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T he 2012 reunion in Summerside went quite well, although we did not have a large number of members from out west in attendance. At 
the conclusion of the reunion we had still not come to a consensus as to where the next reunion would be held. Our members in attend-

ance from both Edmonton and Comox were not prepared to volunteer their respective regions until they talked with other members back 
home. President Mac MacGregor suggested that the next reunion should be out west, either Edmonton or Comox as the last three reunions 
had been in Trenton 2009 (FE Trade 50th Anniversary), Greenwood 2010 and Summerside 2012. Since the reunion in August Mac has 
talked with both Ted Kaften in Edmonton and John Woods and is very happy to announce that Comox has stepped up and offered to host the 
next reunion in 2014. Many thanks to our friends in Comox and we look forward to seeing everyone there in 2014."  
    The weather during the reunion was somewhat unsettled and humid. The reunion itself was held at the old Summerside base in the former 
officers mess. It was so warm, that it was decided to forgo jackets and ties for the dinner and kakis and open collared shirts were chosen 
instead. A precedent for future reunions may have been set, as a lot of people liked the idea of not having to pack  a suit when traveling for 
the reunions.  
     A quick meeting was held during the final breakfast on Sunday morning. Aside from discussing the location of the next reunion, Mac 
introduced the idea of having a representative for each region, who would be considered as a member of the executive, but mainly be the go-
to-person for the region when a contact is needed. Vern Boute stepped up for the East Coast region so we will have to see who we can get 
for Edmonton and Comox. 
     The financial report from Ray McIntosh was presented and there was some discussions about updating the web site. There was also talk 
about the format of future reunions and whether to continue to have sit down dinners. The prevailing opinion was to continue, although the 
dress could be relaxed a little bit.  
     On behalf of the membership of the Canadian Military Flight Engineer Association and everyone who attended the reunion in Summer 
side PEI, the President would like to offer a heartfelt THANK YOU to Vern Buote and his lovely wife Marion for their hard work and the 
great job they did at this reunion. It was a wonderful time getting together with old friends again." 

Canadian Mi l i tary  F l ight  Engineers   
Associat ion Newsletter   

W ith Christmas almost upon us, I cant help but realize how fortunate we are to be Canadians. We are blessed to be living in a 
society devoid of  many of the ills that plague other nations today, such as civil wars, natural disasters, and  dictatorial gov-

ernments. 
     2012 has been a lean year for airshow events in this part of Ontario. They were all but non existent this past Summer in this neck 
of the woods . Aside from the Waterloo Airshow, there were none. However, there were a few flying activities that I was able to at-
tend, such as the UPAC (Ultralight Pilots Association Convention) in Bright, ON., the Great War Flying Museum in Brampton, ON., 
and the Tigerboys of Guelph, ON., open house and fly-in events.  
     In spite of it all, my  appetite for aeronautics was duly satisfied and fulfilled when I visited the Johnson Space Center in Houston 
Texas and attended The Wings Over Houston Airshow. During my visit in Texas, I  was able to get up to date on recent Aviation and 
Space Technogical advancements, and see some of the research and developments in progress in the ongoing space program. A visit 
to the Mission Control Center for the ISS (International Space Station), and the thrill of seeing the extraordinary large numbers of 
old warbirds flying in the airshow, were all in all, a totally satisfying experiences. 

note Editors' 

T he third test flight of the U.S. Air Force's experimental, unmanned X-51A WaveRider hypersonic scram-
jet test bed ended in failure in early August. A control fin fault early in the flight caused loss of the vehi-

cle before the main propulsion test began. In only one of the three test flights thus far has sustained scramjet 
(supersonic ramjet) propulsion data been gathered — leading to future high-speed aircraft and missile designs. 
     The Boeing X-51 (also known as X-51 WaveRider) is an unmanned  scramjet demonstration aircraft for 
hypersonic (Mach 6, approximately 4,000 miles per hour at altitude) flight testing. It successfully completed its 
first powered flight on 26 May 2010 and also achieved the longest duration flight at speeds over Mach 5.  

     The X-51 is named "Wave Rider" because it uses its shockwaves to add lift. 

    Your 2013 Membership fee is now due! 
I n p u t  f o r  t h e  n e w s l e t t e r  f r o m  m e m b e r s  i s  n o w  l o n g  o v e r d u e ?   
                  H o w  a b o u t  y o u r  b i o g r a p h y ?  
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The evacuation of a seventeen year old Eskimo girl from Cape Dorset, Baffin Island, to Montreal by 103 R.U.  

                by F/L W.W. Watters 

S uch mercy missions are almost everyday affairs. It might be of Interest to hear comments from one member of the mission to whom 
this was a completely new and interesting experience. 

