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Birth of the RCAF - April 1, 1924

King George V promulgated the prefix "Royal" in 1923 for the Canadian Air Force and made it offi-

cial in 1924. The new title Royal Canadian Air Force (RCAF) officially came into being on April 1,

1924. "The King's Regulations and Orders" for the RCAF were then promulgated. Thus, April 1, 1924

became the official birthdate of the RCAF.

Under the new organization, the RCAF was to be administered by a Director responsible to the Chief of the General Staff. The

RCAF was separated into three components: an Active (permanent) Air Force, an Auxiliary (part-time) Air Force and a non-active

Reserve. The authorized establishment of the active Air Force on the day of the RCAF's birth, was a modest 68 officers and 307 air-

men; actual strength was 61 officers and 262 airmen. The dark blue uniform and insignia of the CAF was now replaced by the sky

blue RCAF uniform patterned after the RAF uniform. The insignia, ensign and badges were similar to those of the Royal Air Force.

"Sic Itur Ad Astra" gave way to the RCAF motto "Per Ardua Ad Astra" (through adversity to the stars)

One hundred and eleven years ago in 1903, the Wright Brothers lifted

off in the world’s first airplane on the Outer Banks, at an area known

then, as the Kill Devils Hill in North Carolina. It comprised of four sand

dunes. Big Kill Devil Hill, West Hill, and two Little Hills.

The nearest town was the town of Kitty Hawk—so, in 1903, the Kill Dev-

il Hills were part of the Town of Kitty Hawk. The Town of Kill Devils,

which now contains the historic location of those four sand dunes, was not

incorporated until 1953.

From the old sand dune on Big Kill Devil Hill, the Wrights conducted

more than 1,000 glider flights. At the top of the hill stands the 60-foot

Wright Monument, which commemorates the

Wrights and their achievements in aviation.

Farther back from the hill, are reconstructions

of the 1903 living quarters and hangar, where the Wright brothers conducted their experiments. The living quar-

ters are furnished with items like those the Wrights would have used, and the hangar replicates the building

where the Wrights stored their 1903 flyer. Adjacent to the hangar, is a spot where the Wright brothers lifted off

in the worlds first airplane, marked by a six-ton First Flight Boulder. Along the flight path from the boulder are

numbered markers, that indicate where the worlds first airplane landed after each of its four flights on Decem-

ber 17, 1903. On July 24th, I had the fortunate experience of making a pilgrimage to this historical site of the

birth place of aviation.
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Bruce Dyer, your editor, with Orville at the controls . . .

WWI ANNIVERSARY 1914 — 1918

About 60,000 Canadians lost their lives in the First World War. The Tomb of the Unknown

soldier at the War Memorial in Ottawa honours all unidentified Canadians who have died

in combat.

In total, about 620,000 Canadians enlisted in the First World War and about 420,000 went

overseas. Canadian forces faced unexpectedly harsh conditions during the four-year war.

They were the first forces to face poisonous chlorine gas at Ypres, and they won a major

victory at Vimy Ridge, gaining the force international recognition. The war is considered a

defining event in Canadian history, and part of Canada’s path to independence from Britain.
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FLIGHT ENGINEERS REUNION — SEPTEMBER 5 TO 7, 2014

Registration is slow — even from local F/E's.

Only 10 registrations up to June 02, 2014?

We’re all set up for the Meet & Greet at the RCAFA Wing

and the Banquet and Breakfast, Transport and Band.

at the Westerly Hotel Courtenay.

ALL WE NEED ARE MORE PEOPLE!
We have to notify the Hotel of the number of people for dinner by

the Cut off date, August 27, 2014.

First test flight of Airbus Electric EFirst test flight of Airbus Electric E--Fan AircraftFan Aircraft

The Airbus Group’s electric E-Fan experimental aircraft made its first public test flight at E-Aircraft Day in

Bordeaux, France. The electric E-Fan training aircraft is an innovative technology experimental demonstra-

tor, based on an all-composite construction.

Airbus Group plans to further develop the E-Fan technology demonstrator, and to produce and market two

versions of the aircraft through a subsidiary named VoltAir. The two-seater version E-Fan 2.0, will be a fully elec-

tric training aircraft powered only by batteries. The four-seater version, E-Fan 4.0, will be a training and general

aviation aircraft, which will also have a combustion engine within the fuselage to provide an extended range or endurance.

First presented in the static Parc at the Paris Air Show in 2013, the two-seat E-Fan features two electric motors with combined power of

60 kW, each driving a ducted, variable pitch fan. Total static engine thrust is about 1.5 kN, with the energy being provided by two battery

packs located in the wings. The length of the aircraft is 6.7 meters with a wingspan of 9.5 meters. The duct increases the static thrust, it re-

duces the perceived noise and improves safety on the ground. The E-Fan is the first electric aircraft featuring ducted fans to reduce noise and

increase safety. With the engines located close to the center-line of the aircraft, the E-Fan also has very good controllability in single-engine

flight.

Another innovation of the E-Fan is its landing gear, which consists of two electrically-actuated

retractable wheels positioned fore and aft under the fuselage, plus two small wheels under the

wings. The aft main wheel is driven by a 6 kW electric motor, providing

power for taxiing and acceleration up to 60 km/h during take-off, reducing

overall electrical power consumption in day-to-day operation. The maneu-

vering of the aircraft on the ground, and the initial acceleration on take-off

without the main engines can also be done completely silently.

Helicopter Pilots Are Different

The thing is, helicopters are different from planes. An airplane by

its nature wants to fly, and if not interfered with too strongly by

unusual events or by a deliberately incompetent pilot, it will fly. A

helicopter does not want to fly. It is maintained in the air by a variety

of forces and controls working in opposition to each other, and if there

is any disturbance in this delicate balance, the helicopter stops flying

immediately and disastrously.

There is no such thing as a gliding helicopter.

This is why being a helicopter pilot is so different from being an

airplane pilot, and why, in general, airplane pilots are open, clear-

eyed, buoyant extroverts, and helicopter pilots are brooders, introspec-

tive anticipators of trouble. They know if something bad has not hap-

pened, it is about to.
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“THE UNION WANTED ME GONE," CHUCK HOSMER SAYS.

