Canadian government will award to a joint British-Canadian 
consortium a maintenance contract worth more than $1 billion for 
its Victoria-class submarines, heralding what industry officials say 
is a sign of a robust future market for the long-term support of mili-
tary equipment. 
     Contracts totaling more than 7 billion Canadian dollars ($5.8 
billion) are expected to be awarded over the next year or so for the 
long-term maintenance and support of Canadian military equipment, 
including the submarines, C-17 and C-130J transport planes, and 
Chinook helicopters.  

Pacific Western Airlines -  Canadian Airlines  Reunion  
August  17 to 19th,  2007 

Calgary, Alberta, Canada 
At - The Roundup Centre at the Stampede  Park, Calgary, Alberta. 
Book your room: If traveling from out of town,  you will want to 
book your accommodations early as the city is known to fill up 
quickly in the Summer.  

Who Can Attend ? ? 
  If you have earned a pay Cheque from either Pacific Western Air-
lines or Canadian Airlines, you and a guest have qualified.  
  

If you have ideas or want to assist, please contact the  webmaster 
at:  webmaster@pwareunion.com 

Visit the Reunion Website at:   http://www.pwareunion.com 

U.S. close to twin jet flight rule change.  
 

T he Bush administration is close to finalizing a measure that will 
let twin-engine airliners on long-haul flights take more direct 

routes over water and the polar region. The regulation, in the works 
for three years, would permit all planes outside U.S. air space to fly 
further from emergency airports than currently allowed, saving fuel 
and time. The initiative would also enable airlines to replace aging 
and costly four engine planes with more efficient twin-engine mod-
els. When it was proposed in 2003, the FAA said all planes should 
be able to reach an airport within four hours, compared to the current 
requirement of nearly three-and-a-half hours. About 30,000 flights 
per month worldwide fall under the standard. The majority of flights 
over the North Atlantic and a growing number of flights over the 
Pacific operate with two-engine aircraft. Advances in engine tech-
nology and cockpit communications and improvements in on-board 
fire suppression systems and emergency procedures permit the 
changes without compromising safety.  
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Fal l en  Eagles  
Eternal rest grant them O Lord, and let perpetual light shine upon them. 

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

 Carl Breum     December 17, 2006 
 
 Claude Lalande   February  12, 2007 

 
 Jack Moul     February 2007 

one". In 1977 he made an attempt, but due to the lack of accommo-
dations at the time, was unable to do so. He did however reserve the 
Chimo Hotel in Ottawa for the next year and with help from Ottawa 
area FE's, he did in fact organize the first FE Reunion in 1988. At 
the wind-up meeting when the money was counted and bills were 
paid, a discussion took place and an Association was mentioned 
(possibly by Paul Pawliuk). A committee was formed, with  John 
Trethowan President, Bill McKnight Vice, Paul Pawliuk treas-
urer, Claude Lalande secretary and with Bob Sabourin, Rudy Levec-
que, and possibly more, staunch committee members who served for 
17 years. Thus was the birth of the CMFEA. 
      Many times I mentioned to Claude how he disgusted me, and he 
would say "whats de madder wit you?". And I would tell him how 
disgusting it was to see him still able to wear his 1960's blue uni-
form. Nothing against the uniform - I love it, but the fact that he 
could still get into it, its disgusting. It seems mine has shrunk. I think 
Claude even laughed with a French accent.  
     Claude kept himself in good shape. Even in recent years, he 
would put on his roller blades and skate up to 20 km a day.  
     We will miss you Claude, especially myself, I'll have nobody to 
insult at the reunions. I had hoped you would get fat so you couldn't 
button your tunic. Actually you looked good in it, even after all this 
time. We will certainly miss you and your consistent interest in the 
FE trade and in the aviation field in general. 
      Geoff 