 I would like, first, to express my admiration for the manner in which F/L Jim Haugh and his crew, F/L Sandy Coburn, F/O's Bob Col-
leen, Bill Neilson, Joe Poltz and Cpls. Germain and Cunningham, carried out this "routine" mission. They were really quite successful in 
giving the impression that a water landing and JATO take off in the middle of a snowstorm off the rocky coast of Baffin Island was no 
more "hairy" than shaving oneself with a hangover. They even convinced the Montreal press. After what. these boys had done to ensure 
the patient's safe arrival in Montreal, a picture in a Montreal newspaper showed the patient being lifted onto the stretcher by two interns 
from the Montreal General Hospital! The caption accounted for her presence in Montreal by referring to "an RCAF amphibious Canso." 
     On the trip to Frobisher, Nursing Sister Brown and myself were . . . wheels to be sure, but fifth ones. Our main task was keeping out of 
the way of high flying chefs Germain and Cunningham. Many a housewife has a lesson to learn from these boys in how to prepare a four 
course meal for nine, on a two burner hotplate in a space as large as the average housewife's broom closet. However, the meals weren't 
always number-one Duncan Hynes. I remember once, the mushroom sauce on the filleted frog's legs could have had a bit more red pep-
per, and on one occasion the sauterne had been chilled just a bit too much. Under more favourable circumstances, I'm sure this would not 
have happened. Steak anyone??? 
     We landed at Frobisher at night (temp. 29 above) so it wasn't until the following day that we got a good look at the country. It made 
Greenwood on a slushy day in March look like Florida in comparison. But I suppose one could get used to the rough barren landscape 
and the snowcapped mountains to the north, just visible beneath what I am told is a perpetual overcast.  
Frobisher strikes me as a perfect place to send people who write nasty letters to Command or squirt beer foam on OC's at Squadron par-
ties. But I'm safe. There's no establishment for MO's there. Not yet. 
Cape Dorset was exactly like Frobisher . . . only more so. To make sure we would remember our trip, they had managed to turn on a nas-
ty little snow squall for us. The settlement itself consisted of about six white wooden buildings surrounded at varying distances by Eski-
mo tents, all set in a tiny inlet. The land was . . . not land at all. It was rock, rugged, brown rock, ugly and desolate. 
     When we anchored, a rowboat was put out from shore with three Eskimos and two white men aboard. The Eskimos were dressed ex-
actly as they used to appear on Sunday School cards (my only previous association with them). The white men turned out to be Mr. Pay-
ton, the Hudson's Bay man at the settlement, and Mr. Cottington, a male nurse working for the Department of Indian affairs. It was Mr. 
Cottington, who had radioed the Indian Affairs doctor in Ottawa concerning the patient. However he had not been notified of our arrival 
and consequently did not have the patient ready for evacuation. Nursing Sister Brown and I went ashore with them to help her get ready. 
     On the way in, we found out a bit about the place and its people. Mr. Cottington told us that the reason we saw so many tents pitched 
about was that all the Eskimos had come from inland camps in order to have chest X-rays done by the boat that went through the north-
land this past summer tracking down tuberculosis. It was just such people that 103 RU had ferried out in the weeks previous. We were 
anxious to find out as much as we could during our stay, so we peppered the poor man with questions as fast as he could answer them. He 
is hired by the Department of Indian Affairs for a period of three years. He lives with his wife and three children in one of the wooden 
buildings denoted as the Nursing Station. His home is in Louisburg, Cape Breton, and despite the fact that he has been in Cape Dorset for 
two years he has not learned the language. Much of his interpreting is done by his seven year old daughter! There are only five white peo-
ple on that part of the island besides the Cottingtons and the Hudson's Bay man. There is a female teacher who at that time was visiting 
one of the inland camps. A little white church on the other side of the cove stood all alone and looked deserted, which in fact it was. At 
the Present time, there is no priest or missionary of any faith in the area. We asked Mr. Cottington if he had to cover much territory. "No," 
he said, "the farthest I go is only 140 miles"! 
     In the Nursing Station we met his wife and three children. I was impressed by the furnishings in this little white house in the middle of 
a barren wasteland. It looked like any Greenwood PMQ, complete with electric washer and oil stove. In a little room off the kitchen, Mr. 
Cottington had his "hospital." In it were two beds and a bassinet all filled. The baby in the bassinet was one of twins which he had deliv-
ered in a tent in the middle of night at 20 degrees below zero. Our patient was in one of the other beds. She was Napatchie, seventeen 
years old wife of an Eskimo who looked no older himself as he stood beside her bed, helpless and uncomfortable. 
Napatchie had been seven months pregnant. Two nights before, Mr. Cottington was called out to her tent to find her convulsing, a victim 
of eclanpsia. This is a rare complication of pregnancy in our part of the world with its almost universal prenatal care, but still not uncom-
mon among primitives. It is a disease which affects the kidneys, the cardiovascular system (heart and blood vessels) and the. ' nervous 
system. The nurse brought her to the nursing station for treatment and radioed Ottawa for help. That night Napatchie's first baby was 
born . . . dead. Following this, there was profuse bleeding and although the bleeding had abated considerably by the time we arrived, the 
patient was weak from loss of blood. The day following, Ottawa radioed instructions regarding her treatment and Mr. Cottington was 
advised that an attempt would be made to get the RCAF to evacuate her. It wasn't until our arrival that Mr. Cottington knew for sure we 
were coming. It should be pointed out that the instructions Ottawa radioed to Cape Dorset were exactly what the nurse was doing. His 
handling of the case showed a high degree of professional ability. 
     After Napatchie was prepared for her trip "out," which included a new knitted winter outfit from the Hudson's Bay post, she was bun-
dled on the stretcher and passed out the window to the crowd of Eskimos who had been waiting silently outside. With surefooted agility 
the stretcher bearers carried her over the rocky ground to the waiting boat, and Napatchie will never have a smoother ride, so gently did 
they handle their burden. In the boat returning to the Canso, Napatchie's husband sat at the head of the still bundled form on the stretcher. 
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The only sound was the creaking of the oars and the occasional sob from behind his fur trimmed hood. Our patient was loaded on board 
the Canso and after we had tried to assure her husband that she would be alright and that we would take care of her, the little boat headed 
back to shore. We headed out to sea for the takeoff to Frobisher and to Montreal. 
     Natpatchie stood the trip well ... probably better than 99% of her Anglo/Saxon countrywomen would have done. Although she re-
quired quite a lot of nursing care on the part of Sister Brown, very little fictive treatment was necessary. She was sedated and given oxy-
gen most of the way. Even though we flew at 6,000 feet it was necessary to give her oxygen since her supply of oxygen carrying red 
blood cells was depleted; hence without oxygen she would have reacted at 1,000 feet like a normal individual at say 14,000 or 16,000 
feet. 
     So with the help of 103 Squadron, seventeen year old Eskimo girl was brought to the kind of medical aid she needed in order to re-
cover. And despite the Montreal newspapers, I'm sure she knows whom to thank for her rescue. 
     Rescue Flight was formed in Dartmouth, Nova Scotia on April 1, 1947. It moved to Greenwood, NS, that same year where it re-
mained until three years later when it was renamed 103 Rescue Unit (RU). While at the Greenwood base, the Unit adopted as its crest 
"Albert," the Saint Bernard Rescue Dog. It also took on the motto "Seek and Save" - a suitable symbol of the Unit's search and rescue 
role. 
     The Unit then moved to Summerside, Prince Edward Island, until 1968, when it was disbanded. It was then renamed 413 Transport 
and Rescue Squadron. For the next eight years, it remained dormant. It was resurrected in 1977 in Gander, Newfoundland, to meet the 
unique search and rescue demands of the frigid North Atlantic. It has been stationed in its permanent hangar on the grounds of the Gan-
der International Airport since then. 
     103 Rescue Unit was granted squadron status in March 1997, and suitably renamed "103 Search and Rescue Squadron." On June that 
year, His Royal Highness, Prince Philip presented the Squadron with its Standard. 
     In the 1960s, the Squadron purchased Albert, a rescue dog, from a barber in Nova Scotia. Today he adorns the Squadron's badge. His 
goal is the same as those who serve at 9 Wing, whether on the ground or in the air: To "seek and save." 

First All-composite Helicopter 

Showcased at the Oshkosh experimental aircraft 
gathering, this New Zealand-made helicopter features 
the world's first all composite fuselage. The compo-
site is a carbon-Kevlar which provides extraordinary 
strength — enough to preclude the need for a frame 
— and keeps the total weight of the fuselage 370 kg 
before adding drive train and engine. 