I ǁ ĂƐ�ƐŝǆƚǇ�ĂŶĚ��ĚŝĚŶ͛ ƚ�ǁ ĂŶƚ�ƚŽ�ŐŽ͘ Η�, ĞΖƐ�Ă�ĨŽƌŵĞƌ��ŵĞƌŝĐĂŶ��ŝƌůŝŶĞƐ�ϳ ϳ ϳ �ĐĂƉƚĂŝŶ͕ �ĂŐĞĚ�ŽƵƚ�ŽĨ�ƚŚĞ�ůĞŌ�
ƐĞĂƚ�ĂŌĞƌ�ϯϭ�ǇĞĂƌƐ͘
�ŽŵŵĞƌĐŝĂů�ƉŝůŽƚƐ͕ �ĂĐƟǀ Ğ�ĂŶĚ�ƌĞƟƌĞĚ͕ �ĂƌĞ�ǁ Ğůů�ƌĞƉƌĞƐĞŶƚĞĚ�ŽŶ�ƚŚĞ�K�W��ƌŽƐƚĞƌ͘��ŌĞƌ�Ă�ƐƟŶƚ�ĂƐ�ĂŶ�Ğǆ-

ƉĂƚ�ƉŝůŽƚ�ĨŽƌ��ŝƌ�/ŶĚŝĂ͕ �, ŽƐŵĞƌ�ŶŽǁ �ǁ ŽƌŬƐ�ĂƐ�Ă�ĐŽŶƚƌĂĐƚŽƌ�ĨŽƌ��ŝƚĂƟŽŶ͕ �ƚƌĂŝŶŝŶŐ�ƉŝůŽƚƐ͘ �KŶĞ�ŽĨ�ƚŚĞ�ǇŽƵŶŐĞƌ�
regulars at OBPA, he exudes the lean intensity of the pilot in command. While many of the bold and older
feast on high-calorie breakfast combo plates, Hosmer orders a Spartan bowl of oatmeal and trades terse
insider talk about today’s commercial cockpit.

ΗD Ǉ�ƌĞĂů�ŚĞĂƌƚĂĐŚĞ͕Η�ŚĞ�ƐĂǇƐ͕ �͞ ŝƐ�Ăǀ ŝĂƟŽŶ�ƐĂĨĞƚǇ�ĂŶĚ�ǁ ŚĞƌĞ�ŝƚΖƐ�ŚĞĂĚĞĚ͘ Η�, ŽƐŵĞƌ�ĐŽŶƐŝĚĞƌƐ�ƚŚĞ�:ƵŶĞ�ϮϬϬϵ��ŝƌ�&ƌĂŶĐĞ�ϰϰϳ �ĐƌĂsh, in part
ĂƩ ƌŝďƵƚĞĚ�ƚŽ�ŝŶĞǆƉĞƌŝĞŶĐĞ�ĂŶĚ�ůĂĐŬ�ŽĨ�ĐŽĐŬƉŝƚ�ĐŽŵŵƵŶŝĐĂƟŽŶ͕ �ĂŶ�ŝŶĞǀ ŝƚĂďůĞ�ƌĞƐƵůƚ�ŽĨ�ŚŽǁ �ƉŝůŽƚƐ�ĂƌĞ�ŶŽǁ �ƚƌĂŝŶĞĚ͘ �ΖzŽƵ�ƚĞůů�Ɛomeone to inter-
cept a course and the first thing they do is drop their head and start typing on a keyboard. They need to look out that window first and see 
ǁ ŚĂƚΖƐ�Žǀ Ğƌ�ƚŚĞƌĞ͘�Η' Ğƫ ŶŐ�Ğǀ ĞŶ�ĂŶ�ŝŶƚĞƌǀ ŝĞǁ �Ăƚ�Ă�ŵĂũŽƌ�ĂŝƌůŝŶĞ�ƵƐĞĚ�ƚŽ�ƌĞƋƵŝƌĞ�Ă�ŵŝŶŝŵƵŵ�ŽĨ�ŵŽƌĞ�ƚŚĂŶ�Ϯ͕ ϬϬϬ�ŚŽƵƌƐ�ŽĨ�ŇŝŐŚƚ Ɵme, but with
ƚŽĚĂǇΖƐ�ŶĞǁ �ŵƵůƟ-crew license, candidates can qualify as commercial co-pilots in just 14 months of training with a minimum of flight 
hours—none of it solo. “They 'IL give you a total of 12 landings in a real airplane—everything else is in simulators," Hosmer says. "Then you
walk out the door and you’re supposed to be qualified to sit in the right seat to of a737 and fly passengers. What you're not qualified to do 
is go across the street and rent a Cessna 172 and fly alone. That is just bizarre." 

He worries that the profession is losing its appeal to avid aviators, and becoming just another not-too-well paid gig for people with no
ďĞƩ Ğƌ�ŽƉƟŽŶ͘ �/Ŷ�ƚŚĞ�ĐŽĐŬƉŝƚƐ�ǁ ŚĞƌĞ��ŚƵĐŬ�, ŽƐŵĞƌ�ĂŶĚ�ŽƚŚĞƌƐ�ĂƌŽƵŶĚ�ƵƐ�ƉƵƚ�ŝŶ�ƚŚŽƵƐĂŶĚƐ�ŽĨ�ŚŽƵƌƐ͕ �ƉŝůŽƚƐ�ƉƌĂĐƟĐĞĚ�ƚŚĞ�ƐŬŝůůƐ required to be
an airline captain and react capably in a crisis. "And that's what we're losing," he says.

"What we're gaining are computer programmers."

One of our annual AOI exam questions

for the CP140 Aurora Flight Engineer, answered by a Pilot:

Your Flight Engineer is out of the seat and you are in charge of managing the in-flight air-conditioning in manual mode. What hot tem-

peratures are you concerned with and why?

For those technically inclined, the answer is 55-60 degrees for max 90 sec and never above 60 sec. see — page 1-11-7.

