
P R O P W A S H  

 

A ir shows are events in which the public get to see aircraft perform, as well as to view aircraft on the ground. They are the most elaborate 
event that an airport can undertake. Air shows have transformed from simple affairs to more complex and competitive events today. 

     In the past, putting on an air show was a relatively simple thing. All you had to do was find a few people who owned airplanes and would 
agree to fly, bring a couple of jets and the crowd was thrilled. Nowadays things are not so simple. Wing walkers, parachute jumps and ‘loop-
de-loops’ are not enough. Audiences are more sophisticated and they demand more—and not just in numbers, but in variety. The problem is 
there is more and more competition for the truly good airshow acts and for the available airplanes. 
     Airshow events can take on many shapes and sizes. Typically the cost in both time and money invested will increase as the level of com-
plexity, duration and size of participation increase. Events have a way of starting to expand beyond the original scope, and the time, energy 
and the funds invested in the event expand as well. 
     This year was a lean one for air shows in this neck of the woods. Air shows have been slowly fading away for the past few decades, mirror-
ing the overall decline in general aviation. The recession that began in 2008 has only accelerated the trend, as sponsorship budgets shrank and 
the number of paying visitors declined.  
     An airshow is an extremely expensive and time consuming event to stage. The key to a successful and profitable air show, is the control of 
the moneys available to committees for funding each section of the show. Revenue will normally come from ticket revenue, sponsorships, 
vendors and program sales.  
      The second key is the involvement of the local business community in the planning and sponsorship. In many cases, air show sponsors 
have had the entire show prepaid by corporate and business donations 
     Because a strong sponsorship program enhances ticket sales, creates additional media coverage and generates revenue that can be invested 
in other aspects of the show, the success of an air show can often be measured by the success of its sponsorship program.  
     Some are seeing declining attendance and reduced sponsor revenue, while others are worried about rising costs of such things as fuel, in-
surance and performer fees. And whether their shows are big or small, the concerns are universal.  
     As a result of some of these issues, the 2015 Wings Over Wasaga airshow, scheduled for July 4-5 in Wasaga Beach, Ontario, was can-
celed. A lack of sponsorship funds and early planning, was a large player in the decision to cancel.  
     The 2015 Waterloo Airshow was also cancelled because there just hadn’t been enough support for the event in the region. Financially, the 
event could not be sustained after investing heavily in it for 4 years. The show could not justify continuing accepting the losses. Just not 
enough people were paying to see the show, and there was just not enough sponsors. The show suffered from some bad weather in recent 
years, and had to end early last year due to approaching thunderstorms. 
     The 2015 St. Thomas Air Show cancelled following consultation with military and civilian performers, and to avoid conflicting dates with 
other events.  
    The Canadian Armed Forces Day and Air Show at CFB Borden was also cancelled in June. Normally the air show is held at the local Cana-
dian Forces base every two years, with the last show taking the skies in 2012. 
       The only air show of any significance in the area this year was the Canadian Warplane Heritage Hamilton Air Show on August 15/16.  
The flying demonstrations began late in the day from 5:30PM to 8:30PM. This rather late-in-the day event  went on sale for $99.99, while the 
regular price was $124.99. This included parking, premium barbeque and three hour airshow. Only 1200 tickets/day were available for the 
event.  Due to the inflated admission price and late air show time, I did not attend the event.  
     I believe that one of the factors that dissuades many people from attending air shows, is the trend over recent years towards off-site parking 
at most of the major air show events. 
     However, I did put some mileage on my camcorder at this years Rotary Airshow at the Brantford Municipal Airport in September. It 
turned out to be a rather mediocre event. It was more of a venues-money-grabbing event with minimal emphasis devoted to static and flying 
demonstrations 
      I scrubbed my annual attendance at the Great War Flying Museum in Brampton, Ontario, flying event, because the weather was forecasted 
to be a rain day. However I did get to go to the Tigerboys Annual Fly-In. The major highlight of the day was a flight in the venerable Tiger-
moth. 
     Looking ahead to the future, I might consider the option of going across the border in to see an airshow. I have done so in the past by at-
tending, Wings Over Houston, Thunder over Michigan  and the NAS	Oceana	Air	Show,	all	of	which,	were	superior	events.	Canada	has	a	
long	way	to	go	to	match	the	USAs	idea	of	how	to	organize	and	present	class	AAA	airshows!	  
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The Wickenby Pilmigrage             
 

        My trip to England —— from Carl Ryan 

I n 1943, my first cousin was shot down and killed in a Lancaster while on a mine laying trip, while flying with #12 Sqn. out of 
RAF Base Wickenby. A couple of years ago, I decided to research his service life, and by the time I had finished, I knew every 

step of his career, and a real bond developed. I even have a copy of his log book with his notations on the different trips he made.  
     He was just a couple of trips shy of finishing a complete tour of ops. In my search, I also found out that every year, the association formed 
by the members of #12 Sqn., and also #626 Sqn., which also flew from Wickenby, have a reunion and memorial service to honor the 1080 
men who were killed flying out of there. There is a meet and greet on Friday, a dinner on Saturday, and the memorial service on Sunday, with 
the laying of wreaths at the cairn that had been erected on the base. Weather permitting, there was to be a fly-past of a Lancaster, Hurricane, 
and a Spitfire. The base is now being used as a flying club.  
     Because I am a relative, I have been made an Associate Member, and my name has been placed in the book called the Wickenby Register, 
which is the name of the organization.  
     I had sent them a short resume of my cousin and myself, which they then sent out to all the members. Lo and behold, I received a letter 
and Christmas card from an ex RAF pilot who knew and was a close friend on my cousin. He cleared up some erroneous facts that I had, as 
well as told me some stories about their life on and off the base. He had stopped going to these reunions as he is 89 years old, and has a long 
way to travel, but having been in touch with me, he came to this one to meet me. We planned to go to one of the pubs that he and my cousin 
frequented, and to raise  our glasses high in  memory of him.  
     There is quite a story about this guy. His name is Jo Lancaster who had finished his tour of ops. after which he had been sent to an OTU as 
an instructor. He had gone to the CO and said that it was too dangerous a job, and requested to do another tour instead. A friend of his said he 
would gladly take the OTU job, as it was near his folks. Well, Joe lived through another 30 trips, while his friend was killed on a training 
mission. You just never know. #12 Sqn. is now stationed at Lossiemouth and sends a representative each year. Relatives from all over  also 
attend, including Canadians. I was really looking forward to this get together. I only met my cousin once, while he was in Halifax, en-route 
overseas. I just felt this was something I had to do.  
     On September 04, I arose around 0800. The morning was spent getting the groceries in and finishing up pack-
ing. After lunch, my daughter, son-in-law and wife took me to the airport. I had to be there by 1615. The plane 
took off on time, and after an all night, no sleep trip, I arrived in Gatwick at around 0600 local time. Carrying two 
bags, I located the train station and caught 0643 to St. Pancras. It was an old electric coach being used as a com-
muter and very crowded. About an hour later arriving at St. Pancras, I hurried out of the station  across two thor-
oughfares to the station at Kings Cross. There I waited about an hour to catch the train to Newark-Northgate, I 
arrived there around 0945, and caught the 1000 train to Lincoln, which arrived around 1025.  
     Of course it was raining, and I finally got a cab to my hotel where to my dismay, I was too early for my room, 
and also the bar. Being my charming self, I got them to get me a double rum and they gave me my room shortly 
afterterwards. I unpacked, showered, shaved, changed clothes and went for lunch. I sat in the bar but drank very 
slowly as the drinks were $10.00 a shot. After going for supper, where a cheese burger cost $20.00, I went back to 
the bar, waiting for others attending the reunion to show up. My cousin's friend didn't show until around 2130. 
We talked, had a few drinks and made plans for the next day. I got to bed about 0130 Saturday morning. The first sleep I had since 0800 
Thursday.  

     Jo and his friend Pauline picked me up about 0930 and we spent the day visiting the pubs and 
places he and my cousin would frequent. I got back in time to shower and shave, get gussied up, and 
go to the dinner. As it was on for half price at $42.00 a bottle, I bought a bottle of Champaign for the 
table. I like my food plain and they like to fancy things up in the nice hotels. My stay was costing me 
$200.00 a day, but idn't mind that. It was the cost of the drinks that bothered me. The main course of 
the meal was Rump of Lamb. It was quite raw, but I thought I should get something in my stomach. 
Many speeches, prayers, and stories later, I said goodnight to Jo and 
hit the sack. I don't know if it was the lack of sleep, the local water, 
or the lamb, but I was sick as a dog, suffering chills, stomach pains, 
nausea, and diarrhea. I stayed in my room until noon, I bought a 
bottle of water at the bar for $6.00 and caught the bus to the Memo-
rial Service. As I stepped off the bus, my stomach started to erupt. 
Rushing into the woods nearby, I brought up large chunks of lamb 
and whatever else was down there. I felt a little better afterwards, 
and told the organizers how sick I was feeling. They asked if I was 
able to carry on. I said I had come over 3000 miles for this event and 
was going to see it through. Many of the attendees came up to me 
and asked me if I was the Canadian that had come over for this Ser-

Basil's friend Jo, 89 yrs 
young, toasting Basil and 

the others who did not 
return 

Wreath, 2nd from left, I laid for the 
RCAF. The spray just below the 3rd 
wreath, I laid from the Veira family 
while the one just below the 5th wreath 
is from the Ryan family. 
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NO REGRETS’  Veteran RCAF AirmanNO REGRETS’  Veteran RCAF AirmanNO REGRETS’  Veteran RCAF Airman   Frank Honey    Frank Honey    Frank Honey       

V eteran airman Frank Honey has a wide array of accomplishments, citations and experiences in his career: one thing that never con-
cerned him too much was rank. “I turned down a chance for a commission twice – I wanted to work with my 

men,” the retired aircraft maintainer says now, looking back at age 91 on a 37-year career with the Royal Canadian 
Air Force, that began with Second World War Spitfires and Tomahawks.  
     “The first time they asked, I wasn’t even tempted – not at all. Some people are too rank-conscious, and that 
would always get to me. I was honoured to be asked, but I liked working with the men. I got along great with them – 
I’m still in contact with some of them, and they still call me ‘chief.”  
     Honey saw his first plane at age 16, walking a railway line through a field with his father in the British Columbia 
interior. He’d always been interested in motors and engines, but the sight of this small plane with floats for a landing 
gear hooked him.  
     “Well, I went home, and all I talked about was that plane. Mom and Dad said they’d send me on a course.” He 
took a nine-month course in aircraft maintenance after high school at Sea Island, then just a small airport. He ap-
plied for a job at Boeing, but while he was waiting to hear back, walked into an RCAF recruiting unit to join up. The 
air force called back first. “I was called up and on a train to Ontario the next day,” Honey says. He was 18, it was 1941 and he was a brand 
new aircraft second class airman – “the lowest you could be, but I didn’t know and didn’t care.” Within a few months, he was on the Queen 
Elizabeth II, a troop ship, heading to England. “There were 16 of us in a room meant for four: we were sleeping three high. To put your shirt 
on, you had to step out in the hall.”  
     In England, Honey worked on airfields repairing Tomahawks, Mustangs and Typhoons. In the last hours before the D Day invasions of 
Normandy, France, he remembers being handed buckets of black paint and white wash, with a cheap paintbrush. “We didn’t know what it 
was for – it was a big secret, but we did what we were told.” The crews painted black and white stripes on every Allied aircraft involved in 
the invasion: any planes spotted in the next few days without the stripes, would be deemed enemy aircraft, and shot down.  
     As part of the ground crew, Honey went ashore with the army in the D Day landings: “I drove a truck onto the beach, and there’s not too 
many air force guys who could say that.” The planes had been over France in the days before, but “were getting all shot up and flew back to 
England. “We were a mobile unit, and they told us there was an airport ready for us: all it was, was a cabbage field with coconut matting and 
wire mesh laid over it. We went over to get it all set up for the planes, and then they came back. The British warships off the coast were 
shooting 14-inch shells over our airport. We could see the flames from the ships guns, and the shells going over us to land on the Germans. 
   “When I look back on it, I was lucky, I guess.” Honey spent the rest of the war working his way deeper into Europe, through France, Bel-
gium, Holland and, finally, finished with the deepest RCAF unit within Germany.  
     Following the war, back in Canada, Honey remained in the air force and became a Flight Engineer, then a technical instructor, examiner 
and aircraft maintenance supervisor. He qualified by the end of his career, on 28 different types of aircraft, and was posted all over Canada, 
including Greenwood (twice, for 18 years in total).  
     He was on the first Argus course at Greenwood, which stands out in his mind as a career highlight – but admits pulling mach 2 as a Star-
fighter passenger was something “not too many guys can say they’ve done.” “I was promoted to Chief Warrant Officer and stayed here in 
Greenwood, and a couple of years later, they came and said I’d been selected for Air Command Chief Warrant Officer and would have to 
move to Winnipeg,” Honey says. “Well, I said they’d have to move Winnipeg here, and I turned it down. So, my tour finished as a Chief 
Warrant Officer.  

