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GRIM! The future does indeed appear to be very gloomy as we mortals roller coast our way to hell in a hand basket. Our continued existence 
on this planet is now threatened by so may factors, and the coming of a doomsday scenario appears to be just around the corner. Today we are 
faced with teetering world economies, excessive carbon emissions, ozone depletion, and climate change with global temperatures on the rise 
affecting the arctic ice and glaciers. Many more droughts, severe weather, and air pollution are also adding to the miseries in many areas on the 
globe. The  instability of world markets are also being affected by such factors as unpredictable behaviour and uprisings in the middle east Ar-
ab world. Most of all, the days of abundant oil, is at a critical stage, and its forecast that this source of energy will run out before the end of this 
century.  

It has taken between 50It has taken between 50--300 million years to form, 300 million years to form,   
and yet we have managed to burn roughly half of all global reserves of oil in merely 125 years or so!and yet we have managed to burn roughly half of all global reserves of oil in merely 125 years or so!  

      

T he world now consumes 85 million barrels of oil per day, or 40,000 gallons per second, and demand is growing exponentially. 
     Oil production in 33 out of 48 countries has now peaked, including Kuwait, Russia and Mexico. Global oil production is now 

also approaching an all time peak and can potentially end our Industrial Civilization. The most distinguished and prominent geolo-
gists, oil industry experts, and mass energy analysts and organizations all agree that big trouble is brewing. 
     A massive shortfall in oil production is coming faster than many are willing to admit. Due to its effect on the airline industry and 
industries as a whole, we must begin to start thinking about tomorrow. 
     In the last few months, there has been increased media coverage about record high oil prices and future global oil production. Inev-
itable tightening of supply is destabilizing oil markets, which now exhibit extreme price responses to the smallest of disturbances. In-
terestingly, very few people know that world oil production is nearing its all-time peak, and today’s $80 to $90+ barrel may seem like a 
bargain a few years from now. Production in more than 54 of the 65 most important oil-producing countries has already gone into de-
cline, with the Middle East predicted to follow soon. The implications of having less oil tomorrow than we have today are far reaching 
with a global crisis certain to follow. Energy-intensive industries like commercial aviation will suffer first, followed by other industries, 
national economies, and the global economy. Ultimately, oil shortages will severely limit the world’s ability to sustain its population as 
food production relies heavily on fossil fuels. This is not a conspiracy theory or bible prophecy, rather it is the scientific conclusion of 
the most widely respected and conservative geologists, physicists, and economists.  
     The world is not running out of oil, but its ability to produce high-quality cheap and economically extractable oil on demand is di-
minishing. With great effort and expenditure, the current level of oil production can possibly be maintained for a few more years, but 
beyond that, oil production must begin an irreversible decline. More than 95 percent of all recoverable oil has now been found and 
approximately 90% of all known reserves are currently in production. There have been no significant discoveries of new oil since 2002. 
Oil is now being consumed four times faster than it is being discovered, and the situation is becoming critical. It is a problem without a 
remedy and it is the most pivotal challenge facing modern civilization. 
     There's no readily available source of energy that can replace oil as it steadily declines over the coming decades. In their present 
form, alternative energies are simply not capable to replace fossil fuels at the scale, rate and manner at which the world currently con-
sumes them. 
     Oil provides 40 percent of all primary energy, and approximately 90 percent of our transportation energy. For most airlines, fuel  is 
the second largest expense category behind labor. As a direct result of the dramatic increases in oil prices, the cost of jet fuel has more 
than doubled since the beginning of 2004.  
     Within a few years, or even sooner, oil extraction from wells will be physically unable to meet global demand. Prices will soar, 
fuelled by market-based panic, further hurting the airline industry. In addition, high oil prices will decrease consumer’s disposable 
income and dampen demand.  
      On current trends, a country like China will be requiring 99 million barrels of oil per day by 2031, while total world production 
today is only 84 million barrels. Even present levels of production and consumption are grossly unsustainable with a shrinking energy 
base.  
     The world’s energy crisis cannot be solved by renewables. Contrary to public perceptions, renewable energy is not the silver bullet 
that will soon solve all our problems. Just when energy demand is surging, many of the world’s conventional oilfields are going into 
decline. The world is blinding itself to the reality of its energy problems, ignoring the scale of growth in demand from developing coun-
tries and placing too much faith in renewable sources of power.        

Alternative energies will never replace fossil fuels at the scale, rate and manner at which the world currently consumes them,  
and humankind's ingenuity will simply not overcome the upper limits of geology & physics.       

              UÜâvx WçxÜ  

And It Gets Grimmer!  
It appears that the expected input from members was not to be? 

Hey Guys, please send me some of your. . . . 
Stories, Autobiographies, Humour, Pictures, etc. for the Newsletter! 



2 

 
 

A s Canadian drivers prepared for a summer of record-breaking gas prices, we took a look at 
what exactly goes into determining the price of a litre of gas at the pump.  

     Prices across the country vary widely because of different provincial and territorial tax re-
gimes  
Geopolitical factors - It's usual for gas prices to rise in the spring as refineries shut down to con-
vert from producing diesel to gasoline as the summer driving and vacation months approach, but 
this year, prices have been affected by several other factors, too: 
     Shutdowns at four refineries in Pennsylvania and five in Europe restricted North American supplies. 

