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from the Editors desk’ 
 

E very newsletter has a purpose, although sometimes it's been forgotten over the years. Propwash                                                     
was created in the early 90s to share news of the Associations activities. Its purpose was meant to be a 
conduit for soliciting newsworthy input from the members.  
     For the most part, Propwash has become a one-way street.  Its apparent that I can’t motivate anyone 

to respond to my pleas to submit input.  I don’t think its because there's nothing to say. There must be hundreds of 
untold stories out there. Maybe, all of you have come to believe that the newsletter is really a one-way street? 
     When anyone is frozen in their comfort zone, complacency can set in, and then there is little likelihood for change. Its seems that 
the members of our association lack the will to change. The little effort that would be involved to submit material for Propwash, is 
totally lacking. 
     Very few of the members have made submissions over the past years. Where's the stories of your military experiences? On the job 
photos? What are you doing now? What interesting missions or tasks have you participated in? Its as though I’m making my appeals 
to a fraternity of ghosts. As your editor, I feel I’m wasting my time. There’s just a vast and empty silence from all of you.  
     Engaged readers are the hallmark of a successful newsletter and yet, there are also many other publishers and editors like myself 
who still struggle to encourage their readers to participate. However, as any publisher who has tried soliciting content from readers 
can attest, getting these so-called “participators” to actively engage and share multimedia content isn’t always as easy as it sounds. 

Questionably, unless we can drum up some enthusiasm and turn the newsletter around into a two-way street, maybe its time to . . . 
FEATHER THE PROP?  

The Birth of a National Air Force 

T he end of the First World War had brought many attempts to give Canada a national Air Force. Both the short-lived Royal 
Canadian Naval Air Service (RCNAS) in 1918 and the No.1 Canadian Wing, Canadian Air Force (CAF) a year later in Eng-

land had failed to take roots. 
     In Borden, the aerodrome portion of the Camp had remained empty since January of 1919 and the Imperial Munitions Board 
had sold the flying fields to the Canadian Government. After the Air Board was formed in 1919, the attention quickly turned back to 
Camp Borden and its training facilities. Soon, an "Imperial Gift" of over one hundred surplus land aircraft, seaplanes, kite balloons 
and airships found its way to Camp Borden. 
     On July 5th1920, Camp Borden was taken over by the Canadian Air Force (CAF), a newly formed non-permanent, non-
professional force under the control of the Air Board, and the camp became officially the first flying station of the CAF, its School of 
Aviation. Shortly after, No. 1 Wing CAF was formed at Camp Borden. It was comprised of a School of Special Flying, one Squadron 
with two flights, and a ground instructional section. 
     During the fall, refresher training began. Modest in many aspects, the training programme was aimed initially at renewing licens-
es for those who had already been trained as air and ground crew during the war. By March of 1922 when the last refresher course 
ended, 550 First World War flyers and 1,271 airmen had been re-qualified at Camp Borden. 
     The birth of the Royal Canadian Air Force (RCAF) was not an overnight event. It was achieved through a transition period that 
went on from the creation of the Air Board in 1919, the Canadian Air Force in 1920, and a major reorganization that culminated in 
1924 with the proclamation of a new "Royal" Canadian Air Force. Soon after the royal assent was given by King George V, the new 
RCAF adopted the sky blue uniforms and insignias patterned after those of the RAF.  
     On the day of the official birth of the RCAF, Camp Borden was by far the most important station in terms of assets, personnel, 
and flying activities. With its 24 Officers and 125 Other Ranks, Camp Borden was home to more than half of the personnel of the 
RCAF. Camp Borden was also the only station involved in year-round military training activities.  

 The largest Air Force in the world is the US Air Force. The second largest? The US Navy.  
The U.S. Navy is the largest, most powerful navy in the world, with the highest combined battle fleet tonnage. The U.S. Navy has the 
world's largest  aircraft carrier fleet, with ten nuclear carriers in service, with two under construction. The service has 325,143 personnel 
on active duty and 107,355 in the Navy Reserve. It has 275 deployable ships and more than 3,700 aircraft in service as of March 2015.  

A ONE WAY STREET ? 
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S U D D E N  DR O P S  F R O M  T H E  S K Y  —  T E C H N I C A L  O R P I L O T  E R R O R ? 

III   ndonesia Asia A320 over Java Sea on Dec 28th 2014, aircraft lost height and impacted waters.ndonesia Asia A320 over Java Sea on Dec 28th 2014, aircraft lost height and impacted waters.ndonesia Asia A320 over Java Sea on Dec 28th 2014, aircraft lost height and impacted waters.   
Asiana Flight 370 Crashed into the Pacific Ocean 1,500 miles Southwest of  Australia. 

               Air France 447 lost over the South Atlantic, Asiana Airlines 214 hits the seawall on approach to San Francisco, Colgan Air Air France 447 lost over the South Atlantic, Asiana Airlines 214 hits the seawall on approach to San Francisco, Colgan Air Air France 447 lost over the South Atlantic, Asiana Airlines 214 hits the seawall on approach to San Francisco, Colgan Air 3407 crashes 3407 crashes 3407 crashes 
into a neighborhood in New York. All of these accidents have one thing in common; a into a neighborhood in New York. All of these accidents have one thing in common; a into a neighborhood in New York. All of these accidents have one thing in common; a lack of pilot flying skills lack of pilot flying skills lack of pilot flying skills was a contributing factor.was a contributing factor.was a contributing factor.   
Why this trend for seemingly normally functioning state of the art aircraft to drop out of the sky? Why this trend for seemingly normally functioning state of the art aircraft to drop out of the sky? Why this trend for seemingly normally functioning state of the art aircraft to drop out of the sky?    
     They don’t just fall out of the sky! Modern airplanes just don’t. 
Although any attempt to explain the reason for the disappearance of the AirAsia flight is pure speculation at this time, one can’t but 
notice at least one apparent similarity with another famous crash: Air France 447. 
     Air France Flight 447, plunged into the Mid-Atlantic in 2009 and resulted in the deaths of 228 people. 
     Like the Malaysian jet, a Boeing 777-200, Air France's Airbus 330 was a sophisticated aircraft that wasn’t supposed to suddenly vanish 
without word from the crew. This was a modern, latest generation airplane which had gone missing. 
     A French report that took several years to produce, concluded that both technical and human error was behind Air France 447's final 
flight on June 1, 2009.  
     It found that external speed sensors, known as pitot tubes, on the outside of the Airbus iced over and caused the automatic pilot to disen-
gage. This left the pilots without essential information. 
     A junior pilot then took control manually. 
     The flight’s “stall alarm” then went off after the pilot pulled up the airplane’s nose in an attempt to stabilize the aircraft. Standard guid-
ance in those sorts of situations is for the pilot to lower the plane’s nose. 
     The plane’s engines, meanwhile, continued to run at full speed. 
     With its nose up 15 degrees, the plane was at the wrong angle to recapture lift and become buoyant. The aircraft then plunged into the 
ocean at a rate of about 10,000-feet-per-minute. 
     The report does not say it explicitly, but the pilots must either have stopped believing what they were seeing, or if they did give it any cre-
dence, their minds were rejecting the horrific implications of this combination of nose-high attitude, rapid rate of descent, and high power,  
     So junior pilots — acting while the captain was on a short break — did not know how to respond to the malfunctioning equipment and 
were also to blame for the tragedy, according to the report and experts. 
     Although the 58-year-old captain returned from a break about a minute into the four-minute emergency, he was not at the controls when 
the plane crashed into the water, information from the black boxes showed. 
     Gerard Feldzer, former airline pilot and flight instructor, said, when the report was released that it was important for pilots to be taught to 
deal with “exceptional circumstances.” 
     For example, the stalling alarm likely threw off the pilots, who had never been trained to deal with that sort of situation. That seemed evi-
dent given that the plane was simply not supposed to stall. 
     In another incident, a Lufthansa Airbus A321-200, from Bilbao, Spain, to Munich with 109 people on board, was climbing through 
FL310 out of Bilbao about 15 minutes into the flight, when the aircraft on autopilot unexpectedly lowered the nose and entered a descent 
reaching 4000 fpm rate of descent. The flight crew was able to stop the descent at FL270 and continued the flight at FL270, later climbing to 
FL280, and landed safely in Munich about 110 minutes after the occurrence. 
     The occurrence aircraft remained on the ground in Munich for 75 hours before resuming service. 
     It was learned that the loss of altitude had been caused by two angle of attack sensors having frozen in their positions during climb at an 
angle, that caused the fly by wire protection to assume, the aircraft entered a stall while it climbed through FL310. The Alpha Protection acti-
vated forcing the aircraft to pitch down, which could not be corrected even by full back stick input. The crew eventually disconnected the 
related Air Data Units and was able to recover the aircraft. 
     When Alpha Protection is activated due to blocked AOA probes, the flight control laws order a continuous nose down pitch rate that, in a 
worst case scenario, cannot be stopped with backward side stick inputs, even in the full backward position. If the Mach number increases 
during a nose down order, the AOA value of the Alpha Prot will continue to decrease. As a result, the flight control laws will continue to 
order a nose down pitch rate, even if the speed is above minimum selectable speed, known as VLS. 
     This condition, if not corrected, could result in loss of control of the aeroplane. 
Another A330 was climbing through 11,300ft at about 250kt indicated airspeed, with the outside air temperature at minus 12C, the angle of 
attack vanes became stuck at an indication of 5°. 
     Airbus says it is keeping its mind open as to whether this was icing-related or some other fault, but icing appears likely because the unit, 
manufactured by Goodrich, became unstuck during the descent. 
     The pilots had no direct indication of the stuck vanes and continued to climb toward cruise altitude. But at FL310, as the Mach number 
increased, the effect of the stuck vanes showed itself through the activation of the "alpha prot" stall-protection system, which pitched the nose 

