
August 2011 editor’s 

I  read the article of the F/E Trade with some interest. I do believe part of the reason we are fading away, just like the 
R.Os and Nav, was that some of the leaders were not pushing for more responsibilities for us. I almost fell out of my 

seat when I found out that we didn't touch throttles, compute fuel burns ranges as such. 
     Now its been decided the trade should go away. It will be interesting to see how many folks are interested in riding 
around in the back end of aircraft for many long hours at a lower rank and pay scale. The concept of Crewmen has been 
done before.  Many of us were selected for the Special Crewman's Course down in Centralia, including the sort of tests 
reserved for other aircrew. Great training but it sort of stopped after a while. I figure no one knew just what to do with 
us. Now again, they don't seem to know what to do with the Flight Engineer. When transferring from Maritime to Trans-
port, I soon found out that many of the pilots were not all that interested in our opinion. Some were downright nasty. I 
had gotten used to the idea of being an equal crewmember. We got involved in parts of crew training and tactics.  A 
couple of us set up the first Sea Survival Course, (Our crew Lead RO and myself). Some of us spent a lot of time in the 
pilots seat doing some real flying practice. It came in handy when I started water bombing in the same Neptune's I had 
flown in Comox. Picking up Pilot qualification on Neptune and Canso was a real thrill to me, after many hours of just 
sitting there in the Hercs. I used the system to get what I joined to get, to fly aircraft and pick up some civilian qualifica-
tions. After collecting my Commercial Pilot, Class One Instrument rating, Class two Pilot Instructor rating Civil F/E. and 
AME, I decided it was time to leave the outfit. I guess I didn't quite fit the mould of Transport F/E.  I'm sure the parting 
was mutual. Transport just wasn't my favorite place to be, although it seems a lot of guys sure liked that Command. 
              Denis Love 

 

B ack in the days when computer technology wasn't advanced at all and airplanes got more complex, there used to be three persons in 
the cockpit. The Captain, First Officer (Co-pilot) & The Flight Engineer formed a three 
man crew in the flight deck. In order to dedicate a person to monitoring the engines and 

other critical flight systems, the position of Flight Engineer was created. 
     Today's modern flight crew consists of only the first two, (for modern airplanes that is.)  
Airplanes like the Boeing 707, 727 and earlier versions of the 747, plus the Airbus A300 and 
the Concorde all had a control panel for the FE. The  FE's job was to control and monitor vari-
ous systems onboard an aircraft, and assist the Captain & FO during all phases of flight. In 
most of these aircraft, the FE's control panel was positioned on the right side of the flight deck 
behind the FO against the wall. Meaning that during operation, the FE would sit sideways 
looking at the panel or be faced forward to manage power settings. 
     Being a flight engineer doesn't mean staring at some gauges all the time, tasks came in a 
wide variety with a lot of responsibility, such as monitoring and setting: Fuel, Pressurization 
and Air Conditioning, Hydraulic, Electrics, Ice and Rain Protection, Oxygen, Fire and Over-
heat Protection, and Powered Flying Controls. During all phases of flight, the FE would be responsible for the power settings by adjusting 

the throttle levers. 
     Next to that, the FE would be responsible for (pre-flight) inspections and Weight & Balance cal-
culations and reading checklists. During emergencies the Captain would hand over the controls to 
the FO so the Captain and the FE could take care of the problem. The FO would be the PF (Pilot 
Flying). The role of the FE was replaced by the rise of advanced computer and software technology. 
Allowing for the elimination of the requirement of an FE. On the new generation flight decks, com-
puters monitor and adjust settings automatically by input from sensors. This on it's turn allowed airlines 
to cut costs by reducing flight deck personnel. What happens when there's an emergency now? 
     Technology is now so advanced, that whenever there's a malfunction, it will be displayed on a screen 
in the cockpit. Tasks are divided, one pilot will do the flying (PF) and the other one ('PNF': Pilot Not 
Flying or 'PM': Pilot Monitoring) will resolve the issue. Something widely known in the aviation indus-
try is: Aviate, Navigate, Communicate. 
     Personally, I think it's a pity the role of the FE is ruled out by computer technology. Of course it has 
made aviation a whole lot safer, and it allowed airliners to cut costs, but it seemed like an awesome job. 
The medical requirements were not on the same level as the one for pilots, thus making this occupation 
accessible for a wider group of people. It was a nice first step as a job in the cockpit. 

Although they are not completely gone (as there are still older planes flying around) FE's are seen less and less. 

Check out the FE lament on your browser —— http:/www.youtube.com/watch?v=_4TRSYhrEJE&feature=related 

note 

KLM Flight Engineers throwing their 
hats up in the air after KLM's last 
flight with an airplane that required 
a Flight Engineer.  

747-300  PH-BUN  

Flight Engineer's control panel in the Concorde 
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G eoff was born on June 21, 1927, at the family farm home, four and a half miles South West of Cartwright, in southern 
Manitoba.   