Tensions over a possible conflict between the West and Iran had affected supplies and oil futures markets. The U.S. restricted Tehran's finan-
cial transactions with U.S. banks, and the EU has placed an embargo on the import of Iranian crude oil and petroleum products as of July 1. 
Some insurance companies have stopped insuring tankers transporting oil from Iran, which reduced the number of super tankers going there. 
     Reductions in exports from conflict-ridden Syria, Yemen and South Sudan disrupted global supply. 
     The price at the pump for a litre of gasoline is determined by the price of crude oil, the cost of refining that crude, marketing and distribu-
tion costs, taxes and, of course, profits all along the way — for everyone from those who extract the oil to those who pump the end product into 
your automobile 
     The exact proportion of the components of the pump price vary across the country. According to M.J. Ervin, crude costs were 59.7 cents/
litre for the cities west of the Ontario-Quebec border and 76.5 cents for cities east of that border. Ervin uses the price for Brent crude for the 
east and the Edmonton Par crude price for the west, as they approximate the types of crude being refined in those respective regions. Ervin says 
those prices give an estimate of the refinery acquisition costs.  
     The refiner's operating margin, which is the difference between what the refiner pays for the crude and the wholesale price, varies from 6.6 
cents/litre in Halifax and St. John's to 20.7 cents in Vancouver. 
     The marketing operating margin, which includes the costs of distribution and retail, in the major cities in the country's provinces ranges 
from 3.9 cents/litre in Calgary to 9.8 cents in St John's but is much higher in the north, with Yellowknife the highest at 36.7 cents/litre. 
     Calgary also has the lowest tax portion of the pump price, at 24.1 cents per litre. Montreal and Vancouver, which add a transit tax to the 
federal and provincial taxes, have the highest tax components, at 48.2 cents/litre and 45.4 cents/litre, respectively. Victoria also has a transit tax 
but is not one of the sample cities on the Ervin chart. 
     The federal excise tax is 10 cents/litre, and provincial flat taxes range from 6.2 cents in the Yukon to 20.1 cents in B.C. Percentage taxes 
(GST/HST and sales tax in Quebec) are also added. 
     The proportion of each of the components has changed over time. Crude costs, which are about four times higher than they were 20 years 
ago, now make up 53 per cent of the pump price. In February 1992, they accounted for 25 per cent of the pump price, which was 52.6 cents/
litre at the time. 
     Fluctuations of the price of crude oil are the most important determinant of long-term fluctuations in the price of gasoline. 
     In February 1992, taxes represented 49 per cent of the pump price while in February 2012, the share was down to 31 per cent. The increase 
in the average tax on a litre of gasoline in Canada is 13.2 cents over the past 20 years. 
     The two margin components accounted for 26 per cent of the pump price in February 1992 and 17 per cent in February 2012, rising from 14 
cents/litre in 1992 to 22 cents this February.  
     Despite these fluctuations and the general upward trend of prices in recent years and the predictable griping they bring from consumers, 
some studies have shown that increases in prices at the pump don't actually affect personal spending habits that much.  
     One study, by economists Lutz Kilian at the University of Michigan and Paul Edelstein of the consulting firm IHS Global Insight, found 
that periods when energy prices were high did not coincide with a significant decline in spending on recreational activities such as movies, 
gambling, spectator sports and sightseeing — the areas that were most likely to be cut back to offset higher fuel costs.  
 

 
 

Increases  in fuel prices affect the airlines in two ways; the cost of fuel has an obvious and direct impact on the cost of opera-
tion, and fuel cost increases have repeatedly triggered economic recessions, which in turn result in a substantial decline in demand for air trav-
el and air cargo.  
     The airlines are doing everything they can to conserve fuel. Throughout the history of commercial aviation, airlines have insisted upon the 
most fuel-efficient aircraft possible and have worked with airframe and engine manufacturers to reduce fuel consumption. Today’s fleet is 
nearly three times more fuel-efficient than the fleet we were operating at the time of the first OPEC fuel crisis. In fact, our fuel conservation 
efforts have resulted in a fuel consumption rate of almost 40 passenger miles per gallon in today’s aircraft – a rate that compares favorably 
with the most fuel-efficient automobiles. 
     Changes in cruise speed, use of flight simulators, sophisticated flight planning systems, increasing load factors and the introduction of new-
er, more aerodynamic aircraft designs combined with modern engine technology, are all recent success stories. Airlines continue to look at 
every possible facet of their operations to further improve fuel efficiency through measures like taxiing on one engine, delaying startup and 
push back, removing all discretionary weight, and using ground power instead of on-board auxiliary power units while at the gate. These and 
similar measures are increasingly being used where commensurate with safety considerations to save fuel and, not incidentally, to reduce 
emissions. However, as of today, our options for further dramatic improvements on the order of what we have been able to achieve over the 
past few decades are limited. 
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Much rema ins unknown about climate change and the role aviation plays, though climate scientists express 
particular concern about jet emissions in the upper atmosphere, where the warming effect from some pollutants is amplified. 

     Now, aviation is believed to be less a factor in the Earth's warming than power plants or vehicular traffic. But its emissions are considerable. 
On a New York-to-Denver flight, a commercial jet would generate 840 to 1,660 pounds of carbon dioxide per passenger. That's about what an 
SUV generates in a month. 
     The FAA projects that the number of U.S. airline passengers will nearly double from 739 million last year to 1.4 billion in 2025. Air traffic 
controllers are expected to handle 95 million flights by all types of aircraft in 2025, compared with 63 million last year. Worldwide, a growing 
middle class with the means to travel is spawning new airlines and big orders for new planes. China plans more than 40 new airports to accom-
modate the growth. 
     By 2050, emissions from planes are expected to become one of the largest contributors to global warming, according to the Royal Commis-
sion on Environmental Pollution, an independent group of scientists that advises the British government. 

So how much carbon dioxide does a jumbo jet airliner give off in 400 miles? 
 Burning 1 pound of Jet-A fuel makes from 2.9 to 3.1 pounds of CO2 -- One gallon = 6.6 pounds. 