“I’ve been on an aircraft carrier, I’ve been in a submarine – I liked the planes. “I don’t regret what I done one bit.”  

vice.  
     The Lancaster was unserviceable so the fly-past was done by a Spitfire. He put on a great, low level show, then waggled his wings good-
bye. After saying goodby to Jo, Pauline, and other friends that I had met, I got the bus back to the hotel. Making it back to my room, I re-
mained there feeling deathly ill for most of the night. I felt somewhat better in the morning. After a breakfast of some toast and jam, I got a 
cab and did the three-train change stations bit, back to Gatwick, where I had booked a hotel for the night. After a couple of drinks at the bar, I 
went to my room and watched TV, then went to bed early as I had a 0600 wake up. 
     Its interesting to note that to save all the hassle with the trains, I inquired about a cab from Lincoln to Gatwick. It was about $866, and not 
an option at this price. But earlier when I was so sick at the hotel, I had thought about it. 
     After siting in the Gatwick terminal for a couple of hours, I got on my flight and arrived in Halifax around 1430, followed by a one and 
one half hour drive home. It  was a long, hard trip, but I wouldn't have missed it.  

 

ISIS hasn’t been discriminating in its use of weapons; the group 
fights with whatever it can find. However, several systems 

have become common to ISIS fighting units.  
Camel fighter jets . . . . .   
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A runway excursion at CFB Greenwood heavily damaged an RCAF Aurora. 
 

M ilitary investigators are looking into a runway excursion at CFB Greenwood, Nova 
Scotia, that left a CP-140 Aurora heavily damaged. None of the 17 RCAF personnel 

aboard the aircraft were injured in the mishap, which occurred during a thunderstorm. 
According to the military’s preliminary report, the mishap occurred following an aborted 
takeoff. 
      During takeoff roll just prior to rotate, AC (aircraft commander) called abort, the aircraft 
swerved left, departed [runway] and came to rest in grassy area on the left of the runway.  
     The nose gear collapsed and it appears the propellers struck the ground. The RCAF rated 
the damage severity a B, which is one step below a complete writeoff. The reason for the 
abort order hasn’t been released. The aircraft are equipped with both flight data and cockpit voice recorders. 
     Emergency services were on scene immediately and Flight Safety started their investigation. 
     The Aurora and its crew were departing 14 Wing Greenwood for northern sovereignty patrols. 
     A flight safety investigation was to look into the incident in order to suggest measures to prevent future occurrences. 
     The RCAF has strict training and airworthiness programs that help us ensure the safety of our personnel and aircraft. Regular maintenance 
and servicing of aircraft and an extensive preventative maintenance program is mandatory for all RCAF aircraft. 
      Auroras are among the RCAF’s most expensive aircraft and are used for maritime surveillance along with reconnaissance and tactical 
intelligence roles. 

THE GREAT CHANGES IN TECHNOLOGIES IN A LIFE TIME. 

I n the early fifties, at station Sea Island on Airforce Day I was an aero engine mechanic. 
     My job on this day was to look after the rotary engine that was borrowed from the University of British Columbia .This was one of 

those engines that the crankshaft was stationary and the engine rotated around the crankshaft. A great fly wheel that I would guess kept rotat-
ing long after the engine quit. Real outdated technologies I thought, but there were several old pilots  that came by to admire the old engine 
and to tell me they had flown aircraft in WW1 with these engines installed. 
     My thought at that time was that we sure had come a long way with advancements in our aircraft. 
As we now had planes like the Dakota and Canso with electric start and if the batteries were flat you could just hand crank the flywheel on 
the starter, then engage the starter with a pull cable. Much safer than hand cranking the propeller. 
     This year I went to the Comox Airforce Day open house to check out the aircraft. Many years ago I was an FE on Hercules E models so I 
went to have a look at the Hercules J model. Things have advanced greatly. Gone is the Radio and Navigator officers both replaced by big 
improvements in radio and navigational equipment. But also missing in the flight deck in the FE seat. The engineer replaced by a very smart 
computer, that will tell you what is not working, and enables you to trip circuit breakers from the computer. The Load Master does some of 
the FE duties. I guess the next step is that Airplanes will be just drones with no crew. Technology marches on and shows us that the advan-
ment in aircraft between WW1 and the end of WW2  has been equaled or surpassed by our present advancements. 
             Jack Cryderman   

A FALCON NESTING IN A TREE 
 
I’ve received many remarkable nature photographs over 
the years, but this photo of a nesting Falcon is perhaps 
the most remarkable nature shot that I’ve ever seen !!!  
I hope you enjoy it as much as I did. Nature is truly breath
-taking !    Nerk, Nerk, Nerk! 
 

2016 FLIGHT ENGINEERS REUNION UPDATE 

I  would like to take this opportunity to wish all our members a very Merry Christmas and a Merry Christmas and a Merry Christmas and a Healthy & Happy New Year!Healthy & Happy New Year!Healthy & Happy New Year!         
     I would also like to invite you to Trenton for the last of the Bi-Annual CMFEA Reunions on the 9,10 and 11 September 2016.  
We are still working on details of venues and menus cost which we will make public in the next few weeks. We will get the infor-

mation out via email, the website and of coarse full details will be in the April Propwash. I hope with your support, this last national 
reunion will be a memorable one for all of us, and I look forward to seeing many of you in Trenton.  

All the best. . . . . . . . . . . . .CHEERS! 

 



 

                                                      FF--35 might not meet performance standards of CF35 might not meet performance standards of CF--18s, 18s,   
says  U.S. thinksays  U.S. think--  tanktank  

A  U.S. defence and foreign affairs think-tank released a comprehensive report suggesting the oft-maligned F-35 jet might not meet the 
performance standards of existing fighter planes, including Canada’s CF-18s. 

     The National Security Network, a non-profit foreign policy group based in Washington, D.C., is the latest organization to raise questions 
about the stealth fighter program, which is over budget and behind schedule in the U.S. 
     Other organizations, including the Rand Corp., have studied the troubled program, but much of the analysis has revolved around the enor-
mous cost and some of the technical snags, such as software, that have held up development. There have also been simulations that have 
compared the F-35 to potential competitors. 
     One of the key features of the latest report is its comparison of F-35 operational capabilities with the jets it is intended to replace, includ-
ing the F-16, F-18 and A-10. In each case, the stealth fighter comes up short. 
      By staying fully committed to the F-35 program, the United States is investing unprecedented resources in the wrong aircraft, at the 
wrong time, for the wrong reasons. 
     A spokeswoman for Lockheed Martin, the plane’s U.S. manufacturer, defended the project, saying the Pentagon’s head of the program has 
stated there are no “show stopper” technical issues that prevent the warplane from being fielded. 
“Regarding this report, we see the program much differently,” said Alison Orne, who noted there are more than 130 jets in service today and 
the U.S. Marine Corps recently declared the fighter ready for initial operations. “This program has never been stronger and by the end of the 
decade more than 650 jets will be flying worldwide.” 
     While the defence giant may see the project in a different light, Orne’s email didn’t address the specific issue of the comparison between 
the F-35 and legacy jets. 
     The Harper government put its purchase of 65 F-35s on hold after being accused by the auditor general of fudging the price tag and not 
doing sufficient research. It planned to extend the life of the CF-18s to 2025. 
     The planned RCAF purchase, which would have cost taxpayers an estimated $44 billion over its four-decade lifetime, was a prominent 
feature of a past election campaign in 2011, but since the auditor general’s report, it had slipped off the public radar as the bureaucracy had 
buried it in studies, analyses and process. 
     Some defence observers and commentators have suggested the plan to refurbish the 1980s-era CF-18s has effectively neutralized the polit-
ically damaging issue, at least until the Oct. 19 vote. But University of British Columbia political scientist and defence expert Michael Byers 
says the new report should remind the public that replacement of the one of the military’s core fleets has been badly mismanaged. 
     “I think governments need to be made to own failures like that,” said Byers, who has urged the government to abandon the F-35 in favour 
of another plane. “Our fleet of fighter aircraft is unacceptably old and there is no current plan to replace them.” 
Byers said metal fatigue on the CF-18 airframes is a concern. The air force has said the current bombing campaign in Iraq and Syria is not 
adding to wear on the existing jets because they are not facing the stress of high-speed manoeuvres. 
     Byers accepts that, but he says the increasing threat of Russian incursions — either into Canadian airspace or in other NATO countries — 
means the fighters will be called upon to perform more stressful flying. 
     In early September, Prime Minister-designate Justin Trudeau, told a partisan crowd on the docks in Halifax that he’d scrap the multi-
billion F-35 program and put the money into ships. Trudeau said, that rather than buy 66 F-35s, his government would plan to purchase an 
equal or greater number of low-priced, but equally effective replacement aircraft. Its also assumed the final purchase would be the result of an 
open bidding process, which will take a minimum of two years.   
     Certainly there are questions about whether the F-35 is our best choice, but its equally true that the pool of potential replacements for our 
worn out CF-18s is as narrow as it is shallow. The bonus is that the RCAF will probably end up with more airplanes. 
     Ruling out the F-35 (there may not be a legal way to keep it out of the bidding, however) effectively leaves the F/A-18 Super Hornet, Das-
sault’s Rafale and the Eurofighter as contenders for the contract. However, without the F-35 in the mix, Saab might rethink entering the race 
with its updated Gripen NG. 
     None of those options has the combination of stealth, surveillance and weapons capabilities that the F-35 and some other fifth generation 
designs from Russia and China, have but Trudeau has said he doesn’t think Canada needs a fifth generation fighter, because Canada won’t 
need to attack anything. 
     Trudeau promised to immediately re-open bidding for the replacement of the RCAF’s aging CF-18 fleet if he won the election. 
Now, he’s reportedly rethinking that stand in favour of discussing options with Obama. According to a Bloomberg report, Trudeau has appar-
ently heard from the Obama administration about his F-35 posture, and since one of his key goals is to repair tense relations with Washing-
ton, becoming the first country to drop out of the multi-national effort to develop the fifth generation fighter. 
     Although Canada is only on tap to buy 65 of the jets, the U.S. is anxious to avoid any kind of stampede for the door as the troubled pro-
gram racks up development costs and misses performance milestones. 
     The tip of the hat to Washington means that any move toward an open bid, will likely take well into the new year. 
     Meanwhile, aircraft builders shut out by Canada’s sole source deal with Lockheed Martin have been wearing out the carpet in front of the 
new government’s door, hoping to get a chance at a multi-billion dollar deal for new fighters. 
.  
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http://www.bloomberg.com/news/articles/2015-10-30/canada-said-to-consult-obama-before-opening-fighter-jet-bidding�
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I magine an aircraft that combines a helicopter’s ability to takeoff and 
land from almost anywhere, with the speed and range of a fixed wing aircraft. That’s precisely what aviation 