       When he was ready for school, he tagged along with the rest of the children to Cartwright, four and a half miles away. 
During the winter, he had the comfort of riding in a cutter and later a van. When the horses were in use during the spring and 
fall, he would walk to school.   
     The war years came when he was reaching high school. Most of the men of age were in uniform and there was a need to 
fill vacancies in the fields.  Even though Dennis and Geoff were barely into their teens, they served as one man on a stook wagon at threshing 
time, and remained on the job each year till the harvest was completed. This prevented them from attending school for approximately the first 
month and a half each fall.  Geoff didn't ever recall being a teenager. You were a child until you could do a man's work, then you were a man.   
     During the war years he would see a number of twin engine Anson's or Cessna Cranes, almost daily, on their cross country navigational 
training flights.   
     Cartwright boasted an Air Cadet Squadron during the mid 40's. He was a member during its entire existence, and thoroughly enjoyed the 
program.  Most of the activities learned, he used in later life. This was what he considered his most cherished recreation while growing up. 
     After the harvest of 1946, Geoff journeyed to Winnipeg to enlist in the RCAF (Royal Canadian Air Force). Unfortunately, recruiting had 
stopped only a few days prior to his arrival in Winnipeg. He was assured that recruiting would resume shortly and that he would be called. By 
June, Geoff knew that recruiting had started, the notices were on the radio daily beginning in early summer. After the harvest in 1947, he 
wrote a letter and it was answered promptly by an invitation to come and "sign up". He left home in early January and was sworn in on Janu-
ary 6, 1948, by Flight Lieutenant, J.O. Maitland who ten years later would be in Geoff’s first class when he began instructing. Within a day or 
two, he was on his way to RCAF Station Trenton, where he would spend two months in "boot camp", officially known as Basic Training. 
This was an exciting time as Trenton was a flying station and there were always aircraft coming and going. There were some "regulations" to 
learn as part of basic training, but the most emphasis seemed to be on drill. It didn't bother him in the least, as he was familiar with drill that he 
had previously learned in Air Cadets.   
     In two months, those who were destined for technical trades were off to Camp Borden and the classroom. Geoff was to be trained as a Aero 
Engine Mechanic.  By the end of August 1948, he had graduated and received a posting to RCAF Station Rockcliffe, near Ottawa.  This was 
another flying station and he was anxious to 'get his feet wet'. It would be a month before he would see the place as he hitch-hiked the 1300 
miles to the farm to take part in the harvest.  Returning to Rockcliffe by bus, and getting settled, was a time filled with excitement.  It didn't 
take long to get in the swing of things, and by the following spring, he was well established and assigned to help maintain an aircraft on de-
tached duties for the summer. He was based at RCAF Station Edmonton, Alberta, with a six man crew and their aircraft, a Dakota, number 
580. They spent the summer transporting supplies to bases from there to the Yukon (the recipients were involved with photographing the north 
for mapping purposes). These supplies were everything from oxygen cylinders to fresh vegetables, and clothing, even people. He was fortu-
nate to be able to fly on a  number of these trips and became more determined to become a full fledged member of the flying fraternity. They 
felt that they had accomplished a great deal that summer, it was a very satisfying time. 
     The following year, 1950, Geoff spent the summer in the Arctic with an aircraft on geodetic survey operations. The aircraft, a Norseman, 
number 371.  By early summer, they had enjoyed some time at Golden Lake carrying out valuable training for the pilots and the groundcrew 
such as water landings and maneuvering on the water. Among other things, they learned how to beach the aircraft and secure it to trees to pre-
vent damage from high winds etc. Unfortunately, when the lakes were eventually free of ice inside the Arctic Circle, and they reached the far 
North, there were no trees, which meant improvising. There were rocks, not as easy to work with, but satisfactory for securing the aircraft.  
Prior to this, the only mapping that had been done in the North was along the shorelines. Inland, the maps were filled in by a lot of guess work.  
They would take a geodetic party of two, and their equipment to a predetermined destination, drop them off and go back for another party to 
be taken to a destination that would end up in an extended line. At their locations, parties would establish, by the use of an astro compass, ex-
actly where they were on earth and leave an instrument in a small marker of cement. When this was done, the party would be retrieved and 
moved to the next site, and so on. The following year, the photo aircraft would use these markers as reference points and take pictures of the 
terrain, thus accurate mapping was achieved.  It was a very satisfying job, and a great way to see the vastness of the North, complete with its 
oddities, i.e. fishing at 2 am with the midnight sun brightly shinning . 
     In January 1951, Geoff was posted to 426 Squadron, based in Montreal. The Korean War had been going on for six months and a 426 
Squadron detachment had been actively involved in a supply run from Tacoma, Washington to Tokyo, Japan, in support of the Allied Forces.  
Geoff  spent the next six months in Tacoma and the next seven and a half years with this squadron and became associated with the aircraft 
they flew. The aircraft was the North Star, the workhorse of the time and the "Model T" of the 'four engine' era. 
He spent the next two and a half years as an engine mechanic, serving for a period of time on the detachments in Tacoma, Shemya in the Aleu-
tians, Tokyo, and North Luffenham in England.  In 1953, Geoff applied and was accepted to begin training as a Flight Engineer. In the follow-
ing few years, he would amass a wealth of experience and have the opportunity to see not only the length and breadth of Canada, but deliver 
cargo and personnel to most parts of the globe.  
     Geoff was always interested in learning to fly, so while in Montreal, in the early 50's, he joined the Montreal Flying Club and took the 
course, the flying phase only. Since he and four or five others were "Air Force", they figured that they could look after the ground school 
phase themselves, and so they did. They had to write the necessary exams of course, but there wasn't a problem. He had his first flight on June 
13, 1952. On July 1, 1952, he soloed followed by his final flight check on January 23, 1953, having qualified as private Pilot. In those early 
days, he did a moderate amount of flying in this environment, but he was heavily involved with flight engineer duties in the service so the pri-
vate piloting took a back seat. 
     In 1958, he was posted to the training unit at RCAF Station, Trenton, and became involved with teaching pilots and flight engineers the 
technical systems of the North Star. He also taught the technical systems of the Dakota aircraft to Dakota pilots. “We made our own training 
aids, and what we couldn't make, we improvised with self drawn pictures on the blackboard”. It was a most interesting time. Things are quite a 
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bit different now, almost 50 years later. 
     In 1961, the air force acquired the Yukon (the CL 44 in civilian circles), a turbo prop aircraft built by Canadair in Montreal.  As one of the 
first sixteen engineers to take the course, Geoff and the group were involved with the IFTs (Intensified Flight Trials) and the OSTs 
(Operational Suitability Trials).  He would stay on the training unit to instruct on this aircraft for the next four years. In 1965, Geoff would 
remain in Trenton and was posted to the operational unit, 437 Squadron. For the next five years, he would fill a recently established  new posi-
tion as that of a  Training Engineer. In 1968, unification took over the military. Now instead of belonging to the RCAF, no one had any iden-
tity, all were now members of the armed forces. Rank designations changed, there was no distinctions between Army, Navy and Air Force.  
Everyone wore the same uniform. As a result of this, morale took a definite slump. 
     In 1970, the Yukon was retired and the air force obtained the Boeing 707, a pure jet aircraft. This was a new top of the line aircraft in the 
transport world. It was the latest mark with the latest developments, even though the type had been around for over ten years.   
     Geoff's next posting in February of 1972 was to the East coast on to the "Argus" aircraft, a maritime submarine hunter. After a six month 
course in Greenwood Nova Scotia, he was posted to Summerside, Prince Edward Island. There were six aircraft in the squadron that were in-
volved with patrols of sixteen hours duration that covered large areas of the Atlantic. Longer patrols of twenty hours duration had been re-
duced. In Summerside, Geoff was in charge of the FE section and was heavily involved in standardization. This was back to the old piston 
engine aircraft, which had a minimum of automatic controls and required a lot of monitoring. It was truly a flight engineers dream. Four years 
later in 1976, Geoff was promoted and sent to 404 Squadron, the Maritime Training Unit, in Greenwood. As Chief Flight Engineer Instructor, 
he was responsible for the administration of the section. In addition, he was also responsible for check rides, for both flight simulator and flight 
line and also on "check" flight engineers from both the East and the West coast, and on student graduates. He also filled the position of squad-
ron disciplinarian, and had the job or writing parade orders and actively participating in the tri-monthly graduation parades.   
     When the Argus was phased out in 1980, Geoff was sent back to 436 Squadron in Trenton on an aircraft he had not yet been involved with, 
the C 130 Hercules. The Herc was a super aircraft, very versatile and rugged. Again, it was on to Northern supply trips, with weekly flights to 
Alert, the most Northerly base on the planet. In addition, there were the regular overseas run to Europe. Working with the army in one exer-
cise, a 23,000 pound bulldozer was dropped from the back of a Herc. It was secured to a pallet and the huge parachutes allowed it to float 
down to a landing, sufficiently soft enough to allow the dozer to be driven away. Geoff took part in a winter exercise in Norway, where they 
transported four by fours and other similar type vehicles to and from the area.  
     Geoff's service career terminated after reaching age 55 in 1982. It was three months short of 35 years service. 
     After being  released from the service, he had an interest in continuing in aviation. He spent the next few months studying and writing ex-
ams for the necessary licenses for civil employment.  Nine months after retirement, Geoff was called and began training two days later. In 23 
days, he had completed the nine days of classroom and two weeks of simulator training. He flew as a flight engineer for Worldways, Canada, a 
charter airline out of Toronto. They had recently purchased four DC-8 - 63's that had seating for 249 passengers. Generally the flights were to 
the South to the warmer climates. In the winter, they flew to Mexican coast destinations, the Caribbean Islands and to the South American 
coasts. In the summer, they flew charter flights overseas to Europe. Geoff flew for Worldways for seven and a half years. He had decided to 
stop in November of 1990, but the airline folded a month before, in the first part of October. It was a very enjoyable time. No administration, 
just be a "line" flight engineer. It was retirement with a twist, working at what he loved without the paper distractions. This is how he had 
started, and evolution had taken a full circle. There are very few people in this world that spend an entire career doing what they thoroughly 
enjoy. He was one of those people.  
     After retirement, he became a member of the CMFEA (Canadian Military Flight Engineers Association) which has bi-annual reunions.  
From time to time, he was asked to speak to new classes of potential flight engineers as they began their flight engineer training in the military.  
This was always a truly satisfying and proud moment. In 2005, the decision was made to move the CMFEA National Committee from Ottawa, 
where it originated, to Trenton, This resulted in nominating a new committee. When the votes were in and the smoke cleared, Geoff found 
himself elected as the new National President. 
     Sadly, Geoff passed away suddenly, on May 7, 2011. He will be truly missed by all who knew him. . . .   

