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T he mysterious disappearance of the Malaysian Boeing-777, Flight MH370 continues to baffle the authorities, at the time of this writ-
ing. Armchair aviation experts have put forth many theories as to what may have caused this bizarre occurrence. They speculate on 

everything from alien abduction, high jacking, terrorist, pilot error, pilot suicide, catastrophic aircraft malfunctions including many more 
causes and scenarios for the possible causes of the disappearance of the Boeing triple seven. 
     HOW did it happen? What happened that caused the aircraft to vanish? Why did it happen? Where on the flight path did the disaster 
occur and Where is the aircraft? When it happened is about all that is known at this time. Unless we can obtain more credible data to work 
with,  the HOW, WHAT, WHY AND WHERE will remain a mystery. 
     Should the aircraft never be found, its disappearance would be by far the biggest such unexplained disaster in aviation. Yet such disap-
pearances are not that uncommon: according to records assembled by the Aviation Safety Network, 100 aircraft have gone missing in flight 
and never been recovered since 1948.  

Some of the most notable include: 
     Noorduyn Norseman, Bedford to Paris, 1944: On 15 December, the single-engined aircraft left Twinwood Farm air base in south-east 
England carrying one of the hottest big-band leaders of the era, Glenn Miller 
     Avro York, UK to Jamaica, 1953: A Skyways passenger plane on its way from Stansted airport to Jamaica, disappeared after an SOS 
call over the north Atlantic in February, with 39 people on board.  
     Lockheed L1049, Micronesia to Philippines, 1962: The Flying Tiger Line plane chartered by the US military to take soldiers to Vi-
etnam, disappeared mid-flight in March, after refuelling at an air force base.  
     Boeing 707, Japan to Brazil, 1979: In January, a cargo flight operated by the Brazilian carrier Varig, disappeared over the north Pacific 
soon after taking off from Tokyo for Brazil.  
     Boeing 727, Angola, 2003: This former American Airlines passenger jet was converted and leased to an Angolan airline before being 
grounded at Luanda airport for non-payment of bills. An American mechanic was the only person known to be on board in May 2003, when 
the plane started moving and took off. Without a transponder, it disappeared out over the Atlantic and was never found. 
     Many other disappearances have initially baffled authorities, but the planes were eventually found,  
     Since the 1970s, most large civil jet transports have been additionally equipped with a  “quick access recorder”. A flight recorder is an 
electronic recording device placed in an aircraft for the purpose of facilitating the investigation of an aircraft accident or incident. For this 
reason, flight recorders are required to be capable of surviving the conditions likely to be encountered in a severe aircraft accident.  
     While the black boxes are designed to operate at depths of 20,000 feet (3.8 miles) and may work in even deeper water, the range of the 
pings is a mile. That may make the signals difficult to pick up even if an underwater microphone is over the correct location. 
     If the aircraft crashed into the Indian ocean, it might be very difficult to pin point its location. The Indian Ocean covers about 14% of the 
Earth’s surface area. This ocean region is enclosed on three sides by the landmasses of Africa, Asia, and Australia. The Indian Ocean's 
southern border is open to water exchange with the much colder Southern Ocean. Average depth of the Indian Ocean is 12,800 feet. The 
deepest point in this ocean region occurs in the Java Trench with a depth of 23,812 feet below sea level. And it can be difficult to hear the 
black box pingers if they are blocked by undersea mountains. Layers of water with different temperatures can also block sounds. 
     However, searchers try to listen for sound-producing pingers attached to the plane’s black boxes that emit signals for 30 days after be-
coming immersed in water. 
     The emergency locator transmitters (ELT) on B-777s are designed for land and don’t work underwater, nor do the satellite transmissions 
that investigators have used to triangulate the likely last-known location.  As a result of ongoing, extensive investigations, we might eventu-
ally be able to fill in the blanks of  HOW, WHAT, WHY AND WHERE,  

Ray McIntosh has stepped down as Treasurer of the CMFEA. May I take this opportunity to thank Ray, not only for his excellent work as 
Treasurer, but for the many hours he spent in the preparation and mailing out Propwash.  

A big THANK YOU Ray, you will be missed on the executive!  
WELCOME aboard to the incoming Treasurer,  Douglas Gauthier. 

http://www.theguardian.com/world/2014/mar/13/plane-disappearances-brief-history#�
http://www.theguardian.com/world/2014/mar/13/plane-disappearances-brief-history#�
http://en.wikipedia.org/wiki/Aircraft�
http://en.wikipedia.org/wiki/Aviation_accidents_and_incidents�
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Murky Mode - Boeing Defends Design Philosophy for 777 Auto thrust Mode 

B oeing is vigorously defending an automation design that appears to be at the center of the accident investigation of an 
Asiana Airlines Boeing 777-200ER. On July 6, the aircraft crashed on approach to San Francisco International Airport 
( Re. page 2, August 2012).  
     The issue relates to the interaction between the 777's auto flight and auto thrust modes, in particular the flight level 

change (FLCH) speed mode that typically is used for varying the aircraft's vertical speed between two altitudes. Boeing does not 
recommend using FLCH during the final phases of an instrument approach, but does not address what modes pilots should use dur-
ing a visual approach. 
     During an investigative hearing on Dec. 11, the National Transportation Safety Board revealed that the Asiana pilots on the visu-
al arrival to Runway 281 that morning, had selected FLCH for the final portion of the descent. By design, the FLCH mode allows 
the auto thrust system to enter into a "hold" or "sleep" state during descents if pilots manually move the throttle levers for more 
than 1.2 sec. Flight recorder data show that the pilots did retard the throttle levers after entering FLCH. For practically all other 
auto flight modes, the auto throttle will reengage, or "wake up" and command thrust if speeds get too low. 
     In the Asiana crash, the left seat pilot turned off the autopilot and was hand flying the aircraft for the final portion of the ap-
proach, but descended below the airport's precision approach path indicator and tried to climb. He told investigators he expected 
the auto throttle would keep the aircraft from going "below minimum speed," which it did not. Despite a full thrust and a go around 
initiated seconds before impact, the 777's tail hit the seawall ahead of the runway. Three passengers were killed and nearly 200 pas-
sengers and crew injured in the accident. 
     Aviation Week reported soon after the crash that the lack of an auto throttle wake up capability in FLCH was a known problem 
in the industry; it is sometimes referred to as the FLCH "trap." Boeing states it is unaware of the expression. 
     Company officials tell the NTSB that some concerns about the lack of a wake up function were raised during the 787 certification 
program, but that there have been no reports of in-service events regarding the mode in other Boeing aircraft, nor have operators 
asked for a change to the mode. "We were conducting a flight test [during the 787 certification program], and there was a FLCH 
initiated," says Stephen. 
     Boyd, manager of the FAN.s airplane and flight-crew interface branch. "The FLCH was interrupted by another event, in this 
case there was a traffic-avoidance event, and as a result of the logic of the airplane, the auto throttle went into a hold mode." Boyd 
says an FAA pilot noticed airspeed was decaying, and allowed it to "decay further" to see what would happen. "Our test pilot was 
expecting at that time [that] the auto throttle would wake up, not realizing that the auto throttle system was on [but in hold mode);' 
says Boyd. The FAA raised the issue with Boeing as a "Response Item: a process the agency uses "to document a potential concern 
and to get a response from the applicant," he says. 
     The FAA ultimately concluded that it was not a safety issue, and additional information about the hold mode was added to the 
flight manual. Boeing says the same basic information has been included in 777 manuals for 15 years. "In the end when he under-
stood that this design has 210 million flight hours, he felt it was not as critical an issue," says John Cashman, retired chief test pilot 
for Boeing, of the FAA test pilot's concerns. 
      The European Aviation Safety Agency, during its evaluation of the 787, also questioned whether it was wise to include an auto 
throttle mode that differs from other modes, in that it does not provide low-speed protection. "Inconsistency in automation behavior 
has been, in the past, a strong contributor to aviation accidents," the regulator said. Despite no formal complaints to Boeing, inci-
dents have occurred and are known to the pilot community. An Asiana Airlines ground school instructor who helped train the acci-
dent pilot, told the NTSB at the start of the investigation that he had discussed "the fact that when the 777 auto throttle mode goes to 
'hold,' it will not automatically reengage when in  a descent using the FLCH speed mode." He says he emphasizes this in training 
because he had "personally experienced, in flight, an unexpected activation of the mode, and thus the failure of the auto throttle to 
reengage." 
     Boeing says it considered changing the mode to automatically wake up. Bob Myers, flight deck chief engineer says, for this partic-
ular design, they were faced with a choice. "If we did a wakeup or some sort of mode transition of the auto throttle and hold mode 
for a low speed condition, we would have had a mode transition without the pilots authorizing that change." He says the change 
would have resulted in two systems trying to control speed, the autopilot and the auto throttle. "We looked at the two situations and 
felt that the less confusing was the design we chose."  
      Mode confusion may explain why Aslana Airlines Flight 214 pilots lost speed awareness on approach to San Francisco Interna-
tional Airport last July. 