  Canada Orders CH-47F Chinooks 
 

C anada has signed a C$1.2 billion ($1.1 billion) contract for a reduced fleet of 15 Boeing CH-47F 
transport helicopters and expects to receive its aircraft between July 2013 and 2014. It had previ-

ously planned to acquire 16 of the aircraft, which will be designated CH-47Fs in national service. Cana-
da expects to spend around a further C$2.2 billion on in-service support for its new Chinooks during 
their first 20 years of service. 
     The CH-47F is an upgraded model of proven CH-47D Chinook helicopter. The new Chinook model 
features reduced vibration effects, an integrated cockpit control system, and more powerful T55-GA-
714A engines fitted with digital fuel control. Each engine is rated at 4,868 horsepower (shp).  
     The reactivation of 450 Tactical Helicopter Squadron, which is to be the home of the Canadian Forces' CH-147F Chinook medium- to 
heavy-lift helicopter, was formalized on May 2, 2012, by a Canadian Forces order. 
     450 Squadron, under the command of 1 Wing Kingston, Ont., and based at Canadian Forces Base Petawawa, Ont., will be home to 15 F
-model Chinooks – more modern and capable versions of the Chinooks that were, until recently, flown in Afghanistan. 450 Squadron was 
also the designation of the Air Force squadron that operated Chinook helicopters until the early 1990s, when the aircraft were phased out. 
     Canada's new CH-147F Chinook helicopter made its successful first test flight near Boeing's facility at Ridley Park, Pennsylvania, on 

June 24, 2012. The inaugural flight lasted more than 80 minutes and confirmed the initial airworthiness 
of the aircraft, including its new electrical system and advanced common avionics architecture system 
cockpit, which reduces pilot workload. 
     After the Chinook's third flight on June 25, Boeing also completed the limited acceptance test pro-
cedure to validate aircraft performance and systems. The aircraft will continue to progress through 
ground and flight test activities in the coming months and soon will be joined by the second CH-147F, 
which is scheduled to roll off the production line later this month. The aircraft will continue flight test-
ing over the next 12 months with a combined crew of Boeing/Canadian Forces test pilots. 
     The Royal Canadian Air Force will receive 15 CH-147F Chinooks. The helicopter will feature ex-
tended-range fuel tanks, an upgraded electrical system, and aircraft survivability equipment that will 

enhance the Canadian Forces’ ability to operate in remote and isolated areas and increase their capacity to respond to disasters both at 
home and abroad. 

A famous Viking explorer  
returned home from a voyage 
and found his name missing 
from the town register. His 
wife insisted on complaining 
to the local civic official, who 
apologized profusely saying,  

“ I must have taken Leif off my census." 
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SIXTY YEARS IN AVIATIONSIXTY YEARS IN AVIATION  
            By Lewis Grant Ervin 
About 1944, at the ripe old age of about 8 years old and in grade two, I was walking home from our little country school 
with an older classmate when a large formation of aircraft flew overhead.  I met him again in 1996 at my Dad’s funeral. 
He pointed out something to me that I had totally forgotten about and that was that when the aircraft flew over I had 
pointed to them and announced to him that someday I would be up there too. He was curious as to whether I had ever 
followed through with that dream. 
     Eight years later, on September 16th 1952 at the age of 16 and in high school in Leduc this dream started to material-
ize when I was sworn into the RCAF auxiliary by Flight Lieutenant Munson at RCAF Station Edmonton. It was in the 
vicinity of the present NAIT computer science building. In July 1953 I headed for RCAF Station Abbotsford where I 
received a combination of boot camp and trades training graduating in August as a Group I Aero Engine Technician on 
B25 Mitchell aircraft. It was in Abbotsford that I had my first flight on a C45 Expeditor aircraft and had my hands on the controls. I was 
bitten! 
     In 1955, after graduation from high school I spent two weeks at RCAF Station Summerside P.E.I. on a summer exercise program. I 
flew down on a B25 Mitchell and had to change a starter at the Dorval Airport in Montreal before continuing on to Summerside.  
     After Summerside I deviated somewhat from my goal in aviation and went to work in the oilfields. That proved to be very unsatisfy-
ing for me and by December of 1956 I was jubilantly back on track. I transferred from the Reserve and 418 Squadron to the regular 
force, RCAF. 
     On January 27th 1957, I arrived by train at St. Jean, Quebec, which was the manning depot at that time. I had kept my Reserve rank of 
LAC (Leading Aircraftman) and my technical level of Group 2.  
     After boot camp I was on the train again and off to RCAF Station Macdonald, Manitoba arriving in Portage La Prairie on April 1, 
1957. I and two other airman companions were transported by van to the Macdonald RCAF Station 17 miles out of Portage La Prairie.  
Macdonald was a base of about 900 personnel, all male except for the Commanding Officer’s secretary. It was comprised of 60 T33 air-
craft, 2 Expeditors (C45) and 2 F86 Sabres. It was here that I entered into the jet age and wrote my Group 3 on the T33. It was a real 
challenge and I enjoyed it. My job was in servicing a B flight comprised of 20 aircraft. Macdonald was a training base and there were 
interesting situations taking place from time to time. 
     On June 1, 1959 RCAF Station Macdonald closed and many of us including myself found ourselves transferred to RCAF Station 
Winnipeg. In Winnipeg, involved in a variety of jobs such as servicing, maintenance, engine bay, and snag crew, I became qualified on 
Expeditor (C45), Dakota (DC3), Mitchell (B25), T33, and the Lancaster.  
     In 1964 I was transferred to servicing at 111KU Search and Rescue (later became 440 Squadron). 111KU was comprised of 2 Expe-
ditors C45, 3 Dakotas, 2 Albatross CSR 110, 1 T33 and 1 Lancaster. The Lancaster was phased out by 1965. 111KU supplied the Expe-
ditor aircraft for the pilots from the DEW line who had to fly every 90 days to maintain proficiency and required someone to fly shot gun 
(right seat) to assist them. 
     On March 2 1966, I logged my first flight as a crewman from Winnipeg to Edmonton and back on Dakota 668. April 12 was my first 
flight as a crewman on CSR 110 Albatross 9309. This was for local training in Winnipeg. I was in there every chance I got, hence in 
January 19, 1967 I made my first flight in my new position as a Flight Tech which meant that I no longer worked for an Engineering 
Officer, but was a member of 111KU Search and Rescue Squadron under the Squadron Commanding Officer. In June 1967 all Flight 
Techs on the CRS 110 (Albatross) were designated as Flight Engineers as the Flight Tech became redundant. The Flight Engineer was a 
trade in itself. 
     In October 1967, family in tow, we were transferred to 121KU (later 442 Squadron) Comox, BC. In those days every airman dreamt 
of a transfer to Comox because of the weather, the mountains and the ocean. It was a dream come true! In Comox I flew mainly on the 
Albatross aircraft until it was phased out in September 1970 and replaced with the Buffalo aircraft. At this point in my career I found 
myself on the CH113 Labrador helicopter. This was real hands on Search and Rescue! 
     Search and Rescue up until 1970 involved searching by the use of the human eye which especially in rough mountainous terrain was 
very inefficient. All members of the crew took part with usually two to four spotters recruited for the search. A search mission could last 
from two days to two months resulting in about six months of the year of being away from home base. I managed to look at most of 
Western Canada to Lake Superior including the Artic inch by inch. After 1970, with the advent of the Emergency Locator Transmitter 
(E.L.T.) aircraft searches dramatically shortened except in cases of fire or the aircraft not being equipped with an E.L.T. Marine searches 
and missing people still involved the old eyeball method. Rescue involved removing often injured people from situations sometimes 
exceedingly dangerous to our aircraft and ourselves an example being the rescue of a mountain climber with a broken leg of a ledge on 
the East side of the center spire of Mount Slesse in BC. 
     Understanding and supportive of my love of flying, one day in the summer of 1973 my “bride” of than 15 years asked me “why don’t 
you get your pilot’s licence?” My answer to that was “we can’t afford it”. Being the incorrigible optimist that she is, her reply was suita-
ble “it will work out”. So on August 28 1973 I took my familiarization flight with Ron Lafountaine on Cessna 150 CF-BIP. 
     On January 8 1974, I flew my first solo at Campbell River, BC. My extracurricular activities by now were involved with the Comox 
Flying Club. I soon became the manager of the club. The board wanted another Cessna 150 to supplement CF-BIP. I managed to find CF
-WKE for a good price but the board giving it more thought decided not to purchase at that time. I went home and asked Eva how she 
would like a partnership in a Cessna 150. I think the surprise abated her optimism for a moment, but she agreed and we bought our first 
airplane. 
     Time was fast approaching for another air force move, so on May 24, 1974, after my promotion to Sargent, I was on my way to an-
other one of the many courses I was subject to throughout my military career. This one was going to be a long one, a 6 month course on 