http://www.nbcnews.com/id/31057560/ns/world_news-americas/t/debris-confirms-crash-air-france-flight/�
http://www.nbcnews.com/id/31057560/ns/world_news-americas/t/debris-confirms-crash-air-france-flight/�
http://www.nbcnews.com/id/31057560/ns/world_news-americas/t/debris-confirms-crash-air-france-flight/�
http://www.nbcnews.com/id/31057560/ns/world_news-americas/t/debris-confirms-crash-air-france-flight/�
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down. 
     Effectively, the combination of high Mach number and a falsely-indicated 5° angle of attack misled the A330's flight-control system into 
concluding the aircraft was approaching a high-altitude stall, so it took automatic action to reduce the angle of attack. 
     At all times during the flight, says Airbus, the indicated airspeed was reading correctly, but the stall-protection system depends on angle-
of-attack readings. 
     The crew levelled the aircraft and turned off all three air data reference units. This action took the aircraft out of normal flight law into 
alternate, which de-activated the stall-protection system. Then the pilots reviewed the situation and decided to divert. During descent, Airbus 
notes, the angle-of-attack vanes became unstuck once more. 
     After consultation with Airbus, EASA issued an emergency airworthiness directive requiring airlines to amend A330 and A340 flight 
manuals to include a drill for pilots to adopt if this situation occurs. This drill largely reflects the actions of the incident crew: level out, tak-
ing account of safety altitude, maintain the same airspeed, and trip out two of the three air data units to achieve alternate flight control law 
and disengage the angle-of-attack protection. 
     Airline pilots increasingly lack 'basic flying skills' and may be unable to cope with an in-flight emergency such as sudden machine failure, 
internal documents from Britain's major pilots' union claim. 
     The British Airline Pilots' Association (Balpa) has raised concern that passenger safety could be at risk because pilots are not being en-
couraged or trained to fly manually. The union warns that pilots, under pressure from airlines, are becoming too reliant on 'automated' sys-
tems and this means the 'safe operation of a modern commercial aircraft is compromised'. 
    A recent report by the FAA, stated that opportunities for airline pilots to maintain their flying proficiency by manually flying are increas-
ingly limited. Many airlines discourage pilots from turning off the autopilot. Today, automation and flight management systems are integrat-
ed into even the smallest airplanes. From primary flight training aircraft with Garmin 1000 Electronic Flight Instrumentation Systems and a 
full coupling autopilot to advanced regional aircraft, younger pilots are being raised on automation.   
     For more senior pilots, an increase in long haul flying and standard operating procedures that discourage "hand" flying have reduced man-
ual flying proficiency. Once pilots come to rely on these systems, one malfunction can suddenly spill into a sequence of other failures. The 
FAA's Aviation Safety Reporting System shows that even a “simple hand flown go around” can lead to serious mistakes in aircraft control. 
Bill Voss, president of the Flight Safety Foundation in Alexandria, Va., recently stated that the inability of pilots to respond to the unexpected 
loss or malfunction of automated aircraft systems must be "dealt with". 
     In a study for San Jose State University entitled the Manual Flight Skill of Airline Pilots, Antonio Puentes reported that: "As a result of 
prolonged use of automation, pilots flying complicated airliners may also be unprepared to manually take over controls when automation 
fails or performs unexpectedly.  
     Automation has made it more and more unlikely that ordinary airline pilots will ever have to face a raw crisis in flight—but also more and 
more unlikely that they will be able to cope with such a crisis if one arises. Moreover, it is not clear that there is a way to resolve this para-
dox.             

That is why, to many observers, the loss of Air France 447, 
 stands out as the most perplexing and significant airline accident of modern times. 

NOTE: As of this writing, March 24, 2015, I just heard on the news, that a Germanwings flight 4U9525 from Barcelona to Düsseldorf 
reached its cruising altitude of 38,000ft at 10.45am, 44 minutes into the flight. Just a minute or two later, it began an unexplained descent. 
     The descent lasted eight minutes: contact was lost at 10.53am, when the plane was at 6,000ft.  It crashed near the small mountain village 
of Barcelonette in the southern Alps with at least 144 passengers, and six crew members on board.  
     It has since been determined that the captain was locked out of the flight deck and the copilot directed the airplane to a continuous descent 
towards mountainous terrain.  
     Evidence from a cockpit voice recorder recovered from the Germanwings flight, suggests that one pilot left the cockpit before the plane’s 
descent and was unable to get back in. 
     The Airbus A320 plane is designed with safeguards to allow emergency entry to the cockpit if a pilot inside is unresponsive, but the over-
ride code known to the crew, does not go into effect and indeed goes into a five-minute lockdown if the person inside the cockpit specifically 
denies entry. 

This is not the first aircraft accident/incident intentionally caused by pilots.  The following  brief list is a record of past incidents; 
26 September 1976 – 12 fatalities. A Russian pilot stole an Antonov 2 airplane directed his aircraft into the block of flats in Novosi-
birsk where his divorced wife lived.   
22 August 1979 – 4 fatalities. A 23 year old male mechanic who had just been fired entered a hangar at Bogotá Airport, Colombia and stole a 
military HS-748 transport plane. He took off and crashed the plane in a residential area.   
9 February 1982 – 24 fatalities. A Japan Air Lines operated DC-8 crashed into the shallow water of Tokyo Bay after the captain cancelled 
the autopilot while the aircraft was on final approach to Haneda Airport, pushed his controls forward and retarded the throttles to idle. The co
-pilot tried to regain control but the aircraft crashed.  
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7 April 1994 - 0 fatalities. A FedEx employee was due to be fired and took a jump seat on a flight to San Jose. He was intending to murder 
the flight crew with hammers and then to use the aircraft for a kamikaze attack on FedEx Headquarters in Memphis. A struggle ensued and 
two crew members overpowered the man while the first officer maintained control of the plane.  
13 July 1994 – 1 fatality. A Russian Air Force engineer stole the aircraft at the Kubinka Air Force Base to commit suicide. The aircraft 
crashed when there was no more fuel left.   
21 August 1994 – 44 fatalities. A Royal Air Maroc ATR-42 airplane crashed in the Atlas Mountains shortly after takeoff from Agadir, Mo-
rocco.  The accident was suggested to have been caused by the captain disconnecting the autopilot and directing the aircraft to the ground 
deliberately.  

19 December 1997 – 104 fatalities. Silk Air Flight 185, a Boeing 737 en route from Jakarta, Indonesia to Singapore, crashed in Indonesia 
following a rapid descent from cruising altitude. Indonesian authorities were not able to determine the cause of the accident. It has been sug-
gested by among others, the U.S. NTSB, that the captain may have committed suicide by switching off both flight recorders and intentionally 
putting the Boeing 737 in a dive, possibly when the first officer had left the flight deck.  
11 October 1999 – 1 fatality. An Air Botswana captain who had been grounded for medical reasons took off in an ATR-42. He made several 
demands over the radio and finally stated he was going to crash the plane. He caused the plane to crash into two parked ATR-42 aircraft on 
the platform at Gaborone Airport, Botswana.   
31 October 1999 – 217 fatalities. Egypt Air Flight 990, a Boeing 767, entered a rapid descent some 30 minutes after departure from New 
York-JFK Airport. This happened moments after the captain had left the flight deck.  During the investigation it was suggested that the acci-
dent was caused by a deliberate act by the relief first officer.  
17 July 2012 – 1 fatality. A commercial pilot wanted in connection with the killing of his girlfriend in Colorado Springs went up to the Saint 
George Municipal Airport, Utah and managed to board a Canadair Regional Jet plane and start the engines. A security guard saw the airplane 
starting to taxi. It reportedly struck part of the terminal building and ended up in a parking lot. The pilot then shot himself once, killing him-
self inside the plane. 
29 November 2013 – 33 fatalities. LAM Flight 470, an ERJ-190, entered a rapid descent while en route between Maputo and Luanda and 
crashed in Namibia. Preliminary investigation results indicate that the accident was intentional. The captain made control inputs that directed 
the plane to the ground, shortly after the first officer had left the flight deck.  
8 March 2014 – 239 fatalities. Malaysia Airlines Flight MH370 from Kuala Lumpur, Malaysia to Beijing, China went missing after all con-
tact was lost about 40 minutes after takeoff. It is assumed to have crashed in the Indian Ocean. Experts have theorized that the accident may 
be the result of a deliberate action by one of the pilots. 

               Why the cockpit doors are fortified 
     In a number of these pilot suicides on airliners, there's a recurring pattern — the pilot or co-pilot leaves the cockpit and gets locked out by 
the other person, who intentionally crashes the plane. 
     Paradoxically, recent security measures may have made this even easier to do. After the attacks of September 11, 2001, international regu-
lations required all airliners to reinforce their cockpit doors with steel and cypher locks. The idea was to prevent terrorists out in the cabin 
from gaining control of the plane. 
      The cockpit door is normally locked and accessible only by code. But anyone inside the cockpit can also disable this access pad for five 
minutes, preventing people outside from gaining entry. At that point, the only way to contact the person in the cockpit is via intercom. So if 
one of the pilots is intentionally locked out, he can't gain entry. 
     Pilots rarely leave the cockpit unless there's a pressing need, like going to the bath-
room (and even then, most pilots don't take bathroom breaks on short flights). When 
that happens, a spokesman for the European Aviation Safety Agency, the Times, 
there's currently no requirement for European domestic flights that one of the cabin 
crew come into the cockpit and stay with the remaining pilot. 
     In the US and on international flights, by contrast, regulations do require two peo-
ple to be in the cockpit at all times. If one pilot leaves, a flight attendant steps into the 
flight deck. In the wake of the Germanwings crash, some European airlines like 
EasyJet and Norwegian Airlines,  have announced that they'll now adopt similar poli-
cies. 

This post has been updated to note that a number of European airlines  
are now adopting policies requiring two people to be in the flight deck at all times. 

REMEMBER WAY BACK WHEN AT ALL TIMES THERE WAS ALWAYS TWO CREWMEMBERS IN THE COCKPIT? 

THAT WAS WHEN THERE WAS A FLIGHT ENGINEER ON BOARD! 



 

There is no airport in Cobourg and there never has been.  
        But on December 20, 1951, a passenger plane landed in Cobourg.   

O n December 17, a chartered flight of a twin-engine C-46E Curtis Commando took off from 
Burbank, CA, and headed for Newark NJ via Chicago. On board were 44 passengers and  

3 crew. The flight was already late, it had been scheduled for a day earlier. The flight operator was 
Major Air-Coach Inc. based in Burbank. 
     It experienced problems from the start and landed in the California Desert at Palmdale, to fix its 
heating system. Passengers and crew huddled in the plane overnight with no heat, light or 
food.  Despite this, for the last 2 hours of flight there was no heat. 
     They arrived in Chicago with more troubles due to icing and bad weather, and must have stayed there a day, because they finally took off 
in the evening of December 19. 
     Near Toledo, Ohio, the plane’s “radio mast” was damaged, torn off or iced over so that radio contact was no longer possible. Because of 
this, the plane was lost for 6 hours with the last contact to Toledo, on December 20, at 2:01am. At some point, the plane turned north alt-
hough the pilots did not know this. Most of the time, they could not see due to heavy cloud, although they knew from the altimeter that they 
were losing height. At one point they saw the water and waves of Lake Ontario, but thought they were looking at the Atlantic Ocean. 
     Problems were compounded by wings getting iced and one engine which failed. Then fuel was running low, but they hoped to see land 
shortly. They did eventually see land at around 7:40am but did not know they were looking at the Cobourg area. 
     One engine failed, then the second one stopped just before landing at 7:45am, December 20, 1951. 
      The plane landed with no wheels down on thick snow that had fallen overnight on Charley Wilson’s 
farm. This occupied the south west corner of Highway 2 and Roger’s Road – where the current Canadian 
Tire store is located. 
     The Wilsons and their neighbours sheltered the passengers and crew and warmed them up, before they 
were taken to the RCAF Hospital in Trenton.  There they were given a bed for the night, and provided with meals before proceeding by Bus 
to Newark. Passengers and the crew had many kind words to say about the hospitality of the people of Cobourg. 