  A tribute to Claude Lalande 
 

I  first became acquainted with Claude 
in the early 50's. He was an airframe 

mechanic and worked, as I did, at Dor-
val airport on the RCAF North Star 
aircraft. We were stationed in Lachine 
five miles away and would commute by 
service bus twice a day to the 426 Sqn. 
hangars at the Airport. A number of us 
frequented the Montreal Flying Club, 
working toward our pilots license.             
When Claude obtained his licsence, he 
became the proud owner of a single 
engine Luscombe aircraft, FZD. Many 
pleasant memories come to mind of that period in time. A friendship 
was kindled that lasted a lifetime.  
     In 1956, Claude took the North Star flight engineer course at 4
(T)OTU Trenton. (4(T)OTU was the for runner of today's 426 
Squadron). Claude's' "partner in crime" on the course was our Prop-
wash editor Bruce Dyer.  
     Claude put in a full tour on the North Star, and went wherever 
the aircraft was scheduled to go. He certainly did his share of North-
ern flying. During that time, as with many others, we had a five day 
trip to Resolute Bay every two weeks. I can recall him one day com-
ing to me in dress uniform, quite irate, telling me he had been asked 
to leave the aircraft. This is what happened. His most recent trip had 
been on the 'once a year', mid-December Christmas supply drop to 
the Northern weather stations at Mould Bay, Esachsen, Eureka and 
Alert. He had returned the day before and was asked to come in the 
following day in "dress blues" for publicity photos of the crew, on 
site, in the aircraft. Unfortunately, there was limited space on the 
flight deck, and the photo was to have everyone at their post. It was 
decided that Claude would "go to the galley for coffee", while the 
picture was being taken. The picture of the two pilots, the navigator 
and the radio officer, later appeared in print as " the four dedicated 
airmen who braved the adverse elements of the North to bring a 
touch of Christmas cheer to northern outposts". No mention of the 
FE or ATA (Air Traffic Assistant - or Loadmaster as they are 
known today). 
     From the North Star he was posted to the Argus. He completed 
the Argus course and flew a short time on Squadron before deciding 
to go back to the maintenance field. Initially, he was posted over-
seas to the "Wings", where, aside from his work, he traveled exten-
sively. He always maintained his love of flying and flew about 25 
hours per year in his aircraft. He always had a soft spot for the FE 
trade, and especially for the North Star. He often said to me, "you 
know Geoff, we should have a reunion, I'm going to organize 

Jack Moul 
      
     I thought it appropriate to mention the passing of Jack Moul in 
February, 2007. Some of you may have known or flown with him if 
you were employed by PWA in the past.  
     Jack Moul made a major impact in his life-time career on Cana-
dian Aviation in Western Canada, as well as his involvement with 
the former Pacific Western Airlines.  
     Jack was a VP with PWA and was the head of the Hercules op-
eration for many years. He was one of Canada's true post war icons. 
He & Slim Knights started Port Alberni Airways in the mid 40's. 
PAA became part of Associated Air Taxi, the company, that along 
with Russ Baker's Central BC Airway became Pacific Western Air-
lines in March of 1953. PWA bought Queen Charlotte and Associ-
ated Edmonton in 1955. Shortly after that, PWA bought Trans Air 
Winnipeg. In 1988 PWA bought CP Air, and became Canadian Air-
lines. 
     Jack was a VP during these times, VP Charter & Contract. He 
was responsible for bringing in the PWA Hercules & 707 Freighter 
operation. Jack was also responsible for giving myself, Gordon 
Moul (senior Capt. Canadian) & brother Bob Moul (Chief Pilot 747-
400 for Canadian) our start. Bob is now head of Flight Training for 
Boeing World Wide.  
     Jack was a POW at Stallag Luft 3 and was part of The Great Es-
cape, one of the few who where not shot. He is very well known and 
well liked by all who worked with him. 
     Being a "Spits" pilot, Jack is mentioned in a book called: Aces, 
Warriors and Wingman: The Firsthand Accounts of Canada's 
Fighter Pilots in the Second World War -- by Wayne Ralph.  