The 747-8 Intercontinental is the 
largest and newest 747 version,  

the longest passenger aircraft in the 
world.  

The 747-8 is offered in two main 
variants: the 747-8 Intercontinental 
(747-8I) for passengers and the 747-

8 Freighter (747-8F) for cargo. 
B-747-8 & B-787 

   Alaska Airlines has become the first US domestic airline to announce plans to issue Apple iPads to all its pi-
lots for use as Class 1 portable, kneeboard electronic flight bags (EFBs), following a successful trial. The 1.5lb 
iPads, which replace up to 25lb of paper flight manuals, contain an app called GoodReader that is loaded with 
PDF versions of 41 flight systems and performance manuals, reference cards, and other materials. 
      In conjunction with replacing paper manuals, Alaska is exploring the replacement of paper aeronautical 
navigation charts with electronic versions on the iPad, eliminating the need for every pilot to carry their own 
copy.   
      The two initiatives, dubbed "Bye, Bye, Flight Bag," will save about 2.4 million pieces of paper, according to 
the carrier. 

 

19 WING COMOX BC  
407Sqn.— 70th Anniversary  

Reunion 
16—18 September 2011 

 
Due to operational commitments, this 
event has been postponed until May 

2012 
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     CMFEA SIM Work Schedule 
 
D iscussion for the production of a Flight Engineer display at the National Airforce Museum began at CMFEA meetings in 

early 2009. We had been approached by the Museum staff to clean up the derelict C130 Systems Trainer that they had in 
their possession. It would be used as a display item at the museum and would include Flight Engineer memorabilia, with a Power 
Point video display, to explain the history of the Canadian Military Flight Engineer occupation. 
     Work started on the project after an initial meeting with the Museum Curator on Nov 26, 2009. On Dec 2, 2009, the following 
personnel carried out an initial inspection of the derelict systems trainer to plan for it’s cleanup. 

Geoff Brogden, Mac MacGregor, Ray MacIntosh, Larry Cote, Shorty Hazelton and Gerry Homer. 
     The initial cleanup started on Feb 2, 2010, and we passed over the finished product to the museum on Dec 3, 2010. The total 
hours worked by the cleanup crew to complete the job was 121 hrs. This does not include the hours needed to scrounge parts, pur-
chase supplies, do paper work, and hold the necessary planning meetings to complete the job. 
 
Cleanup Crew Hours — Larry Cote – 68 hrs, Ray MacIntosh – 32 hrs, Shorty Hazelton – 15 hrs and, Gerry Homer – 6 hrs. 