L.G.Ervin  
1965 
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the Hercules aircraft in Trenton, ON. It was always difficult to leave my family behind for such a long time. I took advantage of any 
free time away from the course to work on my pilot’s licence. On July 22, I flew my private pilot’s flight test with Hank Hemming of 
the Trenton Flying Club and obtained my license. In August, while still in Trenton I went down to the Toronto Dominion Bank Tower 
in Toronto and wrote the written part of the license and was issued with my private pilot’s license no YZP-031356. It was during this 
period that I received the sad news of the passing of my Comox instructor and dear friend, Ron Lafountaine, in a plane crash which 
involved CF-BIP. 
     On August 19, 1974, I made my first flight on the C130 Hercules aircraft 319, after almost 3 months in ground school including 
simulator training in Edmonton from August 10th to the 19th. On October 3rd 1974 I landed back in Trenton off the South Pacific train-
er completing the C130 course in Trenton. 
     On November 1st 1974 I was officially transferred to 435 Squadron Edmonton flying on C130 Hercules aircraft. 435 Squadron was 
mainly a transport Squadron equipped with C130 Hercules aircraft, which went to any part of the world on United Nations and NATO 
missions as well as the Artic airport enhancement program. This program involved low altitude parachute extraction of supplies and 
equipment (LAPESE), the equipment being a bulldozer to lengthen runways.  From time to time we were called upon to support a sci-
entific group in the Artic, or missions such as Morning Light  again involving the LAPESE method of delivery. Three times a year 435 
joined 436 and 429 in an exercise known as Box Top which was the resupply of the base at Alert. Because it is close to the North Pole 
it is locked in ice 12 months of the year, hence, everything from food to fuel must be flown in. I seemed to draw Box Top every No-
vember, in 24 hours of darkness and cold with the odd phase condition (high winds) to make things interesting.  
     The long range trainers and Lahr, Germany slip were again resupply missions. The Lahr slip was to support UN troops in Cyprus 
and the Middle East and the fighter base at Baden, Germany. The long range trainers were to train the crews in world response situa-
tions and usually involved a mission commander and an experience member of each of the crew (pilots, navigator, flight engineer and 
loadmaster) with other crew members with some experience and rooky crew members to learn the ways of handling landing fees, situ-
ations as they arise and even obtaining and purchasing fuel can prove to be a major exercise in some countries. The long range trainers 
resupplied Canadian embassies and often carried relief and charitable goods.  
     Between Lahr slip, our NATO commitments, (defence of the northern flank Norway) and long range trainers I visited many coun-
tries around the world: Norway, Scotland, Ireland, England, Germany, France, Italy, Greece, Turkey, Iran, Syria, Egypt, Pakistan, In-
dia, Kenya, Ghana, Ziare (Congo), Senegal, Greenland, Azores, the Canaries, Spain, Gibraltar, Morocco, Brazil, Caribbean’s, United 
States and Alaska, Japan, Hawaiian Islands, Fiji, Guadalcanal, New Zealand, Australia, Indonesia, Malaysia, Vietnam, Hong Kong, 
and the Phillipines.     
     After the move to Edmonton, I now had to get my Cessna 150 to Edmonton so on February 16th 1975 Bob Young and I flew out to 
Comox on the C130 to pick up CF-WKE. We arrived at Namao after 8 o'clock, one hours of flying time. Shortly after I became in-
volved with the Namao Flying club and once again accepted the position of Manager of the flying club. 
     On March 23rd 1975 I passed my check ride at which time I became a fully qualified Flight Engineer on the Hercules aircraft. By 
November 1977 I had 2000 hours of C130 Hercules time logged. 
     In 1976 I obtained my A.M.E. (Aircraft Maintenance Engineer) license.  I could now sign out Inspections on light aircraft. Follow-
ing receiving the A.M.E. license I became the chief engineer for the Namao Flying Club. In February of 1977 I was checked out on 
the Piper Warrior and on July 23rd I was checked out on the Mooney aircraft with Stan Froehler.  
     February 1979 Ervin Aviation Enterprises was formed. This materialized as a result of the Namao Flying Club’s interest in leasing 
CF-WKE. That proved to be profitable in more ways than one as it also helped put three of my children in training for their private 
pilot’s license. In 1980 I obtained the night endorsement to my pilot's license. 
     In 1979 proudly sporting my new rank of Warrant Officer, I became Chief Standard Engineer for 435 Squadron. Two years later in 
1981 I became the Chief Training Engineer for 435 Squadron. Sadly, on June 20th 1982 I turned the master switch off on C130 332 for 
the last time ending my military career of over thirty years of service. 
     Once more and for the second time I deviated from aviation and this time went into Real Estate; however I still remained active as 
an AME with the Namao Flying Club. I tried real estate for 5 years, but again this choice proved unfulfilling for me and I went back 
into the aircraft industry. My CF-WKE suffered extensive damage during the (Black Friday) tornedo of July 31 1987.  It was flipped 
on its back and was out of commission for quite some time. 
     On October 15th 1987 I started working for Glen Park at Park Air Services in Ponoka, AB.  I nailed my shoes to the hanger floor 
and I’m still there. From Park Air, in February 1996 Ervin Aviation Enterprises started a flight school in Ponoka. Moe Hamdon was 
the chief flying instructor and the maintenance was done by Park Air. We trained Recreational Permit, Private Pilot license and Com-
mercial Pilots license along with VFR over mountain top, mountain flying and night endorsement. In 1998, Ervin Aviation Purchased 

CF-ZGB from Glen Park. We required two aircraft in the school. In 1999 I purchased 
Park Air Services from the founder Glen Park who was 91 and had just suffered a 
stroke. 
     September 11 2001 changed everything with 9/11. Within a year the insurance on the 
aircraft went from $2500.00 a year to $7000.00 for both aircraft. At this rate the flight 
school was no longer viable, so in 2002 we closed the flight school. However, Ervin 
Aviation still sells block time for licensed pilots under a contract, and Park Air contin-
ues in the maintenance end of things. I still fly test flights, ferry aircraft and take the 
150s up for a bit of R&R now and again. Life is not as fast now as I do not take on 
maintenance jobs where there are deadlines like 8:00 o’clock yesterday morning. But 
life has been good to me. In fact, I’m still fulfilling my life’s long dream in aviation.  
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D uring my visit in Houston, Texas in October, I enjoyed a  most memorable VIP tour of the NASA Johnson Space Center. While there, 
I also had the pleasure of attending the 2012 Wings Over Houston Airshow. 