 A 747 burns about a gallon every second and burns about 5 gallons every mile. 
       There are many other variables to figure the fuel required to  

  take off, fly and land, but a rough calculation would be  
   5g/m x 400m = 2000gal 
   2000gal x 6.6 lbs/gal = 13200lbs 
   13200lbs x 3 lbs of CO2/lbs of fuel = 39,600 lbs of CO2 
 
     It would depend on how heavy the plane is, it could be full of cargo and passengers and would use much more fuel to take off. And the 30 
minute flight doesn't account for the APU running before and after the flight that uses 100 gal/hour and taxi time around the airport that's prob-
ably longer than the flight itself and also all the gas and diesel ground support equipment that are needed.  
     Aircraft produce up to 4 percent of the annual global CO2 emissions from fossil fuels near the Earth's surface as well as at higher altitudes 
(25,000 to 50,000 feet). Scientists are still studying the effects of increased amounts of CO2 near the Earth's surface and in the upper atmos-
phere. Reducing those emissions is the goal of Glenn and its industry and university partners. Just as a car engine that runs efficiently produces 
less harmful exhaust emissions, the same is true for a jet engine. Incomplete combustion occurs at the lower power settings used for descent or 
when aircraft are idling or taxiing on the ground. This incomplete combustion results in CO and unburned hydrocarbon emissions that are con-
tributors to local air quality concerns. The same is true when your car engine is idling. The hotter the temperature inside the combustor, the 
more efficiently the fuel is burned. Unfortunately, these higher temperatures produce increased NOx emissions, so there is a trade-off. These 
increased NOx emissions contribute to ozone depletion at cruise altitudes. Improvements in aircraft engine design have already resulted in a 70-
percent decrease in CO emissions from their 1976 levels, but more needs to be done to reduce CO2, NOx, unburned hydrocarbons, and CO 
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O ccasionally, I venture back to one or another military post, where I'm greeted by an imposing security guard 
who looks carefully at my identification card, hands it back and says, "Have a good day, Sir!" 

    Every time I go back to any Military Base it feels good to be called by my previous rank, but odd to be in civilian 
clothes, walking among the servicemen and servicewomen going about their duties as I once did -- many years ago. 
    The military is a comfort zone for anyone who has ever worn the uniform. It is a place where you know the rules 
and know they are enforced -- a place where everybody is busy, but not too busy to take care of business. Because 
there exists behind the gates of every military facility an institutional understanding of respect, order, uniformity, 
accountability and dedication that becomes part of your marrow and never, ever leaves you. 
     Personally, I miss the fact that you always knew where you stood in the military, and who you were dealing with. 
That's because you could read somebody's uniform from 20 feet away and know the score. Service personnel wear 
their careers on their uniforms, so to speak. When you approach each other, you can read their name tag, examine 
their rank and, if they are in dress uniform, read their medal ribbons and know where they've served, honors 
bestowed and heroic deeds performed. 

     I miss all those little things you take for granted when you're in the ranks, like breaking starch on a set of fatigues fresh from the laundry 
and standing in a perfectly straight line military formation that looks like a mirror as it stretches to the endless horizon. I miss the sight of 
troops marching in the early morning mist, the sound of boot heels thumping in unison on the tarmac, the bark of drill instructors and the 
squads as they pass by in review. To romanticize military service is to be far removed from its reality, because it's very serious business -- es-
pecially in times of war. But, I miss the salutes I'd throw at senior officers and the crisp returns as we crisscrossed with a "by-your-leave" sir. 
     I miss the smell of jet fuel hanging heavily on the night air and the sound of engines roaring down runways and disappearing into the 
clouds. I even miss the hurry-up-and-wait mentality that enlisted men gripe about constantly, a masterful invention that bonded people more 
than they'll ever know or admit. I miss people taking off their hats when they enter a building, speaking directly and clearly to others and never 
showing disrespect for rank, race, religion or gender. I miss being a small cog in a machine so complex it constantly circumnavigates the Earth 
and so simple it feeds everyone on time, three times a day, on the ground, in the air or at sea. 
     Mostly, I don't know anyone who has served who regrets it, and doesn't feel a sense of pride when they pass through those gates and re-
enter the world they left behind with their youth. 

Face it - we miss it............Whether you had one tour or a career — it shaped your life! 

 

 
 

O f 125,000 aircrew who served in 
the strategic bomber force be-

tween 1939 and 1945, 55,000 were 
killed and another 18,000 wounded or 
taken prisoner, a casualty rate of 60 
per cent.  
     Statistically, there was no more 
dangerous occupation during the war, 
except for that of U-boat crewman.  
     The chance of being killed on a typ-
ical operation was one in 20, while the 
standard “tour” undertaken by a crew 
consisted of 30 ops.  

 Avro Lancaster Mk. I of 460 Squadron, on ground, with crew 

    
 