 R ay McIntosh and Larry Cote presenting a cheque for $500 dollars to 
Chris Colton director of the National Airforce Museum of Canada. The 

money is to be used to purchase some audio visual equipment that will be used 
in the future flight engineer display. Last year, we entered into an agreement 
with the museum whereby we would restore the old Edmonton C130E simula-
tor for display in the museum. In return, the museum would ensure we would 
have space secured for a future Flight Engineer display when the museum is 
completed. Larry Cote was in charge of the project and did a great deal of the 
work with help from Ray McIntosh, Shorty Hazelton, and Gerry Homer. Our 
goal over the next few months, is to come up with some kind of display that will 
tell the story of the flight engineer trade from its beginnings up to the present 
day. That means, everything from Bomber Command, Maritime  Patrol, 
Transport, Tactical Helicopter to Search & Rescue that all have great stories to 
tell.  
 

I hope that our members can help in this endeavour, so any ideas or suggestion would be greatly appreciated.   

Please send Mac MacGregor  home address and/or email address 
changes so that he can update the “OLD BOYS” page  

on the CMFEA website 

 THANK YOU JAMES! 

T he Flight Engineer trade became official on April 1, 59 For the past several years , we celebrate the anniversary at 
413 RCAF Wing at Trenton, Ontario. To promote membership and encourage Flight Engineers to pay their mem-

bership dues ,we hold a membership draw on the anniversary. Only paid up members on or before April 1, are included in 
the draw For members who pay annual dues - they receive a LIFE MEMBERSHIP. Flt/Engs. who are already life mem-
bers receive a cheque for $100.00 . 

     This year at "the wing Col. Dave Cochrane pulled a number that belonged to James  Stewart of Edmonton. James is a life member and I 
had prepared a cheque to mail to him. But first, I wanted to verify his mailing address. Unable to contact James via phone , I emailed John 
Scoffin who answered with all the info and also passed the news of the draw on to James Stewart. James immediately called me and stated he 
wanted to donate the $100.00 to the CMFEA. 

     All members owe James Stewart a vote of thanks.  
             Ray McIntosh Treasure CMFEA 

Send future membership dues to  — Ray McIntosh, 62 Nicholas St., Trenton,  ON,  K8V 4H7  or to;  
                   — Mac MacGregor, 8 Rosslyn Drive, Brighton, ON,  K0K 1H0 

Went for my routine check up today and everything seemed to be going 
fine until he stuck his index finger up my ass!  

Do you think I should change dentists? 
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S ince the flight of Apollo 11, and the landing on the moon of Neil Armstrong and 
Michael Collins on July 20, 1969, I have had the desire to view the launching of a 
space craft. On July 20, 1969, I was on a search out of Whitehorse, YT, and was 

able to listen to the whole dialogue between the astronauts and mission control on our 
UHF radios.  
     It was just like "being there", and thus stirred the desire to somehow, someday be 
able to witness a spacecraft leave "the surly bonds of earth". 
     We were all aware early this year that there would be only three missions left for the 
spacecraft from the Kennedy Space Centre: Discovery on 24 February; Endeavour on 19 
April; Atlantis, 28 June. Therefore, it became a now or never situation for me if I was ever 

going to see a shuttle launch. I started planning. The object I decided would be the launch of Space Shuttle Endeavour on April 19, 2011. I 
was going to make plans to be there. 
     The planning started two months before. We had a bit of a time constraint to consider as we had to be home by April 29. I worked back-
wards from the 29th, figuring out our route each day and how far we would have to travel. Just in case the shuttle was delayed for a day, I 
took that also into consideration. I made reservations for a hotel at Cocoa Beach for four days so that we would have time to explore the area, 
and visit the Kennedy Space centre while we were there. All that done, I began working on our trip from home. 
     We left home March 22, and drove south to California running into snow in northern California, and cool temperatures throughout the 
state. The weather did improve when we turned the corner and started driving east. I chose this longer route to avoid the winter weather that 
was still plaguing the central states. The plan worked, and we avoided any bad weather on our drive east to Florida. 
     I had ordered tickets for the launch from a tour company before we left home, and didn't know until we had been on the road for three days 
if we would have tickets or not. We were ecstatic to receive an e-mail from the company telling us that, yes there were tickets available, and 
they would deliver the tickets to our hotel in Cocoa Beach as I had requested. Our plans were really coming together. It was great news. 
     Once we had reached Florida, we had time to sight see before the date of the launch; however, the first thing I wanted to do was to go to 
the hotel in Cocoa Beach and pick up the tickets. Everything was just going as planned until.................when we reached the hotel, and I went 
to claim the tickets, my high spirits were immediately dashed to the ground when I was told the launch of Endeavour had been delayed until 
April 29. I was devastated! 
     We spent the next 10 days being tourists in Florida, and drove as far south as we could and enjoyed a day at Key West. Then we headed 
north again determined to make as much of the excursion as we were able. We booked into a hotel near the Kennedy Space centre for three 
nights. 

 
 

T he value of the Flight Engineer (Flt Engr) occupation is well-recognized, and this important cadre of flyers will continue their vital  
contribution to Air Force operations for decades to come. Change is required, however, for the occupation's long-term health and 