At bottom every man knows well enough that he is a 
unique being . . . And by no extraordinary chance will 
such a marvelously picturesque piece of diversity in unity 
as he is, ever be put together a second time. 
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I  loved it when they coughed, gasped for more air, huge clouds of 
white smoke billowed, and when it was through with the "start 

ritual", there was a loud, but smooth running machine that sounded 
like a fine tuned aircraft engine ready for duty.....It didn't whine like 
a sniveling woman, it was a real engine...... It was all in the mixture 
control, and knowing when to go to full rich.... 
     We gotta get rid of those turbines, they're ruining aviation and 
our hearing. A turbine is too simple minded, it has no mystery. The 
air travels through it in a straight line and doesn't pick up any of the 
pungent fragrance of engine oil or pilot sweat. 
     Anybody can start a turbine. You just need to move a switch 
from "OFF" to "START" and then remember to move it back to 
"ON" after a while. My PC is harder to start. 
     Cranking a round engine requires skill, finesse and style. You 
have to seduce it into starting. It's like waking up a beautiful and 
classy mistress. Treat her right and you're in for a thrill. 

 
 

I t is now 98 years since the first powered flight in the British Em-
pire of a heavier-than-air flying machine. On February, 23, 1909, 

J.A.D. McCurdy flew the Silver Dart a few hundred yards over the 
ice of Baddeck Bay, N.S. That summer he and his partner, F.W. 
"Casey" Baldwin, tried to demonstrate the plane's military potential 
at Petawawa, Ontario. However, the authorities there were not im-
pressed. 
     With the exceptions of Sir Sam Hughes's three-man Canadian 
Aviation Corps at the start of WW I and the stillborn Royal Cana-
dian Naval Air Service in Nova Scotia and the short-lived two-
squadron Canadian Air Force in Britain, nothing was done to estab-
lish a military air service for Canada until after the war. A tiny part-
time Canadian Air Force, CAF, emerged in 1920, and its members, 
all of them WW I veterans, carefully nurtured their British ties, most 
visibly by raising the Royal Air Force ensign on November, 30, 
1921. On March 12, 1923, the Royal Canadian  Air Force, a desig-
nation approved  by King George V himself, headed Routine Orders 
for the first time. 
     Next came the adoption of the RAF's blue-grey uniform and its 
motto, Per Ardua ad Astra or Through Adversity to the Stars. The air 
force, part of a major reorganization of Canada's defence forces be-
gan in 1922 and culminated in the promulgation of King's Regula-
tions and Orders for the RCAF on April 1, 1924. The government 
decreed this the birthplace of the new service, starting point for CAF 
members who chose to make a career of the air force. 
     During World War II, through the auspices of the British Com-
monwealth Air Training Plan, BCATP, the RCAF trained 131,553 
aircrew, including 42,110 RAF; 9,606 Royal Australian Air Force; 
7,002 Royal New Zealand Air Force; and 72,835 RCAF. Training 
for fighter and bomber pilots, navigators, air-gunners, bomb-aimers, 
wireless operators and ground crew occurred at more than 100 hast-
ily built locations across the country. The complication for 
Mackenzie King and his wish for a war of "limited liability" was 
that over half the BCATP graduates were young men from Canada, 
many of whom ultimately served in the squadrons of RAF Bomber 
Command. 
     Flying in a bomber over German-occupied Europe turned out to 
be one of the most hazardous jobs of WW II. Our official history 
tells us that the RCAF suffered 13,498 fatal battle casualties during 
WW II. Almost 75 per cent of those - 9,919 - were with Bomber 
Command. Overall RCAF losses from all causes, including those at 
home, came to 17,100.  

The airliner pushed back from the gate, the flight 
attendant gave the passengers the usual information 
regarding seat belts, etc. Finally, she said, "Now sit 
back and enjoy your trip while your captain, Judith 

Campbell and crew take you safely to your destination." 
     Ed sitting in the eighth row thought to himself, "Did I hear 
her right?  Is the captain a woman?" 
     When the attendants came by with the drink cart, he said 
"Did I understand you right? Is the captain a woman?" 
     "Yes," said the attendant, "In fact, this entire crew is fe-
male." 
      "My God," said Ed, "I'd better have two scotch and Sodas. I 
don't know what to think, with only women up there in the 
cockpit." 
     "That's another thing sir," said the attendant,  

"We no longer call it the cockpit." 