“Wha t 	happens 	 i f 	a 	po l i t i c i an 	drowns 	 i n 	a 	 r i v e r ? 	Tha t 	 i s 	po l l u t i on . 	 	
What 	happens 	 i f 	a l l 	o f 	 t hem 	drown? 	Tha t 	 i s 	a 	 so lu t i on ” 	
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CHIEF WARRANT OFFICER MARK FLAWN, CD  

B orn in Halifax, Nova Scotia, Chief Warrant Officer Flawn joined the Canadian Forces in 
November 1980 as an Airframe Technician. After completion of his basic training in Corn-

wallis, Nova Scotia and Basic Occupation training in Borden, Ontario, he was posted to Green-
wood Nova Scotia.  During the period of 1981 to 1987, CWO Flawn worked on the CP140 Auro-
ra, CH124A Sea King helicopter. 
     A relatively short technical career included only two postings, BAMEO Greenwood as a tech-
nician on the new CP140 Aurora, where he was introduced to the Flight Engineer Occupation 
and set his sights on remustering.  Volunteering shortly after his TQ5 qualification to work for 
BAMEO in Shearwater Nova Scotia, where he served with 443 Squadron on two Helicopter Air 
detachments, onboard HMCS Saguenay and HMCS Ottawa, 1986 to 1987, prior to occupational 
transfer to Flight Engineer, in Jan 1988. During his sea time, he deployed for 6 months with 
STANFORLANT (NATO), which he received the SSM (NATO Bar). 
     Qualifying as a Flight Engineer in June of 1988, he performed flying duties on venerable 
CH124A Sea King and eventually flew on the CP140 Aurora, CH113A Labrador and CH149 
Cormorant. Highlights of a well travelled flying career included: Senior Flight Engineer Leader 
at 413 (T&R) Squadron, 14 Wing Greenwood, Mar 2004 to Jun 2008; While serving at 103 
Search and Rescue Squadron, Gander, he was appointed Squadron Warrant Officer (SWO) in June 2003 to March 2004; he also served as 
Flight Engineer Leader in the following squadrons; 406 Helicopter Training Squadron Shearwater, NS, 103 Search and Rescue Squadron, 
Gander, NF and 413 (T&R) Squadron, Greenwood, NS.  
     His 20 years as a Flight Engineer/Instructor included, 406 Helicopter Training Squadron Shearwater, NS. as well as 404 Maritime Opera-
tional Training Squadron Greenwood, NS; 415 Maritime Squadron Greenwood, NS. as the Crew 5 (Killer V’s) Lead Flight Engineer, win-
ning the O’Brien and the distinguished 1995 Fincastle Award in Kinloss Scotland; after being promoted to Warrant Officer in 1997, he 
worked as an instructor at 404 Maritime Operational Training Squadron Greenwood, NS. Opportunity to move to another FE Leader position 
came about, CWO Flawn qualified on two operational aircraft in 24 months while serving at 103 SAR Squadron, Gander, NL and finally 
moved back to 413 (T&R) Squadron, Greenwood, NS., where he was promoted to MWO in July 2004, after having amassed a total of 6198 
hours in the 20 years as a Flight Engineer; 

     Promoted to Chief Warrant Officer, June 23, 2008, he was posted to the 405 (LRP) Squad-
ron at 14 Wing Greenwood, as the Squadron CWO.  
     Retiring after 29 years on September 29, 2009, he took a job with the Public Service as a 
GT4, Simulator Operator/Instructor at 404 LRP & T Squadron. This new and exciting job 
consists of running scenarios for operational crews for proficiency and for crews going 
through the Maritime Operational Aircrew Training (MOAT). Provide role play from onboard 
crew in a tactical environment to ATC. Being part of a team of over 100,000 flying hours of 
experience in the LRP community provides a consistent knowledge base for the new aircrew. 
Chief Warrant Officer (Ret’d) Mark Flawn lives in Berwick, Nova Scotia, with his lovely wife 
Pamela, two step sons, Joshua and Jacob and has three daughters, Meghan working in Ke-
lowna BC, Johanna is a Private in Shearwater at 423 Squadron working as a Direct Entry AE-

SOP on the Sea King, and Serena is in her second year at Dalhousie Faculty of Nursing. 

I personally wanted to thank all the staff of the FE association and their continuing efforts. As for life after the military, it provides us skills 
even I could not have imagined. Due to an undiagnosed seizure disorder, I was released from a vocation I loved, but was able to find a second 
career which I thoroughly enjoy.   

W ith the holidays upon us I would like to share a personal experience with my family & friends 
about drinking and driving. As you may know, some of us have been known to have brush-

es with the authorities from time to time, on the way home after a "social session" out with friends. 
Well, three days ago, I was out for an evening with friends and had several cocktails, followed by 
some rather nice red wine. Feeling jolly, I still had the sense to know that I may be over the limit. 
That's when I did something that I've never done before ... I took a cab home! Sure enough on 
the way home, there was a police road block, but since it was a cab, they waved it past. I arrived 
home safely without incident. This was a real relief and surprise, because I had never driven a 
cab before. I don't even know where I got it and now that it's in my garage, I don't know what to 
do with it!!! 
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Biography: WO MARC KOVACIC  

A fter 37 years of loyal and dedicated service to the Canadian Forces and Royal Canadian Air Force, WO Marc Kovacic retired from the 
Regular Force on the January 08, 2014, following a successful and rewarding career. 
     WO Marc Kovacic joined the CF on January 26, 1977.  He began his career as an Aero Engine Tech at CFB Comox in June 1978, where 
he joined 409, All Weather Fighter Squadron, working on the CF 101 Voodoo and the T33 Silver Star aircraft. Transferring in the Summer 
of 1982, he joined the BAMEO organization, working on the CC 130 Hercules and Boeing CC-137. After a total of eight years as a techni-
cian, he remustered to the Flight Engineer trade in 1986.  Following his Basic Flight Engineer Course, he was sent to 403 TAC HEL Squad-
ron, flying on the CH-135 Twin Huey. During this tour, he completed two six month rotations with the Peace Keeping Force, MFO 
(Multinational Force and Observers) in the Sinai. In 1990, he was transferred to 429 Squadron, at CFB Trenton, on the CC 130 Hercules and 
was promoted to Sergeant. During his tour with 429 Squadron, he went on the following tours:  Ops Preserve (Ethiopia), Ops Relief (Kenya), 
Ops Scotch (Rwanda) and Ops alliance (Split). 
     In 1996, he moved to 426 (T) Squadron, where he instructed the Basic Flight Engineer course for two years. Promoted to WO in 1998, he 
moved to the CC130 simulator as the Chief Flight Engineer Instructor. In August 2002, he was transferred to 427 TAC Squadron / 427 SOA 
on the CH-146 Griffon Squadron as a Flight WO, completing a five year tour. In 2007, he returned to 436 Squadron at CFB Trenton on the 
CC 130 Hercules, where his completed one rotation with Ops Athena in Afghanistan. Posted to 424 T&R Squadron in January 2010, he was 
the Hercules FE Lead until August 2013, until the arrival of his replacement. 
     Marc and his lovely wife Sharon will be remaining in the Belleville area, and they plan to travel throughout Europe during his retirement. 
 

T hese are photographs of the worlds largest helicopter which happened to be 
on the tarmac in Dease Lake, B.C. last year. It was used for taking mining 

equipment and cargo out to a new mine called Galore Creek. It is owned by a  
Russian company and is called the Utsky. 
     The chopper couldn't land at the air strip at Bob Quinn Lake, because it wasn't a 
paved area, so it had to land in Dease Lake until the landing site north of Bob 
Quinn could be inspected. Apparently, this chopper's wash will pick up and fling 
rocks, up to 12 inches in diameter, around like leaves. 
Stats supposedly: 
- Russian crew of 6; 2 Pilots, 1 Navigator, 2 Engineers (mechanics),  
                                 1 cargo person. 
- you can put 1 dump truck, 1 SUV in it, a semi-trailer will fit in it.- carries 75 
troops - uses 2,000 litres of fuel per hour - 580 km range - costs $30,000/hr to rent  
- 40 metres long - 8 blades about 2 feet wide  