The Canadian Forces recently hired several cannibals. "You are all part of our team now", said 
the career manager, during the welcoming briefing. "You get all the usual benefits and you can go 
to the mess for something to eat, but please don't eat any of the soldiers". The cannibals promised 
they would not. Four weeks later their colonel remarked " You are working very hard, and I am 
very satisfied with you, however, one of our techs has disappeared, do you know what happened to 
him?" The cannibals all shook their heads no. After the colonel had left, the leader of the canni-
bals said to the others, "Which one of you idiots ate the tech?" A hand rose hesitantly, to which 
the leader shouted," You fool..! For four weeks we've been eating officers and no one has noticed, 

     but noooooo..., you had to go and eat someone important! 
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H eat is beating records around the country: the first five months of 2012 have been the hottest on record in Canada and the Unit-
ed States. And that's not including June, when 164 all-time high temperature records were tied or broken around the country, 

according to government records. 
That's unusual, since the most intense heat usually comes in July and August for much of the country. For example, only 47 all-time 
high records were tied or broken in June of last year. 
     Also, more than 40,000 daily heat records have been broken around the country so far this year. Compare that with last year —
the ninth warmest on record  — when only 25,000 daily records had been set by this date. 
In other words, the heat really is that bad. And behind the records is a set of weather and climate conditions that is keeping the heat 
locked in over the country, with little respite in sight. The first five months of 2012 have been the hottest on record in Canada and the 
United States. That's unusual, since the most intense heat usually comes in July and August for much of the country. For example, only 
47 all-time high records were tied or broken in June of last year. 
     The warm summer follows an unusually warm winter, which was the hottest and driest that the Western United States has ever 
seen since records have been kept. The heat burning up the country right now is due in part to a persistent high pressure system, also 
called a heat ridge or dome, which parked itself over the mountain west, and has now shifted east into the Midwest and Southeast. The 
system is unfortunately stuck in place, because of a slowdown of the North Atlantic Oscillation, a climate pattern that pulls weather 
patterns eastward across the country. 
     This "blocking" of the Atlantic has caused the jet stream, which normally ferries air from west to east across the continent, to buck-
le and trap heat in the Midwest and Southeast. 
High and dry 
     That's not unusual in the summer. But this pattern of hot air does cover a broader area than usual, and the total amount of hot air 
is greater, stretching higher up in the atmosphere than normal. 
     Dry soils, in part a product of the dry winter, exacerbate the heat. "If the soils were wetter, more energy would be absorbed by the 
water and the daily high temperatures wouldn't be as warm. For example, southern Georgia and Florida,  drenched by Tropical Storm 
Debby , haven't been as hot as areas to the north in the last week or so. 
     Unfortunately, the heat doesn't look likely to dissipate soon, with the National Weather Service expecting warmer-than-usual tem-
peratures to continue for the remainder of the summer across much of the country. The southwest and Rocky Mountains could be in 
for a reprieve soon, however, thanks to the beginning of the North American Typhoon, which is predicted to start bringing moisture 
and cooler temperatures into the area in weeks to come. 
Climate change? 
     The early heat waves of summer — following higher temperatures in spring   and winter — could also be part of a pattern of cli-
mate change . 
     It's consistent with what we'd expect in a warming climate, but it's hard to quantify any effect climate change might have on an in-
dividual event like this heat wave. 
     While only one heat wave cannot by itself be linked to climate change, a significant increase in these types of events over time could 
be a hallmark of a warming planet. An increasing frequency of heat waves —that's one aspect of climate change you can point to. 
     Over the past few years, daily record high temperatures have been outpacing daily record lows by 2-to-1 on average. A 2009 study 
found that if the climate were not warming, that ratio would be expected to be even. So far this year, there have been 40,113 high tem-
perature records set or tied, compared with just 5,835 cold records, a ratio of about 7-to-1. 

This could be a harbinger of things to come. 

 
 

I ndustry analysts estimated last week that in the next 20 years, the airlines are going to need 466,000 new pilots. 
When I said to an airline pilot friend that such a job market would make it easy for his son to follow in his foot-

steps, he smiled. 
     "I think he wants a flying job instead," he replied. 
      I noted that this sounded odd coming from a fellow who just flew a planeload of passengers back from overseas. 
     "I didn't fly," he replied. "The computer flew. I sat in the front office, monitoring systems." 
     "Who flies better," I asked, "you or the computer?" 
     "Oh, the computer," he replied. "No contest, as long as things function. When they stop functioning, it's a differ-
ent story. Then the computer quits, and I go to work, provided I still remember how." 
     The dilemma isn't new, but it's being discussed more and more frequently. Pilots don't fly enough. They get 

rusty, and when they really need to call upon their flying muscles, they find them either atrophied or insufficiently developed in the first place. 
The symbol of the problem has become Air France's Flight 447, an Airbus dropped by its pilots into the ocean three years ago, according to a 
French inquiry's final report released last month. 
     When a faulty speed sensor made the autopilot quit, two co-pilots on the flight deck would have needed to hand-fly their Airbus 330, estab-
lished in cruise at 35,000 feet over the Atlantic, until the captain, who was taking his scheduled nap, returned to the cockpit. Their task was to 
fly straight and level for two or three minutes on instruments, with no visual reference to the horizon, without reliable airspeed indication, in 
light turbulence. They couldn't do it. By the time the captain came back, the Airbus had stopped flying and was about a minute from contacting 
the water. 
     In 1915, Arthur Roy Brown, the flying ace credited with bringing down Manfred von Richthofen, the Red Baron, had his pilot's license is-
sued with six hours of flight time. By comparison, even the least experienced pilot on AF447 had 2,800 hours in his logbook. It isn't that to-
day's pilots train fewer hours; it's that the study of increasingly complex systems and regulations compete for time and emphasis with flying 
skills. Airmanship and command authority are being boxed in by petty rules, for the comfort of lawyers and bureaucrats rather than to enhance 
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T he reactivation of 450 Tactical Helicopter Squadron, which is to be the home of the Canadian Forces' Chinook Medium-to-Heavy 
Lift Helicopter, was formalized on May 2, 2012, by an official Canadian Forces order. 