Abuse her and you'll regret it!!!! 
     On some planes, the pilots aren't even allowed to start the en-
gine... 
     Turbines start by whining for a while, and then give a lady-like 
poof and start whining a little louder. 
     Round engines give a satisfying rattle-rattle, click-click, BANG, 
more rattles, another BANG, a big macho explosion or two, more 
clicks, a lot more smoke and finally a serious low pitched roar. 
We like that. It's a GUY thing... 
     When you start a round engine, your mind is engaged and you 
can concentrate on the flight ahead. Starting a turbine is like flicking 
on a ceiling fan: Useful, but hardly exciting. 
     When you have started  a  round engine successfully, your Crew 
Chief looks up at you like he'd let you kiss his girl, too! 
     Turbines don't break or catch fire often enough, which leads to 
aircrew boredom, complacency and inattention. A round engine at 
speed, looks and sounds like it's going to blow any minute. This 
helps concentrate the mind! 
     Turbines don't have enough control levers or gauges to keep a 
pilot's attention. There's nothing to fiddle with during long flights. 
     Turbines smell like a Boy Scout camp full of Coleman Lamps. 
     Round engines smell like God intended machines to smell. 

Pass this on to an old Round Engine guy (or his son, or anyone 
who flew them) in remembrance of that "Greatest Generation." 

 

Airshows at Canada’s Aviation News Source - Airshow Dates 
Airshow listings, information and news at Aviation.ca - Your Cana-
dian source for what's happening in the world of Pilots, Performers, 
and Snowbirds. 

http://airshow.aviation.ca/content/section/4/42/ 
This site was launched as a resource for those who enjoy listening to 

live air traffic control. 
http://www.thetracon.com/links/linkLIVE.htm  

What is the Hutchison effect? Some theorists think the effect is the 
result of opposing electromagnetic fields canceling each other out, 
creating a powerful flow of space energy. The Canadian government 
also reported invisible samples phasing in and out of existence 

hutchisoneffect.ca/Index.html 
Aviation Week & Space Technology 

http://www.aviationweek.com/aw/ 
Lancaster Bomber Video - WW II 

http://video.google.com/videoplay?docid=8725040788918615931 
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          A380 Tires Damage Airport Surface  
        During 'Abusive' Turn Test 
 

S omeone sent me some images showing 
what the main gear and tires do when the 

plane turns. Very nasty. The main gear were 
flexing, and the tires were scrubbing terribly, 
like halfway rolling over the sidewalls. Not to 
mention, it was literally 
tearing ruts in the tar-
mac. Can't imagine 

airports would be thrilled with having to 
sweep the taxiways after each A380 landing/
departure, and replace them on a regular ba-
sis.  
     Airbus was forced to respond to Internet-circulated pictures of 
A380 tow tests, which show the landing gear carving grooves in the 
asphalt during turns sharper than normal limits. Reaction pushed the 

company to issue a letter to "airline focal 
points" on July 19, 2005.  
     Officials at Airbus and Goodrich, which 
engineered and builds the main landing gear, 
insisted the results validate their design and 
they do not plan any changes. "Although 
spectacular for the non-specialist, actual 

deformations are not as high as on some other aircraft," Airbus 
wrote to the airlines. "Preliminary results confirm the design values 
of loads and deformations."  
     But while they are happy with the gear, others--such as airport 
operators--see the torn tarmac and wonder what will happen to their 
property. Some want more information, such as how strong the dam-
aged asphalt was.  
     The June 25, 2005, tow tests at Toulouse were intended to stress 
the landing gear during "abusive cases" outside normal operation, 
Airbus says. During the trials, the gross weight was 546 metric tons 
(1,204,000 lb.), maximum takeoff weight for the aircraft is 560 tons. 
The tests consisted of "towing and pushback maneuvers at high 
weight, with various nose-landing-gear steering angles ranging from 
typical operational values up to extreme cases, close to bottoming of 
steering actuators, beyond the allowed towing/pushback limits," 
Airbus says.  
     Maximum steering angle for the A380 during towing was re-
stricted to a standard 60 deg., Airbus says. The tests were performed 
at 60 deg. and higher, reaching a maximum of 72 deg.  
     "Given the gear deformation buildup, no truck driver would ever 
bring the aircraft to the extreme steering angles achieved during this 
particular loads testing," Airbus says.  
     The A380 has four main landing gear, two on the body with six-
wheel trucks and two on the wing with four-wheel trucks. The wing 
gear are forward of the body gear. On an aircraft with a simpler sin-
gle-axle main landing gear, the axes of the nose wheel and the main 
wheels intersect at the center of the turning radius. But multiple 
main gear axles form parallel lines that can't intersect at the turning 
center, and some of the tires have to scrub laterally in a turn. The 
sharper the turn, the more they scrub. The Boeing 747 alleviates this 
problem by steering the body gear at low speeds so the axes point 
toward a common turning center, which reduces scrubbing.  
     The entire A380 body gear doesn't steer, but the aft axle does 
steer on the six-wheel trucks. If the body steering mechanism is in-
operative, the A380 can be dispatched with the wheels aligned and 