UTSKY Вертолет 
Cargo Hold 

http://zklm.org/home/news/36-utsky-largest-helicopter-in-the-world#�
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 8. Leave the power at 100%. 
 Flying the jet 
 1. Climb at 100%. 
 2. Cruise at 100%. 
 3. It is silent in the plane. 
 4. You can’t see clouds because you are so far above them. 
 5. You look down and see lightning in some clouds below and 
pity some poor fool that may have to fly through that mess. 
 6. The jet plane is air conditioned!! Round engines are definitely 
not. If you fly in tropical areas, this cannot be stressed enough. 
 7. There is not much to do in a jet, so you eat your flight lunch at 
your leisure. 
 8. Few gauges to look at and no levers to adjust. This leaves you 
doodling on your knee board. 
 9. Some call girl friends on their cell phones: “Guess where I am, 
etc”. 
 Some observed differences in round engines and jets. 
 1. To be a real pilot you have to fly a tail dragger for an absolute 
minimum of 500 hours. 
 2. Large round engines smell of gasoline (115/145), rich oil, hy-
draulic fluid, man sweat and are not air-conditioned. 
 3. Engine failure to the jet pilot means something is wrong with his 
air conditioner. 
 4. When you take off in a jet there is no noise in the cockpit. (This 
does not create a macho feeling of doing something manly). 
 5. Landing a jet just requires a certain airspeed and altitude---at 
which you cut the power and drop like a rock to the runway. Land-
ing a round engine tail dragger requires finesse, prayer, body Eng-
lish, pumping of rudder pedals and a lot of nerve. 
 6. After landing, a jet just goes straight down the runway. 
 7. A radial tail dragger is like a wild mustang---it might decide to 
go anywhere. Gusting winds help this behavior a lot. 
 8. You cannot fill your Zippo lighter with jet fuel. 
 9. Starting a jet is like turning on a light switch---a little click and it 
is on. 
 10. Starting a round engine is an artistic endeavor requiring prayer 
(holy curse words) and sometimes meditation. 
 11. Jet engines don’t break, spill oil or catch on fire very often 
which leads to boredom and complacency. 
 12. The round engine may blow an oil seal ring, burst into flame, 
splutter for no apparent reason or just quit. This results in height-
ened pilot awareness at all times. 
 13. Jets smell like a kerosene lantern at a scout camp out. 
 14. Round engines smell like God intended engines to smell and 
the tail dragger with a stick is the way God intended for man to fly.

Be sure you drain both the sumps. (You can fill your Zippo 
lighter while you do this) 
 Look out the left side of the oily cockpit canopy and notice a 
very nervous person holding a huge fire bottle.  
Nod to this person. 
Crack throttle about one-quarter of an inch. 
 2. Battery on. 
 3. Mags on. 
 4. Fuel boost on. 
 5. Hit starter button (The four bladed 13’ 6” prop will start a slow 
turn). 
 6. Begin to bounce your finger on top of the primer button. 
 a. This act requires finesse and style. It is much like a ballet perfor-
mance. The engine must be seduced and caressed into starting. 
 7. Act one will begin: Belching, banging, rattling, backfiring, splut-
tering, flame and black smoke from the exhaust shooting out about 
three feet. (Fire bottle person is very pale and has the nozzle at the 
ready position). 
 8. When the engine begins to “catch” on the primer, move the mix-
ture to full rich. The flames from the exhaust will stop and white 
smoke will come out. (Fire bottle guy relaxes a bit). You will hear a 
wonderful throaty roar that is like music to the ears. 
a. Enjoy the macho smell of engine oil, hydraulic fluid and pilot 
sweat. 
 9. Immediately check the oil pressure and hydraulic gages. 
 10. The entire aircraft is now shaking and shuddering from the 
torque of the engine and RPM of prop. 
 a. The engine is an 18 cylinder R-3350 that develops 2,700 HP. 
 11. Close cowl flaps to warm up the engine for taxi. 
 12. Once you glance around at about 300 levers, gauges and gadg-
ets, call the tower to taxi to the duty runway. 
The jet engine and aircraft 
 Start a jet 
 1. Fuel boost on. 
 2. Hit the start button. 
 3. When the TPT starts to move ease the throttle forward. 
 4. The fire bottle person is standing at the back of the plane and has 
no idea what is going on. 
 5. The engine lights off---and--- 
 6. That’s about it. 
 Take off in the jet. 
 1. Lower to take off flaps. 
 2. Tell the tower you are ready for takeoff. 
 3. Roll on to the duty runway while adding 100% power. 
 4. Tricycle gear---no tail to drag---no torque to contend with. 
 5. At some exact airspeed you lift off the runway. 
 6. Gear up. 
 7. Milk up the flaps and fly. 

For those with the experience of flying a plane with R-3350 engines, you will particularly enjoy this. 
Starting, take off and flying with the wonderful radial-powered aircraft (an AD-6)  

The same engine that powered the CP-107 Argus   

CAN VEGETARIANS CAN VEGETARIANS CAN VEGETARIANS    

EAT ANIMAL CRACKERS? EAT ANIMAL CRACKERS? EAT ANIMAL CRACKERS?    
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The General Electric GE9X  

T he GE9X is the successor of the high‐ly successful GE90‐115B engine and 

is slated to power the projected Boeing 

777X long haul airliner. The 100,000‐lb 

thrust class GE9X engine will feature new 

materials with the first full core test scheduled for 2015. The next‐

genera on GE9X engine incorporates an 11‐stage High Pressure 

Compressor (HPC) with new aerodynamic technology and a 4th gen‐

era on powdered alloy material that will produce a 27‐to‐1 pressure 

ra o, which will be the highest pressure ra o of any commercial 

engine in service. The new HPC design will significantly increase ther‐

mal efficiency and contribute a 2 percent improvement in the en‐

gine's fuel burn. Overall, the new engine will offer a 10 percent im‐

provement in fuel burn over the GE90‐115B. 

     The GE9X includes a 132‐inch diameter composite fan case and 

4th genera on composite fan blades; next‐genera on 27:1 pressure 

ra o high pressure compressor; a 3rd‐genera on TAPS (twin annular 

pre‐swirl) combustor for greater efficiency and low emissions; and 

ceramic matrix composite (CMC) material in the combustor and tur‐

bine.  

DEDICATED TO ALL WHO FLEW DEDICATED TO ALL WHO FLEW DEDICATED TO ALL WHO FLEW    
BEHIND ROUND ENGINES BEHIND ROUND ENGINES BEHIND ROUND ENGINES    

W e gotta get rid of those turbines, they're ruining aviation...  
Anybody can start a turbine. You just need to move a 

switch from "OFF" to "START" and then remember to move it 
back to "ON" after a while. My PC is harder to start.  
     Cranking a round engine requires skill, finesse and style. On 
some planes, the pilots aren't even allowed to do it...  
     Turbines start by whining for a while, then give a lady-like 
poof and start whining a little louder.  
     Round engines give a satisfying rattle-rattle, click-click, 
BANG, more rattles, another BANG, a big macho FART or two, 
more clicks, a lot more smoke and finally a serious low pitched 
roar. We like that. It's a GUY thing...  
     When you start a round engine, your mind is engaged and you 
can concentrate on the flight ahead. Starting a turbine is like flick-
ing on a ceiling fan: Useful, but, hardly exciting.  
     Turbines don't break often enough, leading to aircrew boredom, 
complacency and inattention. A round engine at speed looks and 
sounds like it's going to blow any minute. This helps concentrate 
the mind !  
     Turbines don't have enough control levers to keep a pilots at-
tention. There's nothing to fiddle with during long flights.  
     Turbines smell like a Boy Scout camp full of Coleman Lamps. 
Round engines smell like God intended machines to smell.  THE DREAMLINER Boeing 787 TAKE TWO 

http://www.deagel.com/Turbofan-Engines/GE9X_a001376004.aspx#�
http://www.deagel.com/Turbofan-Engines/GE9X_a001376004.aspx#�
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G E Aviation is developing a revolutionary new jet engine that aims to combine the best traits of 
turbojet and turbofan engines, delivering supersonic speed capability and fuel efficiency in one package. 

     The new engines are being developed under the USAF ADVENT project, which is seeking 25 percent fuel saving which will in turn lead 
to an increase in mission capability. 
     There are two main species of jet engines for aviation: low-bypass turbofans, usually called turbojets, and high-bypass turbofans. Turbo-
jets are optimized for high-performance, pushing fighter jets to above Mach 2 (and the SR-71 "Blackbird" to well over Mach 3), but pay for 
that performance with terrible fuel efficiency. The performance outcome of a conventional turbojet is dominated by the operation of the high
-pressure engine core (compressor, combustion, turbine, and exhaust nozzle). 
     In contrast, high-bypass turbofans are the heavy lifters of commercial aviation being optimized for subsonic thrust and fuel efficiency, but 
performing poorly at supersonic speeds. A conventional turbofan adds lower-pressure airflow from an oversized fan which is driven by the 
jet turbine. The fan airflow bypasses the combustion chamber, acting like a large propeller. 
     In an ADVENT (Adaptive Versatile Engine Technology) engine, the high-pressure core exhaust and the low-pressure bypass streams of a 
conventional turbofan are joined by a third, outer flow path that can be opened and closed in response to flight conditions. For takeoff, the 
third stream is closed off to reduce the bypass ratio. This sends more of the airflow through the high-pressure core to increase thrust. When 
cruising, the third bypass stream is opened to increase the bypass ratio and reduce fuel consumption. 
     The extra bypass duct can be seen running along the top and bottom of the engine. This third duct will be opened or closed as part of a 
variable cycle to transform it from a strike aircraft engine to a transport-type engine. If the duct is open the bypass ratio will increase, reduc-
ing fuel burn, and increasing subsonic range by up to 40 percent, leading to 60 percent longer loiter times on target. If the ducts are closed, 
additional air is forced through the core and high pressure compressor, enabling thrust and speed to increase and providing world-class su-
personic performance. 
     GE's ADVENT designs are based on new manufacturing technologies like 3-D printing of intricate cooling components and super-strong 
but lightweight ceramic matrix composites. These allow the manufacture of highly efficient jet engines operating at temperatures above the 
melting point of steel. 
     Engineers also designed the new engine to be easy to fly. “We want the engine to take care of itself and let the pilot focus on the mission,” 
says Abe Levatter, project manager at GE Aviation. “When the pilot says ‘I’m out of danger, I want to cruise home,’ the engine reconfigures 
itself. We take it upon ourselves to make the engine optimized for whatever the pilot wants.” 