     Space Center Houston is the only place in the world where visitors can see astronauts train for missions. For more than four decades, the 
Johnson Space Center has been the leader in human space flight operations. 
     One of many sites at the center is a building housing the mammoth Saturn V rocket vehicle, the largest rocket ever to fly. One is amazed 
at the gigantic size of this vehicle which is 363 feet long and weighing over six million pounds—it is a giant. 
     It was very interesting to visit the Mission Control Center which has overall authority for the operations of the ISS (International Space 
Station). We observed teams of experienced engineers and technicians monitoring systems and activities aboard the ISS, 24 hours a day. 
They use sophisticated communications, computer, data reduction and data display equipment. Flight controllers watch every movement the 
crew and spacecraft makes, double checking every number to be sure missions are proceeding as expected, and provide the expertise need-
ed to deal with the unexpected. 
     The ISS itself is travelling 250 miles above the Earth, at 17,500 miles per hour. It is 361 feet long and as big as two football fields, side 
by side. The station is powered by almost an acre of solar panels and have a mass of almost one million pounds. The pressurized volume of 
the station is comparable to the space inside two Boeing 747 jumbo jets. 
     Another interesting building in the complex housed the Space Environment Simulation Laboratory. The building contains two mon-
strous vacuum chambers that simulate the conditions  of space. One is 120 feet high by 65 feet in diameter, and the other is 43 feet high by 
35 feet in diameter. A complete spacecraft or individual components can be subjected to space-like vacuum and also to temperature ex-
tremes from 280 F below zero to 260F above zero. 
     But my favourite of all, was the Neutral Buoyancy Laboratory (NBL) in the Sony Carter Training Facility. The building provides con-
trolled neutral buoyancy operations to simulate weightlessness during space flight.  The NBL simulation control areas provide resources for 
all disciplines involved in EVA  (Extravehicular Activity) training, facility operations, safety communications, video support, medicine, 
suit technician, divers, crew training and technical observation. 
     Neutral buoyancy is the term used to describe something that has an equal tendency to float as it does to sink. A suited astronaut in the 
NBL is not truly weightless. Even though the astronaut is neutral buoyant, the astronaut feels his/her weight while in the suit. Also water 
drag acts as motion, making things easier to accomplish in the NBL than in orbit. 
     The neutral buoyancy pool is one of the biggest in the world, at 202 feet long, 102 feet wide and 40 feet deep. It holds a mind-boggling 
6.2 million gallons of water. An average Olympic size pool holds only 750,000 gallons of water. 
     One can make out the shape of various modules of the ISS under the water where the astronauts practise. Once an astronaut is sub-
merged from a lowering platform, SCUBA equipped divers assist the astronaut with his training. The vastness of the Neutral Buoyancy 
Laboratory inspires a sense of awe as you watch the activities going on in the pool. 
     Last but not least was an introduction to the R2 Robonaut. Robonaut is a humanoid robotic development project. Robonaut differs from 

other current space-faring robots in that, while most current space robotic systems (such as robotic arms, 
cranes and exploration rovers) are designed to move large objects, Robonaut's tasks require more dexterity. 
The core idea behind the Robonaut series is to have a humanoid machine work alongside astronauts. Its form 
factor and dexterity are designed such that Robonaut can use space tools and work in similar environments 
suited to astronauts. The first humanoid robot in space was sent to the space station with the intention of 
eventually taking over tasks too dangerous or mundane for astronauts, and the first such task identified for it 
was monitoring air velocity. Astronauts onboard the space station generally have to measure the air flow in 
front of vents inside the station to ensure that none of the ventilation ductwork gets clogged or blocked. The 
task involves holding a gauge in front of vents in five different locations on the station and taking several 

measurements of the air flow every 90 days or so. It’s not exactly a job that requires a rocket scientist – or astronaut – to accomplish, but 
there are a few things that make it difficult. For one, the gauge has to be held very steady – a challenge for a human being bobbing up and 
down in microgravity. And the samples can be misleading if there’s another source of air flow in the area – such as a human being’s breath. 
Holding still and not breathing, happen to be two areas that R2 excels in, so in some ways, the robot is a natural choice for the work. 
     There was much more to be seen,  but that would require a few more visits to take it all in. 
The Wings Over Houston Airshow was second to none to any airshow you might see in Canada. The main feature act of the 
event was, “Tora Tora Tora”, an explosive re-enactment of the attack on Pearl Harbour. Re-enactors of the 6th Cavalry were 
the ground forces protecting the base. The CAF (Confederate Air Force) “Explosives Ordinance Detachment” (EOD” were 
tasked with recreating the bombings, napalm and strafing runs during the re-enactment.  
     The F-22 Raptor thrilled the spectators  with its speed runs and versatile manoeuvering display. A flight demonstration was 
also performed by the awesome ,V-22 Osprey.  
     The most exiting act of the airshow was a high speed run performed by the Flash Fire Jet Truck. This 
Chevy Pickup truck is powered by a military jet engine that develops over 12,000 horsepower making the 
truck capable approaching 400 MPH. In the demo, the truck accelerated from a dead stop at the end of the 
runway to well over 300 MPH in approximately seven seconds easily beating an aircraft that flew over the 
button of the runway as he fired up the beast . 
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             by Allan English 