Larry Wilson, a young boy at the time the plane landed on his parents' farm,  
elaborates further with his detailed account of the incident; 

     Wednesday, December 20, 1951 started out as a normal day for our family. Father and the hired man had risen earlier to do the morning 
milking. Mother had now risen to prepare breakfast and to get her darling sons out of bed for school. As my father was leaving with a load of 
milk for the local dairy in Cobourg, I thought the noise was that of the milk cans sliding around in the back of the 1950 Studebaker, half ton. 
It was cold enough outside, that we had no vision through our bedroom window (because of frost) to see what was taking place. 
    With that, our hired man ran into the house to inform mother that a plane had landed in the field below the barn. Mother took one look out 
the back door, informed him to get the people into the house, and then ran to my bedroom to get me moving. Her remarks went something 
like, "there is a plane in our field and there must be one hundred people coming up to the barn". Now mother was not one to tell stretched 
stories, but that morning, I figured she was losing it. I finished dressing and headed for the back door. 
     Holy Hanna. It looked like one of those pictures you would see in a magazine of the gold rush days. There was a line of people snaking 
across the field towards the barn. It had snowed that night, possibly one or two feet and had also drifted. As a matter of fact, it was snowing 
like the devil at that time. 
     Father arrived at the dairy and was unloading his milk cans when our neighbor, Bob Staples, pulled in behind him. Bob informed father 
that a large plane had just landed on our farm. Now Bob was one who loved to lead you on, and father figured he was having his leg pulled 
again. After washing his milk cans, possibly telling a joke or two, he was off for home to get his breakfast, and to do the daily farm chores. 
What a surprise he was in for, he never did get his breakfast that day. 
     I pulled on my coat and boots and proceeded out the back door. As I landed on the back landing, a voice behind me said "and where are 
you going young man". I turned around to see one of the tallest R.C.M.P. officers I had ever seen. He directed me to bring the people to the 
house, as he wished to speak with them. He had been traveling along Highway #2, following the plane (RCMP had been notified by Air Traf-
fic who had seen a mystery plane on radar). When it had landed, he drove into our drive, getting his cruiser stuck in the snow. Boy would 
dad be some ticked off, as he had just gone out the drive making a trail. 
     I ran to the barn, opening the gates so that the people could pass through to the house. I continued on towards the plane to see if any help 
was needed. I came upon a lady who was walking in a pair of opened toed, high heeled shoes. Her feet were now swollen enough that the 
shoes would not stay on, so Mr. Macho picked her up and carried her to the house. 
     By this time, most of the passengers had made their way into the house. They were in every room of the house, all forty-four of them. It 
should be noted, that for the past two hours there was no heat on the plane, so they were glad of some warmth. 
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     Mother loaded the old wood cook stove with more wood and handed out wool work socks to warm their feet. I should note, that several 
months later, one of the passengers sent mother several new pairs of wool socks to replace the ones that she had used. 
     I was directed to the basement, to throw more coal on the furnace. By this time father had arrived home and took over. You had to know 
my father, his taking over would be to visit with our new guests and make sure that mother had looked after everyone’s needs. By now our 
neighbours were starting to arrive with loaves of bread, the makings for sandwiches, fruit cakes, cookies and anything else pulled from the 
freezer that could be used to feed this hungry bunch. Those were the good old days when neighbours jumped in to help and then thought 
about what they had done afterwards. 
     What an exciting time. All these new guests, who were so happy to be safe and alive. Many, this being their first visit to Canada. Our 
guests were made up of families with children, single people and service men. One service man was a day late for his wedding and when he 
phoned his bride to be, she informed him that she would wait another day, but no longer. By ten o'clock, some of the service men were get-
ting bored, so I figured that I could solve that problem and get myself out of some work. I gathered them together and we headed for the barn. 
I put some at cleaning out the cows, some at feeding, and the rest I took to slop the pigs and feed the chickens. I do believe they enjoyed this 
change in routine, as years later, one of the service men looked me up, and in our visit he mentioned about feeding the animals. 
     Along about noon, a bus arrived to take our new friends away. They would be taken to the air base at Trenton for the night before going 
back to the US. The bus was owned and driven by none other than our very good friend Keith Burley. Keith always had a smile, but that day 
it was bigger than usual. Keith told us afterwards, that when he got to the US Border, he was passed through without inspection and that the 
border inspectors wished everyone a Merry Christmas. 

     The doomed C-46 was plagued with problems from the start. They were a day late leaving Burbank and after a short flight, landed in 

the desert. 
     Later that night, they then left for Chicago. As they continued on from Chicago to Newark, the radio antennas started to ice up and radio 
contact was lost. As they could not contact anyone to get bearings, the plane strayed to the north. 
     As they passed Toronto, Malton Airport had them on radar, but could not make any radio contact. It was at this time that the R.C.M.P. 
were called about this unidentified craft. The craft continued along the north shore of Lake Ontario. Oshawa Airport got them on the radar, 
but no radio contact. Trenton Air Station was notified. They were put on alert, loading jets with ammunition for the meeting with this mys-
tery craft. 
     As this mystery craft passed Port Hope, they were low enough to see the waves of Lake Ontario. The left engine ran out of fuel, the pilot 
feathered the prop, he feared for the worst, they had gone too far and were over the Atlantic Ocean. 
     As they passed Bob Carr's marsh, he spotted a jut of land on his left. With that, the right engine ran out of fuel. He slowly turned the craft 
to the left coming over the Cobourg Dye Works, over the County Home, and continued turning west. When the pilot saw a flat field on our 
farm, he said, that’s where it will take place. He continued over the Burnham's farm, swinging over the Johns' farm and turning east, making 
his approach to land. The pilot brought the plane in so low, that he only cleared the fence posts before settling into the new fallen snow. 
     As he touched down, he released the landing gear, allowing the tail wheel to come down and act like a rudder on a boat. The pilot, Mr. 
Bruce Smelser, told me afterwards, that his next big concern was a large tree at the east side of our farm, which they were coming straight 
toward. This tree was located on the south end of what is now Rogers Road. They were lucky that the snow was dry enough to act like a 
brake and the plane stopped within several hundred feet of touching down. It should be noted, that the landing was so smooth, that a cup of 
coffee sitting on the pilot's console was not spilled, nor were the sleeping babies wakened 
     The passengers did not know the plane had stopped moving until the stewardess opened the plane door. Remember, in those days, planes 
did not have escape chutes, you jumped from the plane to the ground, a distance of possibly five to six feet. 
     A TCA flight on its way from Montreal to Toronto, heard the air news and diverted his flight to see what had taken place. As they passed 
over Cobourg, he circled his craft so that his passengers could see the downed craft. At this point the downed passengers were just getting off 
the plane and waved to the TCA Flight. 
     It was only a few days before mechanics from the US arrived to work on the plane, but due to Canadian Regulations, they could not work 
on the craft. The work had to be done by Canadian mechanics, so a Toronto firm, Sanderson Aircraft, were hired to do the work. 
     The first thing was to get the craft up on it's wheels. This was done with the help of Ron Gagne and Fred Ito. Ron had a D7 Cat dozer and 
Fred had an old backhoe mounted on an army truck, an old Ford dump truck, which had to be towed each morning to start. The work began 
by digging ramps under the plane, which were then lined with planks to make a roadway to pull the plane up. The landing gear was pumped 
down by hand, the plane was jacked a small amount to clear the ground and to allow the wheels to come into the locked position. The D7 was 
then hooked onto the front of the plane and it was slowly pulled up the ramps to a level area where work could continue. With Fred’s back-
hoe, the old propellers were removed and new ones installed. The batteries were recharged, fuel put in the tanks, and the engines started. 
Voila - the props ran true and smooth, well, as true and smooth as those engines ran. 
     All the time that Fred was putting on the props, Ron was busy levelling out a 2,500 ft. air strip, in preparation for the upcoming take off.         
A Mr. Charles Rector was the person hired to fly this craft out. Assisting him would be his mechanic, Mr. Gordon McBride, both from North 
Hollywood, California. They arrived the day before the big event was to take place, and examined the air strip until every bump and wave 
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SAR Aircraft Replacement On Horizon 

T he federal government is reportedly finally ready to move on getting a replacement for its ancient fleet of Buffalo search and rescue 
aircraft. 
The Ottawa Citizen reports that a request for proposals would be sent to the Treasury Board for review on Feb.19 and if it’s accept-

ed then the RFPs will be sent to aerospace companies. 
     The deal will be worth $3.1 billion and the new aircraft will replace 50-year-old Buffalos now stationed exclusively at Comox on Vancou-
ver Island. 
     The SAR contract is one of several defense procurements that have run into trouble in recent years. Under the original plan, 
which was launched in 2004, the aircraft, whichever they might be, would have all been delivered by now. 
     Instead, the RCAF has been keeping the Buffalos flying long past their prime while waiting for new equipment. 
     Among the wrinkles in the procurement was a suggestion that the first process heavily favoured the Alenia C-27 Spartan. 
     Others in the running include the Airbus C295 and more C-130-Js like those already flying for Air Transport Command. Viking 
Air, of Victoria, has also expressed interest in building new Buffalos for the RCAF, an option it says would be both cheaper and fast-
er for the government. 
     If the Treasury Board accepts the latest RFP proposal, the documents could be sent to companies within weeks, but a looming election 
will likely get in the way of an early decision. The government might pick the new plane in 2016. 

was clear in their minds. Then the big day arrived, January 10, 1952. Nylon sheeting was soaked in glue and pasted to the damaged under 
belly, the engines were then started and revved up and down, up and down, to make sure they responded properly. 
     Three weeks after it landed, the plane took off again. It took 1000 ft. of the makeshift runway to get the craft airborne. Finally, Charles 
moved the big craft out onto the makeshift runway. Had Ron done his job? In a few minutes we would know. 
     The runway was lined with news cameras from all over Canada and the US. Our neighbours, who had been so helpful were also there, but 
everyone else was kept back at the highway. Highway # 2 being the only route from Toronto to Montreal carried a lot of traffic (for those 
days). The OPP stopped all the traffic. 
     The Ontario Hydro and Bell Telephone crews were on hand in case the wires should be hit. 
     Charles taxied the big craft down the runway to its takeoff starting point. It should be noted that there was one spot on the air strip that 
was a raised ridge, created by the starting furrows when father had plowed the field the year before. As the plane came down the air strip, it 
must lift clear before this ridge and not touch the ridge after it cleared, or the drag would be enough to delay the liftoff, causing the plane to 
hit the utility wires. 
     The plane was lined up in its starting position, blocks were put in front of the wheels, the brakes applied to their fullest, and the engines 
were revved up to their top R.P.M.s. The plane started to shake, rattle and roll, the brakes were released, it bounded over the blocks and start-
ed down the runway. Faster and faster it moved until light could be seen under the tires, BUT NO, the tires touched that ill fated ridge of fa-
ther's plowing days, but no need to worry, Charles was at the wheel. The craft slowly climbed, narrowly missing the utility wires and off it 
moved into the blue skies. It was 2:30pm, a roar was heard from the crowd as he circled the craft back over its previous path, over the Burn-
ham and Johns farms, turning east to travel over its previous resting place and on to Trenton for the night. (All other airports were closed due 
to bad weather). 
     The next morning they left Trenton to fly to Malton, where they would clear customs and continue back to Burbank via Chicago. 