locked. The wing gear do not steer at all. In the photos, it is the wing 
gear that are scrubbing. The tests were the first in a series to check 
A380 ground handling. Last August-September, Airbus planned to 
assess minimum turn radius at heavy weight and taxiing the aircraft 
with engines running. U-turns were also on the to-do list.  
     Airbus officials have begun trying to explain the situation, saying 
the tests marked a positive step in verifying that the A380 can taxi 
using FAA Design Group V or ICAO Code E runway/taxiway sys-
tems--a standard measure for those surfaces.  
     For the June 25, 2005 test, body wheel steering was deactivated. 
The aircraft was near its maximum weight, with an aft center of 
gravity, to represent a worst-case condition. The test procedure con-
sisted in towing/pushing the aircraft out and into a turn. When the 
turn radius was stabilized, the aircraft was stopped, and pictures of 
the landing gear were taken.  
     Airbus officials note that given the roughly 90F temperature on 
the day of the test, and the fact that the aircraft was turned beyond 
set limits, "it is not abnormal to have some local deterioration of the 
asphalt." But one airport official quipped: "Ninety degrees? Is that 
all?"  
     Three tires were replaced after the test. This wasn't mandatory, 
Airbus says, but helped with the flight test schedule. Airbus expects 
the A380 to be able to perform U-turns in a similar or smaller space 
than the A340-600 due to its shorter wheelbase. Moreover, the com-
pany points out that with 20 main landing gear wheels, the per-
wheel weight on the A380 is lower than Boeing's 777-300ER.  

-------------------------------------- 

L ufthansa  operated an A380 to the U.S., and Hong Kong in 
March. Lufthansa took the A380 on a series of route-proving tests in 
March which included the jumbo jet's first landing in the U.S. 
     The airline, which expects to take delivery of the first of 15 or-
dered aircraft in the summer of 2009, said A380 number 007 was 
scheduled to arrive in Frankfurt on March 17, then carry approxi-
mately 500 "guests" to New York - JFK airport two days later. Most 
passengers would be Airbus and LH staff. The airline said the air-
craft would also visit Hong Kong, Washington Dulles and Munich. 
The tests were to be concluded March 28. 
     Lufthansa, which already has worked with Airbus on evacuation, 
early long flight and cabin service tests, said its route-proving rela-
tionship is "exclusive." 
     Both Airbus and LH pilots would fly the aircraft, while employ-
ees from both companies onboard test in- flight systems, air condi-
tioning, lighting, acoustics and other equipment. LH flight atten-
dants would also work the cabin. In Frankfurt, the airline  
“rigorously tested the entire ground infrastructure for the A380," 
including comparing turnaround time with its other long-haul types. 
It began constructing an A380 hangar at FRA last fall.  