For the management of the situation, you should immediately recall your FE to the seat to handle the snag. This may seem extreme, but

consider:

Your FE probably didn't reset the controller to manual full hot, and then decide it would be a good time to check on his meal, or visit the

head while the system warmed up the tube. Therefore, you most likely have a system failure (one suspects a faulty C valve, but I digress)

requiring attention.

Whether your first indication was a crew complaint or a REFR OVERHEAT light, you may be tempted to , quite correctly, dump the

EDC. Regrettably, the ergonomics of the P3 will allow only the most vertically enhanced pilots to make this switch. You now confidently

command your junior FO to dump the appropriate EDC. The look of terror on his face results from him trying to process the riddle of left

AC pack/right EDC, right AC pack/left EDC conundrum. A mistake by Smedly at this point will, no doubt, generate a cascading series of

pressurization issues which will, at least, have the benefit of advising your missing FE of the issue. ( this will be most pronounced if he actu-

ally was in the head).

In a similar vein, best not to re-index props, modify fuel balance, amend oil cooler settings or make log amendments in absence of your

oiler, as well . . . .

Mark S. Flawn (CWO Ret'd), FFS Flight Simulator Operator, 404 LRP&T ,

14 Wing | 14 ERE, Greenwood Canada B0P 1N0

Mark.Flawn@forces.gc.ca, Telephone 902-765-1494 ext. 3661

CSN 568-3661, Fax 902-765-1483

Government of Canada | Government du Canada

AŌĞƌ�Ă�ƌĞĂů�ĐƌƵƐŚĞƌ�ŽĨ�Ă�ůĂŶĚŝŶŐ�ŝŶ�WŚŽĞŶŝǆ͕�ƚŚĞ�&ůŝŐŚƚ��Ʃ ĞŶĚĂŶƚ�ĐĂŵĞ�ŽŶ�ǁ ŝƚŚ ͕ �Η>ĂĚŝĞƐ�ĂŶĚ�' ĞŶƚůĞŵĞŶ͕ �

ƉůĞĂƐĞ�ƌĞŵĂŝŶ�ŝŶ�ǇŽƵƌ�ƐĞĂƚƐ�ƵŶƟů��ĂƉƚ͘ ��ƌĂƐŚ�ĂŶĚ�ƚŚĞ��ƌĞǁ �ŚĂǀ Ğ�ďƌŽƵŐŚƚ�ƚŚĞ�ĂŝƌĐƌĂŌ�ƚŽ�Ă�ƐĐƌĞĞĐŚŝŶŐ�����

halt against the gate.

�ŶĚ͕ �ŽŶĐĞ�ƚŚĞ�ƟƌĞ�ƐŵŽŬĞ�ŚĂƐ�ĐůĞĂƌĞĚ�ĂŶĚ�ƚŚĞ�ǁ ĂƌŶŝŶŐ�ďĞůůƐ�ĂƌĞ�ƐŝůĞŶĐĞĚ͕ �ǁ ĞΖůů�ŽƉĞŶ�ƚŚĞ�ĚŽŽƌ�ĂŶĚ�ǇŽƵ�ĐĂŶ��

pick your way through the wreckage to the terminal."
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O n July 21st, I had the unique opportunity to pay a visit to Gerald Yagens

Military Aviation Museum located near Pungo, Virginia.
The Military Aviation Museum in Virginia Beach, Virginia, is home to one of the world's larg-

est collections of warbirds in flying

condition. It includes examples

from Germany, Japan, Russia, the Unit-

ed Kingdom and the United States, from both World War I

and World War II, although the complete collection ranges

from the 1910s to the early 1950s.
The Museum was founded by Gerald “Jerry” Yagen in 2005, and

the museum's hangars were opened to the public in 2008. He had been

collecting and restoring warbirds since the mid-1990s, starting with

the Curtiss P40-E, so the creation of a museum to share the collection

with the public, was the logical next step.

Unlike most other collections, which are displayed in a static museum envi-

ronment, almost all of the historic aircraft at the Museum have been restored to

flying condition. The collection also includes a large reference library, along

with artifacts and materials to illustrate the historic context of the aircraft in the

collection.

The Museum is housed at its own small private grass airfield, the Virginia

Beach Airport, in the Pungo area of Virginia Beach, Virginia.

The complex includes two display hangars, one attached to each side of the

main museum building, forming one group of buildings. In another group of

buildings is an actual, WWI-era wooden hangar, a maintenance hangar, a re-

stored authentic pre-WW II Luftwaffe metal hangar, and a set of three identical

storage hangars painted to resemble British WWII hangars.

The Luftwaffe hangar was built in 1934 at Cottbus Air Base in Brandenburg,

Germany. After the base was closed in 2004, it was dismantled and shipped to

Virginia Beach. It was then re-erected at the Museum, where it now houses the

Museum's Luftwaffe aircraft.

Also underway is a control tower, a re-erection of a genuine ex-8th AAF

World War II tower from RAF Goxhill. A two-story brick and concrete

structure, built to Air Ministry drawing 518/40, it was completely disassem-

bled, labeled and shipped to Virginia. It will be re-erected at the Museum's airfield where it will be used as an operational tower. In

the UK, some similar towers are now historically protected; when rebuilt, this will be the only such original control tower in the US.

The complex also includes a large orange and white checked water tower, which is visible from a considerable distance and pro-

vides a useful landmark for both ground and air travellers.

Some of the aircraft obtained in an un-restored state are handled at the Museum's related repair facility, the Fighter Factory;

others are restored elsewhere, by contractors with specialized capabilities, The Museum is also connected to the Aviation Institute of

Maintenance, which is currently building a small fleet of various WWI replicas, as an exercise for the students to add to the Museum's col-

lection. The current batch includes a Moraine Saulnier, a Nieuport 11,

a Nieuport 17, a Nieuport 24, a Softwith Pup, a Sopwith Camel, a Sopwith

1-1/2 Strutter, and a Fokker D.VIII.