for the success of its members. 
Changes to occupation structure 
     The Flt Engr rank structure has been revamped and made more consistent with other CF occupations. Changes will be implemented 
between now and 2015, and, as a result, sergeants and below will carry out the technical work. 
     Flt Engr career paths will expand beyond flying operations, providing greater employment flexibility and improved succession 
planning and rank progression opportunities. 
     By 2015, the corporal to sergeant rank levels will carry out flying duties. Warrant officers will maintain their responsibilities as Flt Engr 
leaders on most flying squadrons, but with full concentration on leadership and supervisory duties. Standards and evaluation warrant offi-
cers will continue to perform f lying duties  due to  the requirements of their jobs. 
     Also effective in 2015, all Flt Engr Warrant officers (and above) will transfer to the aircraft maintenance superintendant (AM Sup) 
occupation, consistent with air maintenance occupations. Opportunities are available on a case-by-case basis for those Flt Engrs wish-
ing to transfer before 2015. 
     For successful transition to AM Sup, a limited number of master corporal- and sergeant-level Flt Engrs will be employed in maintenance 
positions to build first-hand experience in higher-level maintenance functions and to gain supervisory exposure in aircraft maintenance set-
tings. 
     In an effort to more closely align flying operations with aircraft maintenance operations, the Flt Engr occupation will be managed under 
the air maintenance umbrella beginning in 2015. 
     With these structural changes, Flt Engrs will remain close to their roots as aircraft maintainers, while consistently honing their opera-
tional flying and technical skills. 
Changes to career paths 
     Previously, Flt Engrs on their initial tour could not serve on four-engine aircraft. Following a change in air maintenance policies that are 
now qualification-based rather than rank-based, it's now possible to employ newly-trained Flt Engrs on all fleets, including the CC-130 Her-
cules and CP- 140 Auroras. 
     Their career paths will also be modified to better use their previous aircraft maintenance experience, enabling continuity of knowl-
edge on specific fleets and contributing to the Air Force mission —both in-flight and on the hangar floor. 
Secure Future 
     Flt Engrs will continue to provide in-flight technical expertise while benefiting from leadership opportunities and experiences. The new 
plan assures a very secure future for the occupation, and its members can look to the future with confidence and renewed optimism. 
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     The next day we were at the Kennedy Space centre when it opened at 9 AM. Our first stop was at the info. centre and the woman wrote 
down a schedule for us so that we were able to see and do as much as we were able while we were at the facility. The plan worked well. First 
we had a tour of the space rockets, and were able to see a rocket that was similar to the rocket that boosted Apollo 11 into space 42 years ago.  
We saw two very interesting 3D movies in their IMAX theatre: one regarding day to day activities on the space station, the other about the 
Hubble telescope. For lay persons, it just boggles the mind. 
     We took a tour of the space centre on a bus, getting off at two locations to visit the exhibits that were available at each stop. At the first 
stop we were able to see space shuttle Endeavour as she sat docked ready for her next flight. At that point we were far closer than any person 
would be on the actual day of lift off, and were able to take some pictures. We saw a film on how each shuttle is transported - literally inch by 
inch – until it reaches the launch pad about a month before the launch date. 
     At another stop we were able to see many artifacts from the Apollo era of space flight. They had an exact replica of the moon buggy on 
display, plus actual suits that various astronauts had worn. Well, we ran out of time. It was impossible to see all in one day, and we left the 
space centre as they were closing the gates at 5 PM. 
     However, plan B went into high gear. Since I had booked three nights at our hotel, we were able to once again present ourselves at pre-
cisely 9 AM the next morning at the Kennedy Space centre. We went early to see the various venues that we had missed the day before. That 
worked well, as early in the day, there weren't many people visiting these displays. We went on a space ride that simulated the actual feeling 
one would have aboard a space shuttle as it launched. We viewed again one of the IMAX movies, and took a bus tour so that we could see the 
things we had missed the day before. Mid-afternoon, we decided to say "uncle". 
     Never-the-less, we weren't finished. A few miles from the Kennedy Space centre is the Astronauts Hall of Fame (for U.S. astronauts only!).  
We stopped there and stayed 2 hours or more taking in the exhibits, and doing some 'hands on' activities. I took the opportunity to go into a 
centrifuge that simulated 'G' force: quite an experience. They had a number of hands on displays and few visitors that day, so we had some 
interesting time at this venue.   
     We left the Cape Canaveral area feeling that the cup was perhaps 3/4s full. Regardless, the one disappointing thing that I did not achieve 
was to cross this item - VIEW A SPACE LAUNCH - off my bucket list. We did have a most interesting time, and there are no regrets for hav-
ing made the effort. On May 16, I watched the launch of STS 134 on TV, and applauded as she safely lifted off on her last trip into space.   
And noting the cloud cover that was around that day, I did have the satisfaction of knowing that I probably had a better view of the lift off 
sitting on my sofa at home than I would have had standing at the Space Center and jostling with hundreds of thousands of other people all 
trying to get a better vantage point. It seems that there is a good side and a bad side to everything! 

PER ARDUA ADASTRA!  or through ENDEAVOUR to the Stars  Bill Munden  
 
     The last mission in NASA’s decades-long space shuttle program, Atlantis, rocketed into orbit at 11:29 a.m. EDT on July 8, 2011 and  
flew at 17,500 mph around the Earth. The mission, STS-135, caught up with the International Space Station in two days. 
The space shuttle launch marks the last in NASA’s history, closing out a government-funded space program that lasted 30 years. 

 
 

 

A ir France Flight 447 disappeared off the Brazilian coast in June 2009 with 228 people on 
board, leaving little but questions behind. French aviation authorities needed to find the wreck-

age, especially the plane's black boxes, to figure out what happened. Only problem: The impact site lay 
somewhere beneath a 90-mile-wide expanse of ocean. The French called on their military and interna-
tional oceanographic researchers to deploy submarines and an array of remotely operated vehicles. But 
the most powerful subsurface assets proved to be three Remus 6000 autonomous underwater vehicles, 
or AUVs. These torpedo-shaped robots can travel up to 22 hours at a stretch, systematically scanning 
the seabed with sonar that images a half-mile-wide swath with every pass. After two years of on-and-off 
searching, AF 447 remained lost. So the authori-ties revised simulations of ocean currents and looked in 

