Fall 2007

Gold Cup Air Rally (GCAR) — Leamington Ont. to Colo
by Susan Beg, GA Organizer
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The Gold Cup Air Rally is a Ninety-Nines*

rally. Briefly, how the Rally works is — for

each leg, an envelope with the route
guestions and pictures is given to the
participants just prior to starting their
aircraft's engine. Those questions are
answered in flight and are handed in for
scoring upon arrival at the designated
airport. This is done for each leg. At the
final destination we have the Rally awards

banquet and announce the Gold Cup winner.

Preparation for a flight is each pilot's
responsibility. All rallies are day VFR only.

This year's final destination was Denver
CO, to coincide with the 99s International
Conference  (Sept.12-16). The rally
departure was set for Sept.9th so we’d arrive
in plenty of time to enjoy Colorado and the
Conference.

Leamington was the start point for the Rally,
so Sharron Lutman, Mo Egan and | flew to
Leamington Ontario (CLM2) from
Rockcliffe (CYRO) in my Mooney on
Sept.&"



Day 1 (Sept. 9} We awoke to light rain and
fog, but the forecast was to be VFR by 15Z.
The weather gradually improved. We were
able to depart CLM2 at 20:00Z for a 30-
minute flight toDetroit Metro (KDET) to
clear customs. The next stop would be
Muncie (KMIE) Indiana . We arrived at
dusk after a 1.5 hour flight, fuelled up,
found a hotel and went for dinner.

Day 2 (Sept. 10)- The next morning, we
woke up to rain again but by about 14:00
hours we all had departed Muncie, headed to
Quincy lllinois (KUIN). At Quincy, the
wind was blowing strong, with precipitation

| cancelled the spot landing plans at Amelia
Earhart Airport where we had hoped to fly
to next, as well as the dinner and hotel
reservations in Atchison, Kansas.

Day 3 (Sept. 11} A gorgeous day at last,
we were all up early and eager to get to
Amelia Earhart Airport (K59), our next
destination approximately 30 nm NW of
Kansas City. The flight was around 2.0 hrs.
The spot landing was all setup for our
arrival. It was through the fantastic help of
local Experimental Aircraft Association
(EAA) guys and Kansas 99s that made it all
happen. Together they organized and
marked our spot landings at K59, and put on
a great spread of food for lunch. The 99s
then drove us to the Amelia Earhart (AE)
Birthplace Museum** and to the Forest of
Friendship (FoF)** in Atchison for a quick
tour. We then pressed on tGoodland
Kansas (KGLD), a 2.5 hour flight.

Day 4 (Sept. 12} More sunshine. Back at
the FBO, everyone pulled out their VNCs
and sectionals, checking out the Class B
airspace ahead of us in Denver. It was a 1.5
hour flight to Rocky Mountain Metro
(KBJC), formerly Denver Jeffco. We
arrived on the day we planned after all. The
airport elevation at Metro 15,673 feet

Everyone remembered to keep the mixture
leaned for landing at this elevation. The
Denver 99s met us - it was a quite
impressive line-up of 10 Canadian aircraft
with 24 Ninety-Nines.

Day 5 (Sept. 13)— It turned out to be a
perfect day for flying tothe highest
elevated airport in North America —Lake
Col/Leadville (KLXV) Colorado. With an
airport elevation 0f9,927 ft. and circuit
altitude of 10,927 ft., | had concerns about
oxygen and density altitude. Luckily, | met
two 99s who were volunteering shuttle rides
from the Denver Air FBO to our hotel. One
99 was an instructor, and the other flies
there in her turbo Comanche every month to
visit her son! They gave me invaluable
information on the best route and confirmed
that extra oxygen was not required (FAR
91). It was an enjoyable flight over the
rocks following Wilkerson Pass to Central
Colorado  Regional, bypassing  the
wilderness parks, and then up the valley into
Lake Co  Airport  / Leadville.

After landing, we chatted to the manager as
he completed oucCertificate of Pilotage
recognizing the significance of the feat of
flying to Leadville. We took some pictures,
filed and departed back to KBJC. I'm glad it
was only 19 degrees Celsius and density
altitude of 11,900 feet! The runway is 6,899
feet long. | kept the plane level to build up
speed. Over the departure end, there was a
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valley which provided needed Ilift. My
Mooney’s three-bladed prop helped a lot.