GE ADVENT ENGINEGE ADVENT ENGINEGE ADVENT ENGINE   

 
 
 

 
Rank differences, and comradeship 

I t was common for a pilot to be of Non-Commissioned rank (Sergeant, Flight Sergeant or Warrant Officer) with a commissioned officer 
as navigator or bomb-aimer. The pilot was captain of the aircraft irrespective of rank (except in some RCAF and Polish units), and most 
crews, in the air, had a first-names policy. The correct "form" was that an NCO saluted an officer in his crew the first time they met 

every day and after that rank was ignored, unless there was a senior officer about. Certainly most crews went off to the pub together, regard-
less of rank 
     Whilst it was considered fine for a pilot to socialise with another pilot, or an air gunner to mix off-duty with other air gunner pals, it was 
regarded as unnatural for a pilot to socialise frequently with a navigator from another crew, or for any member of a crew to regularly associ-
ate with an airman of a different category from another crew. This sounds weird, but illustrates the comradeship and bond between members 
of a crew. They were "all in it together", as most often their fate as a crew was combined. 
     In a typical instance of the comradeship of airmen, dozens of aircrew had arrived at the local pub and a new barmaid had refused to serve 
the sergeants and flight-sergeants, insisting that the lounge bar was for officers only. All the non commissioned ranks had immediately de-
parted for the public bar, and to a man, the officers had set down their pints and followed them, leaving the lounge deserted and the men in 
the packed public bar breathing by numbers. Quietly informed of the situation by the senior flight-commander, the pub's owner had hurriedly 
rushed downstairs from his supper and put the barmaid right. Offering his apologies to the aircrew, the situation was restored to normal. 

http://www.gizmag.com/ge-aviation-develop-advent-variable-cycle-jet-engine/25556/#�
http://www.gizmag.com/3d-printing-rockets-nasa-sls/24909/�
http://groups.yahoo.com/group/300polishsquadron/�
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REUNION 2014 COMOX Registration Form 

 

NAME__________________________ Spouse or Companion__________________  

Mailing Address___________________ Province__________ Postal Code__________  

Phone Number ____________________ E-Mail Address___________________________  

Registration Fee/$20/per person X______=$_________Required with Registration  

Friday/Sept/5th/1800 hrs. Meet and Greet 888 Wing $20/per $=______________  

Saturday/Sept/6th 1800hrs. Banquet/Dance Westerly Hotel $45/per $=______________  

Sunday/Sept/7th 1000hrs. Breakfast/Meeting Westerly Hotel $15/per $=______________  

Checks Money Orders payable to Comox FE Association  

Total submitted $=______________  

Banquet meal Choices Prime Rib or Chicken  

Members Choice_______________ Companions Choice____________________  

Tickets available 1300 hrs. Friday in the Hospitality room, 1700 hrs. 888 wing  

Shuttle bus from the Westerly to 888 wing return for Friday’s Meet and Greet  

Banquet & Breakfast tickets available 1300 hrs. Saturday in the Hospitality Room Westerly Hotel  

Shuttle Bus to 888 Wing, Friday from Westerly return,  

CMFEA BI-ANNUAL REUNION  
COMOX BC—September 05 - 07, 2014 

888 Wing RCAFA, Comox & Westerly Hotel Courtenay, B.C.  
 

Summary of events:  Registration will take place at 1300 hrs on the September 05 & 06, 2014,  
at the Westerly Hotel, in Courtenay, BC, and  

at 1600 hrs, on September 05, at 888 Wing, RCAFA, Comox.  
 

Here is the breakdown for cost; 
Registration Fee:                                                                             $20.00 per person, 
Meet & Greet, Friday Sept. 05, 1800 Hrs, 888 Wing:                    $20.00 per person, 
Banquet/Dance, Westerly Hotel, Saturday, Sept 06, 1800 hrs:     $45.00 per person, 
Breakfast/Meeting, Sunday, Sept 07, 1000 hrs, Westerly Hotel:   $15.00 per person 

      Banquet meal choices:                                                                    Prime Rib or Chicken 
 

Please make cheques or money orders payable to "Comox FE Association" 
  
 Mail your Registration C/O  Jack Trent 
      1828 Fern Road, 
      Courtenay, BC.  V9J 1W8 

Jack can also be reached by email at: trentj@shaw.ca 
print a copy of the form below 

or download the form off the CMFEA website. 

Its time to pay your 2014 CMFEA membership dues 



9 

 

  Boeing examines  
 "green diesel" as a  

      sustainable aviation biofuel 
 

O ver the past few years, we've heard about 
"green" airliners running on a mixture of jet 

fuel and biofuels made from things like plants and 
recycled cooking oil. Now, Boeing is looking at 
blending jet fuel with green diesel, which is already 
used to fuel trucks. 
     Green diesel is derived from oil and fat-based 
feedstocks, as are the biofuels that have been used 
in planes before. It differs from biodiesel, however, 
in that it's not processed in the same fashion, and 
has a different chemical makeup. 
     According to studies conducted by Boeing, the 
blended aviation fuel should produce 50 percent less 
carbon dioxide than straight petroleum jet fuel. Ad-
ditionally, green diesel should cost about the same 
as regular jet fuel, once US government incentives 
are factored in. 
     Existing production facilities that are already 
producing green diesel for ground transportation 
could conceivably meet up to one percent of the 
demand for jet fuel. 
     "We are collaborating with our industry partners 
and the aviation community to move this innovative 
solution forward and reduce the industry's reliance 
on fossil fuel," says Dr. James Kinder, a Technical 
Fellow in Boeing Commercial Airplanes Propulsion 

The pilot at low level had no control over his 
aircraft. It narrowly misses a crowd gathered  

for the air show and slams into four buildings. 
One can only imagine the horror of the  

occupants inside those buildings. 

                     CMFEA FINANCIAL  REPORT 2013 

 
CREDITS 

Bank Balance Brought  Forward 1 Jan 13                            $  7985.15 

Annual  & Life Membership Dues                                         $    480.00 

Credit Union Interest For the  Year                                      $    100.87 

Credit Union Interest  from Shares                                      $      20.00 

Gi  From Ted Ka an For Postage                                         $      30.00 

Gi  From Mike Hope’s Re rement Party                            $     320.00 

Gi  From Finley Sinclair For Postage                                    $     100.00 

Mac MacGregor’s Kit Shop Sales                                           $     300.00 

CMFEA CREDIT SUBTOTAL                                                      $   9336.02 

 
DEBITS 

Propwash Editor’s  S pend                                                     $   300.00 

Comox Reunion 2014 “ seed money”                                   $  1000.00 

CMFEA  Annual Membership Draw New Life Member     0 

Propwash Photo Copying  & Stapling X 3                             $   340.36 

Propwash  Postage Stamped Envelopes x 3                         $   437.36 

President’s Office Supplies                                                      $    20.28 

Credit Union Dues                                                                     $      5.00 

CMFEA DEBIT SUBTOTAL                                                         $  2102.84  

  

SUMMARY 

CREDIT SUBTOTAL                                                                    $  9336.02 

DEBIT SUBTOTAL                                                                       $ 2102.80 

Credit Union Shares                                                                  $     24.80 

GIC Sco a Bank As Of Sep 30/13                                            $  6707.86 

GRAND TOTAL OF CMFEA ASSETS                                          $ 13965.84 

 

Note 1   John Wood  won the Life  Membership at the Annual draw. 

Note 2   Although the cost for mailed copies of the PROPWASH was 

less than 2012 ,since more  CMFEA members are reading the news 

on  the internet, as of Mar 14 the postal rates are going to increase 

by almost a third . So please consider this op on of internet. 

Note 3    A  sincere thanks to the above FLT/ENG’s who donated extra 

funds to the PROPWASH . 