a new area. Just a week after reaching the new search zone, a Remus AUV launched from the vessel Alucio found the wreckage, 13,000 feet 
down.  
     The Air France flight from Rio de Janeiro to Paris had crashed in 2009 and plummeted 38,000 ft in just three minutes and 30 seconds be-
cause pilots lost vital speed data. Pilots on the aircraft got conflicting air speeds in the minutes leading up to the crash, the interim reports 
states. The aircraft climbed to 38,000 ft when the stall warning was triggered and the airplane stalled.. Aviation experts are asking why the 
pilots responded to the stall by pulling the nose up instead of pushing it down to recover. 
     Miles O’Brien, a pilot and aviation analyst, said: “You push down on the wheel to gain air speed, perhaps they (pilots) were getting infor-
mation that the air speed was too high. Pulling the nose up will exacerbate an aerodynamic stall.” 
     The speed displayed on the left primary flight display were “inconsistent” with those on the integrated standby instrument system (ISIS), 
the report says. The aircraft experienced some “rolling” before stalling and then descending rapidly into the ocean. The descent lasted 3 min-
utes and 30 seconds and the engines remained operational, said the report. It plunged at 10,912 feet per minute. 
     At the time of the descent, the two co-pilots and captain were in the aircraft cockpit. 
     In tech’s golden age, why can’t black boxes do more? Richard Quest, CNN’s aviation analyst, said: “For whatever reason the aircraft speed 
sensors failed and the A330 went into a high altitude stall. The pilot’s actions were unable to recover the aircraft and some might say, made the 
bad situation worse. “The actual falling from the sky will have been horrific. This plane fell out of the sky.” All 228 people aboard the Airbus 
A330 Flight 447 were killed  
     The pilots lost contact with air traffic controllers while flying across an area of the Atlantic Ocean known for constant bands of severe tur-
bulence. 
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     Air crash investigators at the Paris-based BEA have been working on the theory that the speed sensors, known as pitot tubes or probes, 
malfunctioned because of ice at high altitude. Since the accident, Air France has replaced the pitots on its Airbus fleet with a newer model. 
     The report quotes some of the pilot’s conversation — who were not named — and reveals that they were aware of the upcoming turbulence 
and storm. Four hours and six minutes into the flight, one of the co-pilots, referred to as PF, called the cabin crew, telling them that: “In two 
minutes we should enter an area where it’ll move about a bit more than at the moment, you should watch out… I’ll call you back as soon as 
we’re out of it.” 
     The report said that four hours and 10 minutes into the flight: “The autopilot [and] then [the] auto-thrust disengaged,” and co-pilot PF said: 
“I have the controls.” The report said the stall warning sounded twice in a row. 
     At four hours and 10 minutes into the flight the other co-pilot, referred to as PNF said: “So, we’ve lost the speeds.” A second later the stall 
warnings sounded again the report said. 
     At about this time, “The speed displayed on the left side increased sharply,” the report said. The aircraft was then at an altitude of about 
37,500 ft. 
     The report said that at this time co-pilot PNF tried several times to call the captain back to the cockpit. 
     The aircraft then climbed to 38,000 ft and at around four hours 11 minutes and 40 seconds into the flight, the captain re-entered the cock-
pit. During the following seconds all of the recorded speeds became invalid and the stall warning stopped, the report said. 
     Co-pilot PF said “I don’t have any more indications”, and the co-pilot PNF said “we have no valid indications.” About a minute later co-
pilot the PF said “We’re going to arrive at level one hundred.” This is a height of 10,000ft. About fifteen seconds later, the data recorder indi-
cate “simultaneous inputs by both pilots on the sidesticks.” 
     The recordings stopped at four hours 14 minutes and 28 seconds into the flight. A full investigation into the crash is expected next year. 
Airbus, manufacturers of the A330, said: “The BEA’s work constitutes a significant step towards the identification of the complete chain of 
events that led to the tragic accident. Airbus is committed to continuing to provide support to the BEA investigation with the objective of 
identifying all potential lessons to be learnt,” according to the Press Association. 
     In early May search teams found the crucial “data recorders” from the wreck site, estimated to lie at a depth of between 6,562 to 13,124 
feet. 
 
 

Interesting letter that was in Avweb's online newsletter from an experienced "Scarebus" pilot . 

W hen asked how I like the aircraft, I tell people that there is likely no easier airplane to take over an ocean, and that the systems design 
and presentation is superb. That said, the automation is more complex and less intuitive than necessary, and the pilot-aircraft inter-

face is unlike that of a conventional aircraft. Most important with regard to this accident is the fly-by-wire sidestick control. The sidestick it-
self has a very limited range of motion, making inadvertent over-control very easy. Of even greater significance, the stick itself provides no 
"feel" feedback to the pilot. That is, unlike a conventional aircraft, the pilot does not get a sense through pressure of how much input is being 
sent to the control surfaces. The most important advice I give to pilots new to the Airbus is to treat the aircraft not as an airplane, but as a 
video game. If you wait for the sidestick to tell you what you are doing, you will never get an answer. 
     Taking into consideration that Air France 447 was at FL 350 (where the safe speed envelope is relatively narrow), that they were in the 
weather at night with no visible horizon, and that they were likely experiencing at least moderate turbulence, it does not surprise me in the 
least that the pilots lost control of the aircraft shortly after the autopilot and autothrust disconnected. 
     Let's keep in mind that these are not ideal conditions for maintaining controlled flight manually, especially when faced with a sudden on-
slaught of warning messages, loss of autoflight, confusing airspeed indications, and reversion to "alternate law" flight control, in which certain 
flight envelope protections are lost. 
     A very bad Airbus design feature is thrust levers that do not move while in autothrust. They are instead set in a detent which would equal 
climb thrust in manual mode. If the pilots did not reset the thrust levers to equal the last cruise power setting, they likely eventually ended up 
in climb power, making it difficult to reset the proper cruise power setting and adding to what was likely already a great deal of confusion. 
     But the real problem probably occurred immediately after the pilot flying grabbed the sidestick and took over manually. Unfortunately, 
airline pilots rarely practice hand-flying at high altitude, and almost never do so without autothrust engaged. As a result, we forget that the 
aircraft is very sensitive to control inputs at high altitude, and overcontrol is the usual result. Because the Airbus sidestick provides no feed-
back "feel" to the pilot, this problem is dramatically compounded in this aircraft. 
     I believe the Air France pilot grabbed the sidestick, made an immediate input (because as pilots, that's what we tend to do), and quickly 
became quite confused as to what the aircraft was truly doing. This confusion likely was exacerbated by fixating on airspeed indications that 
made no sense while trying to find a power setting with no airspeed guidance. 
     When transitioning from autopilot to manual control at altitude in the Airbus, the most important thing to do at first is nothing. Don't move 
a thing, and then when you do, gently take hold of the sidestick and make very small inputs, concentrating on the flight director (which, in 
altitude hold, should still have been providing good guidance). Of course, this is much easier said than done with bells and whistles going off 
all over the place, moderate turbulence and a bunch of thunderstorms in the area. As I said before, treat it like a video game. 
     So why did the Air France pilot find himself at the limits of sidestick travel, and then just stay there, maintaining a control input that sim-
ply could not logically be correct? When things go really bad and we are under intense pressure, it is human nature to revert to what we know 
from previous experience. Remember, the Airbus flies like no other aircraft in that the sidestick provides no feedback to the pilot. It is a video 
game, not an airplane. 
     I believe the Air France pilot unintentionally fell back on all of his previous flying experience, in which aircraft controls "talked" to him 
when he moved them. Distracted by many confusing inputs, he instinctively expected to be able to control the aircraft by "feel" while dividing 
his attention to address other matters. I've seen it happen in the simulator, and in an Airbus this is a sure way to lose control of the aircraft and 
is possibly the most dangerous aspect of Airbus design philosophy. 
     One last note: Airbus pilots often claim that the aircraft "cannot be stalled." When the flight controls are in "normal law" this is a reasona-
bly true statement. However, in "alternate law," as was the case here, stall protection can be lost. If we ever practiced this in the simulator, I 
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don't remember it. 
     Lest anyone think I am blaming the Air France pilots for this accident, let me be clear. Despite all of my experience in the aircraft, I am 
not the least bit certain that I would have been able to maintain control under the same circumstances. I do feel certain that were you to spring 
this scenario on pilots in a simulator without warning less than half of them would have a successful outcome. Safely flying the 320, 330 and 
340-series Airbus requires something of a non-pilot mindset. 