Upon arrival back at Rock Mountain Metro,
the ATIS reported the usual winds, temps,
density altitude, then in the remarks “and the
east tarmac is being reserved for the Ninety-
Nines”.

That evening was our Rally Finale dinner

and the announcement of the winners:

- The Gold Cup went to Jocelyn Lecluse
and Janet Chesterfield in rally plane #5
(Cirrus SR20).

Second place went to Margo
McCutcheon, Gwen Hems, Sylvia
Murphy, and Asti Livingston in plane #7

(Baron B55).

Third place went to Mary Norman,

Corinne Shalley, and Anna Nosko in
plane #3 (amphibian C185) — they also
won the spot landing by floating right

onto the mark.

All participants receive crests and gold
medals. The Rally was officially over. It was
a blast!

Friday evening, we all met up at the 99s
Conference’s Amelia Earhart (AE) Banquet
and cheered Laureen (plane#2) who
received an Amelia Earhart Scholarship**
for an IFR rating.

Saturday, the majority of us rally folks were
planning to head back to Ontario. | departed
Metro at 16:00 hrs. heading northKmount
Rushmore  The monument is 7,724 ft.
Orbiting was permitted at 7,700 ft AGL
vertically and %2 mile horizontally. It is an
amazing structure.

Tailwinds prevailed Sunday for the entire
route back to Rockcliffe (CYRO). The
round trip for the Rally totalled 3,315 nm.

Sharron and | were in charge of the rally
route and questions. This year’s winners will
be the route gurus in 2008. It was
challenging and loads of fun. The downside
was that we could not compete for the Gold
Cup. Wait ‘till next year!

Above, Mt. Rushmore from 7,700 AGL

Other GCAROQ7 aircraft and participants not
prewously named:
Plane #1: C172N Noriko Date,
Rinaldi
Plane #2: C172RG Laureen Nelson
Boutet, Wendy Gluhushkin
Plane #4: Mooney M20E Susan Begg,
Sharron Lutman, Mo Egan
Plane #6: C172 Marilyn Dickson, Jean
Franklin Hatcher
Plane #8 Anne Starret, Jill Dermot

Ingrid

The other Canadian planes that flew into
Denver were flown by Suzanne Wiltshire,
Adele Fogle, Anna Pangrassi and Jan Brown
from the Toronto area. Canadian 99s and
friends who flew in commercially included
Joy Parker Blackwood (Toronto), Dorothy
and Bob Berthelet (Ottawa); Kitty Houghton
(CA); and Sonja Wilford (Kamloops).

*International Org. of Women Pilots
**Details about the AE Museum, FoF and AE

Scholarships can be found at http://ninety-ningg.or
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Safety Committee Corner,

Winter Flying by Chair Roger Delisle

By Simon Garrett, Mgr/CFlI

Look out for the upcoming issue of the Safety

With winter approaching, a few reminders and tipgewsletter: An Engine Failure On Final at
regarding winter operations at Rockcliffe follow: Rockcliffe!  Also, don't forget: your Safety
Committee is there to listen to your safety

RFC minimum temperatures for flights witlquestions, concerns or incident reports. Don't

Club aircraft (these minimums also take humafesitate to contact us you can reach Roger at

factors into account) are -20°C ambient ants13- 523-4110, send an e-mail to safety@rfc.ca,

25°C wind chill _ or go through any staff member.
Are your soft field take-off and landings up to

standard? Soft field technique is used often-at-

Rockcliffe due to the runway being hardHiStorical Committee,

packed snow. If in doubt, or you are rusnby Chair Janice Templeman
book an instructor for a few practice circuits

Have you prepared a winter survival kit? Even

a local flight can become serious a§'he Historical Committee is Iooking for
experienced several years ago when a Clatembers and former members who want to
aircraft had to do a forced landing in theontribute their stories to our updated history.
practice area. After only a five minute walkye have members who are willing to record or
across an open field to get help, exposure 10 fifie and edit your stories if you don't want to

wind resulted in frost bite. . . .
I
Dress warmly. Wear appropriate footwear al%P it yourseli! ~ Contact the Historical

always bring gloves and a hat on each ﬂig}g_ommittee through the club and we will start