T he acquisition, or re-acquisition if you prefer (the original fleet was sold off in 1991, of Chinook 
heli-copters by the Canadian Forces (CF) in 2008, raised questions about aircrew rank that have 

been faced by the Royal Canadian Air Force (RCAF) in the past and will be faced again in the future. A 
key force generation problem brought about by the acquisition was the need for increased pilot produc-
tion at a time when there was already a shortage of pilots. 
     A major obstacle to increased production was seen to be the CF requirement that all officers have 
university degrees. Therefore, one proposed solution to this problem was to train non-commissioned 
pilots, because they would not require degrees. One source of this idea was apparently some Canadians 
working with US Army Chinook squadrons, who were told by their American counterparts that they did 
not understand why all Canadian pilots were commissioned officers, when the majority of US Army 
pilots were warrant officers. I was asked by the Air Staff to examine this issue to see if it was feasible to 
employ non-commissioned pilots in the CF. Underlying this question was the assumption that there might be a large untapped pool of Ca-
nadians who, while not suitable for officer rank, might have what it takes to become pilots. This article is based on the findings of the 
study I did for the Air Staff. It examines the question of non-commissioned aircrew from a Canadian perspective and suggests ways of 
dealing with this issue now and in the future. This analysis recognizes that rank structures in any armed force are a product of culture; 
therefore, useful answers to questions about the optimal rank structure for aircrew require an understanding of the culture of the societies 
and the militaries in which the aircrew rank structures are found. 
Commissioning by Social Status. 
     The earliest policies for determining who would be commissioned and who would serve in non-commissioned rank in flying services 
that were part of the Anglo-American command tradition, to which Canada belongs, were based on the social status of the person, not nec-
essarily the type of job that they were doing. 
     For example, before the First World War and during the first two years of the war, almost anyone who could get a private pilot's      
license and met basic enrolment standards was accepted to fly for the Royal Flying Corps, still a part of the British Army at that time. Pi-
lots held ranks ranging from Corporal to General Officer, and a pilot's rank was more dependent on social status than flying ability. In 
these early days of military aviation, two-seat aircraft were often commanded by the observer, an artillery officer frequently senior to the 
pilot in military rank and in social status. 
     As air warfare became more complex, and the job of the pilot became more than that of a "chauffeur" for the observer, British Army 
commissioning policy gradually changed so that pilots, as well observers, normally held officer rank. This new policy reflected the rising 
social status of pilots as "knights of the air" and the recognition that the effective application of air power could only be done by skilled 
military professionals as was the case for sea power and land power. As the war progressed, the need for professional advice in the use of 
air power from knowledgeable officers with flying experience, irrespective of social status, influenced the creation of new commissioning 
polices that were based on the idea that rank should be commensurate with professional status not just social status. 
     After the First World War, as the Royal Air Force (RAF) downsized dramatically, British aircrew commissioning policy was based on 
both social status and professional expertise. Most RAF pilots, usually young men from the middle class, were commissioned once they 
successfully completed training, and then the RAF attempted to turn them into gentlemen by fostering an upper class outlook in these 
young officers. During the inter-war period, RCAF practices were similar to those of the RAF, with most pilots holding commissioned 
rank. 
     The most notable exception to the rule of commissioned aircrew in the RAF and RCAF was for flying jobs, like gunner or air mechan-
ic, that were filled as a secondary duty by non-commissioned personnel, usually aircraft maintenance personnel. These jobs were seen to 
be less demanding and of lower status than the job of pilot, and therefore appropriate to be filled by non-commissioned airmen, who were 
usually of lower social status than the officers. 
     With the expansion of the RAF and RCAF in the Second World War, both services trained large numbers of non-commissioned air-
crew, including pilots, for several reasons. First of all, there were simply too many new aircrew to be accommodated in the Officers Mess. 
Second, it was accepted that the Commonwealth air forces would temporarily employ large numbers of aircrew who did not have the so-
cial standing that was accepted by many at the time as a prerequisite for officer status. And third, it was understood that these non-
commissioned aircrew were to be in uniform only for the duration of the war and, therefore, they did not require any professional develop-
ment activities to prepare them for senior positions in the air force. 
Commissioning by Professional Status. 
     However, discontent both inside the RCAF and among the Canadian public over the different treatment Canadian officers and non-
commissioned aircrew received, particularly on overseas service with the RAF, came to a head in 1944. Consequently, the Canadian gov-
ernment ordered that all RCAF aircrew were to be commissioned. This government directive was the beginning of the practice of commis-
sioning Canadian aircrew almost entirely by professional status, with little regard for social status. 
     After the Second World War, many occupations began to enjoy newfound professional status, and armed services increasingly deter-
mined ranks for various aircrew positions based on the perceived status of the job itself, rather than the social status of the person doing it.              
Those jobs recognized as professions were filled by officers and those thought to be trades were filled by non-commissioned personnel.           
The distinction between a "trade" and a "profession" has been explained this way by David Percussion: 
     The difference between a tradesperson, or a technician, and a professional, is that the former uses tools without a comprehensive un-
derstanding of how these tools came to be, and why, whereas such knowledge is the key to the latter's ability to adapt those tools for use in 
new and innovative ways or to modify them to meet unforeseen requirements. 
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In professions tools are not only physical objects, but also theories, concepts and knowledge. Therefore, the military profession, like other 
professions, is based on "a sophisticated body of theoretical and practical knowledge and skills," according to current CF doctrine on mili-
tary professionalism. And understanding theories and concepts such as effects-based operations, network-enabled operations, and operation-
al art are key to the successful practice of the military profession today. 
"Professional Status"Aircrew. 
     After the Second World War, the RCAF was reduced to 12,000 personnel and five squadrons, but Cold War expansion brought its 
strength up to almost 54,000 personnel and 41 squadrons by the mid-1950s. This expansion created a sudden demand for large numbers of 
aircrew, many of whom would only operate aircraft and not progress to senior leadership positions in the air force. To meet this need, the 
RCAF re-introduced its short service commission (SSC) scheme, first implemented in 1939. While most SSC officers only served for a 
fixed period of time, those who showed "marked ability" were offered permanent commissions. Until 1968, when the SSC program was 
terminated, a large portion of RCAF officer strength consisted of those on SSCs, giving the air force a flexible tool to adjust its officer 
strength quickly and also a large pool of SSC officers from which to select those with potential for permanent commissions. 
    During the Cold War era, aircrew jobs like pilot, navigator and radio officer were viewed as professions by virtue of the relationship of 
these jobs to jobs in civilian society at the time. The criteria that were used to classify them as "professional status" vocations included rela-
tively high education requirements, relatively high levels of specialized knowledge required to do the job, and the high consequence of er-
rors in the job. Furthermore, in the view of the air force, personnel who could do these jobs well were best qualified to be in the command 
stream with the potential to become higher ranking officers skilled in the theory and practice of aerospace power. 
"“Trade Status"  Aircrew. 
     Aircrew jobs, like loadmaster and flight engineer, were viewed as trades because of the similarity of these jobs to trades in civil society. 
They were seen to be trades because of the narrow focus of the job, lower education requirements, lower levels of specialized knowledge 
required to do the job, and smaller consequence of errors. As a result, these jobs came to be viewed as "trade status" aircrew jobs. This 
"trade status" is recognized today in RAF non-commissioned aircrew, which "normally specialize in a particular role onboard aircraft, as 
aircrew, such as linguists, acoustics operators or electronic warfare systems operators." 
Non-commissioned Aircrew. 
     Many in the CF perceive ranks in terms of the British and Canadian Army model where warrant officers are long-serving personnel who 
have risen to the most senior non-commissioned ranks. However, the non-commissioned aircrew model used by the RAF and RCAF in the 
Second World War was different in that the minimum rank for qualified aircrew was Sergeant, and non-commissioned aircrew tended to be 
very young. Non-commissioned aircrew were very different from Army and air force ground crew Non-commissioned Officers (NCOs). 
And long-serving groundcrew senior NCOs often resented young non-commissioned aircrew as "upstarts", and not "real" NCOs, when they 
appeared in their messes. 
Warrant Officers as Officer-Specialists. 
     There is another rank structure model that is also relevant to this discussion - the warrant officer as an officer-specialist, who is between 
commissioned officers and senior non-commissioned officers in status. The concept of the warrant officer as officer-specialist has been, and 
remains, quite different from the concept of the warrant officer as a senior non-commissioned member of the Canadian profession of arms 
today. 
     For example, the warrant officer as officer-specialist in the Anglo-American naval tradition was a technical specialist not involved with 
handling the ship, such as barber-surgeons and pursers in the British navy during the age of sail and engineers and paymasters in the Ameri-
can navy of the 1870s at the beginning of the age of steam-driven ships. The people filling these positions held warrant officer status be-
cause of the status of their occupation in society. They were regarded as lower status than commissioned officers but higher status than petty 
officers and sailors, but as officers they often shared the wardroom and socialized with the ship's commissioned officers. As these occupa-
tions became professions in civilian society, the people in these positions were commissioned (e.g., medical officer, supply officer, engi-
neering officer) by virtue of their professional status in civil society. The position of warrant officer in the US Army today, including war-
rant officer pilots, retains many of the characteristics of the warrant officer as officer-specialist. 
US Army Warrant Officer Aviators. 
     In the 1950s most of the 2,500 US Army pilots were commissioned officers. However, faced with an almost ten-fold expansion of its 
pilot cadre during the Vietnam War, the US Army was unwilling to upset the balance of its commissioned officer corps by introducing large 
numbers of pilots into it. Therefore, it used the expedient of engaging most helicopter pilots in the rank of warrant officer. 
     Some in the CF use the example of warrant officer helicopter pilots in the US Army as an argument for having non-commissioned pilots 
in the CF. However, the US Army warrant officer is not a senior non-commissioned member of the Army, but an officer-specialist who is 
normally recruited at a relatively young age. The US Army warrant officer is regarded as a "highly specialized expert... who... operates, 
maintains, administers, and manages the Army's equipment, support activities, or technical systems for an entire career." Almost 50 percent 
of US Army warrant officers serve in its aviation branch. While they do not have the same command responsibilities as commissioned offic-
ers, they do have officer status - they use Officers' Clubs and housing and they are given the same military courtesies, such as salutes, as 
officers. Like the warrant officer in the 19th century navies of Britain and the United States, US Army warrant officers are officer-
technicians because they are specialists in a narrow field of expertise, which is seen to have high status in civilian society. Furthermore, be-
cause personnel in four of the five warrant officer rank grades in the US Army are deemed to be on "commissioned service," their status is 
closer to that of RCAF short service commission aircrew in the early Cold War era than to warrant officers in the CF. 
Who Should be Commissioned? 
     Today there are virtually no non-commissioned personnel in "professional status" aircrew jobs in those armed forces that are part of the 
Anglo-American command tradition. Aside from some pilots in the British Army and the Royal Marines, almost every other military branch 
in that tradition has chosen to have officers exclusively in their "professional status" aircrew jobs. Those aircrew jobs that have "trade sta-
tus," like loadmaster, flight engineer, and certain types of sensor operators, are filled with those primarily in non-commissioned ranks, alt-
hough there may be a few officers commissioned from the ranks to fill certain leadership and command positions in these trades. As circum-
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Criterion Officer NCM 