Associated with the Museum is an aircraft restoration and maintenance

organization, called The Fighter Factory, started in 1996 to restore the

collection's first aircraft.

WOW! I felt like a kid in a candy shop, as I went about examining this

fascinating collection of old and antique aircraft. It was a quick tour as I

only had three hours, to film every nook and cranny of this amazing muse-

um.
(Re ref; Propwash, December 2013, pg. 1)
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I received this very interesting article from E.J. Burton about some of his expe-
riences during his time in the air force. Many of the older Flight Engineers

will surely remember having been involved in similar experiences during their
tour of duty. His article brought back memories of the days that I spent in Coral
Harbour with 408 Squadron on detachments and resupply flights in the North
Star aircraft to various locations in the Arctic.

Jim spent 21 years in the RCAF, from 1948 to 1969. After leaving the air force, he then
spent 14 years in the Public Service, from 1973 until 1987.

Here is his story;
During the late forties and through the fifties, we were some of the originals, who kept the

RCAF trudging along through the good times and the bad times. If we injured ourselves on the job, it would depend on how severe the
injuries and where they occurred. Based on these two criteria, it would be determined whether the injury was reported or not.

I remember a Flight Engineer who broke his arm after falling from the wing of a Lancaster that he was refueling at Resolute Bay, in
Canada's high Arctic. On that cold miserable day in February, in Resolute, the temperature was about fifty below zero. If, after falling, he
had said he thought he was unsuitable to fly, the crew could have been stranded until another Engineer was flown in. But the time required
to replace the injured Flight Engineer, would have required that the operation be postponed or scrapped. What happened, was that the arm
was set as best could be by the medical first aid person in Resolute. After stabilizing the arm, the Flight Engineer stated that he was OK to
fly. The operation was flown the next day after additional refueling was carried out with the aid of the camera operator. The aircraft then
flew back to Ottawa the following day, where the Engineer received medical treatment at the Rockcliffe station, MIR.

For us who flew and maintained these aircraft in that hostile environment, we would say "you would have had to been there". People
who never visited, let alone work in the Arctic, have no idea what it required to keep an aircraft airworthy and flyable in the North. You
flew into an area and you wanted to get out as soon as you got there. But the way things were done by the aircraft's Flight Engineers to
keep the aircraft serviceable during those years, made some people marvel at the ingenuity and the versatility of the Flight Engineer. Some
people would say it was loyalty to the RCAF, which made us do the things we probably shouldn’t have done. But regardless of this, we
acted in the best interests of the Squadron by doing our job, getting the job done right, and doing it come hell or high water.

We should try to understand what it was like to fly and maintain aircraft back in the forties and fifties. Ground handling equipment was
not readily available at remote bases, especially in the Arctic. At some places, you couldn’t even find a ladder. At the Yellowknife airport
there was nothing. There were no hangers, and the airport was approximately ten miles from town. Even at home base, there were only the
usual cranes etc., for hanging engines and propellers, and a mule and tow bar to move aircraft. There were the various engine stands for
maintenance purposes, but these were not available in remote places. I can remember assembling and changing five foot high Lancaster
main wheel assemblies at home base, and at some remote airport in the Arctic. Although they weighted approximately 1500 pounds each,
two or three men would be required to move them around using brute strength.

After my Trades Training in Camp Borden and during the first few years of my RCAF career at Rockcliffe, from 1949 to 1953, we
literally manhandled large items such as wheel assemblies, flaps, elevators, rudders, and anything else that went on an airplane. This also
included the pushing, pulling or towing of any ground handling equipment. There were even times that we had to use man power to push
or pull a Lancaster out of a hangar, if the one and only mule had broken down.

In May 1950, we had flown to The Pas, Manitoba, from Rockcliffe, in preparation of flying to Yellowknife for the summer operations.
The reason for being in the Pas, was that the ice in the lakes farther north had not melted enough to establish positive shorelines for aerial
photography. A call came in for a Lancaster to fly to Winnipeg to photograph the Red River, which was flooding at that time. F/L Cuzens
crew was selected to go, and as they were expected to be there a few days. A ground crew party was required to go there to maintain the
aircraft. That usually consisted of three people, a fitter, a rigger and an electrician. I was the rigger on the selected crew. We flew on a Lan-
caster to Winnipeg on May 13, 1950. While there, we were told to refuel the aircraft with a full load of fuel, in order to carry out a long
day of Aerial Photography the next day. The following morning we loaded up, and on takeoff something happened which caused the air-
craft to crash and burn in the middle of the runway at Stevenson Field. Anyone onboard, other that the main flying crew, had only the bare
floor of the aircraft to sit on. In those days, there was no such thing as a seat with a safety harness for passengers. Usually, one person sat
near the wing spar at the mid-way point of the fuselage. I was sitting at the rear of the main spar in a position just below the fuselage over-
head hatch. As we accelerated down the runway, we could feel that something had gone dreadfully wrong as we ground to a screeching
stop on the belly of the aircraft. Somebody from the Cockpit yelled "get out", get out". I opened the overhead hatch and escaped onto the
port wing, only to find that flames were under the forward part of the wing and engines, and licking at the trailing edge of the wing as fuel
spilled from our wing tanks. I jumped over the top of the fuselage to the starboard wing of the aircraft. Then I slid off the wing and tum-
bled down the wing to the ground. The fuel on this side of the aircraft had not yet seeped to the rear of the wings, although there was a wild
fire forward of and in proximity of the engines. The camera operator and others escaped through the rear door of the aircraft. Once it was
determined that all were safely outside, we ran like hell, expecting the aircraft, fully loaded with high octane fuel, to explode at any mo-
ment

Some of the aircrew who had to escape from the cockpit through hatches and windows, got severely burned as they jumped into burn-
ing fuel. On May 21st. we were flown back to Ottawa and on May 29th, we flew to Yellowknife where the Squadron was now billeted.
Such was my introduction to operational flying in a Lancaster.