RFC policy is to not dispatch aircraft if th@rrangements to make you a memorable part of
pilot, student and / or passengers are rair history!

properly dressed for the conditions

DON'T use ice-scrapers on the windshields . S :
DON'T fly if the forecast includes freezingFlylng Activities Committee
rain, freezing drizzle or ice pellets (FAC)

DON'T qver-prime. If the aircraft ha}s bee;iby Chair Nicole Harris

plugged in overnight, two shots of prime wik
be sufficient. If the aircraft does not start after )

two attemptsl it will require preheating Unfortunately, the RFC trlp to PEI, August 25'

DONT ride the brakes. This is standard?", was cancelled due to weather. Thank
procedure at all times, but it is critical in thgou to those RFC members that committed to

winter — the brakes will heat up and melt ante trip. Mark your calendars for 2008.
snow or ice that has accumulated as you taxi.

Once airborne the water will freeze and Yoy, o,qestions for 2008 trips? Please emalil
brakes will freeze! :
them to the FAC at rfctrips@magma.ca

For a review of these and many other reminders
and useful tips for winter operations, plan to
attend our Frost Remover Safety Seminar on
December 8. Details will be posted on the
website.
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CONGRATULATIONS!!

First Solo Instructor
Daniel Binkowski
i Bill Fox (4)
Maliha Khan (3)
Mathew Klein (4)

Upcoming Events

Above,Jane Coderre (Sept.
Neil Duffee
Cyrus Hogg

I ¥

Above, Fernand Maltais (Nov!'9
Gregory Rogers

Nizar Sakr

Andrei Socaci

Stephane Villeneuve

Kiki Winchester

Private Pilot Licence (PPL)

John Bennett
Christian Desloges
Martin Guimond
Keith Poore

Atid Shamaie

Nov. 15" (7 to 10 PM) Ownership
Forum for those interested in owning an
aircraft or joining a partnership to own
an aircratft.

Nov. 168" —Going away party for

Steven Hyde, Maliha Khan and

Jeremy Brown. To be held at the
Ottawa Sports Bar, 1439 Youville Drive,
Orleans at 6 PM. RSVP Brenda Reid at
Brenda@rfc.ca

Dec. 8", RFC Shopping Day —
visit rfc.ca for more details.

Dec. 8" —Frost Remover Safety
Seminar— for more details see rfc.ca
website.

Dec. 9" — RFC Members Christmas

Pot Luck, 2 PM to 6 PM. Santa Claus
arrives at 5 PM. See rfc.ca for more
details.

Feb. 12, 2008- PPL Introduction

night

March 1, 2008- Casino Nightusing

play money. Black Jack tables; crap
table; poker table. Location: Ottawa
Sports Bar, 1439 Youville Drive,
Orleans. 6 PM. Trade winnings for draw
tickets. Visit rfc.ca for more details.
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The Mysterious Tail Dragger

, by Joe Scoles

The current generation of new pilots is normally
trained on tricycle gear aircraft such as the
Cessna 150 or the Piper Cherokee. Whenever a
group of these new pilots gather, the
conversation often turns to getting a check-out in
a tail dragger and the seemingly mysterious
element in their desire.

From my background experience as a flight
instructor and current Cessna 170 owner, |
would like to pass along some information about
flying tail draggers. | have trained pilots using
Fleet Canuck, Aeronca, Luscombe and Cessna
tail draggers. | have also trained pilots on Cessna
150s and Cherokee 140s. What is the difference,
and why is extra training or a check-out needed
for a pilot new to the tail dragger?