 

S P L I T  S C I M I T A R  W I N G L E TS P L I T  S C I M I T A R  W I N G L E T   

T hink that you've been seeing some funny-looking airliners in the past couple of months, you're not imagin-
ing things. On February 18th, a United Airlines Boeing 737-800 made the world's first commercial flight 
by an aircraft equipped with fuel-saving, Split Scimitar Winglets. 

     Regular blended winglets are now quite common on commercial aircraft, as they improve aerodynamics and 
thus reduce fuel consumption. Made by Aviation Partners Boeing, the Split Scimitar Winglets reportedly do an 
even better job – when retrofitted onto United's existing Next Generation 737 Blended Winglets, they should re-
duce fuel consumption by two percent per aircraft. 
     The airline plans to add the new winglets to its entire fleet of 737, 757 and 767 airliners. By doing so, it esti-
mates that it will save "more than 65 million gallons of fuel a year, equivalent to more than 645,000 metric tons of 
carbon dioxide and $200 million per year in jet fuel costs. 
     Retrofitting Split Scimitars into existing blended winglets involves adding strengthening spars, aerodynamic 
"scimitar tips," and a large ventral strake (the bit that points down). 

Numerous other airlines have placed orders for the winglets,  
so expect to start seeing them on a runway near you soon. 
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OSAMA BIN LADEN WAS LIVING WITH 3 WIVES  

IN ONE COMPOUND  

AND NEVER LEFT THE HOUSE FOR 5 YEARS. 

IT IS NOW BELIEVED  

THAT HE CALLED THE NAVY SEALS  HIMSELF. 
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A 
fter 20 years of attempting, by various means, to replace Canada’s Sea 
King helicopters, the federal government has embarked on a kind of 
speed date with those who might provide one. 
     The Canadian Press is reporting that senior representatives of the 

Department of National Defence and Public Works Canada gathered representa-
tives from three helicopter companies and gave them three weeks to decide if they 
have an off-the-shelf solution to a much less rigorous set of requirements for an off-
shore helicopter. 
     Oddly enough, the meeting included Sikorsky, which has spent 10 years trying to 
provide the just-right version of its S-92 platform, which Canada will call the CH-
148 Cyclone. That hasn’t gone well. An S-92 operated by Cougar Helicopters ditched in the Atlantic off Newfoundland due to a 
transmission failure from a loss of oil. After that, the federal insisted the aircraft it receives have a 30-minute “run-dry” capability. 
     So far, Sikorsky has delivered four Cyclones as a sort of test and they’re being evaluated, but that’s not going well. Apparently the 
radar upsets other systems on the highly digital aircraft. 
     So, that brought the meeting last week in which representatives of Sikorsky, Agusta Westland, and NH Helicopters, representing 
Eurocopter, were handed a short list of basic requirements for a helicopter Canada desperately needs. 

What limits a plane to fly higher than the normal cruising altitude?What limits a plane to fly higher than the normal cruising altitude?  
 

I t is true that the amount of oxygen decreases (to support the combustion) in a jet engine as altitude increases. Yes, they are unlike 
rockets that carry their own source of oxygen instead of getting them from the air. However, there are other factors that make the jet 
engine more efficient at a higher cruising altitude when compared to the turbo-prop (propellers) engines. 
     At higher altitude, the temperature decreases. The colder the air temperature, the better it is for the jet engine as it converts fuel 

more efficiently at low outside air temperatures. Basically, the efficiency is directly proportional to the temperature differential. The greater 
that temperature differential is, the more efficient the engine. 
     Colder air is also good for jet engine operation. Colder mass means more air. Remember the principle of a gas turbine engine - it requires 
air to be sucked at the front, compressed, combusted then expanded and blasted out through the jet nozzle (a more simplistic explanation -
 suck, squeeze, blow and go!)  
     Further, when a plane climbs higher, the air outside gets thinner and less dense. This has the effect of reducing the forward resistance.  
     So, overall, a gas turbine engine is more fuel efficient when operated at higher altitudes than nearer to the surface. 
     Now that I have explained why it is more efficient for a plane to fly at a higher cruising altitude, what then limits a plane to fly higher 
than this normal cruising altitude?  
     On a Boeing 777, the maximum service ceiling (altitude at which the maximum rate of climb is reduced to around 100 feet/min) or air-
craft certification altitude is 43,100 feet. But, most of the time, the plane cruises at its optimum altitude of between 35,000 to 39,000 feet 
(this depends mainly on the weight and the environmental conditions.) If the flight were on a 12-hour journey with a full load where it 
would take off near to its maximum take off weight (approximately 286 tons), then it could only cruise initially at around 29,000 feet. 
     Other factors that limit the height? Cabin pressure differential is one. All airplanes are pressurized to maintain a comfortable living envi-
ronment for human beings. Off course, if it were possible, a plane would be pressurized to ground level pressure but this is not practical, as 
the fuselage of a plane would have to be incredibly strong. Therefore, modern airliners are only pressurized to an altitude of around 8000 
feet or a cabin pressure differential of 8.5 psi (pounds per square inch). Yes, at 43,000 feet actual cruising altitude on the Boeing 777, you 
are only experiencing an altitude of only 8000 feet in the passenger cabin! 
     Then there are the technical performance limitations - mostly the wing area and engine thrust available of the particular plane. On a Boe-
ing 747-400, the maximum ceiling is 45,000 feet and on the Airbus A320, it is 39,800 feet. So, it varies with the different type of planes 
concerned. Generally, most airliners could fly at higher altitudes, but they are usually certified to an altitude that gives them a good safety 
margin.  

http://askcaptainlim.com/-air-safety-aviation-35/129-what-limits-a-plane-to-fly-higher-than-the-normal-cruising-altitude.html�
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T he procurement of Canada's replacement Fixed Wing Search and Rescue (FWSAR) aircraft will soon 
reach a critical point with the release of the Request for Proposal (RFP). To say it is a much-anticipated 

milestone would be to understate the challenges that have beset this program since it was launched on a "fast 
track" back in 2004. 
     Despite program turbulence, Team Spartan continues to lead the field, offering a winning combi-
nation of class-leading capability and a strong Industrial and Technological Benefit (ITB) offering for 
Canada. Team Spartan includes Alenia Aermacchi, General Dynamics Canada and DRS Technologies Canada, along with a number of tier 
1 Canadian suppliers including Kelowna Flightcraft, CMC Electronics, IMP Aerospace and L3 Wescam. The team stands apart from the 
competition, not just due to the capabilities of its C-27J, but also for the quality of its Canadian team members and the economic benefits it 
will bring to Canada. 
     With an aircraft that exceeds requisite cabin size, speed, manoeuvrability and range, and a strong Canadian team offering a leading Indus-
trial and Technological Benefits (ITB) package, it is little wonder why Team Spartan is a front-runner. 
     While the factors that set Team Spartan apart from its competition are many, captured below are three important differentiators. 
     Canada's Search and Rescue (SAR) area of responsibility is some 18,000,000 square kilometers. This vast area entails a wide range of geo-
graphic regions that includes mountains, arctic, prairie, forest, coastal and ocean. Suffice to say, Canada needs the best, most rugged, high 
performing aircraft available. 
     The C-27J has a strong track record in some of the world's most difficult environments including the mountains of Peru, hot high condi-
tions in Afghanistan and harsh winter costal climate of Lithuania. The C-27J has now been selected by 12 customers around the world, in-
cluding some of Canada's closest allies,, the United States and Australia. The C-27J is consistently chosen because of outstanding perfor-
mance and strong capabilities relative to its competitors. According to the US Department of Defense, the aircraft has a "superior military 
operational envelope" and "provides superior military utility" to others in its class. 
     The C-27J is the only aircraft in its class fast enough to respond within a crew day to SAR incidents across Canada's entire area of respon-
sibility from Canada's existing SAR bases. It is also the only competitor with sufficient reserve power and maneuverability to fly in the tight 
confines of the mountainous western region. Furthermore, the twin-engine aircraft (purpose built as a tactical military air lifter) is equipped 
for completely autonomous deployment in extreme conditions, like those found in Canada's North. It has unrivalled abilities to perform short 
take-offs and landings (STOL) on unprepared airfields. This is extremely important, given Canada's unique search and rescue area and the 
need for an aircraft that is capable of operations from a wide range of airfields, frequently with unpaved runways. 
     The C-27J cabin is taller, roomier and easier to work in than any other twin-engine aircraft. With internal headroom of eight feet and a 
width of nearly eleven feet, the cabin area offers an ideal configuration for safe and efficient SAR operations. 
     With its quick response time, size, and maneuverability, the C-27J can reach the most remote and austere locations in the country — in-
cluding those in the mountains, in the far North, and at sea — from Canada's already existing operating bases.  
     The C-27J flies faster, farther and carries more than any aircraft in its class. 
     Offering superior maneuverability, cockpit visibility, jump safety and potential for growth, C-27J is the multi-mission aircraft that meets 
and exceeds Canada’s FWSAR. 

 

Groundbreaking Canadian inventions that outlasted the warGroundbreaking Canadian inventions that outlasted the war  
Variable pitch propellerVariable pitch propeller  

T he "variable pitch" idea, a propeller with adjustable blades, first struck New 
Brunswicker, Wallace Rupert Turnbull while he was working for British 

aircraft builders in 1916. His device wasn't successfully tested in flight until 
1927, but it became essential for safe flying at different engine speeds.  
     It was neither the first nor the last aviation advance for Turnbull, who's now a 
member of the Canadian Aviation Hall of Fame.  
     His accomplishments are more remarkable in view of the resources available 
to him. He worked alone, depending upon his library in addition to correspond-
ence and visits with other aviation pioneers for information and interchange. The 
experimental equipment, including Canada’s first wind tunnel in 1905-06 at his 
private laboratory in Rothesay, N.B. was made and tested in a series of work-
shops on his property. These were not university settings with research assistants 
and state of the art devices. 
     Rather, it was the tradition of the lone scientist and inventor, the Thomas Edi-
son and Alexander Graham Bell, making important things happen by their inge-
nuity, work ethic and perseverance. 

If flying is so safe,  
why do they call the airport  

The  Terminal?   
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    Scott, Ronald  December 03, 2014    
MacLean (Red) Everett January 07, 2015  
    Newman “Don” Donald         March 04, 2015 

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. 

Trenton Legion president Everett “Red” 
MacLean passed away suddenly on 
Wednesday, January 7, at the Trenton Me-
morial Hospital in his 78th year. A funeral 
was held on January 13. 

Sherman Everett MacLean, CD, retired 
from the Canadian Forces as a Chief Warrant Officer after 
which he worked with the Cadet Cadre and achieved the rank 
of Major. Red was serving his second term as president of 
Branch 110 at the time of his sudden passing. In addition, he 
also worked tirelessly for our veterans as the Service Officer for 
the branch and he was in charge of the Last Post Fund. Red 
served The Royal Canadian Legion honorably for the past 47 
years, serving in all vice-president positions and on all commit-
tees. Red became a Life Member of Branch 110 in 2007. He 
was also awarded Legionnaire of the Year. 

Red was the Sponsoring Committee Chair for the 173 Royal 
Tiger Air Cadet Squadron here in Trenton. He was a member 
of the 413 Wing Air Force Association and a past vice president 
of that organization. His dedication to the Legion and the 173 
and 78 Air Cadet Squadrons will be truly missed. 