enthusiasts have dreamed of building for well over 50 years. In fact, so many efforts have been made to get a vertical takeoff and landing 
(VTOL) aircraft off the ground that even advocates of the concept often refer to the “wheel of misfortune,” a diagram that depicts the dozens 
of mostly failed concepts. Many never got off the blackboard, and only three have ever been flown operationally by the military – the main 
customer for these vehicles. 
     But now, the Pentagon’s Defense Advanced Research Projects Agency (Darpa) is taking another spin at the “wheel”. This week, 
the agency announced a new X-plane program, which will seek to build a prototype aircraft to demonstrate a better VTOL design. That 
means more than just brushing off old ideas: the agency is hoping for an entirely fresh approach. 
     "Strapping rockets onto the back of a helicopter is not the type of approach we're looking for,” Ashish Bagai, Darpa program manager said 
in a statement announcing the new programme. “The engineering community is familiar with the numerous attempts in the past that have not 
worked. This time, rather than tweaking past designs, we are looking for true cross-pollinations of designs and technologies from the fixed-
wing and rotary-wing worlds.” Indeed, the Pentagon agency is seeking what it calls the “elegant confluence” of different engineering designs 
and approaches to a VTOL aircraft.   
     There are numerous to choose from. VTOL concepts over the years have included various ingenious solutions for powering and lifting 
these craft including tilt-rotor aircraft, tilt-wing, vectored thrust, tilt prop and tilt jets, just to name a few. A few have even been used opera-
tionally, such as the US military’s tilt-rotor V-22 Osprey; the iconic Harrier, which relies on vectored thrust to control its movements; and the 
Soviet Yak-38, another vectored thrust machine.  But many more never got anywhere near the battlefield, such as a class of aircraft that stood 
on their tails – like rockets – for lift-off (These impractical designs included the Lockheed XFV-1 and the Convair XFY-1 Pogo.) 
     The traditional problem with VTOL aircraft has been the tremendous complexity involved in having to transition from horizontal flight to 
vertical flight. Many of the schemes, which combine rotors and wings, or involve tilting some component of the aircraft, make for technically 
elaborate designs that are often impractical to operate and fly. That Darpa would try to tackle the VTOL problem, even after so many fail-
ures, is not surprising. It has long been the tradition of the agency to tackle significant engineering challenges, such as robotics and hyperson-
ics, multiple times until something works. Moreover, the appeal of a VTOL aircraft is simple: helicopters offer the unique ability to take-off 
and land without an airstrip, providing the military with access to places where fixed-wing aircraft can’t land, while fixed-wing aircraft offer 
greater speed and range. 
     The question, now, however, is whether Darpa can come up with anything new. And on that point, not everyone is optimistic. 
The number one problem in the aeronautical sense, with VTOL, is you’re trying to have it all, and in aviation, everything is a tradeoff. This is 
really, really hard to do, this is harder than rocket science in a lot of ways. You’re trying to do something that is counterintuitive, and it’s not 
obvious that you’re going to have success. Nor is it even clear that an entirely fresh approach to the problem is what is needed. Richard Hal-
lion, a former senior advisor to the US Air Force and aerospace historian says there have been improvements in established technology over 
the years - composite materials, fly-by-wire flight controls, and better propulsion - which may make past VTOL concepts now feasible. 
“Many of those are waiting to be rediscovered or mined,” he says. “Frankly, the history of aerospace technology is one of constant reinven-
tion, reinterpretation, and to a certain degree, rediscovery. That’s not a bad thing.” No one denies that the road to VTOL aircraft is littered 
with the corpses of past aircraft, including several Darpa programs, but proponents argue that that’s the whole point of the new initiative.      
Mark Moore, a Nasa engineer who has specialized in VTOL aircraft for three decades, says he’s excited about Darpa’s plans, but cautions 
that the example included in a graphic announcing the programme, showing a fan-in-wing design, is not likely the solution.  “I would be very 
surprised if the resulting concepts ended up being fan-in-wing concepts,” he says. “Fan-in-Wing were pretty much the least successful of all 
the VTOL approaches attempted by Nasa and the Department of Defence over the past 60 years; they have fundamental transition problems 
between take-off and forward flight that the new technologies available do not solve.” Instead, Moore suggests that advances in electric pro-
pulsion and automation will ultimately lead to entirely new concepts. 
     Mike Hirschberg, executive director of the American Helicopter Society International, is also optimistic. A new X-plane program, like the 
one Darpa has started, offers a real opportunity – and money - to tackle an age-old problem, says Hirschberg, who previously served as a 
consultant to Darpa for over a decade. Hirschberg, who tracks VTOL aircraft design, and updated the famous “wheel,” disagrees that it is in 
fact a “wheel of misfortune” (that nickname came about years after the original wheel was developed). It’s true that of the dozens of VTOL 
concepts, only three have been fielded, but that doesn’t mean the idea is futile, he says. One could use the same wheel to depict ideas for con-
ventional takeoff and landing aircraft, and perhaps come to a similarly bleak picture. “I don’t know if it is as bleak, but it’s probably not that 
much better,” he says. 
     Darpa’s project, while high-risk, is not without a solid base: internal studies done by the agency demonstrate that a VTOL aircraft is feasi-
ble. That challenge is simply identifying a design that will make it work practically. “If you start with a clean sheet and ask: what is the art of 
the possible, and throw open the door to unconventional approaches, you get a lot more creative ideas, and a lot more innovative ideas,” says 
Hirschberg. “A lot of them, after full analysis may not work, or may not have a compelling capability that outweighs the cost, or penalties, 
but maybe there will be a breakthrough, maybe you’ll be able to do something. “ 
     There is, he acknowledged, a great deal of disbelief from people about the Darpa project, and some aviation experts may wonder if the 
agency is crazy.  
     “Maybe it is, but maybe someone is crazy enough out there to come up with a new idea or a new approach to an old concept. 

http://www.vstol.org/wheel.htm�
http://www.darpa.mil/NewsEvents/Releases/2013/02/25.aspx�
http://www.darpa.mil/Our_Work/TTO/Personnel/Dr_Ashish_Bagai.aspx�
http://www.darpa.mil/uploadedImages/Content/NewsEvents/Releases/2013/VTOLXPlane1.jpg�
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      CLYDE LYON  
 

I  was raised on a large dairy farm thirty miles South of Windsor in Tilbury, Ontario. From the farm, I had to walk 
three miles to a one room school, where we had sixteen students from grade one to grade eight. I taught myself to 

drive my father's car at eleven years old. When I was twelve years old, I bought a shotgun, and my father gave me 
full use of the car  One morning I was hunting ducks fourteen miles from home. When I got back to the car after 
leaving the marsh where I was hunting, there was a Conservation Officer waiting for me. He asked to see my hunt-
ing license. I told him I did not have one as I was only twelve years old. He told me to get in the car and not come 
back again.  
     When I reached the age of thirteen, I enrolled in High School where I became close friends with Larry Rankin.  
     After High School in 1954, Larry and I joined the RCAF. I was seventeen and Larry was eighteen years old. Af-
ter initial training, I attended the airframe course, and Larry, the electrical instrument course. On course completion, 
Larry was transferred to 400 SQN., Downsview, in Toronto, and I went to 412 (T) SQN., RCAF in Rockcliffe, On-
tario . Six months later, they were looking for volunteers for the fighter squadrons in Europe. I volunteered and was posted to 430 (F) SQN., 
in Grostenquin, France. I was the youngest person on the base and worked with Tony Watters, who had enrolled directly from England.           
One year later, Larry Rankin arrived at 421 (F) SQN., at 2(F) Wing. After two years in Grostenquin, I was posted to 4 (OTU) in Trenton, 
Ontario. There I worked on the North Star, C-119 Packet, the Dakota and one Expediter. I traveled as a technician on the North Star during 
some European operations. As a result of knowing Goeff Brogden, who was a Flight Engi-
neer on North Stars, I became interested in becoming a Flight Engineer. In 1960, I attended 
the first Yukon Course at Canadair. Len Poirier and I were the first two technicians em-
ployed at the new 10 hanger, in Trenton. With hanger doors not yet installed, we spent three 
months assembling ground handling equipment. In February 1961, the first Yukon aircraft 
arrived. Tim Murphy and I were on the first Yukon flight overseas to Camp Darby, in Pisa, 
Italy.  
    In 1964, the air force was looking for technical crewman for 424 (SAR) SQN. I volun-
teered, and attended trades training course in Camp Borden, Ontario. After completion of the 
course, I worked for three years as an apprentice AME for the Trenton Flying Club. Others 
who were also employed there were, Flight Engineers Jerry Germain and Ed Ruth, along 
with technical crewmen, Wayne Marsh and Glen Morgan. After completing my last day on 
technical crewman course, I stopped at theToronto Dominion Tower, and wrote my first 
AME exam. Eventually, I  completed writing the pressurization exam, Turbine Engine exam and Twin Otter and Challenger endorsements.  
     In 1966, a large number of countries, such as Malaysia, Australia and Tanzania, were purchasing Caribou Aircraft, . 
     On 424 SQN., I was employed on the Otters equipped with wheels, floats and skis, the Dakota, the Caribou and lastly the Twin Otter. I 
was tasked in 1968 to deliver a Caribou to Tanzania. Flying low, slow, and unpressurized, our route involved stops at Goose Bay, Keflavik, 
London England, number 1 (F) Wing, Marville France, Athens, Cairo, Khartoum, Nairobi, and finally Dar es Salaam in Tanzania. On our 
departure from Goose Bay in low overcast conditions on route to Keflavik, we were at 9000 ft., when the right engine began backfiring due 
to carburetor icing. I don't think the Tanzanian Caribous had a carb heat system. Five minutes later, the left engine started to backfire severe-
ly. As I could feel the air pressure changing, I knew we were in a descent towards the Atlantic. The Captain ordered everyone to don immer-
sion suits. My duty was to open the ramp door and release the life raft after contact with the water. We were in heavy overcast when I opened 
the ramp door. As I looked at the black ocean with heavy swells, I knew there was no chance for survival in the thin skinned Caribou. As we 
neared the water, my adrenaline was high. At approximately 500 ft., the engines began to operate normally again. The higher outside air tem-
perature at the lower altitudes melted the carburetor ice.  
     During the trip to Tanzania, we flew up the Nile River for two days, stopping at Khartoum, in the Sudan. Our pilot, F /L Monkman,  
would occasionally fly lower than 500 ft. I'm sure that we got the attention from lots of boats at this low altitude. On arrival in Dar es Sa-
laam, the Captain stopped the aircraft and let the Tanzanian pilot taxi the aircraft in to the ramp to the cheers of a government reception. The 
next day, they lent us an Otter to fly ourselves to a safari location, which lasted for two days. After completing the delivery, we departed by 
civil air to London, England, were we caught a Yukon flight home. 
     Three years later, as the air force was looking for a technical crewman to go to (UNMOGIP) United Nations Military Observer Group in 
India and Pakistan, I volunteered for the tour that was to be for a one year duration.  
     I booked myself a flight to Amsterdam on CP Air. The second flight was to be an Air India flight to New Delhi, I arrived at the terminal 
for the flight two days in a row, however the flight was canceled. So I flew on the next available flight that came in from London, England, 
on a BAC Boeing 707, to Moscow and then on to New Delhi. I received a cool reception in Moscow and was locked in a room until aircraft 
departure time. On arrival at New Delhi, I caught an Air India flight to Srinagar in the Kashmir Valley. 
     Waiting for me on arrival, was the full detachment, Major Levia, flying officers Dave Lamb and Dave Rolandson, technicians, WO Frank 
Elvin's (supervisor), STU Adkin IE, Wile Walsh and Rodger Gauthier, who I would work with for the next year.  
     The Kashmir Valley is situated at 6400 ft. in the middle of the Himalayan Mountains. In Srinagar, most houses were made of brick with 