To provide the answer it is necessary to go back
in history and theory just a bit. The tail dragger
is designed with the center of gravity located aft
of the main wheels so it sits in a shallow climb
attitude even on the ground. Nearly all of the
early trainers were tail draggers for reasons of
simplicity of design; also, most runways were
short, and often rough grass strips, so the
tendency for the aircraft to generate lift
immediately during the take-off roll was
welcomed. Many new Ultralights have followed
this concept. On the downside, for reasons of
propeller torque in more powerful aircraft, and
the centre of gravity located aft of the main
wheels, there was often a tendency for the plane
to ground loop (a loss of directional control

usually on landing often resulting in damage to
the wing, prop and landing gear), so the pilot
had to be alert and proficient with fancy
footwork on the rudder. On larger aircraft, the
tail wheel could be locked to assist in keeping
the aircraft running straight while the tail wheel
was on the ground during the early part of a
take-off roll. The pilot also had poor forward
visibility over the nose, particularly in aircraft
equipped with a large radial engine, so all these
adverse features combined to make directional
control difficult for the novice, although with
proper guidance the student soon became
proficient in the art of taxiing, taking off and
landing a tail dragger.

Historically, most of the aircraft used during
both World Wars | and IlI, including trainers,
fighters and bombers, were tail draggers, so a
high standard of tail dragger training was
required, and again military aircraft, particularly
fighter aircraft often operated off short or
improvised fields. The civilian aircraft
manufacturers naturally followed the military
configuration up to the late 1940's and early
50’s, so most of the pilots of that era received
training in tail draggers.

During the latter part of World War 1l, a number
of aircraft including American bombers and
fighters appeared on the scene sporting a nose
wheel In a plane with anose wheelthe centre

of gravity has to fall in front of the main wheels
in order to keep enough weight on the nose
wheel for proper steering and directional control,
and to prevent the aircraft from falling back on
its tail while on the ground. This new design
provided some advantages over the tail dragger,
particularly in directional control, because the
nose wheel offered good stability and steering
with very little tendency to ground loop. The
view over the nose was not restricted so the pilot
enjoyed a much better perspective. The tricycle
gear also made it easier to land or take-off in a
crosswind particularly for large fighters and
heavy multi engine transports and bombers. The
main disadvantage was the extra weight and
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complexity of the nose wheel and steering
mechanism.

After WWII, during the late 1940's and early
50’s most civilian flight training was carried out
on tail draggers of the surplus Tiger moth and
other similar variety including the Piper J3,
Luscombe, Taylorcraft and Cessna 140.
However, the manufacturers were quick to learn
from the advantages of tricycle gear on the
warplanes and they realized the marketing
potential to the flying public, particularly the
ease of training new pilots. Therefore, during the
early 1950’s one began to see a movement in
this direction.

The Cessna 150 was one of the first of these new
trainers followed by the Piper line of Cherokees,
both very successful in getting students solo in
minimum time, with increased confidence in
their ability to avoid a ground loop. This
reduction in ground loops alone was a terrific
economic motivator for the schools and clubs. A
ground loop was always an expensive repair job
due to damaged props, undercarriage, wing tips,
engine mounts and pilot ego, so the almost total
elimination of this occurrence during training
convinced the schools that they could make
more money with less risk of damage if the
aircraft was equipped with tricycle gear.
However, the downside of training pilots
entirely on tricycle gear equipment is less
emphasis and practice with rudder control
compared to training in a tail dragger.

Market forces saw the tricycle gear become
tremendously popular with private owners as the
lowly tail dragger practically disappeared from
the training scene. A few schools usually kept
one or two of these aircraft to offer further
training in the use of different skills required to
fly a tail dragger. This is not to infer that psot
cannot be well trained using tricycle gear, but to
emphasize the difference between the two
concepts and the necessity of additional training
before attempting to fly tail draggers.

From this comparison, it may be appreciated that
a tail dragger is rather different, so a pilot

trained on tricycle gear must become proficient
through supervised practice in the use of rudder

to keep the aircraft running in a straight line.
Handling a tail dragger is not difficult however.
A pilot new to this configuration will need to
learn how to anticipate and react to the different
aircraft attitudes for landing and take-off. It is
much like learning to back up a trailer. The first
time you try, you snake your way all over the
road, but soon with practice you learn to
anticipate how your actions on the steering
wheel react with the trailer you are backing up.
However unlike a jack knifed trailer you cannot
shift gears in an aircraft and straighten the whole
mess out. In other words, the pilot must learn
from an experienced tail dragger pilot: to learn
the subtleties of the rudder, the brakes, the 3-
point landing technique and the wheel landing
technique. This training also gives the pilot an
appreciation for the different view or perspective
from the cockpit.