W E B S I T E SW E B S I T E S   
    The Douglas C-124 Globemaster II, nicknamed "Old Shaky", 
built by the Douglas Aircraft Company in Long Beach, California. It 
was the primary heavy-lift transport for  USA Air transport Service 
(MATS) during the 1950s and early 1960s, until the Lockheed C-141 
Starlifter entered service. 

https://www.youtube.com/watch?v=0NoB0pnkdSk 
Your Airplane is Ready 

https://www.youtube.com/watch?v=SE71NJl-naY 
     This Mars is one of only two still flying. This company has both. 
They have made a deal to trade one to the US Navy Pensacola air 
museum to trade for 2 C-130's to keep their fleet going, plus two 
fighters, one a Hellcat and one a Japanese fighter. These Mars are 
very expensive to keep flying but well worth the cost! 

https://www.youtube.com/watch?v=I3C0rQo6I3k&feature= 
       youtu.be 

     The Largest Aircraft in the US Military 
https://www.youtube.com/watch?v=gqmmpoO1JrY 

Rare Warbirds   
http://www.aopa.org/News-and-Video/All-News/2014/August/Pilot/
f_talltale 
     ESA astronaut Luca Parmitano will fill the role for Expedition 36 
and 27 aboard the International Space Station. He explains what his 
position is tasked with. 
http://www.elmaz.lt/play/3855333/what-does-a-flight-engineer-do-

in-space-video.html 
 

Year Membership — $10 
Life — $100 

Your PROPASH Input — $ 0 
(Just a little of your time . . . ) 

 

 
 

Fellow Members of the CMFEA, 
     In previous years we have used the April Propwash to publish the 
yearly financial statement for our association, but this year we have 
elected not to do so. We are currently looking at security and privacy 
issues as they pertain to our organization, in particular the web site.               
Since the Propwash is posted on the web site, we don't feel it is pru-
dent for us to let the whole world know our financial business.  
     Until we get the security and privacy issues resolved, I would 
suggest that anyone wanting information on the state of our finances, 
can do so by contacting myself ( my contact info is on page 10 of the 
Propwash) or the Treasure, Doug Gauthier, at fltsimfe@gmail.com. 
     We hope to have the security and privacy issues resolved in the 
near future and be able to provide this information in a timely fash-
ion to our members.  
     I hope you appreciate our concern and prudence on this matter 
and thank you for your support.  
 