Our Caribou at Sialkot in the Himalaya's 
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no windows. The scenery was magnificent. The Valley is fourty miles wide and eighty miles long. In Srinagar, the stench was horrible from 
all the open sewers running down all the streets. At night the street were full of screeching dogs, and the larger dogs were killing the smaller 
dogs for food.        
     We had no support for the entire year from the RCAF or UNMOGIP. Our house was one of the best in Srinagar. We drank yellow tap 
water and ate fly infested food for the year. Everyone slept on the second floor. My room was on the first floor. When I went to bed, I could 
hear something slithering around on the terrazzo floor, then loud screeching, so I knew the house was full of rats. 
     After two weeks, I was allocated the task as treasurer, paying and looking after the staff. We had one guard, one cook, two servants, and a 
groundskeeper. The groundkeeper would cut the entire lawn with snips. The house was owned by the Deputy Inspection Police (DIP) . I 
would pay him the rent monthly. One night when I went to his house to pay the rent, I had to drink three cups of tea along with curried food, 
which almost made me sick.  
     We made three flights weekly through the Himalayas, with about eight stops along the way, supplying UN observers. Our flying through 
the Himalayas was fantastic. We noted that the local population farmed up to 17000ft. In the valleys 
     We would fly in the valleys as the mountains topped 28000 Ft. We could see the K2 Nanga Parbat mountain range from our house. On 
one flight home, I sat in the jump seat, and FO Dave Lamb pointed to K2, "I don't believe it has ever been climbed" he said, "what do you 
think?" I replied, "Let's do it". So we began circling the mountain, while donning our oxygen masks. At 1700 ft., both janitrol heaters quit. 
We continued our climb, and at over 28000 ft., both engines started backfiring. We were freezing at this altitude so we pulled power and 
glided on down to Srinagar.  
     The fishing and hunting in the Kashmir Valley was fabulous. We fished speckled trout from the glacier streams. Being the only hunter in 
our group, I became friends with the Minister of Natural Resources. He would arrange a large group of beaters and the UN provided the 
transportation to hunt Chukar partridge. He provided me with a double barrel shotgun and shells. One Friday night, he showed up at the 
house and invited me to come and visit a huge hunting lodge overlooking a thousand acre marsh. He told me there were nine hunting blinds 
there and it was only used six Saturdays every year. I said I would hunt in blind number nine, as it had the most ducks and geese near it. At 
five o'clock on Saturday morning, a government jeep arrived at the house. The jeep carried two double barrel shotguns and a wooden crate 
full of ammunition. On arrival at the Lodge, I was met by eight other hunters, dressed to the nines. I asked my friend of the MNR, "who are 
these people?". He explained that they were the highest members of the government, and a Lieutenant General from the army. I felt uneasy 
seeing that I outranked them with my rank of Corporal. He introduced me as Mr. Lyon of the United Nations. They all came over and shook 
hands stating they were so glad to meet me. After many cups of tea, numbered slips from one to nine were put into a pot, and numbers drawn. 
One person drew number nine and the MNR official said, "Give it to me, Mr. Lyon is hunting in that spot". I objected, but they all insisted 
that I hunted from that spot. I arrived at the marsh and there were three duck boats waiting for me. I rode in the front one, with two double 
barrel shotguns and a wooden crate full of ammunition. I asked my guide what was in the other boats. He told me decoys and a human re-
triever. When daylight came, I looked in awe to see a huge flock of mallards and a dozen geese. The geese were brown like our domestic 
geese, and they were all staked to the bottom of the marsh, swimming and flapping their wings. Shortly, large flocks of ducks and geese ar-
rived, silhouetted by the snow covered mountains. I shot about twenty mallards and ten geese.  
     After six months, we moved to Rawalpindi, Pakistan. The only support we received there, was a Hercules that came once a month. The 
General would not allow them to bring in food. We rented a fine house and hired one cook, who looked after everything.  
     Landing on rough unprepared strips was hard on the Caribou landing gear. On one occasion, after renting a hangar, Roger and I  removed 
and disassembled an entire landing gear, installing new seals in the oleo legs. 
     On one take off from Rawalpindi, I was in the Jump seat. The temperature was fourty degrees Celsius and we were loaded to the roof with 
freight, along with ten passengers in the back. At approximately ten miles out, while attempting to climb into the valley, the right engine tem-
perature went off the clock. The engine backfired and was shut down. After checking the engine on the ground, we found that the spark plugs 
were melted. Roger and I spent three days changing the engine outdoors. We had to wear flying gloves as the tools were too hot to handle. 
On the next take off, four days later, I requested the pilots to apply lower power, circle, then climb into the valley, but to no avail. The out-
side air temperature was the same as that on the first take off , fourty degrees Celsius. At almost the same location as before, the left engine 
backfired and was shut down. Because we were so heavy, we were losing altitude. On inspection of the engine, it was found to have suffered 
the same fate as the previous failure. 
     Meanwhile, the General arrived at the aircraft and ordered us to get the aircraft ready for flight. We had no engine but had nine pistons 
and cylinders. Roger and I replaced every second cylinder on the 18 cylinder engine. The airplane flew for a month spewing blue smoke. 
After a month we received a new engine.  
     In 1970, after a one year tour, I departed Kashmir .   
     In 1974, I was still employed with 424 (SAR) SQN. The military was  looking for Flight Engineers as there was a shortage in the trade. 
Dan Jones, Glen Morgan a technical crewman, Lou Ervin, Mut Aiker, Bill Ault, and myself, were put on the Hercules course. On the first 
day of the course, we received a warm welcome. Three of us, who were all AME"s, breezed through the course. On my check ride to Lahr, I 
was approached by one of the leaders of 435 (1) SQN. at the Fliergerhoff aircrew hotel who informed me that I would never fly with his 
SQN. I arrived at 435 (T) SQN. in October 1974, were I was well accepted by CWO, Tony Waters and the other Flight Engineers,  
     I loved flying the Hercules. After one week in the squadron, I was sent on a LAPSE (Low Altitude Parachute Extraction System)  with 
Major Fay. I found the LAPSE very interesting. Within 18 months, I was a Flight Engineer master corporal instructing in the OFT. Three 
years later, I left 424 SQN. When I was asked to teach in 426 SQN., I moved back into our house and thoroughly enjoyed teaching in the 
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Government of Canada achieves important milestone in Maritime Helicopter Project 

T he Canadian Armed Forces is a major step closer to operating a new world-class mari-
time helicopter fleet with the official acceptance of six CH-148 Cyclones. Defence 

Minister Jason Kenney, joined Public Works and Government Services Minister Diane Fin-
ley, as well as Regional Minister for Nova Scotia and Justice Minister Peter MacKay, at 12 
Wing Shearwater to mark this important milestone. The six helicopters were accepted as per 
the schedule set out in January 2014, and have the operational capability to allow the Forces 
to begin retiring the Sea Kings. 
     The aircraft being accepted today will be based at 12 Wing Shearwater and are being used 
for training and testing with Canadian Armed Forces personnel. In its final configuration, the 

CH-148 Cyclone will be capable of a full range of anti-submarine and anti-surface warfare, search and rescue and utility missions in various 
environments and will be one of the most capable maritime helicopters in the world. 
     After more than 50 years of distinguished service, the first two Sea Kings will be retired later this year. The Sea King fleet has served Can-
ada proudly at home and abroad, including missions such as the first Gulf War in 1990-1991, and providing security support at the Vancouver 
2010 Olympic and Paralympic Winter Games. The Sea King fleet will continue operations until 2018 to allow for the transition to the Cy-
clone fleet. Sikorsky and the Canadian Armed Forces conducted sea trials with the CH-148 Cyclone on HMCS Halifax between December 
2014 and May 2015. In support of the trials, the Cyclone conducted 67 sorties, including 322 landings and takeoffs from the frigate. 
The aircraft’s capabilities will continue to be enhanced through future deliveries, with the CH-148 Cyclone maritime helicopter fleet fully 
taking over for the Sea King beginning in 2018. 
     With a maximum cruise speed of 250km/hr., CH-148, Cyclone helicopters will be approximately 10% faster than the CH-124 Sea King. 
Further, the Cyclone has 36% larger usable cabin space, and it can exceed the range and endurance of a Sea King by 40% at max weight and 
sensor performance. 
     In June 2014, the Government of Canada amended both the acquisition contract and in-service support to include an additional 10 years of 
support at rates based on those competed in 2004, thus generating significant value for taxpayers. 

classroom, the OFT, and flying phases of the course. I arrived at 426 SQN. in 1977 and left in 1982 as an MWO. 
     I experienced two very interesting incidents with 426 SQN. On takeoff, one of the Hercules in 436 SQN., lost an engine and almost 
clipped the base hospital. So a decision was made to teach the new pilot's engine out procedures. On a new pilot and FE's first flight, at 
11,000 ft. over Lake Ontario, the aircraft commander pulled the left inboard engine to idle. The student pilot applied full power to the right 
inboard engine, and moments later the aircraft commander pulled the left outboard engine to idle. The new rookie pilot added full power to 
the right outboard engine, causing the aircraft to flip onto its back and begin spinning towards Lake Ontario. I could see sky, water, then sky 
again. I was in the navigators seat and tried to reach the throttles, but the G force was so extreme, I couldn't move. The aircraft finally recov-
ered at 900 ft., and a shaken crew returned to base with no mention being made of the incident. I felt extremely bad for the new Flight Engi-
neer and rookie pilot, who were on their first flight. On landing, the Flight Engineer student asked me if this was a normal maneuver. I was 
unable to respond to his question. After the incident, the new Flight Engineer, SGT Yuan Perry, put in for his release. He left the service and 
purchased a farm. 
     On my next interesting trip, three Hercules were assigned to assist the American Military with evacuation of Americans held hostage by 
the Iranians. We positioned in Istanbul, Turkey, and after five days of waiting, the Americans sent in two helicopters, which were rapidly 
destroyed by the Iranians. President Carter was unwilling to continue with the operation, so we were dispatched back to Lahr, Germany. On 
our way and as nightfall came, we were two hundred miles off the coast of Italy. Suddenly, the cockpit was totally engulfed in smoke. I 
could hardly see the navigator sitting beside me. I requested permission to do the electrical isolation procedure, but the aircraft commander 
was unable to speak, he just nodded his head. I turned off all the generators and turned on the (ATM) Air Turbine Motor. During the emer-
gency, the passengers in the back could see the flames coming from under the 245 bulkhead. We landed in Brindisi, Italy, where I discon-
nected a faulty oil filled transformer rectifier unit.       
     In 1982, I was transferred to 437 (T) SQN. I was now an MWO, and Art Marley and myself were in charge of  the Flight Engineers. After 
obtaining a good job with the Ontario Hydro Corporation, and with only a short time in the squadron, Art left the service. After three years, I 
was promoted to CWO and was made SQN. WO, working for L/Col. Jeff Brace.  
     In 1987, there was an opening for a Chief Warrant Officer of Air Transport Group. I was interviewed by Major General Simonson who 
welcomed me on board. My first job was running a large parade comprising of three squadrons, a fifty man guard of honour and two bands. I 
studied the drill manual for days, and I’m sure I was the most nervous person on the parade. It was a handover parade to Major General, 
Mark Through. 
     I was also Chief Check Flight Engineer on the Boeing 707, air refueller, CC-109 Cosmo, and the CC-144 Challenger. As a result, I spent 
a lot of time on courses,  
     When I was ready to retire in 1992, they convened a massive Flight Engineer mess dinner. Retiring with me, was Tom Jordan, Red Mac-
Lean, Dan Stephane, and Larry Cote. The Base Commander put my brother inlaw, Tom Quinn in charge of the bar.  
     After retirement, I opened a packaging company for a period of two years, spending my summers at Bark Lake, in Barry's Bay. I consider 
myself very fortunate to have worked with so many fine people, after enjoying such a rewarding career.    Clyde Lyon   
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DADG, JOHN ROBERT  FEBRUARY 10, 2015 
QUINLAN, LEO   MAY 17, 2015
    CUFF, ERNIE    AUGUST 2015  
BAUDAIS , GUSTAVE ALBERT  OCTOBER 03, 2015 

Fa l l e n   E a g l e s  

We	record	with	great	sadness	the	passing	of	the	
	following	members	of	the	Association	

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

PiAC’s X-49A Vectored Thrust  
Ducted Propeller (VTDP)  

Compound  
Helicopter Program 

 is an Army Advanced Technology Demon-
stration (ATD) program to flight demonstrate 

potential improvements in speed, range, survivability and reliability, ad-
dressing the Army’s Future Force requirements for greater rotorcraft opera-
tional reach and sustainability. The VTDP technology replaces the conven-
tional tail rotor and provides anti-torque and yaw control with the additional 
ability to provide forward thrust and trim control. In combination with a lift-
ing wing, this technology unloads the rotor, allowing the helicopter to fly 
50% faster, twice as far, is more maneuverable and reduces vibration and 
fatigue loads, improving reliability and reducing life cycle costs.  First flight 
of the X-49A Demonstrator occurred on 29 June 2007 and the Phase 1 flight 
test envelope expansion program has been completed at the Flight Test Cen-
ter, Wilmington, Delaware.  All initial Phase I contract milestones have been 
accomplished and the results have met or exceeded all program objectives. 
The X-49A design, development and flight test program is a primary exam-
ple of PiAC’s engineering, manufacturing, and systems test capabili-
ties.  This program, initiated as an SBIR Phase I effort, has resulted in the 
current Army Sponsored Advanced Technology Demonstration (ATD) pro-
gram.  Successful execution of this program has demonstrated PiAC’s core 
capabilities to rapidly design, fabricate, assemble’ and accomplish the sys-
tems qualification tests  necessary to achieve the test program objectives 
within very limited budgets.  