A380  Orders so Far 
Emirates: 43 aircraft -- Lufthansa: 15 -- Quantas: 12 
Air France: 10 -- Singapore Airlines: 10 -- Fedex: 10 

International Lease Finance:  10 -- MAS: 6  
Thai Airways: 6 -- Virgin Atlantic: 6 -- Korean Airlines: 5 

 

The Web Site is being updated and given a facelift at the 
same time, and we need your help.  Any FE out there who 
has the wrong information on the site, and wishes to cor-
rect his address, phone number or email . . .   
please contact Geoff Brogden at gbrogden@sympatico.ca 

with your corrections. 
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C harlie Brown was a B-17 Flying Fortress pilot with the 379th 
Bomber Group at Kimbolton, England. His B-17 was called 

'Ye Old Pub' and was in a terrible state, having been hit by flak and 
fighters. The compass was damaged and they were flying deeper 
over enemy territory instead of heading home to Kimbolton.  
     After flying over an enemy airfield, a pilot named Franz Steigler 
was ordered to take off and shoot down the B-17. When he got near 
the B-17, he could not believe his eyes. In his words, he 'had never 
seen a plane in such a bad state'. The tail and rear section was se-
verely damaged, and the tail gunner wounded. The top gunner was 
all over the top of the fuselage. The nose was smashed and there 
were holes everywhere.  
     Despite having ammunition, Franz flew to the side of the B-17 
and looked at Charlie Brown, the pilot. Brown was scared and strug-
gling to control his damaged and blood-stained plane.  
     Aware that they had no idea where they were going, Franz waved 
at Charlie to turn 180 degrees. Franz escorted and guided the 
stricken plane to and slightly over the North Sea towards England. 
He then saluted Charlie Brown and turned away, back to Europe.  
     When Franz landed, he told the C/O that the plane had been shot 
down over the sea, and never told the truth to anybody. Charlie 
Brown and the remains of his crew told all at their briefing, but were 
ordered never to talk about it.  
     More than 40 years later, Charlie Brown wanted to find the Luft-
waffe pilot who saved the crew. After years of research, Franz was 
found. He had never talked about the incident, not even at post-war 
reunions.  
     They met in the USA at 
a 379th Bomber Group 
reunion, together with 25 
people who are alive now  
all because Franz never 
fired his guns that day.  
     Research shows that 
Charlie Brown lived in 
Seattle and Franz Steigler 
had moved to Vancouver, 
BC after the war. When 
they finally met, they dis-
covered they had lived less 
than 200 miles apart for 
the past 50 years!!  
   

  Membership Dues 
It is interesting to note that 38 members have allowed their 
CMFEA membership to expire at the end of 2006 and there-
fore, regrettably missed their chance to be a winner in the free 
Life Membership draw that takes place on April, 01 of each 
year. Paid up dates can be verified by checking your latest 
Propwash envelope. The number after your name indicates 
when your current membership runs out.  

(Example; -7 means you are current until Dec 31, 2007,  
any number lower, indicates your dues are due). 

Charlie  ----  Franz 

Aircraft. . . . . . . . . . . . . . . . . Der Fliegenwagen 
Light Aircraft. . . . . . . . . . . . Der Kleinen Fliegenwagen 
Propeller. . . . . . . . . . . . . . . . Der Airfloggen Fan 
Self Starter. . . . . . . . . . . . . . Der Airfloggen Fan Flinger 
Control Column. . . . . . . . . . Das Puschenpullen Schtik 
Rudder Pedals. . . . . . . . . . . .Der Tailsschwigen Werks 
Pilot.. . . . . . . . . . . . . . . . . . . Der Tailsschwigen werks puschen
       pullen schtik Werker 
Student Pilot. . . . . . . .. .. . . . Der Dumpkoff Lernen Fliegen 
Instructor. . . . . . . . . . . . . . . .Der Dumpkoff schtul mit der  
       dumpkoff 
Air Traffic Controller. . . . . . Der Scheinhund Ubbenzie tauer  
      watchen der oder Dumpkoffs fliegen 
Ground School. . . . . . . . . . . .Das Hedschatchen Bukworken 
Link Trainer. . . . . . . . . . . . . .Der Boks mit aller fliegenwerks innit 
V.F.R. . . . . . . . . . . . . . . . . . .Lookouten seein fliegen 
I.F.R. . . . . . . . . . . . . . . . . . . .Lissen waiten hopen fliegen 
Forced landings. . . . . . . . . . .Triener getbakkonner groudd  
       mittout kraken 
First solo. . . . . . . . . . . . . . . . Triener getbakkonner groudd  
       mittout kraken Der Dumpkoff  
       lernen fliegen 
Chief Flight Instructor. . . . .. Der Fliegen Fuhrer  