     As confirmed on May 2, 450 Tactical Helicopter Squadron, under the command of 1 Wing and based in Petawawa, Ontario, will be 
home to 15 F-Model Chinooks - more modern and capable versions of the D-Model Chinooks recently flew in Afghanistan. 450 Squad-
ron was also the designation of the original RCAF unit which operated Chinook helicopters until the early 1990s, at which time these 
aircraft were phased out. 
     "Whether protecting the lives of our soldiers deployed overseas or responding to disasters like floods or ice storms or forest fires 
here at home, the powerful Chinook will help enable the Canadian Forces to carry out the challenging missions we ask of them," said 
the Honourable Peter MacKay, Minister of National Defence. "The Canada First Defence Strategy is concretely increasing the Cana-
dian Forces' deployability, mobility and flexibility." 
     With a heavy lift capability to carry up to 40 personnel or 11,363 kilograms of cargo, the F-Model Chinook helicopters and crews of 
450 Squadron will increase the operational capability of 1 Wing Kingston, enabling it to respond to the needs of Canadians at home 
and abroad. The new F-Model Chinook will be able to deploy independently, including to the High Arctic, in part because of its larger 
fuel tanks. 
     "I am also very pleased to name Lieutenant-Colonel Duart Townsend as the first Commanding Officer of the reborn 450 Tactical 
Helicopter Squadron," said Lieutenant-General Andre Deschamps, Commander of the Royal Canadian Air Force. "I know that LCol 
Townsend will lead this historic unit with the pride and professionalism that he has clearly shown throughout his extensive experience 
as a tactical helicopter pilot and staff officer. In fact, he was the very last Chinook pilot to be trained as part of the Canadian Forces' 
original 450 Tactical Helicopter Squadron before it was disbanded in 1996." 
     The first aircraft is expected to be delivered to Petawawa in June 2013, and 450 Tactical Helicopter Squadron is expected to employ 
approximately 400 military personnel by 2016. The numerical designation of 450 was originally given to 450 Squadron of the Royal 
Australian Air Force during the Second World War, which flew under that number honourably from 1941 until 1945. Despite the fact 
that the Canadian numbers were from 400 to 449, an administrative error caused the number to be re-designated to a Canadian 
Heavy Transport Squadron. Despite the strange circumstances, the RAAF and CF later met and were united by friendship, experience 
and the commonalities of military service. 

     An appropriate formal ceremony will be held in the future  

operational efficiency and flight safety. 
     Before leaving the flight deck for his scheduled rest, the captain of Air France's ill-fated Flight 447 was obliged, as part of his briefing, 
to ask his relief pilot if he had a commercial pilot's license. Why would anyone weigh down the captain's workload with such a query? 
Would an unlicensed impostor say to the captain: "Crikey, skipper, I didn't know you needed a license for this gig" or would he just lie 
and say: "Yes, sir." 
     The crew whose fate it was to be flying Flight 447 had the necessary qualifications. The problem was that they had them in their wal-
lets, rather than in their heads. Qualifications in wallets satisfy bureaucracies, but only qualifications in heads ensure the safety of a flight. 
     It was a "Thales" type speed sensor that iced up as the Airbus was skirting a thunderstorm high above the South Atlantic. Air France, 
aware of the limitations of the device, had just begun to replace the $3,500 units. It hadn't gotten around to changing it in the ill-fated air-
plane before it departed Rio de Janeiro for Paris on the night of June 1, 2009. Grounding the entire Airbus fleet until all units were re-
placed may have cost only a fraction of what the accident, investigation and lawsuits will end up costing Air France, to say nothing of the 
tragic loss of 228 lives. Some analysts argue, though, that turning all potential flaws into mandatory "no go" items would make air trans-
portation unaffordable. 
     The "Thales" sensors were more susceptible to icing than other designs, but they didn't all ice up, and the planes carrying those that did 
remained flyable and were landed safely by their Air France crews. So were two other Airbus 330s belonging to Paris-based Air Caraibes 
Atlantique. Only Flight 447 fell into the ocean. One disaster is one too many, of course, but it was no more an inevitable consequence 
than it would be for a blown tire to flip a car. 
     Airspeed is crucial to flight. Too fast and the plane can break up; too slow and it can fall out of the sky. When airspeed indicators be-
come unreliable, the computerized systems - autopilot and auto-throttles - quit. On the Airbus, this is announced by the aural warning of a 
cavalry charge, the computer's way of calling the human pilot to the rescue. 
     Aviation is full of pithy sayings. One is that an airspeed sensor has no backup except airmanship. Losing airspeed readings can range 
from a non-event to a dire emergency depending on the pilot's skill and additional circumstances. The autopilot quitting on AF447, as it 
was designed to do after losing reliable airspeed indication, could and should have been a non-event. It left an airworthy aircraft flying 
straight and level in light turbulence. All Flight 447 needed was a pilot to fly it - or just let the plane fly itself, which is what planes 
trimmed for cruise flight tend to do in stable air, especially if their wings are kept level - but, as the cockpit voice recorder revealed, there 
were no pilots on the flight deck. There were two systems managers being confronted by a system that suddenly had become unmanagea-
ble. 
     Real pilots would have disregarded the rebellious computers going viral with flashing lights, cavalry charges, buzzers and bells, huffily 
announcing all the things they stopped doing for the humans aboard or required the humans to do for them. They would have let the com-
puters crash and concentrated on flying the plane. The systems managers stopped flying and crashed with their computers. 
     This isn't how the French inquiry puts it, needless to say. I wouldn't put it this way in an inquiry myself. I'm exaggerating to make the 
point that our technology may be getting ahead of itself. If so, we may hire 466,000 systems managers of an unmanageable system in the 
next 20 years. 