           Cheers, Mac L.G. MacGregor  President 

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 

fltsimfe@gmail.com  
PO Box 1493 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 
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	Every newsletter has a purpose, although sometimes it's been forgotten over the years. Propwash                                                                                                                                                                                                                     was created in the early 90s to share news of the Associations activities. Its purpose was meant to be a conduit for soliciting newsworthy input from the members. 
	     For the most part, Propwash has become a one-way street.  Its apparent that I can’t motivate anyone to respond to my pleas to submit input.  I don’t think its because there's nothing to say. There must be hundreds of untold stories out there. Maybe, all of you have come to believe that the newsletter is really a one-way street?
	     When anyone is frozen in their comfort zone, complacency can set in, and then there is little likelihood for change. Its seems that the members of our association lack the will to change. The little effort that would be involved to submit material for Propwash, is totally lacking.
	     Very few of the members have made submissions over the past years. Where's the stories of your military experiences? On the job photos? What are you doing now? What interesting missions or tasks have you participated in? Its as though I’m making my appeals to a fraternity of ghosts. As your editor, I feel I’m wasting my time. There’s just a vast and empty silence from all of you. 
	     Engaged readers are the hallmark of a successful newsletter and yet, there are also many other publishers and editors like myself who still struggle to encourage their readers to participate. However, as any publisher who has tried soliciting content from readers can attest, getting these so-called “participators” to actively engage and share multimedia content isn’t always as easy as it sounds.
	Questionably, unless we can drum up some enthusiasm and turn the newsletter around into a two-way street, maybe its time to . . . FEATHER THE PROP? 
	The Birth of a National Air Force
	The end of the First World War had brought many attempts to give Canada a national Air Force. Both the short-lived Royal Canadian Naval Air Service (RCNAS) in 1918 and the No.1 Canadian Wing, Canadian Air Force (CAF) a year later in England had failed to take roots.
	     In Borden, the aerodrome portion of the Camp had remained empty since January of 1919 and the Imperial Munitions Board had sold the flying fields to the Canadian Government. After the Air Board was formed in 1919, the attention quickly turned back to Camp Borden and its training facilities. Soon, an "Imperial Gift" of over one hundred surplus land aircraft, seaplanes, kite balloons and airships found its way to Camp Borden.
	     On July 5th1920, Camp Borden was taken over by the Canadian Air Force (CAF), a newly formed non-permanent, non-professional force under the control of the Air Board, and the camp became officially the first flying station of the CAF, its School of Aviation. Shortly after, No. 1 Wing CAF was formed at Camp Borden. It was comprised of a School of Special Flying, one Squadron with two flights, and a ground instructional section.
	     During the fall, refresher training began. Modest in many aspects, the training programme was aimed initially at renewing licenses for those who had already been trained as air and ground crew during the war. By March of 1922 when the last refresher course ended, 550 First World War flyers and 1,271 airmen had been re-qualified at Camp Borden.
     The birth of the Royal Canadian Air Force (RCAF) was not an overnight event. It was achieved through a transition period that went on from the creation of the Air Board in 1919, the Canadian Air Force in 1920, and a major reorganization that culminated in 1924 with the proclamation of a new "Royal" Canadian Air Force. Soon after the royal assent was given by King George V, the new RCAF adopted the sky blue uniforms and insignias patterned after those of the RAF. 
	     On the day of the official birth of the RCAF, Camp Borden was by far the most important station in terms of assets, personnel, and flying activities. With its 24 Officers and 125 Other Ranks, Camp Borden was home to more than half of the personnel of the RCAF. Camp Borden was also the only station involved in year-round military training activities. 
	 The largest Air Force in the world is the US Air Force. The second largest? The US Navy. 
	The U.S. Navy is the largest, most powerful navy in the world, with the highest combined battle fleet tonnage. The U.S. Navy has the world's largest  aircraft carrier fleet, with ten nuclear carriers in service, with two under construction. The service has 325,143 personnel on active duty and 107,355 in the Navy Reserve. It has 275 deployable ships and more than 3,700 aircraft in service as of March 2015. 
	a one way street ?
	Sudden drops from the sky — technical OR PILOT ERROR?
	Indonesia Asia A320 over Java Sea on Dec 28th 2014, aircraft lost height and impacted waters.
	Asiana Flight 370 Crashed into the Pacific Ocean 1,500 miles Southwest of  Australia.
	     Air France 447 lost over the South Atlantic, Asiana Airlines 214 hits the seawall on approach to San Francisco, Colgan Air 3407 crashes into a neighborhood in New York. All of these accidents have one thing in common; a lack of pilot flying skills was a contributing factor.
	Why this trend for seemingly normally functioning state of the art aircraft to drop out of the sky? 
	     They don’t just fall out of the sky! Modern airplanes just don’t.
	Although any attempt to explain the reason for the disappearance of the AirAsia flight is pure speculation at this time, one can’t but notice at least one apparent similarity with another famous crash: Air France 447.
	     Air France Flight 447, plunged into the Mid-Atlantic in 2009 and resulted in the deaths of 228 people.
	     Like the Malaysian jet, a Boeing 777-200, Air France's Airbus 330 was a sophisticated aircraft that wasn’t supposed to suddenly vanish without word from the crew. This was a modern, latest generation airplane which had gone missing.
	     A French report that took several years to produce, concluded that both technical and human error was behind Air France 447's final flight on June 1, 2009. 
	     It found that external speed sensors, known as pitot tubes, on the outside of the Airbus iced over and caused the automatic pilot to disengage. This left the pilots without essential information.
	     A junior pilot then took control manually.
	     The flight’s “stall alarm” then went off after the pilot pulled up the airplane’s nose in an attempt to stabilize the aircraft. Standard guidance in those sorts of situations is for the pilot to lower the plane’s nose.
	     The plane’s engines, meanwhile, continued to run at full speed.
	     With its nose up 15 degrees, the plane was at the wrong angle to recapture lift and become buoyant. The aircraft then plunged into the ocean at a rate of about 10,000-feet-per-minute.
	     The report does not say it explicitly, but the pilots must either have stopped believing what they were seeing, or if they did give it any credence, their minds were rejecting the horrific implications of this combination of nose-high attitude, rapid rate of descent, and high power, 
	     So junior pilots — acting while the captain was on a short break — did not know how to respond to the malfunctioning equipment and were also to blame for the tragedy, according to the report and experts.
	     Although the 58-year-old captain returned from a break about a minute into the four-minute emergency, he was not at the controls when the plane crashed into the water, information from the black boxes showed.
	     Gerard Feldzer, former airline pilot and flight instructor, said, when the report was released that it was important for pilots to be taught to deal with “exceptional circumstances.”
	     For example, the stalling alarm likely threw off the pilots, who had never been trained to deal with that sort of situation. That seemed evident given that the plane was simply not supposed to stall.
	     In another incident, a Lufthansa Airbus A321-200, from Bilbao, Spain, to Munich with 109 people on board, was climbing through FL310 out of Bilbao about 15 minutes into the flight, when the aircraft on autopilot unexpectedly lowered the nose and entered a descent reaching 4000 fpm rate of descent. The flight crew was able to stop the descent at FL270 and continued the flight at FL270, later climbing to FL280, and landed safely in Munich about 110 minutes after the occurrence.
     The occurrence aircraft remained on the ground in Munich for 75 hours before resuming service.
     It was learned that the loss of altitude had been caused by two angle of attack sensors having frozen in their positions during climb at an angle, that caused the fly by wire protection to assume, the aircraft entered a stall while it climbed through FL310. The Alpha Protection activated forcing the aircraft to pitch down, which could not be corrected even by full back stick input. The crew eventually disconnected the related Air Data Units and was able to recover the aircraft.
     When Alpha Protection is activated due to blocked AOA probes, the flight control laws order a continuous nose down pitch rate that, in a worst case scenario, cannot be stopped with backward side stick inputs, even in the full backward position. If the Mach number increases during a nose down order, the AOA value of the Alpha Prot will continue to decrease. As a result, the flight control laws will continue to order a nose down pitch rate, even if the speed is above minimum selectable speed, known as VLS.
     This condition, if not corrected, could result in loss of control of the aeroplane.
Another A330 was climbing through 11,300ft at about 250kt indicated airspeed, with the outside air temperature at minus 12C, the angle of attack vanes became stuck at an indication of 5°.
	     Airbus says it is keeping its mind open as to whether this was icing-related or some other fault, but icing appears likely because the unit, manufactured by Goodrich, became unstuck during the descent.
	down.
	     Effectively, the combination of high Mach number and a falsely-indicated 5° angle of attack misled the A330's flight-control system into concluding the aircraft was approaching a high-altitude stall, so it took automatic action to reduce the angle of attack.
	     At all times during the flight, says Airbus, the indicated airspeed was reading correctly, but the stall-protection system depends on angle-of-attack readings.
	     The crew levelled the aircraft and turned off all three air data reference units. This action took the aircraft out of normal flight law into alternate, which de-activated the stall-protection system. Then the pilots reviewed the situation and decided to divert. During descent, Airbus notes, the angle-of-attack vanes became unstuck once more.
	     After consultation with Airbus, EASA issued an emergency airworthiness directive requiring airlines to amend A330 and A340 flight manuals to include a drill for pilots to adopt if this situation occurs. This drill largely reflects the actions of the incident crew: level out, taking account of safety altitude, maintain the same airspeed, and trip out two of the three air data units to achieve alternate flight control law and disengage the angle-of-attack protection.
	     Airline pilots increasingly lack 'basic flying skills' and may be unable to cope with an in-flight emergency such as sudden machine failure, internal documents from Britain's major pilots' union claim.
	     The British Airline Pilots' Association (Balpa) has raised concern that passenger safety could be at risk because pilots are not being encouraged or trained to fly manually. The union warns that pilots, under pressure from airlines, are becoming too reliant on 'automated' systems and this means the 'safe operation of a modern commercial aircraft is compromised'.
	    A recent report by the FAA, stated that opportunities for airline pilots to maintain their flying proficiency by manually flying are increasingly limited. Many airlines discourage pilots from turning off the autopilot. Today, automation and flight management systems are integrated into even the smallest airplanes. From primary flight training aircraft with Garmin 1000 Electronic Flight Instrumentation Systems and a full coupling autopilot to advanced regional aircraft, younger pilots are being raised on automation.  
	     For more senior pilots, an increase in long haul flying and standard operating procedures that discourage "hand" flying have reduced manual flying proficiency. Once pilots come to rely on these systems, one malfunction can suddenly spill into a sequence of other failures. The FAA's Aviation Safety Reporting System shows that even a “simple hand flown go around” can lead to serious mistakes in aircraft control. Bill Voss, president of the Flight Safety Foundation in Alexandria, Va., recently stated that the inability of pilots to respond to the unexpected loss or malfunction of automated aircraft systems must be "dealt with".
	     In a study for San Jose State University entitled the Manual Flight Skill of Airline Pilots, Antonio Puentes reported that: "As a result of prolonged use of automation, pilots flying complicated airliners may also be unprepared to manually take over controls when automation fails or performs unexpectedly. 
	     Automation has made it more and more unlikely that ordinary airline pilots will ever have to face a raw crisis in flight—but also more and more unlikely that they will be able to cope with such a crisis if one arises. Moreover, it is not clear that there is a way to resolve this paradox.           	
	That is why, to many observers, the loss of Air France 447,
	 stands out as the most perplexing and significant airline accident of modern times.
	NOTE: As of this writing, March 24, 2015, I just heard on the news, that a Germanwings flight 4U9525 from Barcelona to Düsseldorf reached its cruising altitude of 38,000ft at 10.45am, 44 minutes into the flight. Just a minute or two later, it began an unexplained descent.
	     The descent lasted eight minutes: contact was lost at 10.53am, when the plane was at 6,000ft.  It crashed near the small mountain village of Barcelonette in the southern Alps with at least 144 passengers, and six crew members on board. 
	     It has since been determined that the captain was locked out of the flight deck and the copilot directed the airplane to a continuous descent towards mountainous terrain. 
	     Evidence from a cockpit voice recorder recovered from the Germanwings flight, suggests that one pilot left the cockpit before the plane’s descent and was unable to get back in.
	     The Airbus A320 plane is designed with safeguards to allow emergency entry to the cockpit if a pilot inside is unresponsive, but the override code known to the crew, does not go into effect and indeed goes into a five-minute lockdown if the person inside the cockpit specifically denies entry.
	This is not the first aircraft accident/incident intentionally caused by pilots.  The following  brief list is a record of past incidents;
	26 September 1976 – 12 fatalities. A Russian pilot stole an Antonov 2 airplane directed his aircraft into the block of flats in Novosibirsk where his divorced wife lived.  
	22 August 1979 – 4 fatalities. A 23 year old male mechanic who had just been fired entered a hangar at Bogotá Airport, Colombia and stole a military HS-748 transport plane. He took off and crashed the plane in a residential area.  
	9 February 1982 – 24 fatalities. A Japan Air Lines operated DC-8 crashed into the shallow water of Tokyo Bay after the captain cancelled the autopilot while the aircraft was on final approach to Haneda Airport, pushed his controls forward and retarded the throttles to idle. The co-pilot tried to regain control but the aircraft crashed. 
	7 April 1994 - 0 fatalities. A FedEx employee was due to be fired and took a jump seat on a flight to San Jose. He was intending to murder the flight crew with hammers and then to use the aircraft for a kamikaze attack on FedEx Headquarters in Memphis. A struggle ensued and two crew members overpowered the man while the first officer maintained control of the plane. 
	13 July 1994 – 1 fatality. A Russian Air Force engineer stole the aircraft at the Kubinka Air Force Base to commit suicide. The aircraft crashed when there was no more fuel left.  
	21 August 1994 – 44 fatalities. A Royal Air Maroc ATR-42 airplane crashed in the Atlas Mountains shortly after takeoff from Agadir, Morocco.  The accident was suggested to have been caused by the captain disconnecting the autopilot and directing the aircraft to the ground deliberately. 