A tail dragger check-out is a very worthwhile
endeavor because it affords the pilot of small
aircraft that grassroots feel of the stick and
rudder. Above all, the tail dragger pilot must
acquire a sense of feel, anticipation and instant
visual awareness of what the aircraft is doing in
order to continuously make the correct rudder
input” if he or she is to avoid a ground loop. This
is not to say that aileron and elevator inputs are
unimportant, these controls have the same
functions as learned in basic training on any
aircraft and give very little problem during a tail
dragger conversion. Of course, the pilot that
learns from day one on a tail dragger will
acquire the rudder skills very early and the
transition to a tricycle type aircraft will require
very little additional training. A tail dragger
check-out is an added skill that will carry over
and improve your other flying skills.
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Sat. Aug. 11th, 2007, Flour Bombing/Spot Landing Co

mpetitions

& Volunteer Appreciation BBQ / Cricket Match
Co-authored by Nicole Harris & Alison Hobbs

August  11th, 2007 was volunteer
appreciation day at the Rockcliffe Flying
Club, which gave the excuse for plenty of
fun.

Spot Landing & Flour Bombing
Competitions

For the flour bombing competition, a 25
meter diameter bombing circle was outlined
in the infield west of the Bravo taxiway. The
closest bomb to the centre of the circle was
deemed the winner.

For the landing competition Runway 27 was
marked with a 24 metre wide 2 metre deep
landing box, and landing lines at 5 metre
intervals before and after the box.

Points were awarded according to the
touchdown spot of the main gear. Landing in
the box was the goal, resulting in a score of
zero points. Points increase incrementally
the further prior and past the box for the
landing. To break a tie, the actual location of
touchdown between the landing lines was
used.

This year we had 12 pilots/bombardiers
participating in the competitions.

GMTT David Arthurs, Erin Cassidy

GQUO BiIll Carscallen, Almon
Carscallen

FYSZ Roger Delisle

GBRI Michael Cooper, Roger Delisle
FYRT Joe Scoles, Allan Bowes
FQEO Aaron Nichols

FFXT Peter Cheney, Corinne Cheney
FMED, Allan Bowes, Joe Scoles
FPTN, Chris Hobbs, G Hobbs
FPTN, Chris Hobbs, D Yardley
FYRT, Joe Scoles, Susan Begg
GWZA, Charles Olliver, Madelain

The Results - Flour Bombing:
1. GWZA Charles Ollivier, Madelain; 12

ft from centre

2. FYRT Joe Scoles, Allan Bowes; 31 ft

from centre

3. FPTN, Chris Hobbs, D Yardley; 37 ft

from centre

Honourable mention: GBRI Michael
Cooper, Roger Delisle on runway 27

The Results - Spot Landing:

% h‘ﬂ?b |‘.V-;a. ] =

. FYRT Joe Scoles, Allan Bowes“2ine

past, 10 points

. GWZA, Charles Ollivier, Madelain:"3

line past, 15 points

. FMED, Allan Bowes, Joe Scolesr,d:Ene

past, 15 points
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Thanks to all the volunteers that helped with
the planning, set-up and judging of the
competitions: Dorothy Berthelet, Bob
Berthelet, Roger Delisle, Douglas George,
Ralph Pereira, and Marc Morenas; and to the
RFC for providing the spot landing trophy
and prizes for the winners.

Volunteer Appreciation BBQ

The day was rounded off with free helpings
from Tony's barbeque and a piece of cake
served to the club volunteers and their
friends and families, to give us sufficient
energy for the club's international cricket
match.

Cricket Match
This was organised, scored and umpired by
Chris Hobbs, who, as usual, had to remind
Canadian club members of the rules before
we began to play.