In 408 Squadron in 1953, I trained and qualified as a Flight Engineer on Lancaster’s. During the fifties, Lancaster’s spent the summers
at remote sites on operations, photographing the Noth country in order that the maps of Canada could be redrawn. In later years, we flew
over the same areas using SHORAN to measure where point "A was from point B". During the winter, the squadron conducted Arctic Rec-
ces from the far reaches of the high Canadian Arctic. Another Operation in which we were involved, was called Special Met Flights. These
flights were flown when atom bomb test explosions took place at various locations in the world, including the United States. We collected
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samples of debris that might have entered Canadian airspace after these tests. A "Collector" was installed on the starboard side of the Lan-
caster, and we would fly to the area where air currents from the blast may have carried debris. The Collector gathered radioactive material,
something which we did not know much about.

On any flight away from home base, the Flight Engineer was the senior NCO on board the aircraft, and it was he who was solely respon-
sible for all trades and all aspects relating to the serviceability of the aircraft. If the operation was to be away from home for a number of
days, in some cases, a junior crewman might accompany the Flight Engineer to perform any duties that was required of them. Anyone who
has worked on aircraft during winter time know the dangerous conditions that exist when any maintenance work, especially refuelling is
carried out. Maintenance of an aircraft in the Arctic is highly dangerous due to the lack of proper equipment. Back in the late forties, prior to
my becoming a Flight Engineer, I recall refueling a Lancaster in Yellowknife from 45 gallon drums, using a hand wobble pump. It took
approximately fifty, 45 gallon drums of fuel to complete the job. It was back breaking work getting the drums from a pile of drums stored
on their sides, three rows high, with the bottom ones being frozen solid to the ground. One had to roll them across the frozen tundra to the
aircraft and tip them upright.

Refuelling in Resolute Bay was another back breaking job. There were no fuel trucks or oil trucks back in the forties and fifties. The air-
craft was parked close to where the huge fuel tanks were located, but far enough away in case of fire. One would have to manhandle a two
hundred foot or longer hose, up to the upper wing of the aircraft. There, you would have to bend the frozen hose so that the nozzle could be
inserted into the tank opening. This was extremely difficult. The nozzle had to be held in the tank opening or it would jump out of the open-
ing if left unattended, due to its frozen state. When a tank was filled, you then had to move to the next tank, over a wing covered with blow-
ing snow. I can’t remember how many times I slipped on a Lancaster wing and fallen off. Usually the camera operator helped with the refu-
eling, but if he had camera problems, then the Flight Engineer had to do the refuelling alone. I never asked the camera operator for help. He
had his job to do and I had mine. It was all right if he volunteered to help, otherwise, I did the refuelling on all my flights. I once had a cam-
era operator fall off a wing. Later in life, he tried to obtain services from an insurance Company in Edmonton. They wrote and asked me to
verify his account of the incident. I replied that I remembered the episode. I hope he was successful in getting some compensation from
them.

Our operations were based on the availability of daylight and clear weather. In the early days in Resolute Bay, there was only a mess hall
and a few bunk rooms available for transients. None of those fancy accommodations exist there today. There were a few garage type build-
ings with no heat, so the ME staff, consisting of two men, would run Herman Nelson's to warm their working area. The Herman Nelson
heaters were mobile heaters that burned gasoline in a fairly large oven; a separate small engine attached at the back of the unit would drive a
fan which would blow the heated air out through two canvas ducts. The ends of the ducts would then be placed in the cowling openings to
heat the engines. These heaters had two wheels, approximately 4 x 1 inches in size, installed on the back of the unit. These wheels dug into
the snow when they were moved. They would roll very well on hard surfaces, but they were useless in the Arctic. In order to get these units
to the aircraft, they were usually pulled from the garage on a sled, dropped off somewhere near the aircraft, and then manhandled by push-
ing, pulling or sliding them over wind driven snow drifts to a final position near to the engine to be heated. They couldn’t be positioned to
close to the aircraft in case they caught fire, which happened on occasion. But again, it was sheer brute strength to maneuver these heaters
into position. A kick start, similar to a motorcycle starter, was used to start the small engine that operated a fan. If the fan engine wouldn’t
start, then the furnace heater couldn’t be started due to a built in safety feature. The fan had to be operating for the burner to start.
For use in cold weather, the aircraft incorporated an oil dilution system. With the engines running, gas could be injected into the oil supply
lines of the engines, while at the same time, manipulating the throttles and rpm to ensure that oil within the propeller dome was also diluted.
The problem with this procedure, was that in severe cold weather, it became impossible to get the engine oil temperature high enough to
burn off the gas in the oil system before take off. In some cases, we would put a piece of cardboard in front of the oil cooler to prevent the
cold air from going through the cooler. We found it was better not to dilute at all when the aircraft was parked for the night. We discovered
that it was better to get Herman Nelson heaters out in the morning and heat the engines. It would take approximately an hour of direct heat
after you maneuvered them into position and got them started. We probably saved fair amount of fuel and about an hour or more of engine
run up time. To burn off the fuel after a nine to ten minutes oil dilution in extremely cold weather, it could take a couple of hours or longer
at high RPM on all engines. If you didn’t burn off the fuel in the oil system on the ground, there was a possibility, that once you were air-
borne at the higher RPM's, the thin diluted oil would breathe out to atmosphere causing the engine to seize.

The interiors of a Lancaster didn’t have heaters. The cockpit area was heated by coolant from number three engine similar to a car sys-
tem. In order to feel any warmth, you had to get the engine warm. When airborne, in temperatures of fifty below zero and colder, there was
not much heat being generated by the engines. In winter time, the Lancaster was a cold airplane and sitting on a cold wooden seat with no
back pad, was a great way to get the chills even while wearing winter flying clothing.