	19 December 1997 – 104 fatalities. Silk Air Flight 185, a Boeing 737 en route from Jakarta, Indonesia to Singapore, crashed in Indonesia following a rapid descent from cruising altitude. Indonesian authorities were not able to determine the cause of the accident. It has been suggested by among others, the U.S. NTSB, that the captain may have committed suicide by switching off both flight recorders and intentionally putting the Boeing 737 in a dive, possibly when the first officer had left the flight deck. 
	11 October 1999 – 1 fatality. An Air Botswana captain who had been grounded for medical reasons took off in an ATR-42. He made several demands over the radio and finally stated he was going to crash the plane. He caused the plane to crash into two parked ATR-42 aircraft on the platform at Gaborone Airport, Botswana.  
	31 October 1999 – 217 fatalities. Egypt Air Flight 990, a Boeing 767, entered a rapid descent some 30 minutes after departure from New York-JFK Airport. This happened moments after the captain had left the flight deck.  During the investigation it was suggested that the accident was caused by a deliberate act by the relief first officer. 
	17 July 2012 – 1 fatality. A commercial pilot wanted in connection with the killing of his girlfriend in Colorado Springs went up to the Saint George Municipal Airport, Utah and managed to board a Canadair Regional Jet plane and start the engines. A security guard saw the airplane starting to taxi. It reportedly struck part of the terminal building and ended up in a parking lot. The pilot then shot himself once, killing himself inside the plane.
	29 November 2013 – 33 fatalities. LAM Flight 470, an ERJ-190, entered a rapid descent while en route between Maputo and Luanda and crashed in Namibia. Preliminary investigation results indicate that the accident was intentional. The captain made control inputs that directed the plane to the ground, shortly after the first officer had left the flight deck. 
	8 March 2014 – 239 fatalities. Malaysia Airlines Flight MH370 from Kuala Lumpur, Malaysia to Beijing, China went missing after all contact was lost about 40 minutes after takeoff. It is assumed to have crashed in the Indian Ocean. Experts have theorized that the accident may be the result of a deliberate action by one of the pilots.
	               Why the cockpit doors are fortified
	     In a number of these pilot suicides on airliners, there's a recurring pattern — the pilot or co-pilot leaves the cockpit and gets locked out by the other person, who intentionally crashes the plane.
	     Paradoxically, recent security measures may have made this even easier to do. After the attacks of September 11, 2001, international regulations required all airliners to reinforce their cockpit doors with steel and cypher locks. The idea was to prevent terrorists out in the cabin from gaining control of the plane.
	      The cockpit door is normally locked and accessible only by code. But anyone inside the cockpit can also disable this access pad for five minutes, preventing people outside from gaining entry. At that point, the only way to contact the person in the cockpit is via intercom. So if one of the pilots is intentionally locked out, he can't gain entry.
	     Pilots rarely leave the cockpit unless there's a pressing need, like going to the bathroom (and even then, most pilots don't take bathroom breaks on short flights). When that happens, a spokesman for the European Aviation Safety Agency, the Times, there's currently no requirement for European domestic flights that one of the cabin crew come into the cockpit and stay with the remaining pilot.
	     In the US and on international flights, by contrast, regulations do require two people to be in the cockpit at all times. If one pilot leaves, a flight attendant steps into the flight deck. In the wake of the Germanwings crash, some European airlines like EasyJet and Norwegian Airlines,  have announced that they'll now adopt similar policies.
	This post has been updated to note that a number of European airlines 
	are now adopting policies requiring two people to be in the flight deck at all times.
	REMEMBER WAY BACK WHEN AT ALL TIMES THERE WAS ALWAYS TWO CREWMEMBERS IN THE COCKPIT? THAT WAS WHEN THERE WAS A FLIGHT ENGINEER ON BOARD!
	There is no airport in Cobourg and there never has been. 
	        But on December 20, 1951, a passenger plane landed in Cobourg.  
	On December 17, a chartered flight of a twin-engine C-46E Curtis Commando took off from Burbank, CA, and headed for Newark NJ via Chicago. On board were 44 passengers and 
	3 crew. The flight was already late, it had been scheduled for a day earlier. The flight operator was Major Air-Coach Inc. based in Burbank.
	     It experienced problems from the start and landed in the California Desert at Palmdale, to fix its heating system. Passengers and crew huddled in the plane overnight with no heat, light or food.  Despite this, for the last 2 hours of flight there was no heat.
	     They arrived in Chicago with more troubles due to icing and bad weather, and must have stayed there a day, because they finally took off in the evening of December 19.
	     Near Toledo, Ohio, the plane’s “radio mast” was damaged, torn off or iced over so that radio contact was no longer possible. Because of this, the plane was lost for 6 hours with the last contact to Toledo, on December 20, at 2:01am. At some point, the plane turned north although the pilots did not know this. Most of the time, they could not see due to heavy cloud, although they knew from the altimeter that they were losing height. At one point they saw the water and waves of Lake Ontario, but thought they were looking at the Atlantic Ocean.
	     Problems were compounded by wings getting iced and one engine which failed. Then fuel was running low, but they hoped to see land shortly. They did eventually see land at around 7:40am but did not know they were looking at the Cobourg area.
	     One engine failed, then the second one stopped just before landing at 7:45am, December 20, 1951.
      The plane landed with no wheels down on thick snow that had fallen overnight on Charley Wilson’s farm. This occupied the south west corner of Highway 2 and Roger’s Road – where the current Canadian Tire store is located.
	     The Wilsons and their neighbours sheltered the passengers and crew and warmed them up, before they were taken to the RCAF Hospital in Trenton.  There they were given a bed for the night, and provided with meals before proceeding by Bus to Newark. Passengers and the crew had many kind words to say about the hospitality of the people of Cobourg.
	Larry Wilson, a young boy at the time the plane landed on his parents' farm, 
	elaborates further with his detailed account of the incident;
	     Wednesday, December 20, 1951 started out as a normal day for our family. Father and the hired man had risen earlier to do the morning milking. Mother had now risen to prepare breakfast and to get her darling sons out of bed for school. As my father was leaving with a load of milk for the local dairy in Cobourg, I thought the noise was that of the milk cans sliding around in the back of the 1950 Studebaker, half ton. It was cold enough outside, that we had no vision through our bedroom window (because of frost) to see what was taking place.
	    With that, our hired man ran into the house to inform mother that a plane had landed in the field below the barn. Mother took one look out the back door, informed him to get the people into the house, and then ran to my bedroom to get me moving. Her remarks went something like, "there is a plane in our field and there must be one hundred people coming up to the barn". Now mother was not one to tell stretched stories, but that morning, I figured she was losing it. I finished dressing and headed for the back door.
	     Holy Hanna. It looked like one of those pictures you would see in a magazine of the gold rush days. There was a line of people snaking across the field towards the barn. It had snowed that night, possibly one or two feet and had also drifted. As a matter of fact, it was snowing like the devil at that time.
	     Father arrived at the dairy and was unloading his milk cans when our neighbor, Bob Staples, pulled in behind him. Bob informed father that a large plane had just landed on our farm. Now Bob was one who loved to lead you on, and father figured he was having his leg pulled again. After washing his milk cans, possibly telling a joke or two, he was off for home to get his breakfast, and to do the daily farm chores. What a surprise he was in for, he never did get his breakfast that day.
	     I pulled on my coat and boots and proceeded out the back door. As I landed on the back landing, a voice behind me said "and where are you going young man". I turned around to see one of the tallest R.C.M.P. officers I had ever seen. He directed me to bring the people to the house, as he wished to speak with them. He had been traveling along Highway #2, following the plane (RCMP had been notified by Air Traffic who had seen a mystery plane on radar). When it had landed, he drove into our drive, getting his cruiser stuck in the snow. Boy would dad be some ticked off, as he had just gone out the drive making a trail.
	     I ran to the barn, opening the gates so that the people could pass through to the house. I continued on towards the plane to see if any help was needed. I came upon a lady who was walking in a pair of opened toed, high heeled shoes. Her feet were now swollen enough that the shoes would not stay on, so Mr. Macho picked her up and carried her to the house.
	     By this time, most of the passengers had made their way into the house. They were in every room of the house, all forty-four of them. It should be noted, that for the past two hours there was no heat on the plane, so they were glad of some warmth.
	     Mother loaded the old wood cook stove with more wood and handed out wool work socks to warm their feet. I should note, that several months later, one of the passengers sent mother several new pairs of wool socks to replace the ones that she had used.
	     I was directed to the basement, to throw more coal on the furnace. By this time father had arrived home and took over. You had to know my father, his taking over would be to visit with our new guests and make sure that mother had looked after everyone’s needs. By now our neighbours were starting to arrive with loaves of bread, the makings for sandwiches, fruit cakes, cookies and anything else pulled from the freezer that could be used to feed this hungry bunch. Those were the good old days when neighbours jumped in to help and then thought about what they had done afterwards.
	     What an exciting time. All these new guests, who were so happy to be safe and alive. Many, this being their first visit to Canada. Our guests were made up of families with children, single people and service men. One service man was a day late for his wedding and when he phoned his bride to be, she informed him that she would wait another day, but no longer. By ten o'clock, some of the service men were getting bored, so I figured that I could solve that problem and get myself out of some work. I gathered them together and we headed for the barn. I put some at cleaning out the cows, some at feeding, and the rest I took to slop the pigs and feed the chickens. I do believe they enjoyed this change in routine, as years later, one of the service men looked me up, and in our visit he mentioned about feeding the animals.
	     Along about noon, a bus arrived to take our new friends away. They would be taken to the air base at Trenton for the night before going back to the US. The bus was owned and driven by none other than our very good friend Keith Burley. Keith always had a smile, but that day it was bigger than usual. Keith told us afterwards, that when he got to the US Border, he was passed through without inspection and that the border inspectors wished everyone a Merry Christmas.
	     The doomed C-46 was plagued with problems from the start. They were a day late leaving Burbank and after a short flight, landed in the desert.
	     Later that night, they then left for Chicago. As they continued on from Chicago to Newark, the radio antennas started to ice up and radio contact was lost. As they could not contact anyone to get bearings, the plane strayed to the north.
	     As they passed Toronto, Malton Airport had them on radar, but could not make any radio contact. It was at this time that the R.C.M.P. were called about this unidentified craft. The craft continued along the north shore of Lake Ontario. Oshawa Airport got them on the radar, but no radio contact. Trenton Air Station was notified. They were put on alert, loading jets with ammunition for the meeting with this mystery craft.
	     As this mystery craft passed Port Hope, they were low enough to see the waves of Lake Ontario. The left engine ran out of fuel, the pilot feathered the prop, he feared for the worst, they had gone too far and were over the Atlantic Ocean.
	     As they passed Bob Carr's marsh, he spotted a jut of land on his left. With that, the right engine ran out of fuel. He slowly turned the craft to the left coming over the Cobourg Dye Works, over the County Home, and continued turning west. When the pilot saw a flat field on our farm, he said, that’s where it will take place. He continued over the Burnham's farm, swinging over the Johns' farm and turning east, making his approach to land. The pilot brought the plane in so low, that he only cleared the fence posts before settling into the new fallen snow.
	     As he touched down, he released the landing gear, allowing the tail wheel to come down and act like a rudder on a boat. The pilot, Mr. Bruce Smelser, told me afterwards, that his next big concern was a large tree at the east side of our farm, which they were coming straight toward. This tree was located on the south end of what is now Rogers Road. They were lucky that the snow was dry enough to act like a brake and the plane stopped within several hundred feet of touching down. It should be noted, that the landing was so smooth, that a cup of coffee sitting on the pilot's console was not spilled, nor were the sleeping babies wakened
	     The passengers did not know the plane had stopped moving until the stewardess opened the plane door. Remember, in those days, planes did not have escape chutes, you jumped from the plane to the ground, a distance of possibly five to six feet.
	     A TCA flight on its way from Montreal to Toronto, heard the air news and diverted his flight to see what had taken place. As they passed over Cobourg, he circled his craft so that his passengers could see the downed craft. At this point the downed passengers were just getting off the plane and waved to the TCA Flight.
	     It was only a few days before mechanics from the US arrived to work on the plane, but due to Canadian Regulations, they could not work on the craft. The work had to be done by Canadian mechanics, so a Toronto firm, Sanderson Aircraft, were hired to do the work.
	     The first thing was to get the craft up on it's wheels. This was done with the help of Ron Gagne and Fred Ito. Ron had a D7 Cat dozer and Fred had an old backhoe mounted on an army truck, an old Ford dump truck, which had to be towed each morning to start. The work began by digging ramps under the plane, which were then lined with planks to make a roadway to pull the plane up. The landing gear was pumped down by hand, the plane was jacked a small amount to clear the ground and to allow the wheels to come into the locked position. The D7 was then hooked onto the front of the plane and it was slowly pulled up the ramps to a level area where work could continue. With Fred’s backhoe, the old propellers were removed and new ones installed. The batteries were recharged, fuel put in the tanks, and the engines started. Voila - the props ran true and smooth, well, as true and smooth as those engines ran.
	SAR Aircraft Replacement On Horizon
	The federal government is reportedly finally ready to move on getting a replacement for its ancient fleet of Buffalo search and rescue aircraft.
	The Ottawa Citizen reports that a request for proposals would be sent to the Treasury Board for review on Feb.19 and if it’s accepted then the RFPs will be sent to aerospace companies.
	     The deal will be worth $3.1 billion and the new aircraft will replace 50-year-old Buffalos now stationed exclusively at Comox on Vancouver Island.
	     The SAR contract is one of several defense procurements that have run into trouble in recent years. Under the original plan, which was launched in 2004, the aircraft, whichever they might be, would have all been delivered by now.
	     Instead, the RCAF has been keeping the Buffalos flying long past their prime while waiting for new equipment.