I N T E R E S T I N G  W E B S I T E S  
Aviation Week's 60 Years At The Paris Air Show 

http://aviationweek.com/ParisArchive?NL=AW-05&Issue=AW-
05_20150609_AW05_334&sfvc4enews=42&cl=article_1_b&utm
_rid=CPEN1000000979529&utm_campaign=2810&utm_medium
=email&elq2=08277f8de31f40c5a5b06b825acaa810 

Bush Pilot - Into the Wild Blue Yonder 
https://www.onf.ca/film/bush_pilot_into_wild_blue 

Early Aviation-Airplane Video 
https://www.youtube.com/watch?v=Wwovm1FJ_Bo  

For all you "old" fliers out there — Warbirds of America  
Http://vimeo.com/101647637  

       This should put a smile on your face.... While waiting for a 
flight at Washington, D.C.  Ronald   Reagan National  

Airport, two World War II veterans  
proved they can still boogie!    

https://plus.google.com/+PattyGarzalittlebytesnews/posts/
HJe8QiYS14k  

Aerobatics with best female pilot      
Cockpit:  https://youtu.be/sR76PfL2KRw        

Outside  view:  https://youtu.be/eKLaJDIoWfI          
Closing of Baden Air Force Base  

https://www.youtube.com/watch?
v=FtwPGGSI8rE&app=desktop	
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CUFF, Ernie was an RCAF pilot for more than twenty years, and 
then a securities broker with Richardson Greenshields until his retire-
ment in 1992. During retirement he and Eda enjoyed many cruises 
and vacations in Hawaii and Mexico, and he continued to enjoy all 
his favourite activities including skiing and cycling. He was a long-
time member of the downtown YMCA, where he developed many 
wonderful friendships. It was a life well lived.   

BAUDAIS, Gus was very proud of his service carreer in the RCAF, 
serving from August 1942 until November 1945. 
After a short break, he then reenlisted in August 
1946 and remained in the Air Force until retiring in 
February 1975. 
     Anyone who knew Gus knew he loved his gar-
den, his family and his friends, including many 
friends at 888Wing and the Comox Golf Course, 
where he still golfed on Sundays.   

Tally Ho! Ho! Ho!

Tally Ho! Ho! Ho!

Tally Ho! Ho! Ho!   