We did not follow the rules to their full
extent and may have been a few cricketers
short of a team, team loyalty being a rather
vague concept in any case, and the wicket so
uneven that the (tennis) ball bounced around
in an unpredictable manner. It was a proper
game all the same, complete with men and
women caught out, stumped and bowled,
balls flying into the air, players flying into
the air too, though in some cases they landed
rather heavily causing at least two injuries
but unlike last year there was no need for
anyone to go to hospital and no aircraft were
hit or damaged.

A groundhog popped out of its
hole to sit on its haunches and watch, but
perhaps finding the action rather ponderous,
didn't stay for the second innings.

After a determined battle, the Mugwumpers
beat the Dambusters by 23 runs to 18, even
though they were the smaller team. The
highest scorer was Bill, new to the game,
with 12 runs. The writer of this report
(Alison Hobbs), to her shame, was "out for a
duck” (O runs).
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From the Passenger Seat - What can | do to help?
By Alison Hobbs

As a frequent passenger in small aircraft, you
should know when to offer help and when to
keep quiet. Cockpit resource management is a
skill a pilot learns at groundschool, but
passengers also need some training.

Flying as a couple is all about team work and
you have to decide ahead of your flights who is
going to take responsibility for what. The fact
that you, the passenger, are participating will
make your flying experiences far less boring
than if you leave all the work to your pilot.
There is a great deal the passenger can do that
only requires common sense and familiarity with
the usual procedures. Your pilot will be grateful
if he! can delegate some of the routine tasks, and
the fact that you are not just sitting there should
make the flying more satisfying for you as well
less stressful for him. If you are inclined to be a
nervous passenger, sharing the responsibility for
a flight is good psychology it's bound to make
you feel more in control of the situation.

Your usefulness can begin well before reaching
the airport joining in with the route planning
adds to the pleasures of anticipation. When you
have chosen your destination airport, look it up
in the Canada Flight Supplement (CFS) and find
out what comes under the subheadiR§
(Public Facilities). If you land unprepared for
the lack of facilities, this will cause problenis.
means there's a telephone (and sometimes that's
all there is at small airfields means food for
sale, 3, a taxi serviced4, medical facilities (a
registered nurse at leass),accommodation and

6, car rental. The letter in front of these
numbers indicates how far away these facilities
are. A means at the terminal buildindd
somewhere on the field? within 5 nautical
miles of the field (sometimes too far to walk to);
D within 30 nautical miles (i.e. to all intents
and purposes inaccessible). Before setting off

1 In this article I'm writing from a wife's point
of view whose husband is the pilot, but if in your
case it's the other way around, please read "sine" f
"he" throughout.

you could also do an Internet search to see what
amenities might be within reach of your
destination airport, and it's a good idea to pack a
road map of the area if you have one. Make a
check-list of what to bring. The pilot had better
be responsible for the contents of his flight bag,
but you can prepare the rest: the emergency and
first aid kit, packable food and drink. In
summer, buy a windshield protector from a
motorists' supply store or make your own, to
keep the heat out of your cockpit. If you are
setting off for several days, think carefully about
what could be left behind because a load of
luggage could affect the balance of the 'plane.
Weigh your bags when they're ready as your
pilot will want these numbers for weight and
balance calculations.

When you arrive at your home airport, it saves
time if you're the one who unties the ropes, takes
off the protective covers and packs the luggage
compartment while your pilot does his walk-
around to make sure the aircraft is in good
shape. It doesn't do any harm to look for
obvious things (such as flat tires) yourself. It's
possible he might miss something like this,
especially if he is in a hurry to get going; he is
only human, and though you might annoy him
with your observations it is better to be safe than
sorry. He may not think it important to clean the
windows before you take off, but do this and
he'll be glad of it once you're on the move.
Besides, you and your camera will have a
cleaner view out. If he needs any more oil for
the engine, find out what kind and buy some.
While you're in the dispatcher's office, you could
also pay for any fuel that has just been pumped
into your tanks. All these small considerations
save time.

Plug in both sets of headphones, put out your
cushion and spare blanket, find the appropriate
navigation charts and store your camera and
water bottle in a reachable place. Once on board
and ready to go, reading the checklist aloud to
your pilot in a stimulus-response routine is a
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good idea in more than one respeciAs you
taxi out to the threshold, your pilot will be
checking his instruments, listening to / speaking
on the radio and looking out for other traffic in
the circuit. While he is so pre-occupied, you can
be entering your route information into the GPS,
an easily remembered key sequence. You'll
need to know the airport identifier of your
departure airfield and that of your destination,
information found in the CFS.