Another great invention was wing covers. These covers, which were manufactured from silk to fit over the wings of the Lancaster, were
ideal when they were tested in the hangar. Their purpose was to prevent the buildup of frost, snow and ice on the aircraft wing surfaces
when they were parked out doors. The idea of covers was sound, but it wasn’t until personnel had to install them that problems arose. On
one trip to Goose Bay in February 1954, the weather report indicated that snow was expected, so it was decided that we should install wing
covers. These covers were big bulky things. While installing them, I got the starboard one through the upper fuselage hatch and then
climbed out onto the wing. I crawled on my hands and knees, because the wing was very slippery to walk on because of snow on my boots.
I pushed this bulky pile of rolled up silk ahead of me. As I reached the wing tip, and while trying to hold the bulk of the wing cover down
with my knees, I attempted to drape the scooped end of the wing cover over the wing tip. It was a herculean feat that was not made any easi-
er by a 10 knots breeze. In my earnest desire not to get too close to the edge of the wing tip, my junior crewman managed to obtain a stand
which he placed near the wing tip. Now the two of us manhandled the cover over approximately ten feet of the wing tip. While I was hold-
ing the cover in place on top of the wing, the crewman threaded the rope through the attached straps of the cover on the underside of the
wing. Thus we finally got the starboard wing covered. We did the same with the port wing. We spent just under three hours installing the
wing covers. This was all part of the work that had to be done after having flown for ten or more hours, including time to carry out refuel-
ling, and any maintenance work that was required. The next morning when we arrived at the aircraft, we discovered that the wind had blown
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the covers half off the wings, which rendered them practically useless. As it was, we had to sweep the snow off the wings, but this time it
was the young crewman that braved crawling around on top of the wing with a push broom. I remember trying to install these covers at
other times and falling off the wing, because my boots on the slippery surface made it impossible to maintain my balance. If the wind was
not blowing and if freezing rain was not in the forecast, the covers would certainly be handy to have. But they were a nightmare to install
and dangerous for anyone who had to creep along on the upper surfaces of a slippery wing when it was windy. The treads of ones shoes or
boots could be contaminated with bits of snow or ice so it didn’t have to be snowing to be a problem. (To be continued in December

THE HEL ICOPTER patchTHE HEL ICOPTER patchTHE HEL ICOPTER patch
What Makes Helicopters So Slow?

When a helicopter is stationary, its rotor blades move at the same speed relative to the air. But when a helicopter

flies forward, the blades on the advancing side move faster, relative to the wind, and the blades on the retreating side

move slower.

As soon as the helicopter's forward speed matches the speed at the tip of the rotor, the retreating rotor tip momen-

tarily experiences zero airspeed. At that point the rotor is generating no lift, a phenomenon known as retreating-blade

stall. With half the rotor disc no longer holding the aircraft up, the helicopter tends to roll to the side. This aer-

odynamic principle limits conventional helicopters to about 200 mph.

Now lets examine the more conventional designs in the works.

The X2 is the trimmer, more computerized offspring of the XH-59A, a coaxial aircraft that the company

tested in 1973. That prototype had some flaws. The XH-59A went fast, but the vibration was so high it was

unacceptable, it required two pilots to handle the workload. It was outfitted with four engines and it was loud.

The efficiencies that things like fly-by-wire technology, advanced prop digital flight controls and digital

engine controls, all bring to bear, make for a smaller aircraft that's highly integrated with these technologies,

What two pilots did back then, can be done now with one pilot and one engine fully in control of the aircraft. The XH-59 alpha program kind

of accomplished its mission back then, but it was not ready for prime time.

The developers put the rotor technology on hiatus for 20 years and hunkered down to develop a host of other innovations it would need to

create the X2. Then, in 2005, with a $50-million budget, Sikorsky began to build its prototype. Here's how it did it.

Reduction System. The principle behind the advanced vibration reduction system is similar to that in noise-canceling headphones—when

the system detects vibrations, it counters them with a force that moves in the opposite direction. The detector is linked to an array of force

generators in the belly of the X2.

Fly-by-Wire Control

Traditional helicopters have a stick-to-head, a mechanical system. So when the pilot moves the stick, a mechanical system moves the

push-pull rods on the rotor system. Now there is a fly-by-wire system, where the control of the pilot goes into the electronics of the aircraft

and then ultimately moves the swash plate or the control rod servos. It's like driving a car with a joystick rather than a steering wheel.

The electronics reduce the helicopter's weight and make it easier to fly. Plus It gives us an electronic backbone to introduce things like auton-

omy or semi-autonomy to the aircraft."

Rigid Blades

The blade technology had to be dead-on. Blades couldn't be stolen from another aircraft like the landing gear was taken from a Cessna."

The X2's blades are rigid, all composite and coaxial. The rigid rotor system was built to do one thing really, really well, and that's go fast.

On the X2, coaxial blades are stacked one on top of the other, and they turn in opposite directions. That allows one blade to compensate for

the other when the helicopter approaches high speeds. In a normal helicopter, the blade spinning toward the nose of the craft when it's flying

forward generates more lift than the blade on the opposite side that's spinning toward the tail. When the difference between the two becomes

too great, the helicopter becomes unstable. A coaxial system fixes that.

Pusher Propeller

The pusher propeller in the tail of the X2 is not for stability, it's for speed. This is a high-performance blade so the aircraft can go really,

really fast.. Interestingly, most of the power goes to the pusher prop at high speeds, and very little goes to the main rotor.

The key message here is that there is a marriage of technologies to the pilot, which allows the helicopter to do these four key performance

parameters–the speed, the acoustics, the vibration and the lower workload.

A woman runs into a Police station" she yells,A woman runs into a Police station" she yells,A woman runs into a Police station" she yells,

I've been raped by a Helicopter Pilot.I've been raped by a Helicopter Pilot.I've been raped by a Helicopter Pilot.

The sergent says how do you know he's a Pilot?The sergent says how do you know he's a Pilot?The sergent says how do you know he's a Pilot?

Well she says, He had a Big Watch and a Little dickWell she says, He had a Big Watch and a Little dickWell she says, He had a Big Watch and a Little dick

and couldn't stop talking about himself!......and couldn't stop talking about himself!......and couldn't stop talking about himself!......
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T
he Canadian Warplane Heritage Museum’s Lancaster bomber ar-

rived in Keflavik, Iceland Wednesday, August 6, on the second day of

its epic journey to England for a two month tour.