Note 4   This report was compiled by your treasurer , Ray Mcintosh and 

               examined  and verified by Donald Steers 

Probably scared the crap out of them 

http://www.gizmag.com/boeing-747-8-biofuel-atlantic-crossing/18940/�
http://www.gizmag.com/air-canada-biofuel-flight/23040/�
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Lynch, Shirley                 August 02, 2013. 
Strader, Gordon    August 06, 2013 
Beaman, Gordon   August 17, 2013 

Fa l l e n   Ea g l e sFa l l e n   Ea g l e sFa l l e n   Ea g l e s    
We	record	with	great	sadness	the	passing	of	the	

	following	members	of	the	Association	

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

 SHIRLEY LYNCH.  
Was the wife of Vic Lynch, who was a long time ATC F/E , 

PROPWASH	WEBSITE	
<http://www.cmfea.ca>	

Association	President	and	Website	Editor	
Mac MacGregor — (613) 475-5711 — 

lg.macgregor@sympatico.ca 
8 Rosslyn Drive, Brighton ON  K0K 1H0 

Treasurer 
Douglas Gauthier —- (613) 475-3750 —- 

fe091@sympatico.ca  
17 Singleton Ave. Brighton ON K0K 1H0 

Secretary 
D.M. Knockleby —— (613) 394-5958 —— 

knock_knockleby@hotmail.com 
46 First Avenue, Trenton  ON  K8V 4G4 

Editor 
Bruce Dyer —— (905) 639-6709 —— tdyer@cogeco.ca 

701 Castleguard Cr., Burlington  ON  L7N 2W7 

Members – please submit changes  
of home or email addresses to 

Flight Engineer Ring  
Order Form 

 
 
 

 
 
Full 

Name :  __________________________________ 
Rank :  __________________________________ 
Unit or Squadron:  ________________________   
Inscription in ring (free) : ____________________    
(Maximum 20 characters  this includes spaces ) 
Metal Type : ____  Silver (925)            $ 350.oo   
                        ____ Stainless Steel        $ 350.oo  
                        ____ 10 Kt Gold             $ 975.oo   
                        ____ 14 Kt Gold             $1275.oo   

+ Taxes and shipping = Final price on billing invoice  
Ring Size : _____( Have ring finger properly sized at jewellers’)     
 Stainless steel rings CANNOT be resized in any manner after 
they are cast. 
 Include the mailing address the ring is to be couriered too.  If you 
are having a group of rings sent to the same address indicate 
point of contact and single address. 

Orders are placed with :   www.sheba-imports.com  
 Send email to below address  

and include all necessary info as stated above 
email : sheba@execulink.com   

Attention : David Bawden      RCAF Flight Engineer Ring Order 
For each person ordering include  :   

 Personal email  address so they can be billed individually.  
You must use a personal email for Billing purposes as DWAN will 
not permit PayPal Links   Questions?  Contact : 

Sgt. Anthony Norris ——- 442 Sqn, Comox 
                       CH149 Cormorant Flight Engineer lead 
                                     anthony.norris@forces.gc.ca 
                                                CSN : 86-252-8437   

GOTTA WATCH WEBSITES 

Antonov 225 Mriya Departing Manchester Airport 
  www.youtube.com/watch?v=wmD5w7z8iDk 

More An 225 video choices at — type in AN 225 in your server and 
choose more videos of the AN 225 
 
Watch this video of a Hercules flown to its limits.  

http://www.military.com/video/aircraft/military-aircraft/c-130-
performs-extreme-demo/1336078645001/ 

 
Reno Unlimited Gold Race 2013  

http://m.youtube.com/watch?
v=3e1f89eidFs&feature=share&desktop_uri=%2Fwatch%3Fv%

3D3e1f89eidFs%26feature%3Dshare 
 
South shore Legion fly pasts on Remembrance Day, 2013 - taken 
from a Hercules out of Greenwood, NS.... Great low level footage of 
New Germany, Bridgewater, Lunenburg, Mahone Bay, Western 
Shore, Chester, Chester Basin, Windsor, Kentville and much of the 
land and coastline en route 

https://vimeo.com/83633248 —- password Hercules 
The password is case sensitive. 

Water Dropping Planes 
http://player.vimeo.com/video/48642618 

The earth as seen from the moon 
http://www.youtube.com/embed/dE-vOscpiNc 

 

                  A couple is lying in bed. The man says, ‘I am going to              

  make you the happiest woman in the world..’ 

                  the woman replies, ‘ I’ll miss you . . . . . . .  

http://www.sheba-imports.com�
mailto:sheba@execulink.com�
mailto:anthony.norris@forces.gc.ca�
http://www.military.com/video/aircraft/military-aircraft/c-130-performs-extreme-demo/1336078645001/�
http://www.military.com/video/aircraft/military-aircraft/c-130-performs-extreme-demo/1336078645001/�
http://www.military.com/video/aircraft/military-aircraft/c-130-performs-extreme-demo/1336078645001/�
http://www.military.com/video/aircraft/military-aircraft/c-130-performs-extreme-demo/1336078645001/�
http://m.youtube.com/watch?v=3e1f89eidFs&feature=share&desktop_uri=%2Fwatch%3Fv%3D3e1f89eidFs%26feature%3Dshare�
http://m.youtube.com/watch?v=3e1f89eidFs&feature=share&desktop_uri=%2Fwatch%3Fv%3D3e1f89eidFs%26feature%3Dshare�
http://m.youtube.com/watch?v=3e1f89eidFs&feature=share&desktop_uri=%2Fwatch%3Fv%3D3e1f89eidFs%26feature%3Dshare�
http://m.youtube.com/watch?v=3e1f89eidFs&feature=share&desktop_uri=%2Fwatch%3Fv%3D3e1f89eidFs%26feature%3Dshare�
http://m.youtube.com/watch?v=3e1f89eidFs&feature=share&desktop_uri=%2Fwatch%3Fv%3D3e1f89eidFs%26feature%3Dshare�
http://m.youtube.com/watch?v=3e1f89eidFs&feature=share&desktop_uri=%2Fwatch%3Fv%3D3e1f89eidFs%26feature%3Dshare�
http://m.youtube.com/watch?v=3e1f89eidFs&feature=share&desktop_uri=%2Fwatch%3Fv%3D3e1f89eidFs%26feature%3Dshare�
http://m.youtube.com/watch?v=3e1f89eidFs&feature=share&desktop_uri=%2Fwatch%3Fv%3D3e1f89eidFs%26feature%3Dshare�
http://m.youtube.com/watch?v=3e1f89eidFs&feature=share&desktop_uri=%2Fwatch%3Fv%3D3e1f89eidFs%26feature%3Dshare�
https://vimeo.com/83633248�
http://player.vimeo.com/video/48642618�

	The mysterious disappearance of the Malaysian Boeing-777, Flight MH370 continues to baffle the authorities, at the time of this writing. Armchair aviation experts have put forth many theories as to what may have caused this bizarre occurrence. They speculate on everything from alien abduction, high jacking, terrorist, pilot error, pilot suicide, catastrophic aircraft malfunctions including many more causes and scenarios for the possible causes of the disappearance of the Boeing triple seven.
	     HOW did it happen? What happened that caused the aircraft to vanish? Why did it happen? Where on the flight path did the disaster occur and Where is the aircraft? When it happened is about all that is known at this time. Unless we can obtain more credible data to work with,  the HOW, WHAT, WHY AND WHERE will remain a mystery.
	     Should the aircraft never be found, its disappearance would be by far the biggest such unexplained disaster in aviation. Yet such disappearances are not that uncommon: according to records assembled by the Aviation Safety Network, 100 aircraft have gone missing in flight and never been recovered since 1948. 
	Some of the most notable include:
	     Noorduyn Norseman, Bedford to Paris, 1944: On 15 December, the single-engined aircraft left Twinwood Farm air base in south-east England carrying one of the hottest big-band leaders of the era, Glenn Miller
	     Avro York, UK to Jamaica, 1953: A Skyways passenger plane on its way from Stansted airport to Jamaica, disappeared after an SOS call over the north Atlantic in February, with 39 people on board. 
	     Lockheed L1049, Micronesia to Philippines, 1962: The Flying Tiger Line plane chartered by the US military to take soldiers to Vietnam, disappeared mid-flight in March, after refuelling at an air force base. 
	     Boeing 707, Japan to Brazil, 1979: In January, a cargo flight operated by the Brazilian carrier Varig, disappeared over the north Pacific soon after taking off from Tokyo for Brazil. 
	     Boeing 727, Angola, 2003: This former American Airlines passenger jet was converted and leased to an Angolan airline before being grounded at Luanda airport for non-payment of bills. An American mechanic was the only person known to be on board in May 2003, when the plane started moving and took off. Without a transponder, it disappeared out over the Atlantic and was never found.
	     Many other disappearances have initially baffled authorities, but the planes were eventually found, 
	     Since the 1970s, most large civil jet transports have been additionally equipped with a  “quick access recorder”. A flight recorder is an electronic recording device placed in an aircraft for the purpose of facilitating the investigation of an aircraft accident or incident. For this reason, flight recorders are required to be capable of surviving the conditions likely to be encountered in a severe aircraft accident. 
	     While the black boxes are designed to operate at depths of 20,000 feet (3.8 miles) and may work in even deeper water, the range of the pings is a mile. That may make the signals difficult to pick up even if an underwater microphone is over the correct location.
	     If the aircraft crashed into the Indian ocean, it might be very difficult to pin point its location. The Indian Ocean covers about 14% of the Earth’s surface area. This ocean region is enclosed on three sides by the landmasses of Africa, Asia, and Australia. The Indian Ocean's southern border is open to water exchange with the much colder Southern Ocean. Average depth of the Indian Ocean is 12,800 feet. The deepest point in this ocean region occurs in the Java Trench with a depth of 23,812 feet below sea level. And it can be difficult to hear the black box pingers if they are blocked by undersea mountains. Layers of water with different temperatures can also block sounds.
	     However, searchers try to listen for sound-producing pingers attached to the plane’s black boxes that emit signals for 30 days after becoming immersed in water.
	     The emergency locator transmitters (ELT) on B-777s are designed for land and don’t work underwater, nor do the satellite transmissions that investigators have used to triangulate the likely last-known location.  As a result of ongoing, extensive investigations, we might eventually be able to fill in the blanks of  HOW, WHAT, WHY AND WHERE, 
	Ray McIntosh has stepped down as Treasurer of the CMFEA. May I take this opportunity to thank Ray, not only for his excellent work as Treasurer, but for the many hours he spent in the preparation and mailing out Propwash. 
	A big THANK YOU Ray, you will be missed on the executive! 
	WELCOME aboard to the incoming Treasurer,  Douglas Gauthier.
	Murky Mode - Boeing Defends Design Philosophy for 777 Auto thrust Mode
	Boeing is vigorously defending an automation design that appears to be at the center of the accident investigation of an Asiana Airlines Boeing 777-200ER. On July 6, the aircraft crashed on approach to San Francisco International Airport ( Re. page 2, August 2012). 
	     The issue relates to the interaction between the 777's auto flight and auto thrust modes, in particular the flight level change (FLCH) speed mode that typically is used for varying the aircraft's vertical speed between two altitudes. Boeing does not recommend using FLCH during the final phases of an instrument approach, but does not address what modes pilots should use during a visual approach.
	     During an investigative hearing on Dec. 11, the National Transportation Safety Board revealed that the Asiana pilots on the visual arrival to Runway 281 that morning, had selected FLCH for the final portion of the descent. By design, the FLCH mode allows the auto thrust system to enter into a "hold" or "sleep" state during descents if pilots manually move the throttle levers for more than 1.2 sec. Flight recorder data show that the pilots did retard the throttle levers after entering FLCH. For practically all other auto flight modes, the auto throttle will reengage, or "wake up" and command thrust if speeds get too low.
	     In the Asiana crash, the left seat pilot turned off the autopilot and was hand flying the aircraft for the final portion of the approach, but descended below the airport's precision approach path indicator and tried to climb. He told investigators he expected the auto throttle would keep the aircraft from going "below minimum speed," which it did not. Despite a full thrust and a go around initiated seconds before impact, the 777's tail hit the seawall ahead of the runway. Three passengers were killed and nearly 200 passengers and crew injured in the accident.
	     Aviation Week reported soon after the crash that the lack of an auto throttle wake up capability in FLCH was a known problem in the industry; it is sometimes referred to as the FLCH "trap." Boeing states it is unaware of the expression.
	     Company officials tell the NTSB that some concerns about the lack of a wake up function were raised during the 787 certification program, but that there have been no reports of in-service events regarding the mode in other Boeing aircraft, nor have operators asked for a change to the mode. "We were conducting a flight test [during the 787 certification program], and there was a FLCH initiated," says Stephen.
	     Boyd, manager of the FAN.s airplane and flight-crew interface branch. "The FLCH was interrupted by another event, in this case there was a traffic-avoidance event, and as a result of the logic of the airplane, the auto throttle went into a hold mode." Boyd says an FAA pilot noticed airspeed was decaying, and allowed it to "decay further" to see what would happen. "Our test pilot was expecting at that time [that] the auto throttle would wake up, not realizing that the auto throttle system was on [but in hold mode);' says Boyd. The FAA raised the issue with Boeing as a "Response Item: a process the agency uses "to document a potential concern and to get a response from the applicant," he says.
	     The FAA ultimately concluded that it was not a safety issue, and additional information about the hold mode was added to the flight manual. Boeing says the same basic information has been included in 777 manuals for 15 years. "In the end when he understood that this design has 210 million flight hours, he felt it was not as critical an issue," says John Cashman, retired chief test pilot for Boeing, of the FAA test pilot's concerns.
	      The European Aviation Safety Agency, during its evaluation of the 787, also questioned whether it was wise to include an auto throttle mode that differs from other modes, in that it does not provide low-speed protection. "Inconsistency in automation behavior has been, in the past, a strong contributor to aviation accidents," the regulator said. Despite no formal complaints to Boeing, incidents have occurred and are known to the pilot community. An Asiana Airlines ground school instructor who helped train the accident pilot, told the NTSB at the start of the investigation that he had discussed "the fact that when the 777 auto throttle mode goes to 'hold,' it will not automatically reengage when in  a descent using the FLCH speed mode." He says he emphasizes this in training because he had "personally experienced, in flight, an unexpected activation of the mode, and thus the failure of the auto throttle to reengage."
	     Boeing says it considered changing the mode to automatically wake up. Bob Myers, flight deck chief engineer says, for this particular design, they were faced with a choice. "If we did a wakeup or some sort of mode transition of the auto throttle and hold mode for a low speed condition, we would have had a mode transition without the pilots authorizing that change." He says the change would have resulted in two systems trying to control speed, the autopilot and the auto throttle. "We looked at the two situations and felt that the less confusing was the design we chose." 
	      Mode confusion may explain why Aslana Airlines Flight 214 pilots lost speed awareness on approach to San Francisco International Airport last July.
	“What happens if a politician drowns in a river? That is pollution. 
	What happens if all of them drown? That is a solution”
	CHIEF WARRANT OFFICER MARK FLAWN, CD 
	Born in Halifax, Nova Scotia, Chief Warrant Officer Flawn joined the Canadian Forces in November 1980 as an Airframe Technician. After completion of his basic training in Cornwallis, Nova Scotia and Basic Occupation training in Borden, Ontario, he was posted to Greenwood Nova Scotia.  During the period of 1981 to 1987, CWO Flawn worked on the CP140 Aurora, CH124A Sea King helicopter.