	     Among the wrinkles in the procurement was a suggestion that the first process heavily favoured the Alenia C-27 Spartan.
	     Others in the running include the Airbus C295 and more C-130-Js like those already flying for Air Transport Command. Viking Air, of Victoria, has also expressed interest in building new Buffalos for the RCAF, an option it says would be both cheaper and faster for the government.
	     If the Treasury Board accepts the latest RFP proposal, the documents could be sent to companies within weeks, but a looming election will likely get in the way of an early decision. The government might pick the new plane in 2016.
	was clear in their minds. Then the big day arrived, January 10, 1952. Nylon sheeting was soaked in glue and pasted to the damaged under belly, the engines were then started and revved up and down, up and down, to make sure they responded properly.
	     Three weeks after it landed, the plane took off again. It took 1000 ft. of the makeshift runway to get the craft airborne. Finally, Charles moved the big craft out onto the makeshift runway. Had Ron done his job? In a few minutes we would know.
	     The runway was lined with news cameras from all over Canada and the US. Our neighbours, who had been so helpful were also there, but everyone else was kept back at the highway. Highway # 2 being the only route from Toronto to Montreal carried a lot of traffic (for those days). The OPP stopped all the traffic.
	     The Ontario Hydro and Bell Telephone crews were on hand in case the wires should be hit.
	     Charles taxied the big craft down the runway to its takeoff starting point. It should be noted that there was one spot on the air strip that was a raised ridge, created by the starting furrows when father had plowed the field the year before. As the plane came down the air strip, it must lift clear before this ridge and not touch the ridge after it cleared, or the drag would be enough to delay the liftoff, causing the plane to hit the utility wires.
	     The plane was lined up in its starting position, blocks were put in front of the wheels, the brakes applied to their fullest, and the engines were revved up to their top R.P.M.s. The plane started to shake, rattle and roll, the brakes were released, it bounded over the blocks and started down the runway. Faster and faster it moved until light could be seen under the tires, BUT NO, the tires touched that ill fated ridge of father's plowing days, but no need to worry, Charles was at the wheel. The craft slowly climbed, narrowly missing the utility wires and off it moved into the blue skies. It was 2:30pm, a roar was heard from the crowd as he circled the craft back over its previous path, over the Burnham and Johns farms, turning east to travel over its previous resting place and on to Trenton for the night. (All other airports were closed due to bad weather).
	     The next morning they left Trenton to fly to Malton, where they would clear customs and continue back to Burbank via Chicago.
	SPLIT SCIMITAR WINGLET
	Think that you've been seeing some funny-looking airliners in the past couple of months, you're not imagining things. On February 18th, a United Airlines Boeing 737-800 made the world's first commercial flight by an aircraft equipped with fuel-saving, Split Scimitar Winglets.
	     Regular blended winglets are now quite common on commercial aircraft, as they improve aerodynamics and thus reduce fuel consumption. Made by Aviation Partners Boeing, the Split Scimitar Winglets reportedly do an even better job – when retrofitted onto United's existing Next Generation 737 Blended Winglets, they should reduce fuel consumption by two percent per aircraft.
	     The airline plans to add the new winglets to its entire fleet of 737, 757 and 767 airliners. By doing so, it estimates that it will save "more than 65 million gallons of fuel a year, equivalent to more than 645,000 metric tons of carbon dioxide and $200 million per year in jet fuel costs.
	     Retrofitting Split Scimitars into existing blended winglets involves adding strengthening spars, aerodynamic "scimitar tips," and a large ventral strake (the bit that points down).
	Numerous other airlines have placed orders for the winglets, 
	so expect to start seeing them on a runway near you soon.
	Osama Bin Laden was living with 3 wives 
	in one compound 
	and never left the house for 5 years.
	It is now believed 
	that he called the Navy Seals  himself.
	            The winner of this years membership draw is;
Mr. W.E. "Scottie" Scott of Noble ON.
              Scottie was already a life member
	                   so we will be sending him a cheque for $100.00. 
	After 20 years of attempting, by various means, to replace Canada’s Sea King helicopters, the federal government has embarked on a kind of speed date with those who might provide one.
	     The Canadian Press is reporting that senior representatives of the Department of National Defence and Public Works Canada gathered representatives from three helicopter companies and gave them three weeks to decide if they have an off-the-shelf solution to a much less rigorous set of requirements for an offshore helicopter.
	     Oddly enough, the meeting included Sikorsky, which has spent 10 years trying to provide the just-right version of its S-92 platform, which Canada will call the CH-148 Cyclone. That hasn’t gone well. An S-92 operated by Cougar Helicopters ditched in the Atlantic off Newfoundland due to a transmission failure from a loss of oil. After that, the federal insisted the aircraft it receives have a 30-minute “run-dry” capability.
	     So far, Sikorsky has delivered four Cyclones as a sort of test and they’re being evaluated, but that’s not going well. Apparently the radar upsets other systems on the highly digital aircraft.
	     So, that brought the meeting last week in which representatives of Sikorsky, Agusta Westland, and NH Helicopters, representing Eurocopter, were handed a short list of basic requirements for a helicopter Canada desperately needs.
	What limits a plane to fly higher than the normal cruising altitude?
	It is true that the amount of oxygen decreases (to support the combustion) in a jet engine as altitude increases. Yes, they are unlike rockets that carry their own source of oxygen instead of getting them from the air. However, there are other factors that make the jet engine more efficient at a higher cruising altitude when compared to the turbo-prop (propellers) engines.
     At higher altitude, the temperature decreases. The colder the air temperature, the better it is for the jet engine as it converts fuel more efficiently at low outside air temperatures. Basically, the efficiency is directly proportional to the temperature differential. The greater that temperature differential is, the more efficient the engine.
     Colder air is also good for jet engine operation. Colder mass means more air. Remember the principle of a gas turbine engine - it requires air to be sucked at the front, compressed, combusted then expanded and blasted out through the jet nozzle (a more simplistic explanation - suck, squeeze, blow and go!) 
     Further, when a plane climbs higher, the air outside gets thinner and less dense. This has the effect of reducing the forward resistance. 
     So, overall, a gas turbine engine is more fuel efficient when operated at higher altitudes than nearer to the surface.
     Now that I have explained why it is more efficient for a plane to fly at a higher cruising altitude, what then limits a plane to fly higher than this normal cruising altitude? 
     On a Boeing 777, the maximum service ceiling (altitude at which the maximum rate of climb is reduced to around 100 feet/min) or aircraft certification altitude is 43,100 feet. But, most of the time, the plane cruises at its optimum altitude of between 35,000 to 39,000 feet (this depends mainly on the weight and the environmental conditions.) If the flight were on a 12-hour journey with a full load where it would take off near to its maximum take off weight (approximately 286 tons), then it could only cruise initially at around 29,000 feet.
     Other factors that limit the height? Cabin pressure differential is one. All airplanes are pressurized to maintain a comfortable living environment for human beings. Off course, if it were possible, a plane would be pressurized to ground level pressure but this is not practical, as the fuselage of a plane would have to be incredibly strong. Therefore, modern airliners are only pressurized to an altitude of around 8000 feet or a cabin pressure differential of 8.5 psi (pounds per square inch). Yes, at 43,000 feet actual cruising altitude on the Boeing 777, you are only experiencing an altitude of only 8000 feet in the passenger cabin!
     Then there are the technical performance limitations - mostly the wing area and engine thrust available of the particular plane. On a Boeing 747-400, the maximum ceiling is 45,000 feet and on the Airbus A320, it is 39,800 feet. So, it varies with the different type of planes concerned. Generally, most airliners could fly at higher altitudes, but they are usually certified to an altitude that gives them a good safety margin. 
	The procurement of Canada's replacement Fixed Wing Search and Rescue (FWSAR) aircraft will soon reach a critical point with the release of the Request for Proposal (RFP). To say it is a much-anticipated milestone would be to understate the challenges that have beset this program since it was launched on a "fast track" back in 2004.
	     Despite program turbulence, Team Spartan continues to lead the field, offering a winning combination of class-leading capability and a strong Industrial and Technological Benefit (ITB) offering for Canada. Team Spartan includes Alenia Aermacchi, General Dynamics Canada and DRS Technologies Canada, along with a number of tier 1 Canadian suppliers including Kelowna Flightcraft, CMC Electronics, IMP Aerospace and L3 Wescam. The team stands apart from the competition, not just due to the capabilities of its C-27J, but also for the quality of its Canadian team members and the economic benefits it will bring to Canada.
	     With an aircraft that exceeds requisite cabin size, speed, manoeuvrability and range, and a strong Canadian team offering a leading Industrial and Technological Benefits (ITB) package, it is little wonder why Team Spartan is a front-runner.
	     While the factors that set Team Spartan apart from its competition are many, captured below are three important differentiators.
	     Canada's Search and Rescue (SAR) area of responsibility is some 18,000,000 square kilometers. This vast area entails a wide range of geographic regions that includes mountains, arctic, prairie, forest, coastal and ocean. Suffice to say, Canada needs the best, most rugged, high performing aircraft available.
	     The C-27J has a strong track record in some of the world's most difficult environments including the mountains of Peru, hot high conditions in Afghanistan and harsh winter costal climate of Lithuania. The C-27J has now been selected by 12 customers around the world, including some of Canada's closest allies,, the United States and Australia. The C-27J is consistently chosen because of outstanding performance and strong capabilities relative to its competitors. According to the US Department of Defense, the aircraft has a "superior military operational envelope" and "provides superior military utility" to others in its class.
	     The C-27J is the only aircraft in its class fast enough to respond within a crew day to SAR incidents across Canada's entire area of responsibility from Canada's existing SAR bases. It is also the only competitor with sufficient reserve power and maneuverability to fly in the tight confines of the mountainous western region. Furthermore, the twin-engine aircraft (purpose built as a tactical military air lifter) is equipped for completely autonomous deployment in extreme conditions, like those found in Canada's North. It has unrivalled abilities to perform short takeoffs and landings (STOL) on unprepared airfields. This is extremely important, given Canada's unique search and rescue area and the need for an aircraft that is capable of operations from a wide range of airfields, frequently with unpaved runways.
	     The C-27J cabin is taller, roomier and easier to work in than any other twin-engine aircraft. With internal headroom of eight feet and a width of nearly eleven feet, the cabin area offers an ideal configuration for safe and efficient SAR operations.
	     With its quick response time, size, and maneuverability, the C-27J can reach the most remote and austere locations in the country — including those in the mountains, in the far North, and at sea — from Canada's already existing operating bases. 
	     The C-27J flies faster, farther and carries more than any aircraft in its class.
	     Offering superior maneuverability, cockpit visibility, jump safety and potential for growth, C-27J is the multi-mission aircraft that meets and exceeds Canada’s FWSAR.
	Groundbreaking Canadian inventions that outlasted the war
	Variable pitch propeller
	The "variable pitch" idea, a propeller with adjustable blades, first struck New Brunswicker, Wallace Rupert Turnbull while he was working for British aircraft builders in 1916. His device wasn't successfully tested in flight until 1927, but it became essential for safe flying at different engine speeds. 
	     It was neither the first nor the last aviation advance for Turnbull, who's now a member of the Canadian Aviation Hall of Fame. 
	     His accomplishments are more remarkable in view of the resources available to him. He worked alone, depending upon his library in addition to correspondence and visits with other aviation pioneers for information and interchange. The experimental equipment, including Canada’s first wind tunnel in 1905-06 at his private laboratory in Rothesay, N.B. was made and tested in a series of workshops on his property. These were not university settings with research assistants and state of the art devices.
	     Rather, it was the tradition of the lone scientist and inventor, the Thomas Edison and Alexander Graham Bell, making important things happen by their ingenuity, work ethic and perseverance.
	If flying is so safe, 
	why do they call the airport 
	The  Terminal?  
	{    Scott, Ronald		December 03, 2014   
	{ MacLean (Red) Everett	January 07, 2015 
	{    Newman “Don” Donald         March 04, 2015
	We record with great sadness the passing of the
	 following members of the Association
	WEBSITES
	    The Douglas C-124 Globemaster II, nicknamed "Old Shaky", built by the Douglas Aircraft Company in Long Beach, California. It was the primary heavy-lift transport for  USA Air transport Service (MATS) during the 1950s and early 1960s, until the Lockheed C-141 Starlifter entered service.
	https://www.youtube.com/watch?v=0NoB0pnkdSk
	Your Airplane is Ready
	https://www.youtube.com/watch?v=SE71NJl-naY
	     This Mars is one of only two still flying. This company has both.
	They have made a deal to trade one to the US Navy Pensacola air museum to trade for 2 C-130's to keep their fleet going, plus two fighters, one a Hellcat and one a Japanese fighter. These Mars are very expensive to keep flying but well worth the cost!
	https://www.youtube.com/watch?v=I3C0rQo6I3k&feature=
	       youtu.be
	     The Largest Aircraft in the US Military
	https://www.youtube.com/watch?v=gqmmpoO1JrY
	Rare Warbirds  
	http://www.aopa.org/News-and-Video/All-News/2014/August/Pilot/f_talltale
	     ESA astronaut Luca Parmitano will fill the role for Expedition 36 and 27 aboard the International Space Station. He explains what his position is tasked with.
	http://www.elmaz.lt/play/3855333/what-does-a-flight-engineer-do-in-space-video.html
	Year Membership — $10
	Life — $100
	Your PROPASH Input — $ 0
	(Just a little of your time . . . )
	Fellow Members of the CMFEA,
	     In previous years we have used the April Propwash to publish the yearly financial statement for our association, but this year we have elected not to do so. We are currently looking at security and privacy issues as they pertain to our organization, in particular the web site.               Since the Propwash is posted on the web site, we don't feel it is prudent for us to let the whole world know our financial business. 
	     Until we get the security and privacy issues resolved, I would suggest that anyone wanting information on the state of our finances, can do so by contacting myself ( my contact info is on page 10 of the Propwash) or the Treasure, Doug Gauthier, at fltsimfe@gmail.com.
	     We hope to have the security and privacy issues resolved in the near future and be able to provide this information in a timely fashion to our members. 
	     I hope you appreciate our concern and prudence on this matter and thank you for your support. 

			         Cheers, Mac L.G. MacGregor  President
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