All was reported well as the flight neared the halfway point in the

3700-mile trip, which began a day late, when the No. 2 engine failed to start on the

planned departure date of August 4.

The crew initially thought the engine was flooded. Whatever the problem was,

it took crews until early August. 5 to fix it and successfully test run the Merlin.

The aircraft left John C. Munro Airport in Hamilton Tuesday, August 5, for an

uneventful flight to Goose Bay NL. It left Goose Bay for Keflavik the next day.

Aboard the flight is Matthew Munson, a British IT tycoon who paid $79,000 in

an online auction to become a crew member on the trip. He tweeted about the trip

extensively.

Once in England, the aircraft will join the Royal Air Force’s Battle of Britain Lancaster for the tour and it will be the first time

in decades that two of the venerable bombers have flown together.

The CWH Lancaster on the way to England.

A Preview of Other Designs Under Consideration at this Time .A Preview of Other Designs Under Consideration at this Time .A Preview of Other Designs Under Consideration at this Time .

Sikorsky —- Coaxial Rotors: Sikorsky's entry in the Black Hawk replacement program is the SB-1 Defiant. With

a top speed of more than 300 mph, the Defiant will be faster than the company's internally funded S-97 Raider. The

Defiant uses two rotor discs that move in opposite directions to defeat retreating-blade stall. Counter-rotating rotors

have an advancing blade on each side of the aircraft, giving balanced lift at all speeds. Advanced composites make

the blades extremely stiff, so they can whir through the air in proximity without hitting each other.

Pusher Prop: This rear-mounted propeller provides extra thrust. "It's an incredible sensation to realize that you're at the cruise-power setting

of a normal helicopter but going 250 mph," Sikorsky chief test pilot Kevin Bredenbeck says.

Bell Helicopter —- Tiltrotors: Bell is building its entrant, the V-280 Valor, based on its experience with the V-

22 Osprey tiltrotor. The smaller, nimbler version will be able to carry 11 soldiers 264 miles, hover for 30 minutes,

and return at 320 mph. No need to worry about retreating-blade stall: To go fast, pilots toggle a thumb wheel that tilts

the twin rotors 90 degrees, transforming them into propellers. The Valor's two engines will be fixed in a horizontal

position, with only the rotors pivoting up and down. The Valor will sport flexible rotor blades for a new level of ma-

neuverability at low speeds, while still providing the range and efficiency that no traditional helicopter can match.

Side Doors: "The bread-and-butter mission for the Army is air assault," V-280 program director Keith Flail says. "When soldiers are coming

into a landing zone, they need clear fields of view and clear fields of fire out the sides of the aircraft."

Karem Aircraft —- Optimum Speed Tiltrotors: Karem's TR36TD concept uses twin tiltrotors to achieve a top

speed in level flight of more than 420 mph. The company developed a technology, the Optimum Speed Tiltrotor, that

allows the pilot to adjust the revolutions per minute of the rotor depending on the phase of flight. The rotors don't

need extra power to turn during forward flight, so decreasing their rpm increases efficiency.

AVX —- Ducted Fans: AVX's design relies on a compound-coaxial helicopter like Sikorsky's, but with rotors that

are lighter and more flexible, saving weight and therefore reducing power requirements. A pair of ducted fans on the

rear of the airframe will give AVX's as-yet-unnamed rotorcraft extra speed. The rotors and the ducted fans push the

demonstrator up to a maximum of 265 mph.

Forward Canards: In cruise mode, much of the lift will come from a pair of canard wings near the nose. "Based on

our analysis, the coaxial-compound helicopter will outperform a conventional helicopter, and the cost will be essentially the same," AVX

president Troy Gaffey says.

And this, ladies and gentlemen, is the very first Fokker airplane built in the world.

The Dutch call it the mother Fokker.

— Custodian at the Aviodome aviation museum, Schiphol airport Amsterdam.
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Canada’s air force has been hiring foreign pilots to fly its front-line transport aircraft, maritime patrol planes

and fighter jets, citing an inability to recruit Canadians to fill seats in the military cockpits.

As debate rages about temporary foreign workers allowed into Canada to fill jobs in sectors like the service industry, it turns out that the

Canadian Armed Forces has also gone abroad to fill its own labour needs.

Citing a “labour shortage,” the military has been recruiting pilots from foreign countries — notably the French and British air forces — to

work in Canada and train Canadian pilots, but also fly on operational missions around the globe.

The foreign fliers are being pressed to fly many of the aircraft in the air force fleet, including the CP-140 Aurora maritime patrol aircraft,

the C-130 Hercules and CC-177 Globemaster transport jets.

The transport pilots are being hired for pilot training as well as global strategic and tactical air transport.

The labour market opinions that were prepared by the Defence Department in order to proceed with the foreign hires outline the needs of

the air force.

A Royal Air Force pilot from the United Kingdom with experience in anti-submarine warfare and long-range sovereignty patrol missions,

was sought to fly the CP-140 Aurora.

With minimal training, he will be employed as a CP 140 Aurora aircraft commander, where his experience will be used to help train new

RCAF long range patrol crews.

Another RAF pilot with experience on the CC-177 Globemaster, was brought onboard as an instructor.

A pilot from the Hungarian Air Force was hired as an instructor to train student pilots in the Canadian Air Force.

Other pilots experienced in air-to-air refuelling operations, were sought from the Royal Air Force to fly the CC-150 Polaris jet, which is

used as both a transport and a refueller.

In each case, the air force says it was forced to go abroad to hire personnel to fill a position it was unable to fill through normal recruiting

and training. However, the military says it is trying to recruit Canadians to serve as pilots.

Canadians are regularly recruited as Pilots, and will continue to be recruited and trained through the (Canadian Armed Forces) well estab-

lished Officer and Pilot training programs.

The air force has hired 24 former foreign military pilots since 2012, including 19 from the United Kingdom, two from Hungary, and one

each from Germany, France and South Africa.

Those hires are complementary to the hiring and training of Canadian pilots that is also taking place. But Gilles Hudicourt, a pilot with

Air Transat, who obtained the labour market opinions, says the air force has gone abroad to find experienced pilots, to avoid the cost of train-

ing Canadians.