	     A relatively short technical career included only two postings, BAMEO Greenwood as a technician on the new CP140 Aurora, where he was introduced to the Flight Engineer Occupation and set his sights on remustering.  Volunteering shortly after his TQ5 qualification to work for BAMEO in Shearwater Nova Scotia, where he served with 443 Squadron on two Helicopter Air detachments, onboard HMCS Saguenay and HMCS Ottawa, 1986 to 1987, prior to occupational transfer to Flight Engineer, in Jan 1988. During his sea time, he deployed for 6 months with STANFORLANT (NATO), which he received the SSM (NATO Bar).
	     Qualifying as a Flight Engineer in June of 1988, he performed flying duties on venerable CH124A Sea King and eventually flew on the CP140 Aurora, CH113A Labrador and CH149 Cormorant. Highlights of a well travelled flying career included: Senior Flight Engineer Leader at 413 (T&R) Squadron, 14 Wing Greenwood, Mar 2004 to Jun 2008; While serving at 103 Search and Rescue Squadron, Gander, he was appointed Squadron Warrant Officer (SWO) in June 2003 to March 2004; he also served as Flight Engineer Leader in the following squadrons; 406 Helicopter Training Squadron Shearwater, NS, 103 Search and Rescue Squadron, Gander, NF and 413 (T&R) Squadron, Greenwood, NS. 
	     His 20 years as a Flight Engineer/Instructor included, 406 Helicopter Training Squadron Shearwater, NS. as well as 404 Maritime Operational Training Squadron Greenwood, NS; 415 Maritime Squadron Greenwood, NS. as the Crew 5 (Killer V’s) Lead Flight Engineer, winning the O’Brien and the distinguished 1995 Fincastle Award in Kinloss Scotland; after being promoted to Warrant Officer in 1997, he worked as an instructor at 404 Maritime Operational Training Squadron Greenwood, NS. Opportunity to move to another FE Leader position came about, CWO Flawn qualified on two operational aircraft in 24 months while serving at 103 SAR Squadron, Gander, NL and finally moved back to 413 (T&R) Squadron, Greenwood, NS., where he was promoted to MWO in July 2004, after having amassed a total of 6198 hours in the 20 years as a Flight Engineer;
	     Promoted to Chief Warrant Officer, June 23, 2008, he was posted to the 405 (LRP) Squadron at 14 Wing Greenwood, as the Squadron CWO. 
	     Retiring after 29 years on September 29, 2009, he took a job with the Public Service as a GT4, Simulator Operator/Instructor at 404 LRP & T Squadron. This new and exciting job consists of running scenarios for operational crews for proficiency and for crews going through the Maritime Operational Aircrew Training (MOAT). Provide role play from onboard crew in a tactical environment to ATC. Being part of a team of over 100,000 flying hours of experience in the LRP community provides a consistent knowledge base for the new aircrew.
	Biography: WO MARC KOVACIC 
	After 37 years of loyal and dedicated service to the Canadian Forces and Royal Canadian Air Force, WO Marc Kovacic retired from the Regular Force on the January 08, 2014, following a successful and rewarding career.
	     WO Marc Kovacic joined the CF on January 26, 1977.  He began his career as an Aero Engine Tech at CFB Comox in June 1978, where he joined 409, All Weather Fighter Squadron, working on the CF 101 Voodoo and the T33 Silver Star aircraft. Transferring in the Summer of 1982, he joined the BAMEO organization, working on the CC 130 Hercules and Boeing CC-137. After a total of eight years as a technician, he remustered to the Flight Engineer trade in 1986.  Following his Basic Flight Engineer Course, he was sent to 403 TAC HEL Squadron, flying on the CH-135 Twin Huey. During this tour, he completed two six month rotations with the Peace Keeping Force, MFO (Multinational Force and Observers) in the Sinai. In 1990, he was transferred to 429 Squadron, at CFB Trenton, on the CC 130 Hercules and was promoted to Sergeant. During his tour with 429 Squadron, he went on the following tours:  Ops Preserve (Ethiopia), Ops Relief (Kenya), Ops Scotch (Rwanda) and Ops alliance (Split).
	     In 1996, he moved to 426 (T) Squadron, where he instructed the Basic Flight Engineer course for two years. Promoted to WO in 1998, he moved to the CC130 simulator as the Chief Flight Engineer Instructor. In August 2002, he was transferred to 427 TAC Squadron / 427 SOA on the CH-146 Griffon Squadron as a Flight WO, completing a five year tour. In 2007, he returned to 436 Squadron at CFB Trenton on the CC 130 Hercules, where his completed one rotation with Ops Athena in Afghanistan. Posted to 424 T&R Squadron in January 2010, he was the Hercules FE Lead until August 2013, until the arrival of his replacement.
	     Marc and his lovely wife Sharon will be remaining in the Belleville area, and they plan to travel throughout Europe during his retirement.
	These are photographs of the worlds largest helicopter which happened to be on the tarmac in Dease Lake, B.C. last year. It was used for taking mining equipment and cargo out to a new mine called Galore Creek. It is owned by a 
	Russian company and is called the Utsky.
     The chopper couldn't land at the air strip at Bob Quinn Lake, because it wasn't a paved area, so it had to land in Dease Lake until the landing site north of Bob Quinn could be inspected. Apparently, this chopper's wash will pick up and fling rocks, up to 12 inches in diameter, around like leaves.
	Stats supposedly:
- Russian crew of 6; 2 Pilots, 1 Navigator, 2 Engineers (mechanics), 
	                                 1 cargo person.
- you can put 1 dump truck, 1 SUV in it, a semi-trailer will fit in it.- carries 75 troops - uses 2,000 litres of fuel per hour - 580 km range - costs $30,000/hr to rent 
	- 40 metres long - 8 blades about 2 feet wide 
	 8. Leave the power at 100%.
	 Flying the jet
	 1. Climb at 100%.
	 2. Cruise at 100%.
	 3. It is silent in the plane.
	 4. You can’t see clouds because you are so far above them.
	 5. You look down and see lightning in some clouds below and pity some poor fool that may have to fly through that mess.
	 6. The jet plane is air conditioned!! Round engines are definitely not. If you fly in tropical areas, this cannot be stressed enough.
	 7. There is not much to do in a jet, so you eat your flight lunch at your leisure.
	 8. Few gauges to look at and no levers to adjust. This leaves you doodling on your knee board.
	 9. Some call girl friends on their cell phones: “Guess where I am, etc”.
	 Some observed differences in round engines and jets.
	 1. To be a real pilot you have to fly a tail dragger for an absolute minimum of 500 hours.
	 2. Large round engines smell of gasoline (115/145), rich oil, hydraulic fluid, man sweat and are not air-conditioned.
	 3. Engine failure to the jet pilot means something is wrong with his air conditioner.
	 4. When you take off in a jet there is no noise in the cockpit. (This does not create a macho feeling of doing something manly).
	 5. Landing a jet just requires a certain airspeed and altitude---at which you cut the power and drop like a rock to the runway. Landing a round engine tail dragger requires finesse, prayer, body English, pumping of rudder pedals and a lot of nerve.
	 6. After landing, a jet just goes straight down the runway.
	 7. A radial tail dragger is like a wild mustang---it might decide to go anywhere. Gusting winds help this behavior a lot.
	 8. You cannot fill your Zippo lighter with jet fuel.
	 9. Starting a jet is like turning on a light switch---a little click and it is on.
	 10. Starting a round engine is an artistic endeavor requiring prayer (holy curse words) and sometimes meditation.
	 11. Jet engines don’t break, spill oil or catch on fire very often which leads to boredom and complacency.
	 12. The round engine may blow an oil seal ring, burst into flame, splutter for no apparent reason or just quit. This results in heightened pilot awareness at all times.
	 13. Jets smell like a kerosene lantern at a scout camp out.
	Be sure you drain both the sumps. (You can fill your Zippo lighter while you do this)
	 Look out the left side of the oily cockpit canopy and notice a very nervous person holding a huge fire bottle. 
	Nod to this person.
	Crack throttle about one-quarter of an inch.
	 2. Battery on.
	 3. Mags on.
	 4. Fuel boost on.
	 5. Hit starter button (The four bladed 13’ 6” prop will start a slow turn).
	 6. Begin to bounce your finger on top of the primer button.
	 a. This act requires finesse and style. It is much like a ballet performance. The engine must be seduced and caressed into starting.
	 7. Act one will begin: Belching, banging, rattling, backfiring, spluttering, flame and black smoke from the exhaust shooting out about three feet. (Fire bottle person is very pale and has the nozzle at the ready position).
	 8. When the engine begins to “catch” on the primer, move the mixture to full rich. The flames from the exhaust will stop and white smoke will come out. (Fire bottle guy relaxes a bit). You will hear a wonderful throaty roar that is like music to the ears.
	a. Enjoy the macho smell of engine oil, hydraulic fluid and pilot sweat.
	 9. Immediately check the oil pressure and hydraulic gages.
	 10. The entire aircraft is now shaking and shuddering from the torque of the engine and RPM of prop.
	 a. The engine is an 18 cylinder R-3350 that develops 2,700 HP.
	 11. Close cowl flaps to warm up the engine for taxi.
	 12. Once you glance around at about 300 levers, gauges and gadgets, call the tower to taxi to the duty runway.
	The jet engine and aircraft
	 Start a jet
	 1. Fuel boost on.
	 2. Hit the start button.
	 3. When the TPT starts to move ease the throttle forward.
	 4. The fire bottle person is standing at the back of the plane and has no idea what is going on.
	 5. The engine lights off---and---
	 6. That’s about it.
	 Take off in the jet.
	 1. Lower to take off flaps.
	 2. Tell the tower you are ready for takeoff.
	 3. Roll on to the duty runway while adding 100% power.
	 4. Tricycle gear---no tail to drag---no torque to contend with.
	 5. At some exact airspeed you lift off the runway.
	 6. Gear up.
	 7. Milk up the flaps and fly.
	For those with the experience of flying a plane with R-3350 engines, you will particularly enjoy this.
	Starting, take off and flying with the wonderful radial-powered aircraft (an AD-6) 
	The same engine that powered the CP-107 Argus  
	DEDICATED TO ALL WHO FLEW 
	BEHIND ROUND ENGINES 
	We gotta get rid of those turbines, they're ruining aviation... 
	Anybody can start a turbine. You just need to move a switch from "OFF" to "START" and then remember to move it back to "ON" after a while. My PC is harder to start. 
	     Cranking a round engine requires skill, finesse and style. On some planes, the pilots aren't even allowed to do it... 
	     Turbines start by whining for a while, then give a lady-like poof and start whining a little louder. 
	     Round engines give a satisfying rattle-rattle, click-click, BANG, more rattles, another BANG, a big macho FART or two, more clicks, a lot more smoke and finally a serious low pitched roar. We like that. It's a GUY thing... 
	     When you start a round engine, your mind is engaged and you can concentrate on the flight ahead. Starting a turbine is like flicking on a ceiling fan: Useful, but, hardly exciting. 