Technical Flying Ability Yes No 

Command Yes No 

Poll of Personnel for Command Yes Possibly 

High Consequence of Error Yes No 

Status of Job Yes Possibly 

stances change, however, past decisions about rank structure will 
be re-visited. Therefore, I will suggest some criteria that could be 
applied to guide future decisions about employing non-commis-
sioned aircrew in the CF. They are briefly outlined below 
(summarized in Table 1) and are intended to help decide whether or 
not officers are required for a particular aircrew job: 
1) technical flying ability- this criterion is independent of rank as, 
historically, success in flying operations has been achieved by avia-
tors of all ranks; 
2) command- in armed forces in the Anglo-American command 
tradition, only officers command; therefore, aircrew who are in 
command positions must be commissioned; 
3) command succession planning - this criterion is related to the 
second one as successful command succession planning, whether in 
peace or in war, requires a large enough pool of officers in com-
mand stream positions to select from in order to ensure excellence 
in command. With very large numbers of aviators in an organiza-
tion, it may be possible to have a proportion of non-commissioned 
aviators in flying positions; however, in organizations with smaller 
numbers of aviators, having a significant number of non commis-
sioned aircrew could be problematic if the command stream officer 
selection pool becomes too small; 
4) high consequence of error- irrespective of the professional 
knowledge or technical competence required to do a particular air-
crew job, if that job has high consequences for error, then it will 
normally be filled by a commissioned officer; 
5) status of the job- aircrew jobs that are based on a "sophisti-
cated body of theoretical and practical knowledge and skills" are 
likely to be perceived as professions, and, therefore more appropri-
ately filled by officers. Furthermore, if these jobs are part of the 
command stream, requiring eventual mastery of a body of profes-
sional knowledge (i.e., the theory and practice of aerospace power) 
then they will be filled by officers. However, related to the third 
criterion, in military organizations with large numbers of aviators, 
it may be possible to have some aviators who will not master the 
professional body of knowledge or reach high command positions, 
but, like warrant officers in the US Army and RCAF SSC officers 
in the Cold War, carry out routine flying operations throughout 
their careers. 
 
 
 
 
 
 
 
 
 
 
 

Table 1—Possible Criteria for Determining  Aircrew Rank in theCF 
Conclusion. 
     When facing new force generation challenges, it is useful to 
study the experiences of others and our own history. However, each 
challenge is unique and we must analyze each case carefully, in-
cluding the cultures of the societies and armed forces involved. 
     Two major factors have determined who should be commis-
sioned in the militaries sharing the Anglo-American command cul-
ture: social status and professional status. These two types of status 
are linked, but prior to 1945, social status was an important consid-
eration in commissioning decisions. After the Second World War, 
professional status became the dominant factor in deciding which 
aircrew to commission in the RAF and RCAF. This practice contin-

ues today, as most military organizations in the Anglo-American 
command tradition fill "professional status" aircrew jobs with of-
ficers, and fill "trade status" aircrew jobs with non-commissioned 
personnel. An apparent exception to this practice, US Army war-
rant officer pilots, is really not an exception because, unlike war-
rant officers in the CF who are long-serving senior non commis-
sioned personnel, warrant officers in the US Army are officer-
status specialists at all stages in their careers. 
     The answer to whether or not today's RCAF should have non-
commissioned pilots is not clear cut – a number of factors must be 
weighed. Therefore, before we can address the issue of whether or 
not current CF "one size fits all" commissioning policies, especial-
ly the one requiring all officers to hold a university degree, are a 
major impediment to RCAF pilot force generation, it is essential to 
understand the context behind those policies, including CF and 
RCAF command cultures and the needs of the air force. The crite-
ria presented above are one way of examining this issue and could 
be used to help answer a perplexing and recurring question – 
which aircrew positions should be filled by non-commissioned 
personnel?  