 
CMFEA 

 
Propwash 



7 

 
 
     Historic Flight of a 4 Seat Electric Aircraft 
The winning flight of the Pipistrel Taurus G4 at the NASA Green flight Challenge, made aviation history as one of the 
longest, fastest and most energy-efficient flights of electric powered aircraft, especially since this was the FIRST EVER 
flight of an electric 4-seat aircraft! 
     Team Pipistrel’s winning 4 seat, electric-powered aircraft, the Taurus G4, flew nearly 200 miles non-stop while 

achieving 403.5 passenger MPG! Its astounding efficiency was more than twice that of the piston-powered aircraft in the competition. 
     Pipistrel has proven that at the moment, aircraft industry has far overtaken the automotive industry - no car in the world is capable of driv-
ing 250 miles with the average speed higher than 100 miles per hour and the fuel consumption of less than one gallon per passenger - what is 
more, it was done, regardless of the weight limitations in aviation and despite huge funding that the automotive industry has.  
     The Taurus G4 was developed specifically to race at the $1.65 million CAFE/NASA Green Flight Challenge (GFC) to be held in Santa Ro-
sa, California, with the team Pipistrel-usa.com, lead by Jacob W Langelaan.  
     Pipistrel's new, twin-fuselage plane was created by combining two Taurus G2 fuselages, connected by a 5-meter-long spar. A 145-kilowatt 
brushless electric motor, developed for the new Pipistrel's 4-seat aircraft Panthera, is mounted between the passenger pods and drives a 2-meter
-diameter, two-blade propeller in tractor configuration powered, by a 450-pound lithium-ion battery pack. With, a 75-foot wingspan, the G4 
can take off under its own power and cruise 200 miles on a single charge.  

                   Human Powered Helicopter Flight 
Gamera II pilot Kyle Gluesenkamp has smashed last year's human-powered helicopter flight time of 
11.4 seconds by a considerable margin, and now begins the anxious wait while the NAA validates his 
new record of 50 seconds.  
     For over 30 years, the US$250,000 cash prize for the American Helicopter Society's Igor I. Sikorsky 
Human Powered Helicopter Competition prize has looked decidedly secure, but Gamera II has changed 
all that. Last week, Clark School of Engineering team pilots came so close to breaking one of the compe-
tition's major milestones that they could virtually smell it. Ph.D. candidate Kyle Gluesenkamp from the 

School's mechanical engineering department, hand-cranking and pedaling like his life depended on it, managed to keep 
the huge quad-rotor craft aloft for 50 seconds, an impressive new world record that's currently awaiting validation by 
the National Aeronautic Association (NAA).  

     The University of Maryland's Gamera team had high expectations from the lighter, more efficient refinement of the original human-
powered helicopter that pilot Judy Wexler powered into the record books last year. Thanks to an all-male team this year, her 11.4 second flight 
record as the longest undertaken by a female pilot was never going to be under threat from these latest strides towards claiming the elusive 
Sikorsky prize, but the 40-strong Gamera II team were confident that much better times would be achieved. A 20-second test flight on Sunday 
June 17 only served to fan the flames of hope.  
     On the first day of flying under the watchful gaze of NAA judge Kris Maynard, all the hard work paid off when pilot Colin Gore notched up 
a pretty impressive 35 seconds, but it was colleague Gluesenkamp who took the record with a flight time of 50 seconds the next day. In spite of 
valiant efforts by all three pilots, the magic minute was not reached by the time Maynard packed away all the video footage for close scrutiny 
by NAA officials, who will hopefully validate the new record time for human-powered helicopter flight in the coming weeks. 
     The three days of official record attempts were not without a fair amount of off-screen drama, including a blade getting damaged as it hit the 
wall, repeated problems with drift and the nylon/steel chain snapping. Now the team will work on further refinements to get Gamera II to an 
altitude of three meters (9.84 feet) above the ground during a flight, before returning to the University's Reckord Armoury in August to make 
further record attempts. 

Until then, have a look at the following video of Gluesenkamp's awe-inspiring record flight:    
 www.youtube.com/watch?v=H0qfgBeb35Y  

   C-5 Fleet Upgrades 
The new upgrades are intended to help modernize the aircraft as well as improve performance in a variety of are-
as. One major change is the engine - the old General Electric TF-39 engines, which produce 43,000 pounds of 
thrust each, have been replaced by the General Electric CF6-80C2 engines, which add an additional 10,000 
pounds of thrust each. This allows the aircraft to take off on a runway 30% shorter than before and climb 58% 
faster while also increasing overall efficiency and expanding the theater of operation. 

     Additional upgrades include a new avionics system and cockpit. The new cockpit is all glass and includes flat screen displays as well as a 
new all-weather autopilot system and enhanced navigation equipment, designed to reduce crew workload. 
     Lorraine Martin, Vice President of the C-5 program at Lockheed Martin, said of the new upgrades, "The C-5 fleet is now beginning to real-
ize its full operational potential as we begin fielding both Avionics Modernization Program and Reliability Enhancement and Re-engining Pro-
gram enhanced C-5's for the Air Force. The combined U.S. Air Force and Lockheed Martin team can take great pride in its success, which is 
keeping this national strategic airlift asset viable for decades to come." 
     The C-5's operational period is planned to last until 2040, and the upgrades are a necessary part of keeping the fleet operational. Lockheed 
Martin estimates that the fleet still has 70% of its structural service life remaining, and despite the cost of the upgrade, the military is projected 
to save around $20 billion thanks to the modifications. 
     Rollout of the C-5M Super Galaxy completes the second phase in a modernization procedure that aims to upgrade 52 existing C-5M's. The 
Avionics Modernization Program first replaced aging electronic systems on 46 aircraft, which have already logged a combined 45,000 hours. 
The second phase, which completes the update, includes re-engining and reliability enhancements. November 9 marks the first delivery of 
three fully-modified airplanes that will be dispatched to the Air Force. 
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The World's Largest Flying Boats 