“They pretend . . . that they’re actually going after some new skill,” Hudicourt told Torstar News Service. “They’re doing it to save on

training money.”

Hudicourt has previously complained about the influx of foreign pilots allowed into Canada to work for charter airlines, like Sunwing, as

well as helicopter companies, which he says takes away jobs from Canadians.

And he says that applies to the air force, when it hires military pilots from abroad to fill empty seats in its cockpits.

He said the immigration rules are meant to permit organizations to hire abroad to fill a labour need “when there is no qualified Canadians

to do the job,” Hudicourt said.

“You’re not allowed to do it to save money,” he said.

“They’re just taking these guys because they were already trained, and it’s just going to be cheaper for national defence . . . it doesn’t

seem right to me,” he said.

The air force says it takes about seven years — and $2.6 million — to train a pilot to fly the CF-18 fighter jet.

In background material provided to Torstar, the air force concedes, that cost is a big factor in hiring former military pilots, since the expe-

rienced aviators require little training and can be put to work immediately, filling gaps that “could not otherwise be filled in the short to me-

dium term.”

A short while ago, Employment Minister Jason Kenney unveiled changes to the temporary foreign worker program, to address concerns

that it was driving down wages and leaving Canadians unemployed.

While the changes focus mostly on low-wage, low-skilled entry level jobs, Kenney’s overhaul does touch on the issue of foreign pilots.

No longer will airlines be allowed to make it a requirement that would-be pilots hold a type rating for a specific aircraft, since the airline can

provide that training.

As well, the airline will have to present a transition plan outlining its strategy to reduce its reliance on foreign pilots while increasing its

complement of Canadian pilots.

“There was a consensus that there is no shortage of Canadian commercial pilots who could be trained to fly specific types of aircraft,”

reads a briefing note.

It wasn’t clear whether the changes would affect the air force’s use of foreign pilots.
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 Skanes (Gordie) Gordon May 15, 2014.

Kent, (Gordie) Gordon June 17, 2014

F a l l e n E a g l e sF a l l e n E a g l e sF a l l e n E a g l e s
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.

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

Please submit changes of home or email addresses

to any of the above executive members

GOTTA WATCH WEBSITES
Pilot's View of Airbus A380

approach and landing at San Francisco

https://www.google.ca/webhp?sourceid=chrome-

instant&ion=1&espv=2&ie=UTF-8#q=lufthansa%20a380%

20approach%20into%20sfo

WW II Night Bomber mission

https://www.youtube.com/watch?v=z-

cVw7Xb6Nk&feature=youtu.be

This is a rare colour film produced from actual bombing raids

over Germany in 1944.

On Canadian Wings - Fast Times for the Golden Jets 1946-1958

http://m.youtube.com/watch?v=J0GE9_7rv_4

Here's a great review of the RCAF during the early post war

years.

Warbirds over Virginia Beach 2nd Annual Airshow (Military ...

www.youtube.com/watch?v=FVFpRjC1U68

Jerry Yagen's fantastic museum comes alive. Go up-close and

personal with his collection of active military aircraft.

I visited this amazing museum in July, 2014.

F35 is a Turkey

http://digg.com/video/the-designer-of-the-f-15-explains-just-how-

inanely-stupid-the-f-35-is

New Russian Jets — AWESOME!

http://www.liveleak.com/view?i=77e_1389637750

KENT, GORDON Lloyd

November 17, 1931 - June 17,2014

Gordon passed away peacefully at home surround-

ed by his loving family. Gordon was born in Saska-

toon, Saskatchewan as the youngest of 9 children, but

his family soon moved to Nanaimo, BC where he

lived until age 12. He then moved to Vancouver with his family,

where they spent the remainder of the war years. He often de-

scribed the excitement and privations of life in Vancouver dur-

ing WWII, including the triumphant return of Canadian forces at

the close of hostilities. Gordon's role model and hero, his older

brother Robert served as a fighter pilot in the RAF during WWII,

fighting in the North African and Italian campaigns. Years later,

Gordon proposed and had a prominent geological feature named

after his beloved brother in northern BC through a provincial pro-

gram. "Kent Peak" is about 45 kms west of Sikane Chief, on the

Alaska highway. Gordon joined the RCAF in 1951 and served for

30 years both as ground crew and aircrew in Transport and Mari-

time commands. It was when he joined Transport Command as a

flight engineer that Gordon really found and followed his first love,

flying. His map of the world with pins marking every city he had

visited, served as an inspiration to us all. Gordon and his family

were posted to Chatham, NB, Downsview, Ont, Uplands, Ont,

Greenwood NS and finally, Comox, BC. After his CAF career end-

ed, Gordon went on to the commercial airline industry as aircrew

on 707's, DC-8's and finally 747's, but remained in the Comox Val-

ley. In 1956, Gordon met and married Lucy Gale from Saltspring

Island, to whom he remained married for the rest of his life. They

had three children; David Gordon, Reginald William and Tracey

Ann. Gordon and Lucy have four grandchildren, three by David

and Jacqueline Kent; Miranda, Hannah and Bryson and one by

Tracey and Bruce Lindsey; Gabriella. Gordon was a loving hus-

band and a firm but fair father. He was fiercely protective of his

family, but he gave us all the freedom to follow our dreams. Gor-

don instilled in us a deep and abiding love of the outdoors through

numerous, uncountable hunting, camping and fishing trips over the

years. Some of our best memories are of finding our way through

the tortuous, forgotten roads on the South Mountain in the Annapo-

lis Valley, NS, looking for an obscure creek he had spotted while

thundering around on training exercises in the Argus maritime pa-

trol aircraft. During the last 20 years, he had made the annual trek

to fish the salmon runs at Nootka Sound and Esperanza Inlet on the

west coast. His best day was a successful catch of two spring salm-

ons weighing, one 52lbs and the other 48lbs.

Perhaps they are not the stars, but rather openings in

Heaven where the love of our lost ones pours through

and shines down upon us, to let us know

that they are happy.