Never stop being a kid. Never stop feeling 
and seeing and being excited with great 
things like air and engines and sounds of 
sunlight within you. Wear your little mask 
if you must to protect you from the world 
but if you let that kid disappear, you are 
grown up and you are dead.   — Richard Bach,  
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	Air shows are events in which the public get to see aircraft perform, as well as to view aircraft on the ground. They are the most elaborate event that an airport can undertake. Air shows have transformed from simple affairs to more complex and competitive events today.
	     In the past, putting on an air show was a relatively simple thing. All you had to do was find a few people who owned airplanes and would agree to fly, bring a couple of jets and the crowd was thrilled. Nowadays things are not so simple. Wing walkers, parachute jumps and ‘loop-de-loops’ are not enough. Audiences are more sophisticated and they demand more—and not just in numbers, but in variety. The problem is there is more and more competition for the truly good airshow acts and for the available airplanes.
	     Airshow events can take on many shapes and sizes. Typically the cost in both time and money invested will increase as the level of complexity, duration and size of participation increase. Events have a way of starting to expand beyond the original scope, and the time, energy and the funds invested in the event expand as well.
	     This year was a lean one for air shows in this neck of the woods. Air shows have been slowly fading away for the past few decades, mirroring the overall decline in general aviation. The recession that began in 2008 has only accelerated the trend, as sponsorship budgets shrank and the number of paying visitors declined. 
	     An airshow is an extremely expensive and time consuming event to stage. The key to a successful and profitable air show, is the control of the moneys available to committees for funding each section of the show. Revenue will normally come from ticket revenue, sponsorships, vendors and program sales. 
	      The second key is the involvement of the local business community in the planning and sponsorship. In many cases, air show sponsors have had the entire show prepaid by corporate and business donations
	     Because a strong sponsorship program enhances ticket sales, creates additional media coverage and generates revenue that can be invested in other aspects of the show, the success of an air show can often be measured by the success of its sponsorship program. 
	     Some are seeing declining attendance and reduced sponsor revenue, while others are worried about rising costs of such things as fuel, insurance and performer fees. And whether their shows are big or small, the concerns are universal. 
	     As a result of some of these issues, the 2015 Wings Over Wasaga airshow, scheduled for July 4-5 in Wasaga Beach, Ontario, was canceled. A lack of sponsorship funds and early planning, was a large player in the decision to cancel. 
	     The 2015 Waterloo Airshow was also cancelled because there just hadn’t been enough support for the event in the region. Financially, the event could not be sustained after investing heavily in it for 4 years. The show could not justify continuing accepting the losses. Just not enough people were paying to see the show, and there was just not enough sponsors. The show suffered from some bad weather in recent years, and had to end early last year due to approaching thunderstorms.
	     The 2015 St. Thomas Air Show cancelled following consultation with military and civilian performers, and to avoid conflicting dates with other events. 
	    The Canadian Armed Forces Day and Air Show at CFB Borden was also cancelled in June. Normally the air show is held at the local Canadian Forces base every two years, with the last show taking the skies in 2012.
	       The only air show of any significance in the area this year was the Canadian Warplane Heritage Hamilton Air Show on August 15/16. 
	The flying demonstrations began late in the day from 5:30PM to 8:30PM. This rather late-in-the day event  went on sale for $99.99, while the regular price was $124.99. This included parking, premium barbeque and three hour airshow. Only 1200 tickets/day were available for the event.  Due to the inflated admission price and late air show time, I did not attend the event. 
	     I believe that one of the factors that dissuades many people from attending air shows, is the trend over recent years towards off-site parking at most of the major air show events.
	     However, I did put some mileage on my camcorder at this years Rotary Airshow at the Brantford Municipal Airport in September. It turned out to be a rather mediocre event. It was more of a venues-money-grabbing event with minimal emphasis devoted to static and flying demonstrations
	      I scrubbed my annual attendance at the Great War Flying Museum in Brampton, Ontario, flying event, because the weather was forecasted to be a rain day. However I did get to go to the Tigerboys Annual Fly-In. The major highlight of the day was a flight in the venerable Tigermoth.
	     Looking ahead to the future, I might consider the option of going across the border in to see an airshow. I have done so in the past by attending, Wings Over Houston, Thunder over Michigan  and the NAS Oceana Air Show, all of which, were superior events. Canada has a long way to go to match the USAs idea of how to organize and present class AAA airshows!  
	The Wickenby Pilmigrage            
	    				My trip to England —— from Carl Ryan
	In 1943, my first cousin was shot down and killed in a Lancaster while on a mine laying trip, while flying with #12 Sqn. out of RAF Base Wickenby. A couple of years ago, I decided to research his service life, and by the time I had finished, I knew every step of his career, and a real bond developed. I even have a copy of his log book with his notations on the different trips he made. 
	     He was just a couple of trips shy of finishing a complete tour of ops. In my search, I also found out that every year, the association formed by the members of #12 Sqn., and also #626 Sqn., which also flew from Wickenby, have a reunion and memorial service to honor the 1080 men who were killed flying out of there. There is a meet and greet on Friday, a dinner on Saturday, and the memorial service on Sunday, with the laying of wreaths at the cairn that had been erected on the base. Weather permitting, there was to be a fly-past of a Lancaster, Hurricane, and a Spitfire. The base is now being used as a flying club. 
	     Because I am a relative, I have been made an Associate Member, and my name has been placed in the book called the Wickenby Register, which is the name of the organization. 
	     I had sent them a short resume of my cousin and myself, which they then sent out to all the members. Lo and behold, I received a letter and Christmas card from an ex RAF pilot who knew and was a close friend on my cousin. He cleared up some erroneous facts that I had, as well as told me some stories about their life on and off the base. He had stopped going to these reunions as he is 89 years old, and has a long way to travel, but having been in touch with me, he came to this one to meet me. We planned to go to one of the pubs that he and my cousin frequented, and to raise  our glasses high in  memory of him. 
	     There is quite a story about this guy. His name is Jo Lancaster who had finished his tour of ops. after which he had been sent to an OTU as an instructor. He had gone to the CO and said that it was too dangerous a job, and requested to do another tour instead. A friend of his said he would gladly take the OTU job, as it was near his folks. Well, Joe lived through another 30 trips, while his friend was killed on a training mission. You just never know. #12 Sqn. is now stationed at Lossiemouth and sends a representative each year. Relatives from all over  also attend, including Canadians. I was really looking forward to this get together. I only met my cousin once, while he was in Halifax, en-route overseas. I just felt this was something I had to do. 
	     On September 04, I arose around 0800. The morning was spent getting the groceries in and finishing up packing. After lunch, my daughter, son-in-law and wife took me to the airport. I had to be there by 1615. The plane took off on time, and after an all night, no sleep trip, I arrived in Gatwick at around 0600 local time. Carrying two bags, I located the train station and caught 0643 to St. Pancras. It was an old electric coach being used as a commuter and very crowded. About an hour later arriving at St. Pancras, I hurried out of the station  across two thoroughfares to the station at Kings Cross. There I waited about an hour to catch the train to Newark-Northgate, I arrived there around 0945, and caught the 1000 train to Lincoln, which arrived around 1025. 
	     Of course it was raining, and I finally got a cab to my hotel where to my dismay, I was too early for my room, and also the bar. Being my charming self, I got them to get me a double rum and they gave me my room shortly afterterwards. I unpacked, showered, shaved, changed clothes and went for lunch. I sat in the bar but drank very slowly as the drinks were $10.00 a shot. After going for supper, where a cheese burger cost $20.00, I went back to the bar, waiting for others attending the reunion to show up. My cousin's friend didn't show until around 2130. We talked, had a few drinks and made plans for the next day. I got to bed about 0130 Saturday morning. The first sleep I had since 0800 Thursday. 
	NO REGRETS’  Veteran RCAF Airman	Frank Honey    
	Veteran airman Frank Honey has a wide array of accomplishments, citations and experiences in his career: one thing that never concerned him too much was rank. “I turned down a chance for a commission twice – I wanted to work with my men,” the retired aircraft maintainer says now, looking back at age 91 on a 37-year career with the Royal Canadian Air Force, that began with Second World War Spitfires and Tomahawks. 
	     “The first time they asked, I wasn’t even tempted – not at all. Some people are too rank-conscious, and that would always get to me. I was honoured to be asked, but I liked working with the men. I got along great with them – I’m still in contact with some of them, and they still call me ‘chief.” 
	     Honey saw his first plane at age 16, walking a railway line through a field with his father in the British Columbia interior. He’d always been interested in motors and engines, but the sight of this small plane with floats for a landing gear hooked him. 
	     “Well, I went home, and all I talked about was that plane. Mom and Dad said they’d send me on a course.” He took a nine-month course in aircraft maintenance after high school at Sea Island, then just a small airport. He applied for a job at Boeing, but while he was waiting to hear back, walked into an RCAF recruiting unit to join up. The air force called back first. “I was called up and on a train to Ontario the next day,” Honey says. He was 18, it was 1941 and he was a brand new aircraft second class airman – “the lowest you could be, but I didn’t know and didn’t care.” Within a few months, he was on the Queen Elizabeth II, a troop ship, heading to England. “There were 16 of us in a room meant for four: we were sleeping three high. To put your shirt on, you had to step out in the hall.” 
	     In England, Honey worked on airfields repairing Tomahawks, Mustangs and Typhoons. In the last hours before the D Day invasions of Normandy, France, he remembers being handed buckets of black paint and white wash, with a cheap paintbrush. “We didn’t know what it was for – it was a big secret, but we did what we were told.” The crews painted black and white stripes on every Allied aircraft involved in the invasion: any planes spotted in the next few days without the stripes, would be deemed enemy aircraft, and shot down. 
	     As part of the ground crew, Honey went ashore with the army in the D Day landings: “I drove a truck onto the beach, and there’s not too many air force guys who could say that.” The planes had been over France in the days before, but “were getting all shot up and flew back to England. “We were a mobile unit, and they told us there was an airport ready for us: all it was, was a cabbage field with coconut matting and wire mesh laid over it. We went over to get it all set up for the planes, and then they came back. The British warships off the coast were shooting 14-inch shells over our airport. We could see the flames from the ships guns, and the shells going over us to land on the Germans.
	   “When I look back on it, I was lucky, I guess.” Honey spent the rest of the war working his way deeper into Europe, through France, Belgium, Holland and, finally, finished with the deepest RCAF unit within Germany. 
	     Following the war, back in Canada, Honey remained in the air force and became a Flight Engineer, then a technical instructor, examiner and aircraft maintenance supervisor. He qualified by the end of his career, on 28 different types of aircraft, and was posted all over Canada, including Greenwood (twice, for 18 years in total). 
	     He was on the first Argus course at Greenwood, which stands out in his mind as a career highlight – but admits pulling mach 2 as a Starfighter passenger was something “not too many guys can say they’ve done.” “I was promoted to Chief Warrant Officer and stayed here in Greenwood, and a couple of years later, they came and said I’d been selected for Air Command Chief Warrant Officer and would have to move to Winnipeg,” Honey says. “Well, I said they’d have to move Winnipeg here, and I turned it down. So, my tour finished as a Chief Warrant Officer. 
	“I’ve been on an aircraft carrier, I’ve been in a submarine – I liked the planes. “I don’t regret what I done one bit.” 
	vice. 
	     The Lancaster was unserviceable so the fly-past was done by a Spitfire. He put on a great, low level show, then waggled his wings goodbye. After saying goodby to Jo, Pauline, and other friends that I had met, I got the bus back to the hotel. Making it back to my room, I remained there feeling deathly ill for most of the night. I felt somewhat better in the morning. After a breakfast of some toast and jam, I got a cab and did the three-train change stations bit, back to Gatwick, where I had booked a hotel for the night. After a couple of drinks at the bar, I went to my room and watched TV, then went to bed early as I had a 0600 wake up.
	     Its interesting to note that to save all the hassle with the trains, I inquired about a cab from Lincoln to Gatwick. It was about $866, and not an option at this price. But earlier when I was so sick at the hotel, I had thought about it.
	     After siting in the Gatwick terminal for a couple of hours, I got on my flight and arrived in Halifax around 1430, followed by a one and one half hour drive home. It  was a long, hard trip, but I wouldn't have missed it. 
	ISIS hasn’t been discriminating in its use of weapons; the group fights with whatever it can find. However, several systems have become common to ISIS fighting units. 
	Camel fighter jets . . . . . 
	A runway excursion at CFB Greenwood heavily damaged an RCAF Aurora.
	Military investigators are looking into a runway excursion at CFB Greenwood, Nova Scotia, that left a CP-140 Aurora heavily damaged. None of the 17 RCAF personnel aboard the aircraft were injured in the mishap, which occurred during a thunderstorm.
	According to the military’s preliminary report, the mishap occurred following an aborted takeoff.
	      During takeoff roll just prior to rotate, AC (aircraft commander) called abort, the aircraft swerved left, departed [runway] and came to rest in grassy area on the left of the runway. 
	     The nose gear collapsed and it appears the propellers struck the ground. The RCAF rated the damage severity a B, which is one step below a complete writeoff. The reason for the abort order hasn’t been released. The aircraft are equipped with both flight data and cockpit voice recorders.
	     Emergency services were on scene immediately and Flight Safety started their investigation.
	     The Aurora and its crew were departing 14 Wing Greenwood for northern sovereignty patrols.
	     A flight safety investigation was to look into the incident in order to suggest measures to prevent future occurrences.
	     The RCAF has strict training and airworthiness programs that help us ensure the safety of our personnel and aircraft. Regular maintenance and servicing of aircraft and an extensive preventative maintenance program is mandatory for all RCAF aircraft.
	      Auroras are among the RCAF’s most expensive aircraft and are used for maritime surveillance along with reconnaissance and tactical intelligence roles.
	The great changes in technologies in a life time.
	In the early fifties, at station Sea Island on Airforce Day I was an aero engine mechanic.
	     My job on this day was to look after the rotary engine that was borrowed from the University of British Columbia .This was one of those engines that the crankshaft was stationary and the engine rotated around the crankshaft. A great fly wheel that I would guess kept rotating long after the engine quit. Real outdated technologies I thought, but there were several old pilots  that came by to admire the old engine and to tell me they had flown aircraft in WW1 with these engines installed.
	     My thought at that time was that we sure had come a long way with advancements in our aircraft.
	As we now had planes like the Dakota and Canso with electric start and if the batteries were flat you could just hand crank the flywheel on the starter, then engage the starter with a pull cable. Much safer than hand cranking the propeller.
	     This year I went to the Comox Airforce Day open house to check out the aircraft. Many years ago I was an FE on Hercules E models so I went to have a look at the Hercules J model. Things have advanced greatly. Gone is the Radio and Navigator officers both replaced by big improvements in radio and navigational equipment. But also missing in the flight deck in the FE seat. The engineer replaced by a very smart computer, that will tell you what is not working, and enables you to trip circuit breakers from the computer. The Load Master does some of the FE duties. I guess the next step is that Airplanes will be just drones with no crew. Technology marches on and shows us that the advanment in aircraft between WW1 and the end of WW2  has been equaled or surpassed by our present advancements.