	     Turbines don't break often enough, leading to aircrew boredom, complacency and inattention. A round engine at speed looks and sounds like it's going to blow any minute. This helps concentrate the mind ! 
	     Turbines don't have enough control levers to keep a pilots attention. There's nothing to fiddle with during long flights. 
	     Turbines smell like a Boy Scout camp full of Coleman Lamps. Round engines smell like God intended machines to smell. 
	GE Aviation is developing a revolutionary new jet engine that aims to combine the best traits of turbojet and turbofan engines, delivering supersonic speed capability and fuel efficiency in one package.
	     The new engines are being developed under the USAF ADVENT project, which is seeking 25 percent fuel saving which will in turn lead to an increase in mission capability.
	     There are two main species of jet engines for aviation: low-bypass turbofans, usually called turbojets, and high-bypass turbofans. Turbojets are optimized for high-performance, pushing fighter jets to above Mach 2 (and the SR-71 "Blackbird" to well over Mach 3), but pay for that performance with terrible fuel efficiency. The performance outcome of a conventional turbojet is dominated by the operation of the high-pressure engine core (compressor, combustion, turbine, and exhaust nozzle).
	     In contrast, high-bypass turbofans are the heavy lifters of commercial aviation being optimized for subsonic thrust and fuel efficiency, but performing poorly at supersonic speeds. A conventional turbofan adds lower-pressure airflow from an oversized fan which is driven by the jet turbine. The fan airflow bypasses the combustion chamber, acting like a large propeller.
	     In an ADVENT (Adaptive Versatile Engine Technology) engine, the high-pressure core exhaust and the low-pressure bypass streams of a conventional turbofan are joined by a third, outer flow path that can be opened and closed in response to flight conditions. For takeoff, the third stream is closed off to reduce the bypass ratio. This sends more of the airflow through the high-pressure core to increase thrust. When cruising, the third bypass stream is opened to increase the bypass ratio and reduce fuel consumption.
	     The extra bypass duct can be seen running along the top and bottom of the engine. This third duct will be opened or closed as part of a variable cycle to transform it from a strike aircraft engine to a transport-type engine. If the duct is open the bypass ratio will increase, reducing fuel burn, and increasing subsonic range by up to 40 percent, leading to 60 percent longer loiter times on target. If the ducts are closed, additional air is forced through the core and high pressure compressor, enabling thrust and speed to increase and providing world-class supersonic performance.
	     GE's ADVENT designs are based on new manufacturing technologies like 3-D printing of intricate cooling components and super-strong but lightweight ceramic matrix composites. These allow the manufacture of highly efficient jet engines operating at temperatures above the melting point of steel.
	     Engineers also designed the new engine to be easy to fly. “We want the engine to take care of itself and let the pilot focus on the mission,” says Abe Levatter, project manager at GE Aviation. “When the pilot says ‘I’m out of danger, I want to cruise home,’ the engine reconfigures itself. We take it upon ourselves to make the engine optimized for whatever the pilot wants.”
	Rank differences, and comradeship
	It was common for a pilot to be of Non-Commissioned rank (Sergeant, Flight Sergeant or Warrant Officer) with a commissioned officer as navigator or bomb-aimer. The pilot was captain of the aircraft irrespective of rank (except in some RCAF and Polish units), and most crews, in the air, had a first-names policy. The correct "form" was that an NCO saluted an officer in his crew the first time they met every day and after that rank was ignored, unless there was a senior officer about. Certainly most crews went off to the pub together, regardless of rank
	     Whilst it was considered fine for a pilot to socialise with another pilot, or an air gunner to mix off-duty with other air gunner pals, it was regarded as unnatural for a pilot to socialise frequently with a navigator from another crew, or for any member of a crew to regularly associate with an airman of a different category from another crew. This sounds weird, but illustrates the comradeship and bond between members of a crew. They were "all in it together", as most often their fate as a crew was combined.
	     In a typical instance of the comradeship of airmen, dozens of aircrew had arrived at the local pub and a new barmaid had refused to serve the sergeants and flight-sergeants, insisting that the lounge bar was for officers only. All the non commissioned ranks had immediately departed for the public bar, and to a man, the officers had set down their pints and followed them, leaving the lounge deserted and the men in the packed public bar breathing by numbers. Quietly informed of the situation by the senior flight-commander, the pub's owner had hurriedly rushed downstairs from his supper and put the barmaid right. Offering his apologies to the aircrew, the situation was restored to normal.
	CMFEA BI-ANNUAL REUNION
	COMOX BC—September 05 - 07, 2014
	888 Wing RCAFA, Comox & Westerly Hotel Courtenay, B.C. 
	Summary of events:  Registration will take place at 1300 hrs on the September 05 & 06, 2014, 
	at the Westerly Hotel, in Courtenay, BC, and 
	at 1600 hrs, on September 05, at 888 Wing, RCAFA, Comox. 
	Here is the breakdown for cost;
Registration Fee:                                                                             $20.00 per person,
Meet & Greet, Friday Sept. 05, 1800 Hrs, 888 Wing:                    $20.00 per person,
Banquet/Dance, Westerly Hotel, Saturday, Sept 06, 1800 hrs:     $45.00 per person,
Breakfast/Meeting, Sunday, Sept 07, 1000 hrs, Westerly Hotel:   $15.00 per person
	      Banquet meal choices:                                                                    Prime Rib or Chicken
	Please make cheques or money orders payable to "Comox FE Association"
		Mail your Registration C/O		Jack Trent
						1828 Fern Road,
						Courtenay, BC.  V9J 1W8
	Jack can also be reached by email at: trentj@shaw.ca
	print a copy of the form below
	or download the form off the CMFEA website.
	  Boeing examines 
	 "green diesel" as a 
	      sustainable aviation biofuel
	Over the past few years, we've heard about "green" airliners running on a mixture of jet fuel and biofuels made from things like plants and recycled cooking oil. Now, Boeing is looking at blending jet fuel with green diesel, which is already used to fuel trucks.
	     Green diesel is derived from oil and fat-based feedstocks, as are the biofuels that have been used in planes before. It differs from biodiesel, however, in that it's not processed in the same fashion, and has a different chemical makeup.
	     According to studies conducted by Boeing, the blended aviation fuel should produce 50 percent less carbon dioxide than straight petroleum jet fuel. Additionally, green diesel should cost about the same as regular jet fuel, once US government incentives are factored in.
	     Existing production facilities that are already producing green diesel for ground transportation could conceivably meet up to one percent of the demand for jet fuel.
	The pilot at low level had no control over his aircraft. It narrowly misses a crowd gathered 
	for the air show and slams into four buildings.
	One can only imagine the horror of the 
	occupants inside those buildings.
	Probably scared the crap out of them
	{ Lynch, Shirley 	             	 August 02, 2013.	
	{ Strader, Gordon 		 August 06, 2013
	{ Beaman, Gordon		 August 17, 2013
	We record with great sadness the passing of the
	 following members of the Association
	 SHIRLEY LYNCH. 
	Was the wife of Vic Lynch, who was a long time ATC F/E ,
	PROPWASH WEBSITE
	<http://www.cmfea.ca>
	Association President and Website Editor
	Mac MacGregor — (613) 475-5711 — lg.macgregor@sympatico.ca
	8 Rosslyn Drive, Brighton ON  K0K 1H0
	Treasurer
	Douglas Gauthier —- (613) 475-3750 —-
	fe091@sympatico.ca 
	17 Singleton Ave. Brighton ON K0K 1H0
	Secretary
	D.M. Knockleby —— (613) 394-5958 —— knock_knockleby@hotmail.com
	46 First Avenue, Trenton  ON  K8V 4G4
	Editor
	Bruce Dyer ������—— (905) 639-6709 —— tdyer@cogeco.ca
	701 Castleguard Cr., Burlington  ON  L7N 2W7
	Members – please submit changes 
	of home or email addresses to
	Flight Engineer Ring 
	Order Form
	Full Name :  __________________________________
	Rank :  __________________________________
	Unit or Squadron:  ________________________  
	Inscription in ring (free) : ____________________    (Maximum 20 characters  this includes spaces )
	Metal Type : ____  Silver (925)            $ 350.oo  
	                        ____ Stainless Steel        $ 350.oo 
	                        ____ 10 Kt Gold             $ 975.oo  
	                        ____ 14 Kt Gold             $1275.oo  
	+ Taxes and shipping = Final price on billing invoice 
	Ring Size : _____( Have ring finger properly sized at jewellers’)    
	 Stainless steel rings CANNOT be resized in any manner after they are cast.
	 Include the mailing address the ring is to be couriered too.  If you are having a group of rings sent to the same address indicate point of contact and single address.
	Orders are placed with :   www.sheba-imports.com 
	 Send email to below address 
	and include all necessary info as stated above
	email : sheba@execulink.com  
	Attention : David Bawden      RCAF Flight Engineer Ring Order
	For each person ordering include  :  
	 Personal email  address so they can be billed individually. 
	You must use a personal email for Billing purposes as DWAN will not permit PayPal Links   Questions?  Contact :
	Sgt. Anthony Norris ——- 442 Sqn, Comox
	                       CH149 Cormorant Flight Engineer lead
	                                     anthony.norris@forces.gc.ca
	                                                CSN : 86-252-8437  
	Antonov 225 Mriya Departing Manchester Airport
	  www.youtube.com/watch?v=wmD5w7z8iDk
	More An 225 video choices at — type in AN 225 in your server and choose more videos of the AN 225
	Watch this video of a Hercules flown to its limits. 
	http://www.military.com/video/aircraft/military-aircraft/c-130-performs-extreme-demo/1336078645001/
	Reno Unlimited Gold Race 2013 
	South shore Legion fly pasts on Remembrance Day, 2013 - taken from a Hercules out of Greenwood, NS.... Great low level footage of New Germany, Bridgewater, Lunenburg, Mahone Bay, Western Shore, Chester, Chester Basin, Windsor, Kentville and much of the land and coastline en route
	https://vimeo.com/83633248 —- password Hercules
	The password is case sensitive.
	Water Dropping Planes
	http://player.vimeo.com/video/48642618
	The earth as seen from the moon
	http://www.youtube.com/embed/dE-vOscpiNc