Ever Flown Operationally 

In 2007,  Coulson Aircrane Ltd. purchased the Hawaii and Philippine 
Mars to expand its firefighting capabilities and establish itself as the only opera-
tor worldwide, to operate Sikorsky S61 Type 1 helicopters and the world’s largest 
water bombers. 
      Since purchasing the Mars water bombers, significant upgrades have been 
carried out on the Hawaii Mars to bring it to higher aviation and safety standards for modern-day firefighting. The "Next 
Generation" Hawaii Mars has an EFIS Glass Cockpit and the ability to stream live data from certain key on-board, indi-
cation systems. Other forms of data that are available from the aircraft in real time are Flight Tracking, Load Data meas-
uring, Aircraft Performance statis-
tics, Atmospheric Condition at 
Drop readings, and Accurate Drop 
Location reporting. 
     Coulson’s goal is always to pro-
vide a world-class operation that 
brings the highest level of safety 
and accountability to its customers 
in the Firefighting Industry. 
     The flight engineers station is at 
the rear of the flight deck, behind 
the crew seating area. It is situated 
just ahead of the main wing cross-
section (directly behind the bulk-
head in the photo), and an access 
to the wing interior and/or the rear 
upper deck is to the left, just out of 
the photo. 
     Just out of sight and to the right 
of the photo is the passageway to 
the interior of the ship, and the 
radio operator's station (no longer 
used). 
     The navigator's map/plotting 
table is still behind the pilot's seat 
though no longer used, having 
been replaced by GPS.  

Flight Engineer's Crew Station 
 

The Crew Station that manages and mon-
itors all engine systems. Throttle control 
can also be delegated to this crew posi-
tion from the Cockpit. 
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AVIATION HISTORIES ARE FILLED WITH THE EXPLOITS OF MILITARY AIRCRAFT.AVIATION HISTORIES ARE FILLED WITH THE EXPLOITS OF MILITARY AIRCRAFT.  
BUT HAVE YOU EVER HEARD OF THESE?BUT HAVE YOU EVER HEARD OF THESE?  

  
Britain, France, Germany, Russia, Italy, the United States: Since the dawn of military aviation, all the mighty air forc-
es and great airplanes have come from the same-old, same-old half-dozen nations. Isn't it time bit players like 
Albania, Liechtenstein, Paraguay, and Lapland, to name only the most obscure, receive at least a passing 
nod? 

N-78 Flying Cloud, Democratic People's Republic of North Korea  
Air Force, 2009 

     A North Korea can claim credit, if credit it be, for histories most unconventional spy-
plane. Suspicious that running-dog tricksters of the capitalist-fascist stooge front might be fo-
menting a diabolical plot in the clouds from the outside world drifting over its airspace, design 
wizards of the Kim Jong-il Idea Works created the ingenious N-78 Flying Cloud. The four engine 
jet was built with parts scavenged from crashed Russian Tupolev and Ilyushin airliners and con-
cealed within a Styrofoam shell molded to resemble an innocent cumulus cloud. The N-78 was 
charged with plowing through every suspect cloud in the sky to foil the dirty work of the impe-
rialist hooligan camp and its lackey dupes. A clever ploy, but perhaps too clever: On its third 

flight, reports of a defecting North Korean meteorologist, the Flying Cloud became lost in the real clouds and was never seen again. 

AA "Featherfighter" Pursuit Plane, Royal Fiji Air Defense Command, 195I 
     Any threat to tourism is a dagger poised at Fiji's very heart. Pesky flocks of squawking seagulls, pelicans, 
and goony birds were searching for food scraps and threatening the tranquility of the Pacific island-nation's beaches, 
so the Fiji Air Defense Command made chasing them away its primary task. The command devised the Featherfighter 
MK 1, the world's first low-altitude, avian-pursuit plane, bristling with compressed-air guns, water cannon, and loud-
speakers blaring recorded "Shoo! Shoo! Shoo!" warnings. Alas, beachgoers complained more about the racket of the 
Featherfighters' radial engines than about the birds, and the airplanes were redeployed to aid Fijian agriculture by 
knocking the coconuts out of palm trees—a ticklish low-level operation that soon eliminated the Featherfighters, 
one by one. 

Jokkikikonum XX, Lapp Reindeer Herder Air Force, 1947 
     The first air force founded by an an-imal-herding cooperative owed its existence to the traveling aeronautical 
engineer who, passing through Lapland in 1947, convinced herdsmen that lassoing reindeer from the air instead 
of chasing them across the vast tundra promised huge savings in time and energy. For the Lapp Reindeer Herder 
Air Force, he designed an aircraft carrying drums of coiled high-strength rope unfurling as air-to-ground lassos, 
with a World War II Norden bombsight modified to home in on moving animals. Sadly, on the maiden flight, 
the first lasso wound itself around not a reindeer but a stout spruce tree, and instead of an animal going up, the 
herders watched an airplane coming down. The Lapp Reindeer Herder Air Force soon lapsed. 
 