														Jack Cryderman  
	2016 FLIGHT ENGINEERS REUNION UPDATE
	I would like to take this opportunity to wish all our members a very Merry Christmas and a Healthy & Happy New Year!  
	     I would also like to invite you to Trenton for the last of the Bi-Annual CMFEA Reunions on the 9,10 and 11 September 2016. 
	We are still working on details of venues and menus cost which we will make public in the next few weeks. We will get the information out via email, the website and of coarse full details will be in the April Propwash. I hope with your support, this last national reunion will be a memorable one for all of us, and I look forward to seeing many of you in Trenton. 
	                           F-35 might not meet performance standards of CF-18s, 
	says  U.S. think- tank
	A U.S. defence and foreign affairs think-tank released a comprehensive report suggesting the oft-maligned F-35 jet might not meet the performance standards of existing fighter planes, including Canada’s CF-18s.
	     The National Security Network, a non-profit foreign policy group based in Washington, D.C., is the latest organization to raise questions about the stealth fighter program, which is over budget and behind schedule in the U.S.
	     Other organizations, including the Rand Corp., have studied the troubled program, but much of the analysis has revolved around the enormous cost and some of the technical snags, such as software, that have held up development. There have also been simulations that have compared the F-35 to potential competitors.
	     One of the key features of the latest report is its comparison of F-35 operational capabilities with the jets it is intended to replace, including the F-16, F-18 and A-10. In each case, the stealth fighter comes up short.
	      By staying fully committed to the F-35 program, the United States is investing unprecedented resources in the wrong aircraft, at the wrong time, for the wrong reasons.
	     A spokeswoman for Lockheed Martin, the plane’s U.S. manufacturer, defended the project, saying the Pentagon’s head of the program has stated there are no “show stopper” technical issues that prevent the warplane from being fielded.
	“Regarding this report, we see the program much differently,” said Alison Orne, who noted there are more than 130 jets in service today and the U.S. Marine Corps recently declared the fighter ready for initial operations. “This program has never been stronger and by the end of the decade more than 650 jets will be flying worldwide.”
	     While the defence giant may see the project in a different light, Orne’s email didn’t address the specific issue of the comparison between the F-35 and legacy jets.
	     The Harper government put its purchase of 65 F-35s on hold after being accused by the auditor general of fudging the price tag and not doing sufficient research. It planned to extend the life of the CF-18s to 2025.
	     The planned RCAF purchase, which would have cost taxpayers an estimated $44 billion over its four-decade lifetime, was a prominent feature of a past election campaign in 2011, but since the auditor general’s report, it had slipped off the public radar as the bureaucracy had buried it in studies, analyses and process.
	     Some defence observers and commentators have suggested the plan to refurbish the 1980s-era CF-18s has effectively neutralized the politically damaging issue, at least until the Oct. 19 vote. But University of British Columbia political scientist and defence expert Michael Byers says the new report should remind the public that replacement of the one of the military’s core fleets has been badly mismanaged.
	     “I think governments need to be made to own failures like that,” said Byers, who has urged the government to abandon the F-35 in favour of another plane. “Our fleet of fighter aircraft is unacceptably old and there is no current plan to replace them.”
	Byers said metal fatigue on the CF-18 airframes is a concern. The air force has said the current bombing campaign in Iraq and Syria is not adding to wear on the existing jets because they are not facing the stress of high-speed manoeuvres.
	     Byers accepts that, but he says the increasing threat of Russian incursions — either into Canadian airspace or in other NATO countries — means the fighters will be called upon to perform more stressful flying.
	     In early September, Prime Minister-designate Justin Trudeau, told a partisan crowd on the docks in Halifax that he’d scrap the multi-billion F-35 program and put the money into ships. Trudeau said, that rather than buy 66 F-35s, his government would plan to purchase an equal or greater number of low-priced, but equally effective replacement aircraft. Its also assumed the final purchase would be the result of an open bidding process, which will take a minimum of two years.  
	     Certainly there are questions about whether the F-35 is our best choice, but its equally true that the pool of potential replacements for our worn out CF-18s is as narrow as it is shallow. The bonus is that the RCAF will probably end up with more airplanes.
	     Ruling out the F-35 (there may not be a legal way to keep it out of the bidding, however) effectively leaves the F/A-18 Super Hornet, Dassault’s Rafale and the Eurofighter as contenders for the contract. However, without the F-35 in the mix, Saab might rethink entering the race with its updated Gripen NG.
	     None of those options has the combination of stealth, surveillance and weapons capabilities that the F-35 and some other fifth generation designs from Russia and China, have but Trudeau has said he doesn’t think Canada needs a fifth generation fighter, because Canada won’t need to attack anything.
	     Trudeau promised to immediately re-open bidding for the replacement of the RCAF’s aging CF-18 fleet if he won the election.
	Now, he’s reportedly rethinking that stand in favour of discussing options with Obama. According to a Bloomberg report, Trudeau has apparently heard from the Obama administration about his F-35 posture, and since one of his key goals is to repair tense relations with Washington, becoming the first country to drop out of the multi-national effort to develop the fifth generation fighter.
	     Although Canada is only on tap to buy 65 of the jets, the U.S. is anxious to avoid any kind of stampede for the door as the troubled program racks up development costs and misses performance milestones.
	     The tip of the hat to Washington means that any move toward an open bid, will likely take well into the new year.
	     Meanwhile, aircraft builders shut out by Canada’s sole source deal with Lockheed Martin have been wearing out the carpet in front of the new government’s door, hoping to get a chance at a multi-billion dollar deal for new fighters.
	Imagine an aircraft that combines a helicopter’s ability to takeoff and land from almost anywhere, with the speed and range of a fixed wing aircraft. That’s precisely what aviation enthusiasts have dreamed of building for well over 50 years. In fact, so many efforts have been made to get a vertical takeoff and landing (VTOL) aircraft off the ground that even advocates of the concept often refer to the “wheel of misfortune,” a diagram that depicts the dozens of mostly failed concepts. Many never got off the blackboard, and only three have ever been flown operationally by the military – the main customer for these vehicles.
	     But now, the Pentagon’s Defense Advanced Research Projects Agency (Darpa) is taking another spin at the “wheel”. This week, the agency announced a new X-plane program, which will seek to build a prototype aircraft to demonstrate a better VTOL design. That means more than just brushing off old ideas: the agency is hoping for an entirely fresh approach.
	     "Strapping rockets onto the back of a helicopter is not the type of approach we're looking for,” Ashish Bagai, Darpa program manager said in a statement announcing the new programme. “The engineering community is familiar with the numerous attempts in the past that have not worked. This time, rather than tweaking past designs, we are looking for true cross-pollinations of designs and technologies from the fixed-wing and rotary-wing worlds.” Indeed, the Pentagon agency is seeking what it calls the “elegant confluence” of different engineering designs and approaches to a VTOL aircraft.  
	     There are numerous to choose from. VTOL concepts over the years have included various ingenious solutions for powering and lifting these craft including tilt-rotor aircraft, tilt-wing, vectored thrust, tilt prop and tilt jets, just to name a few. A few have even been used operationally, such as the US military’s tilt-rotor V-22 Osprey; the iconic Harrier, which relies on vectored thrust to control its movements; and the Soviet Yak-38, another vectored thrust machine.  But many more never got anywhere near the battlefield, such as a class of aircraft that stood on their tails – like rockets – for lift-off (These impractical designs included the Lockheed XFV-1 and the Convair XFY-1 Pogo.)
	     The traditional problem with VTOL aircraft has been the tremendous complexity involved in having to transition from horizontal flight to vertical flight. Many of the schemes, which combine rotors and wings, or involve tilting some component of the aircraft, make for technically elaborate designs that are often impractical to operate and fly. That Darpa would try to tackle the VTOL problem, even after so many failures, is not surprising. It has long been the tradition of the agency to tackle significant engineering challenges, such as robotics and hypersonics, multiple times until something works. Moreover, the appeal of a VTOL aircraft is simple: helicopters offer the unique ability to take-off and land without an airstrip, providing the military with access to places where fixed-wing aircraft can’t land, while fixed-wing aircraft offer greater speed and range.
	     The question, now, however, is whether Darpa can come up with anything new. And on that point, not everyone is optimistic.
	The number one problem in the aeronautical sense, with VTOL, is you’re trying to have it all, and in aviation, everything is a tradeoff. This is really, really hard to do, this is harder than rocket science in a lot of ways. You’re trying to do something that is counterintuitive, and it’s not obvious that you’re going to have success. Nor is it even clear that an entirely fresh approach to the problem is what is needed. Richard Hallion, a former senior advisor to the US Air Force and aerospace historian says there have been improvements in established technology over the years - composite materials, fly-by-wire flight controls, and better propulsion - which may make past VTOL concepts now feasible. “Many of those are waiting to be rediscovered or mined,” he says. “Frankly, the history of aerospace technology is one of constant reinvention, reinterpretation, and to a certain degree, rediscovery. That’s not a bad thing.” No one denies that the road to VTOL aircraft is littered with the corpses of past aircraft, including several Darpa programs, but proponents argue that that’s the whole point of the new initiative.      Mark Moore, a Nasa engineer who has specialized in VTOL aircraft for three decades, says he’s excited about Darpa’s plans, but cautions that the example included in a graphic announcing the programme, showing a fan-in-wing design, is not likely the solution.  “I would be very surprised if the resulting concepts ended up being fan-in-wing concepts,” he says. “Fan-in-Wing were pretty much the least successful of all the VTOL approaches attempted by Nasa and the Department of Defence over the past 60 years; they have fundamental transition problems between take-off and forward flight that the new technologies available do not solve.” Instead, Moore suggests that advances in electric propulsion and automation will ultimately lead to entirely new concepts.
	     Mike Hirschberg, executive director of the American Helicopter Society International, is also optimistic. A new X-plane program, like the one Darpa has started, offers a real opportunity – and money - to tackle an age-old problem, says Hirschberg, who previously served as a consultant to Darpa for over a decade. Hirschberg, who tracks VTOL aircraft design, and updated the famous “wheel,” disagrees that it is in fact a “wheel of misfortune” (that nickname came about years after the original wheel was developed). It’s true that of the dozens of VTOL concepts, only three have been fielded, but that doesn’t mean the idea is futile, he says. One could use the same wheel to depict ideas for conventional takeoff and landing aircraft, and perhaps come to a similarly bleak picture. “I don’t know if it is as bleak, but it’s probably not that much better,” he says.
	     Darpa’s project, while high-risk, is not without a solid base: internal studies done by the agency demonstrate that a VTOL aircraft is feasible. That challenge is simply identifying a design that will make it work practically. “If you start with a clean sheet and ask: what is the art of the possible, and throw open the door to unconventional approaches, you get a lot more creative ideas, and a lot more innovative ideas,” says Hirschberg. “A lot of them, after full analysis may not work, or may not have a compelling capability that outweighs the cost, or penalties, but maybe there will be a breakthrough, maybe you’ll be able to do something. “
	     There is, he acknowledged, a great deal of disbelief from people about the Darpa project, and some aviation experts may wonder if the agency is crazy. 
	     “Maybe it is, but maybe someone is crazy enough out there to come up with a new idea or a new approach to an old concept.
	walls at passenger check-in counters. Long oval tubes drew you from check-in to departure gates.
	Thomas Baldwin’s “Aerial Rowboat” Could Do About 4 MPH on a Calm Day
	However impractical, the hydrogen airship was a big hit with crowds in 1905.
	      CLYDE LYON 
	I was raised on a large dairy farm thirty miles South of Windsor in Tilbury, Ontario. From the farm, I had to walk three miles to a one room school, where we had sixteen students from grade one to grade eight. I taught myself to drive my father's car at eleven years old. When I was twelve years old, I bought a shotgun, and my father gave me full use of the car  One morning I was hunting ducks fourteen miles from home. When I got back to the car after leaving the marsh where I was hunting, there was a Conservation Officer waiting for me. He asked to see my hunting license. I told him I did not have one as I was only twelve years old. He told me to get in the car and not come back again. 
	     When I reached the age of thirteen, I enrolled in High School where I became close friends with Larry Rankin. 
	     After High School in 1954, Larry and I joined the RCAF. I was seventeen and Larry was eighteen years old. After initial training, I attended the airframe course, and Larry, the electrical instrument course. On course completion, Larry was transferred to 400 SQN., Downsview, in Toronto, and I went to 412 (T) SQN., RCAF in Rockcliffe, Ontario . Six months later, they were looking for volunteers for the fighter squadrons in Europe. I volunteered and was posted to 430 (F) SQN., in Grostenquin, France. I was the youngest person on the base and worked with Tony Watters, who had enrolled directly from England.           One year later, Larry Rankin arrived at 421 (F) SQN., at 2(F) Wing. After two years in Grostenquin, I was posted to 4 (OTU) in Trenton, Ontario. There I worked on the North Star, C-119 Packet, the Dakota and one Expediter. I traveled as a technician on the North Star during some European operations. As a result of knowing Goeff Brogden, who was a Flight Engineer on North Stars, I became interested in becoming a Flight Engineer. In 1960, I attended the first Yukon Course at Canadair. Len Poirier and I were the first two technicians employed at the new 10 hanger, in Trenton. With hanger doors not yet installed, we spent three months assembling ground handling equipment. In February 1961, the first Yukon aircraft arrived. Tim Murphy and I were on the first Yukon flight overseas to Camp Darby, in Pisa, Italy. 
	    In 1964, the air force was looking for technical crewman for 424 (SAR) SQN. I volunteered, and attended trades training course in Camp Borden, Ontario. After completion of the course, I worked for three years as an apprentice AME for the Trenton Flying Club. Others who were also employed there were, Flight Engineers Jerry Germain and Ed Ruth, along with technical crewmen, Wayne Marsh and Glen Morgan. After completing my last day on technical crewman course, I stopped at theToronto Dominion Tower, and wrote my first AME exam. Eventually, I  completed writing the pressurization exam, Turbine Engine exam and Twin Otter and Challenger endorsements. 
	     In 1966, a large number of countries, such as Malaysia, Australia and Tanzania, were purchasing Caribou Aircraft, .
	     On 424 SQN., I was employed on the Otters equipped with wheels, floats and skis, the Dakota, the Caribou and lastly the Twin Otter. I was tasked in 1968 to deliver a Caribou to Tanzania. Flying low, slow, and unpressurized, our route involved stops at Goose Bay, Keflavik, London England, number 1 (F) Wing, Marville France, Athens, Cairo, Khartoum, Nairobi, and finally Dar es Salaam in Tanzania. On our departure from Goose Bay in low overcast conditions on route to Keflavik, we were at 9000 ft., when the right engine began backfiring due to carburetor icing. I don't think the Tanzanian Caribous had a carb heat system. Five minutes later, the left engine started to backfire severely. As I could feel the air pressure changing, I knew we were in a descent towards the Atlantic. The Captain ordered everyone to don immersion suits. My duty was to open the ramp door and release the life raft after contact with the water. We were in heavy overcast when I opened the ramp door. As I looked at the black ocean with heavy swells, I knew there was no chance for survival in the thin skinned Caribou. As we neared the water, my adrenaline was high. At approximately 500 ft., the engines began to operate normally again. The higher outside air temperature at the lower altitudes melted the carburetor ice. 