English teaches Canadian military history  
at Queen's University, Kingston ON. 

The Warp Drive Could Become Science FactThe Warp Drive Could Become Science Fact  

N ew calculations of the energy required to warp spacetime 
suggest the Star Trek propulsion favorite could be tested. 

A warp drive to achieve faster-than-light travel -- a concept popu-
larized in television's Star Trek -- may not be as unrealistic as 
once thought, scientists say. 
     A warp drive would manipulate space-time itself to move a 
starship, taking advantage of a loophole in the 
laws of physics that prevent anything from 
moving faster than light. A concept for a real-
life warp drive was suggested in 1994 by Mex-
ican physicist Miguel Alcubierre, however 
subsequent calculations found that such a de-
vice would require prohibitive amounts of energy. 
     Now physicists say that adjustments can be made to the pro-
posed warp drive that would enable it to run on significantly less 
energy, potentially bringing the idea back from the realm of sci-
ence fiction into science. 
Warping Spacetime. Spacetime (The universe has three dimen-
sions of space and one of time. By combining space and time into 
a single manifold, physicists have significantly simplified a large 
number of physical theories as well as described in a more uni-
form way the workings of the universe at both the supergalactic 
and subatomic levels). 
     An Alcubierre warp drive would involve a football-shape 
spacecraft attached to a large ring encircling it. This ring, poten-
tially made of exotic matter, would cause space-time to warp 
around the starship, creating a region of contracted space in front 

An Indian chief was feeling very sick, so he 
summoned the medicine man. After a brief ex-
amination, the medicine man took out a long, 
thin strip of elk rawhide and gave it to the chief, 

telling him to bite off, chew, and swallow one inch of 
the leather every day. After a month, the medicine man 
returned to see how the chief was feeling. The chief 
shrugged and said,  

"The thong is ended, but the malady lingers on." 

Warp Drive 
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Eternal rest grant them O Lord, and let perpetual light shine upon them. 

Doucette, George September 18, 2012. 

We record with great sadness the passing of the 
 following member of the Association 
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of it and expanded space behind. 
     Meanwhile, the starship itself would stay inside a bubble of 
flat space-time that wasn't being warped at all. 
     "Everything within space is restricted by the speed of light," 
"But the really cool thing is space-time, the fabric of space, is not 
limited by the speed of light." 
     With this concept, the spacecraft would be able to achieve an 
effective speed of about 10 times the speed of light, all without 
breaking the cosmic speed limit. 
     The only problem is, previous studies estimated the warp drive 
would require a minimum amount of energy about equal to the 
mass-energy of the planet Jupiter. 
ANALYSIS: Warp Drives: Making the 'Impossible' Possible 
     But recently, it was calculated what would happen if the shape 
of the ring encircling the spacecraft was adjusted into more of a 
rounded donut, as opposed to a flat ring. In that case, the warp 
drive could be powered by a mass about the size of a spacecraft 
like the Voyager 1 probe, NASA launched in 1977. 
     Furthermore, if the intensity of the space warps can be oscillat-
ed over time, the energy required is reduced even more. 
     "The findings to date change it from impractical to plausible 
and worth further. The additional energy reduction realized by 
oscillating the bubble intensity is an interesting conjecture look-
ing at in the lab." 
Laboratory Tests 
Scientists have begun experimenting with a mini version of the 
warp drive in their laboratory. 
     They set up what they call the White-Juday Warp Field Inter-
ferometer at the Johnson Space Center, essentially creating a laser 
interferometer that instigates micro versions of space-time warps. 
"They're trying to see if we can generate a very tiny instance of 
this in a tabletop experiment, to try to perturb space-time by one 
part in 10 million.” 
     The project a "humble experiment" compared to what would 
be needed for a real warp drive, but it represents a promising first 
step. 
ANALYSIS: Interstellar Travel Is Hard, Why Bother? 
     And other scientists stressed that even outlandish-sounding 
ideas, such as the warp drive, need to be considered if humanity is 
serious about traveling to other stars. 
     "If we're ever going to become a true spacefaring civilization, 
we're going to have to think outside the box a little bit, were go-
ing to have to be a little bit audacious,"  

Tally Ho! Ho! Ho!   

 Seasons Greetings 

 
 
 
 

The Supersonic Jet that  
will fly from London to New York in  

TWO HOURS 
 
 
 
 

S onicStar plane will have a top speed of Mach 3.6. Plans for 
20-seat craft were unveiled at Paris Air Show A jet that can 

fly from London to Sydney in three and a half hours could rob 
Concorde of its title as the fastest-ever passenger plane. Plans have 
been unveiled for the Hypermach SonicStar, a business jet which 
will be capable of a top speed of 2,664 mph twice as fast as Con-
corde. 

It will fly at 62,000ft, allowing passengers to see the curvature of 
the earth. Hypermach chief executive Richard Lugg wants the 
plane in the skies within ten years and has already secured fund-
ing from the Department of Trade and Industry, which has 
agreed to support the company in Britain. 
Propulsion for the 20-seat aircraft will 
come from two hybrid engines which 
will be 30 per cent more fuel efficient 
than the Rolls-Royce engines used in 
Concorde. 
It will be able to cruise at Mach 3.1, a 
speed made possible by S-MAGJET hybrid gas turbine engine 
technology; nobody has ever travelled that fast before. Its top 
speed, however, will be Mach 3.6.Its top speed, however, will be 
Mach 3.6.'The engine is a true hybrid. It generates massive elec-
trical power on board using every stage from bypass fans to com-
pressor to turbine rotates independently of the other. 'proprietary 
integrated turbine electromagnetic generation technology to seg-
ment each engine rotating component stage electrically. Every 
stage from bypass fans to compressor to turbine rotates inde-
pendently of the other.' This segmentation will enable the engine 
to change the operating speeds of its rotating components contin-
ually throughout the flight to respond to the changing conditions 
of the atmosphere and the flight and performance demands of the 
aircraft.  the HyperMach claims that this, along with the S-
MAGJET plasma fuel combustion technology, will result in a 40 
to 50 per cent increase in the ability of engine to convert fuel to 
thrust. The company said such fuel efficiency .would ultimately 
lead to a 30 to 35 per cent reduction in fuel used at supersonic 
speeds. 

If your feeling low, don't despair. The sun has a sinking spell  
every night, but it comes back up every morning! 