I n the early 1940s, No. 31 General Reconnaissance Navigation School at Charlottetown, Prince Edward 
Island, was equipped with Mark I Anson's as well as a substantial number of Mark 11's. The main differ-

ence between these airplanes was in engine type and airframe construction. The Mark I was a metal and 
fabric product powered by Cheetah-9 engines, while the Mark II was almost entirely plywood and had Ja-
cobs engines. Performance of the two craft was comparable, except when a forced landing or a crash occurred.          
Then the Mark I tended to remain around to help explain what happened. The Mark II was generally converted 
into a pile of cables, pipes, and toothpicks. 

     Each morning every staff pilot would consult the Flight Program Board to ascertain his aircraft, students, and type of trip. He might be allotted 
either a Mark I or Mark II. To most people, this was immaterial, but I somehow feel that on one particular morning, Lady Luck intervened, and as a 
result I am still around. 
     As a staff wireless operator, I usually flew with the same pilot: a stocky, jovial Sergeant named Arthur. Arthur lived to fly and looked forward to 
the day when he would fly Mosquitoes or Beau-fighters in a place where his exceptional talents would be appreciated. In the meantime, he piled up flying 
hours, gained experience, and at every opportunity beat up most of PEI with his low flying. 
     This morning, we were detailed to fly a Mark I, and our trip covered a route rather popular with Arthur. After proceeding to several dead-
reckoning positions over the Gulf of St. Lawrence and making a landfall at East Point, PEI, we would descend gradually to 300 feet while flying 
along the south coast towards Souris. At Souris there would be a turn into the bay and a gentle climb so that our student navigators might photograph 
the harbour before returning to base. 
     The reason Arthur particularly enjoyed this outing was because he had the chance to do some low flying that would scare hell out of the natives as well 
as his crew. In other words, when Arthur reached East Point he went bananas. Skimming over the waves he would swing into Souris harbour at high 
speed, apply maximum power, and climb steeply as the unfortunate navigators struggled with their heavy camera. Directly over the town, he would 
cut power, roll the old crate over, and dive for a tree covered point, only recovering at the last moment. I had been on this suicide mission many times 
before, but this morning I not only could hear organ music, I could smell flowers. The navigators had abandoned their camera long since. The stage was 
set for Arthur's finale! 
     We fell from the sky like a rock, loose items floating around our heads. During the pullout we were suddenly forced to the floor, and at the same 
time there was a sickening shudder. Only trees were visible outside, and although, in an attempt to climb, Arthur drove the throttles through the gate for 
maximum power. There was a thunderous bang before we gained sufficient height to break clear. In a matter of seconds the floor was covered with 
spruce boughs. A branch six feet long and one inch thick rested on a ledge after passing Arthur's left ear on the way in! 
     It was several minutes before sufficient height was acquired and some degree of stability maintained. Fighting a vicious wind (there was no longer a 
windscreen) I made my way up front and viewed the carnage with amazement. The main problem at this point was a lack of forward visibility caused by 
spruce foliage lodged in the aircraft's crushed nose. An effort was made to reach outside and break off small twigs, and this helped a little. Fortunately, 
Arthur was one of the few pilots who carried goggles. The spruce boughs were blowing inside and the rest of his face began to take on the appearance 
of raw hamburger from the needles. 
     During the twenty minute flight to Charlottetown, there began to be control problems as well. The use of the elevators tended to turn the aircraft to 
port and cause loss of height at the same time. Our approach to the field was long and cautious, and Arthur managed an excellent landing. Once on 
the ground, we must have looked as though a wrecker's yard had sprouted wings. By the time we reached our hangar the only thing missing was the 
station band. 
     Impact had jammed the door, so there was a slight delay disembarking as we coaxed it open with a fire axe. A quick walk around old "Annie" was 
quite revealing. A four foot section of spruce tree was solidly wedged in the nose; an inch was missing from the port propeller tip, and a tree branch had 
cut into the port wing root, exposing fuel lines. But the most amazing discovery was that the tubular support for both elevators had been cut cleanly un-
der the rudder, while both elevator and stabilizer were missing from the port side. Our trip home had been on one elevator and a damaged one at 
that! 
     Almost immediately, a Board of Inquiry was convened, and for several days it looked like we were all destined for the rock pile. 
     Then the tide turned. Arthur's recklessness was seen to be outweighed by his courage and great airmanship. Especially when a team of experts 
from Avro Aircraft in Toronto completed a minute inspection and submitted their findings. The aircraft was declared unairworthy from the moment 
it struck the trees. The Board decided that it was only miraculous handling by the pilot which had prevented total disaster. 
     Arthur's heroics were not exactly sufficient to have him elevated to sainthood, but within a month he was promoted to Flight Sergeant. In many 
eyes, this promotion was a minor miracle. But the real miracle, I thought, took place quite early that fateful morning, when we climbed aboard a 
Mark I aircraft.                  Charles T. Hall 