	     During the trip to Tanzania, we flew up the Nile River for two days, stopping at Khartoum, in the Sudan. Our pilot, F /L Monkman,  would occasionally fly lower than 500 ft. I'm sure that we got the attention from lots of boats at this low altitude. On arrival in Dar es Salaam, the Captain stopped the aircraft and let the Tanzanian pilot taxi the aircraft in to the ramp to the cheers of a government reception. The next day, they lent us an Otter to fly ourselves to a safari location, which lasted for two days. After completing the delivery, we departed by civil air to London, England, were we caught a Yukon flight home.
	     Three years later, as the air force was looking for a technical crewman to go to (UNMOGIP) United Nations Military Observer Group in India and Pakistan, I volunteered for the tour that was to be for a one year duration. 
	     I booked myself a flight to Amsterdam on CP Air. The second flight was to be an Air India flight to New Delhi, I arrived at the terminal for the flight two days in a row, however the flight was canceled. So I flew on the next available flight that came in from London, England, on a BAC Boeing 707, to Moscow and then on to New Delhi. I received a cool reception in Moscow and was locked in a room until aircraft departure time. On arrival at New Delhi, I caught an Air India flight to Srinagar in the Kashmir Valley.
	     Waiting for me on arrival, was the full detachment, Major Levia, flying officers Dave Lamb and Dave Rolandson, technicians, WO Frank Elvin's (supervisor), STU Adkin IE, Wile Walsh and Rodger Gauthier, who I would work with for the next year. 
	I just love this...it’s smart. This should be adopted by all airports.
	What a simple and brilliant idea! I particularly like the 'spare' seat announcement!! 
How simple and effective!  This is common sense, people!     It's hard to beat Israeli technology! 
TEL AVIV,  Israel - The Israelis are developing an airport security device that eliminates the privacy concerns 
	no windows. The scenery was magnificent. The Valley is fourty miles wide and eighty miles long. In Srinagar, the stench was horrible from all the open sewers running down all the streets. At night the street were full of screeching dogs, and the larger dogs were killing the smaller dogs for food.       
	     We had no support for the entire year from the RCAF or UNMOGIP. Our house was one of the best in Srinagar. We drank yellow tap water and ate fly infested food for the year. Everyone slept on the second floor. My room was on the first floor. When I went to bed, I could hear something slithering around on the terrazzo floor, then loud screeching, so I knew the house was full of rats.
	     After two weeks, I was allocated the task as treasurer, paying and looking after the staff. We had one guard, one cook, two servants, and a groundskeeper. The groundkeeper would cut the entire lawn with snips. The house was owned by the Deputy Inspection Police (DIP) . I would pay him the rent monthly. One night when I went to his house to pay the rent, I had to drink three cups of tea along with curried food, which almost made me sick. 
	     We made three flights weekly through the Himalayas, with about eight stops along the way, supplying UN observers. Our flying through the Himalayas was fantastic. We noted that the local population farmed up to 17000ft. In the valleys
	     We would fly in the valleys as the mountains topped 28000 Ft. We could see the K2 Nanga Parbat mountain range from our house. On one flight home, I sat in the jump seat, and FO Dave Lamb pointed to K2, "I don't believe it has ever been climbed" he said, "what do you think?" I replied, "Let's do it". So we began circling the mountain, while donning our oxygen masks. At 1700 ft., both janitrol heaters quit. We continued our climb, and at over 28000 ft., both engines started backfiring. We were freezing at this altitude so we pulled power and glided on down to Srinagar. 
	     The fishing and hunting in the Kashmir Valley was fabulous. We fished speckled trout from the glacier streams. Being the only hunter in our group, I became friends with the Minister of Natural Resources. He would arrange a large group of beaters and the UN provided the transportation to hunt Chukar partridge. He provided me with a double barrel shotgun and shells. One Friday night, he showed up at the house and invited me to come and visit a huge hunting lodge overlooking a thousand acre marsh. He told me there were nine hunting blinds there and it was only used six Saturdays every year. I said I would hunt in blind number nine, as it had the most ducks and geese near it. At five o'clock on Saturday morning, a government jeep arrived at the house. The jeep carried two double barrel shotguns and a wooden crate full of ammunition. On arrival at the Lodge, I was met by eight other hunters, dressed to the nines. I asked my friend of the MNR, "who are these people?". He explained that they were the highest members of the government, and a Lieutenant General from the army. I felt uneasy seeing that I outranked them with my rank of Corporal. He introduced me as Mr. Lyon of the United Nations. They all came over and shook hands stating they were so glad to meet me. After many cups of tea, numbered slips from one to nine were put into a pot, and numbers drawn. One person drew number nine and the MNR official said, "Give it to me, Mr. Lyon is hunting in that spot". I objected, but they all insisted that I hunted from that spot. I arrived at the marsh and there were three duck boats waiting for me. I rode in the front one, with two double barrel shotguns and a wooden crate full of ammunition. I asked my guide what was in the other boats. He told me decoys and a human retriever. When daylight came, I looked in awe to see a huge flock of mallards and a dozen geese. The geese were brown like our domestic geese, and they were all staked to the bottom of the marsh, swimming and flapping their wings. Shortly, large flocks of ducks and geese arrived, silhouetted by the snow covered mountains. I shot about twenty mallards and ten geese. 
	     After six months, we moved to Rawalpindi, Pakistan. The only support we received there, was a Hercules that came once a month. The General would not allow them to bring in food. We rented a fine house and hired one cook, who looked after everything. 
	     Landing on rough unprepared strips was hard on the Caribou landing gear. On one occasion, after renting a hangar, Roger and I  removed and disassembled an entire landing gear, installing new seals in the oleo legs.
	     On one take off from Rawalpindi, I was in the Jump seat. The temperature was fourty degrees Celsius and we were loaded to the roof with freight, along with ten passengers in the back. At approximately ten miles out, while attempting to climb into the valley, the right engine temperature went off the clock. The engine backfired and was shut down. After checking the engine on the ground, we found that the spark plugs were melted. Roger and I spent three days changing the engine outdoors. We had to wear flying gloves as the tools were too hot to handle. On the next take off, four days later, I requested the pilots to apply lower power, circle, then climb into the valley, but to no avail. The outside air temperature was the same as that on the first take off , fourty degrees Celsius. At almost the same location as before, the left engine backfired and was shut down. Because we were so heavy, we were losing altitude. On inspection of the engine, it was found to have suffered the same fate as the previous failure.
	     Meanwhile, the General arrived at the aircraft and ordered us to get the aircraft ready for flight. We had no engine but had nine pistons and cylinders. Roger and I replaced every second cylinder on the 18 cylinder engine. The airplane flew for a month spewing blue smoke. After a month we received a new engine. 
	     In 1970, after a one year tour, I departed Kashmir .  
	     In 1974, I was still employed with 424 (SAR) SQN. The military was  looking for Flight Engineers as there was a shortage in the trade. Dan Jones, Glen Morgan a technical crewman, Lou Ervin, Mut Aiker, Bill Ault, and myself, were put on the Hercules course. On the first day of the course, we received a warm welcome. Three of us, who were all AME"s, breezed through the course. On my check ride to Lahr, I was approached by one of the leaders of 435 (1) SQN. at the Fliergerhoff aircrew hotel who informed me that I would never fly with his SQN. I arrived at 435 (T) SQN. in October 1974, were I was well accepted by CWO, Tony Waters and the other Flight Engineers, 
	Government of Canada achieves important milestone in Maritime Helicopter Project
	The Canadian Armed Forces is a major step closer to operating a new world-class maritime helicopter fleet with the official acceptance of six CH-148 Cyclones. Defence Minister Jason Kenney, joined Public Works and Government Services Minister Diane Finley, as well as Regional Minister for Nova Scotia and Justice Minister Peter MacKay, at 12 Wing Shearwater to mark this important milestone. The six helicopters were accepted as per the schedule set out in January 2014, and have the operational capability to allow the Forces to begin retiring the Sea Kings.
	     The aircraft being accepted today will be based at 12 Wing Shearwater and are being used for training and testing with Canadian Armed Forces personnel. In its final configuration, the CH-148 Cyclone will be capable of a full range of anti-submarine and anti-surface warfare, search and rescue and utility missions in various environments and will be one of the most capable maritime helicopters in the world.
	     After more than 50 years of distinguished service, the first two Sea Kings will be retired later this year. The Sea King fleet has served Canada proudly at home and abroad, including missions such as the first Gulf War in 1990-1991, and providing security support at the Vancouver 2010 Olympic and Paralympic Winter Games. The Sea King fleet will continue operations until 2018 to allow for the transition to the Cyclone fleet. Sikorsky and the Canadian Armed Forces conducted sea trials with the CH-148 Cyclone on HMCS Halifax between December 2014 and May 2015. In support of the trials, the Cyclone conducted 67 sorties, including 322 landings and takeoffs from the frigate.
	The aircraft’s capabilities will continue to be enhanced through future deliveries, with the CH-148 Cyclone maritime helicopter fleet fully taking over for the Sea King beginning in 2018.
	     With a maximum cruise speed of 250km/hr., CH-148, Cyclone helicopters will be approximately 10% faster than the CH-124 Sea King. Further, the Cyclone has 36% larger usable cabin space, and it can exceed the range and endurance of a Sea King by 40% at max weight and sensor performance.
	     In June 2014, the Government of Canada amended both the acquisition contract and in-service support to include an additional 10 years of support at rates based on those competed in 2004, thus generating significant value for taxpayers.
	classroom, the OFT, and flying phases of the course. I arrived at 426 SQN. in 1977 and left in 1982 as an MWO.
	     I experienced two very interesting incidents with 426 SQN. On takeoff, one of the Hercules in 436 SQN., lost an engine and almost clipped the base hospital. So a decision was made to teach the new pilot's engine out procedures. On a new pilot and FE's first flight, at 11,000 ft. over Lake Ontario, the aircraft commander pulled the left inboard engine to idle. The student pilot applied full power to the right inboard engine, and moments later the aircraft commander pulled the left outboard engine to idle. The new rookie pilot added full power to the right outboard engine, causing the aircraft to flip onto its back and begin spinning towards Lake Ontario. I could see sky, water, then sky again. I was in the navigators seat and tried to reach the throttles, but the G force was so extreme, I couldn't move. The aircraft finally recovered at 900 ft., and a shaken crew returned to base with no mention being made of the incident. I felt extremely bad for the new Flight Engineer and rookie pilot, who were on their first flight. On landing, the Flight Engineer student asked me if this was a normal maneuver. I was unable to respond to his question. After the incident, the new Flight Engineer, SGT Yuan Perry, put in for his release. He left the service and purchased a farm.
	     On my next interesting trip, three Hercules were assigned to assist the American Military with evacuation of Americans held hostage by the Iranians. We positioned in Istanbul, Turkey, and after five days of waiting, the Americans sent in two helicopters, which were rapidly destroyed by the Iranians. President Carter was unwilling to continue with the operation, so we were dispatched back to Lahr, Germany. On our way and as nightfall came, we were two hundred miles off the coast of Italy. Suddenly, the cockpit was totally engulfed in smoke. I could hardly see the navigator sitting beside me. I requested permission to do the electrical isolation procedure, but the aircraft commander was unable to speak, he just nodded his head. I turned off all the generators and turned on the (ATM) Air Turbine Motor. During the emergency, the passengers in the back could see the flames coming from under the 245 bulkhead. We landed in Brindisi, Italy, where I disconnected a faulty oil filled transformer rectifier unit.      
	     In 1982, I was transferred to 437 (T) SQN. I was now an MWO, and Art Marley and myself were in charge of  the Flight Engineers. After obtaining a good job with the Ontario Hydro Corporation, and with only a short time in the squadron, Art left the service. After three years, I was promoted to CWO and was made SQN. WO, working for L/Col. Jeff Brace. 
	     In 1987, there was an opening for a Chief Warrant Officer of Air Transport Group. I was interviewed by Major General Simonson who welcomed me on board. My first job was running a large parade comprising of three squadrons, a fifty man guard of honour and two bands. I studied the drill manual for days, and I’m sure I was the most nervous person on the parade. It was a handover parade to Major General, Mark Through.
	     I was also Chief Check Flight Engineer on the Boeing 707, air refueller, CC-109 Cosmo, and the CC-144 Challenger. As a result, I spent a lot of time on courses, 
	     When I was ready to retire in 1992, they convened a massive Flight Engineer mess dinner. Retiring with me, was Tom Jordan, Red MacLean, Dan Stephane, and Larry Cote. The Base Commander put my brother inlaw, Tom Quinn in charge of the bar. 
	     After retirement, I opened a packaging company for a period of two years, spending my summers at Bark Lake, in Barry's Bay. I consider myself very fortunate to have worked with so many fine people, after enjoying such a rewarding career.    Clyde Lyon  
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	PiAC’s X-49A Vectored Thrust 
	Ducted Propeller (VTDP) 
	Compound 
	Helicopter Program
	 is an Army Advanced Technology Demonstration (ATD) program to flight demonstrate potential improvements in speed, range, survivability and reliability, addressing the Army’s Future Force requirements for greater rotorcraft operational reach and sustainability. The VTDP technology replaces the conventional tail rotor and provides anti-torque and yaw control with the additional ability to provide forward thrust and trim control. In combination with a lifting wing, this technology unloads the rotor, allowing the helicopter to fly 50% faster, twice as far, is more maneuverable and reduces vibration and fatigue loads, improving reliability and reducing life cycle costs.  First flight of the X-49A Demonstrator occurred on 29 June 2007 and the Phase 1 flight test envelope expansion program has been completed at the Flight Test Center, Wilmington, Delaware.  All initial Phase I contract milestones have been accomplished and the results have met or exceeded all program objectives. The X-49A design, development and flight test program is a primary example of PiAC’s engineering, manufacturing, and systems test capabilities.  This program, initiated as an SBIR Phase I effort, has resulted in the current Army Sponsored Advanced Technology Demonstration (ATD) program.  Successful execution of this program has demonstrated PiAC’s core capabilities to rapidly design, fabricate, assemble’ and accomplish the systems qualification tests  necessary to achieve the test program objectives within very limited budgets. 
	INTERESTING WEBSITES
	Aviation Week's 60 Years At The Paris Air Show
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	Bush Pilot - Into the Wild Blue Yonder
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	Early Aviation-Airplane Video
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	For all you "old" fliers out there — Warbirds of America 
	Http://vimeo.com/101647637 
	       This should put a smile on your face.... While waiting for a flight at Washington, D.C.  Ronald   Reagan National 
	Airport, two World War II veterans 
	proved they can still boogie!   
	https://plus.google.com/+PattyGarzalittlebytesnews/posts/HJe8QiYS14k 
	Aerobatics with best female pilot     
Cockpit:  https://youtu.be/sR76PfL2KRw       
	Outside  view:  https://youtu.be/eKLaJDIoWfI         
	Closing of Baden Air Force Base 
	https://www.youtube.com/watch?v=FtwPGGSI8rE&app=desktop
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	BAUDAIS, Gus was very proud of his service carreer in the RCAF, serving from August 1942 until November 1945. After a short break, he then reenlisted in August 1946 and remained in the Air Force until retiring in February 1975.
	     Anyone who knew Gus knew he loved his garden, his family and his friends, including many friends at 888Wing and the Comox Golf Course, where he still golfed on Sundays.  