 

T h e  R A F  t a k e  a  g r o u n d  e n g i n e e r  a n d  a  g r o u n d  e n g i n e e r ’ s  m a t e  w i t h  t h e m  o n  a l l  C - 1 7  t r i p s .  B u t  
t h e  g r o u n d  e n g i n e e r  i s  m u c h  m o r e  c a p a b l e  t h a n  h i s  t i t l e  s u g g e s t s .  T h e y  a r e  f i v e  t r a d e  q u a l i f i e d  
a n d  t h e y  b e c o m e  v e r y  k n o w l e d g e a b l e ,  b u t  i t  t a k e s  t w o  y e a r s  t o  t r a i n  o n e .  W h a t  t h e y  d o n ' t  k n o w  
a b o u t  t h e  j e t  i s  n o t  w o r t h  k n o w i n g .  T h e y  c a n  d o  a n y t h i n g  f r o m  c h a n g i n g  a  l i g h t  b u l b ,  t o  c h a n g -
i n g  a n  e n g i n e ,  a n d  o r g a n i z e  t h e  s u p p o r t  f o r  t h a t  s i n g l e h a n d e d l y ,  a n y w h e r e  i n  t h e  w o r l d !  

DV "Flying Stamp Dispenser," Liechtenstein Postal Service Air Force, 1968 
     Counterfei t  s tamps could wreck the fragile economy of this tiny philately-de-pendent principality, so noth-
ing less than an instinct for national self-preservation led Liechtenstein's Postal Service Air Force to devise a "first-
strike" doctrine: sending its purpose-designed, twin-engine airplane aloft by night to sneak into San Marino, Luxem-
bourg, and Monaco to dump millions of rolls of counterfeit stamps on these philatelic arch-rivals, sowing mass 
confusion the next morning and wrecking their stamp industries before they could do the same to Liechtenstein. 
The stamp commemorating this bold tactic is today a collector's item, issued by the French possession of St. 
Pierre and Miquelon, since the Flying Stamp Dispenser is still a Liechtensteinian  military secret. 
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Maheux, J. F. Armand September 25, 2011. 
Millar, F. T.  (Dusty) December 16, 2011.   
    Bedard, Gaston, (Crash) May 14, 2012 
    McIntosh, Shirley  June 22, 2012. 
    Horness, Ken  July 06, 2012. 

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. 
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Armond Maheux joined the RCAF on May 25, 1953 
and trained as an airframe technician. He served at vari-
ous fighter squadrons in St Hubert, Cold Lake and Ba-
den Baden before remustering to Flight Engineer in 
1967. His first operational squadron was 412 Sqn at 
Uplands. He retired as a C130 F/E at 436 Sqn in Tren-
ton on July 09, 1977. 

Gaston Joseph Bedard was born on  November 10, 
1929, at Hull Quebec. He joined the RCAF in 1951 
and trained as an aero Engine technician. Upon grad-
uation from CAMP BORDEN, he was posted to 436 
Sqdn at Lachine PQ. After the hangar fire at Dorval 
airport in 1956, the squadron moved to Downsview, 
ON. At Downsview, Gaston became a FLT/Tech on 
the C119. He along with all the other Flt /Techs, be-

came  
F/E’s on September 01, 1959. During Gaston’s flying tour on the  
C-119 at 436 Sqdn., he was the Flt/Tech on the C-119 that crashed 
on landing at Isachsen ( a Dew Line site in the “high Artic ) during 
the resupply of the Dew Line sites in the Autumn of 1955.  
     On December 15, 1958, Gaston Bedard was the Flt Tech on the C
-119 aircraft that crashed in Pisa, Italy. After both crashes, it was a 
remarkable coincidence that Ronald Hutton was the Flt/Tech that 
rescued the crews away from the crash sites. So the name ‘Crash’ 
Bedard  started to develop . 
     Gaston Bedard and his family (wife Claudette and children Lisa, 
Jean and Pierre) moved again with 436 Sqdn. from Downsview to 
Uplands. During the posting to Uplands, a fourth child Richard was 
born. Shortly after Richard’s birth, the Bedard family were going 
from Ottawa to Montreal in 1964, when they were involved in a 
crash of two “ Land Vehicles”, with severe injury to Claudette. For-
tunately all survived the crash. This crash solidified the name Gaston 
‘Crash’ Bedard. The Bedard family were posted to Trenton in 1975. 
After a tour in Trenton, Gaston requested a posting to Comox. In the 
summer of 1979, Gaston and family retired in Comox and the family 
remained in Courtney, except for Pierre, who lives in Picton ON. 
GASTON and family were all well respected, by good friends and 
neighbours. Gaston was a staunch Montreal Canadien fan. 
 
Horness, Ken was a C 130 Flight Engineer at 435 Sqdn. Prior to 
C130's, he was at Cold Lake. After retiring, he worked at Canada 
Post. 

 

Diamond Jubilee  
Queen watches March-past and Fly-past. 

http://www.dailymail.co.uk/news/article-2146740/Diamond-Jubilee-
Queen-watches-Royal-Navy-Army-RAF-march-Windsor.html 

 
This is a great site as far as I am concerned, hope you like 
it. Be sure to look at as many of the sites as you can, they 

are all good. The flight in the Lancaster is available for 
$2500,00 if you feel inclined. 
http://www.youtube.com/watch? 

v=fzV6TEe5rfE&feature=youtube_gdata_player 
 

One last look back at those amazing Jubilee celebrations,  
as seen by the 'Tail-end Charlie' in Britain's last airworthy 

Lancaster.  
Amazing images have been released showing London landmarks as 

seen by the crew aboard a Lancaster bomber, that is part of the Battle 
of Britain Memorial Flight, during the Diamond Jubilee Flypast over 

The Mall & Buckingham Palace. 
http:www.dailymail.co.uk/news/article-2155406/One- 

Look-amazing-Jubilee-celebrations- - - - seen-Tail-end- 
Charlie-Britains-airworthy-Lancaster.html 

What men do when they can't stand it anymore! 

 a n d  d o  i t  N O W !  
S e n d  m e  i n p u t  f o r  n e w s l e t t e r  

The angels are always near  
to those who are grieving,  

to whisper to them that their loved ones  
are safe in the hand of God.   
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