 
This fascinating video shows a Sopwith Camel & Spitfire flying in formation. The Spit had to fly just above its stall speed in 
order not to overtake the Camel that was flying at its top speed . . . 

http://www.youtube.com/watch?v=j6PnKUEFX8g 
Utah, in full surround 360 degree interactive panoramas. It's the next best thing to being there.  

Click on any preview to open a panorama, then click and drag in any direction, including up and down. 
Utah3d.net 
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Forms also available on CMFEA Website 
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      Brogden, (Geoff)  May 07, 2011 
      Ploquin J. H. ( Joe)  May 07, 2011 

We record with great sadness the passing of the 
 following members of the Association 

F a l l e n  E a g l e sF a l l e n  E a g l e sF a l l e n  E a g l e s    
Eternal rest grant them O Lord, and let perpetual light shine upon them. 

 
Doubts on Airplanes 

I n part a flying machine and in part a death trap, the aeroplane 
has done both more or less than its sudden arrival among the 

great inventions of the age had promised. This combination of Chi-
nese kite, an automobile motor, a restaurant fan, balloon rudders, 
junior bicycle wheels and ski runners, the whole strung together 
with piano wire and safeguarded with adhesive tape and mammoth 
rubber bands, sprang from toyland into the world of industry, poli-
tics, warfare and finance when two plodding and practical tinkers of 
genius—self made engineers from the American school of try, try 
and try again—proved they could balance and steer it by a twist of 
its muslin. Now, the world turns a searching glance upon this ma-
chine which does so much and fails so treacherously.” 

the Army; it couldn't hit 250 knots. Looks like it was worth the 
wait for the X2. The 2010 award is a great way for the Collier to 
celebrate its 100th birthday—with speed. 

E very year, the 
National 

Aeronautic Associa-
tion awards the Col-
lier for "the greatest 
achievement in aero-
nautics or astronaut-
ics in America, with 

respect to improving the performance, efficiency, and safety of air or 
space vehicles, the value of which has been thoroughly demon-
strated by actual use during the preceding year." The X2 met that 
final requirement—"actual use"—last September 15, when it hit 250 
knots (288 mph) in level flight with pilot Kevin Bredenbeck at the 
controls. Though that mark is an unofficial record, it's a trophy wor-
thy speed. 
     Helicopters have a hard time flying very fast because their rotor 
blades have to cope with a phenomenon called "retreating 
blade stall. When a helicopter is moving forward, there is no prob-
lem with the advancing rotor blades on one side of the rotor disk, as 
the airflow over them increases. But on the other side, the retreating 
blades experience diminished airflow as the helicopter continues to 
accelerate, and eventually the relative wind over the blades drops 
below the blades' stall speed and they stop producing lift. When that 
happens, the helicopter rolls off to the retreating blade side and the 
pilot can no longer control it. 
     Sikorsky's X2 is a compound helicopter. That means that in addition 
to the main rotor, it has a dedicated thrust producer. Most previous 
compound helicopters have a tail-rotor that counters the twisting 
force of the engine and main rotor. But Sikorsky built a compound 
helicopter with a coaxial main rotor system: two four-blade rotors, 
set one atop the other and rotating in opposite directions so there are 
advancing blades on both sides, not just one. The counter-rotating 
blades cancel each other's torque, so the X2 needs no tail rotor. In-
stead, on its tail is a propulsor—a six-blade propeller that produces 
forward thrust the way an airplane's propeller does. As the helicopter 
speeds up, more of the LHTEC T800 engine power goes to the pro-
pulsor, and the main rotors can be slowed so the advancing blades' 
tips don't go supersonic. 
     The X2 is not Sikorsky's first coaxial-rotor compound helicopter. 
The company designed, built, and tested the S-69 Advancing Blade 
Concept prototype, which was designated the XH-59 by the military. 
For forward thrust, it used a small jet engine instead of a propeller. Its 
1970s technology was not as sophisticated as the X2's, however, and it 
suffered from vibration problems. 
     The company launched the X2 program in 2005 and built the 
aircraft at Schweizer, its newly acquired subsidiary in Horseheads, 
New York. The X2's first flight, on August 27, 2008, was just a 
short 30-minute hop to check out its hover characteristics. On 
July 26, 2010, it beat the previous speed record: a Westland Lynx 
reaching 225 knots (259 mph). Now Sikorsky is building a proto-
type for a compact military recon helicopter it calls the S-97 
Raider. Its previous effort, the RAH-66 Comanche, was canceled by 

      I f  a  tree  fa l l s  in  the forest   
    and no one is  around to  see  i t ,   

     do  the  other  trees  make fun of  i t?  

 
 

A  mother and her very young son 
were flying Westjet Airlines from 

Ottawa to Calgary. The little boy (who 
had been looking out his window) turned to his mother 
and asked, "If big dogs have baby dogs, and big cats 
have baby cats, why don't big airplanes have baby air-
planes?" 
     The mother (who couldn't think of an answer) told her 
son to ask the flight attendant. So the boy went down the 
aisle and asked the flight attendant the same question. 
     The flight attendant, who was very busy at the time, 
smiled and said, "Did your mom tell you to ask me?" 
     The boy said, "Yes she 
did." 
     "Well then, you go and 
tell your mother that there 
are no baby airplanes be-
cause WestJet always 
PULLS OUT ON TIME. 
 Have your mom explain 
that to you." 