Your pilot might also be happy for you to enter
on your aircraft's transponder any "squawk
code" requested by Air Traffic Control, since
you'll both be hearing this request through the
headphones.

One part of flying that's sure to catch your
attention is the radio talk. Living in or near
Quebec, you may want to learn the French as
well as the English radio jargon. Being better at
French than my husband, | have had to take over
at the microphone a couple of times to ask a
destination airfield for advice on our approach or
to tell another aircraft in the circuit that we bav
landed and are clear of the active runway:
“...piste dégagée.

During your flight, it helps if you brief your
pilot on where you're going to land. He'll want
to know the altitude of the field, the runway
numbers, the unicom or local traffic frequency
and whether there are any "special remarks"
(whether the runway requires a right or left-hand
circuit, for instance, or if the threshold is
displaced). In less than perfect weather
conditions or when plenty of air-traffic is
around, it is better for the passenger to find this
information in the CFS than leaving it to the
pilot, as this job could distract him from
scanning the dashboard and keeping an eye on
the world outside. Similarly, you could look up
the traffic frequencies he'll need while flying in
the vicinity of other airfields en route.

Awareness of other aircraft is something that can
keep both of you occupied, two pairs of eyes
being better than one, especially in haze. When

2 See Chris Hobbs' artictéhecking and
Doingin our Summer 2007 edition @rosswinds.

Air Traffic Control warns your pilot of
approaching traffic, it might only be visible from
your side of the ‘plane, and then when you locate
an aircraft to your right, for example, the pilot
can truthfully reassure ATC that “We have the
traffic at our three o'clock in sight.”

It's also advisable to have more than one person
looking out for where you're going to land. In
clear weather runways can be spotted over 10
miles ahead, but in poor visibility, or if there's
an obstacle in the way, locating it can be more
difficult. You have an advantage over your pilot
in that you are not distracted by the dashboard
and perhaps it is you with the map on your lap,
so the chances are that you will be the first one
to spot the field. It is always a relief for aqil

to have the airport in sight, so if you're sure you
can see it, let him know where to look. The
closer you get to the runway, the more he needs
to concentrate, so it helps if you refrain from
chatting to him at this stage of the flight; just
point if you spot any hazards.

Once back on the ground, especially if the flight
has been a long one, you will both want to take a
rest, but there are still things to be done. Here
again, you can help by attaching the control
lock, handing over the pitot tube cover, packing
away the headsets and maps and putting the
windshield protector in place. While your pilot
is closing his flight plan and securing his 'plane,
you can go indoors to pay for the fuel and
parking.

Since your pilot has taken the responsibility of
getting you there, you can be the one in charge
of making arrangements for your stay at the
destination. You can usually rely on airport staff
to know which hotels or restaurants are the best.
They will order a taxi to take you there or help
you rent a vehicle; you only have to ask. FBOs
aviation fuel suppliers' offices at large airports
often have a shuttle bus at their disposal and you
might enjoy being ferried around like a VIP.
Staff at small, country airfields are sometimes
willing to drive you to the nearest town
themselves or even to lend you a vehicle, so it's
worth your while befriending them.
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Air Museum Storage Hangar Tour,

by Michael Cooper

On October 4/07, at 19:00, about a dozen
RFC members gathered outside the main
entrance of the Canadian Aviation Museum.
Some notables in the group included John
Saintonge (on leave from Africal!), Roger

Delisle, David Arthur and Erin Cassidy.

(As an aside, | must tell you that just as |
was disembarking from my car, what did |
see, but a big, beautiful hot air balloon
gliding silently in for a sunset picture-
perfect landing just beside the grassy verge
near the museum’s maintenance building,
and the threshold of 09! | wished | had my
Icom Handheld Radio with me at the time,
so as to listen to the Balloon pilot's
approach comments on that one! Anyway, |
digress!)

Our tour guide for the evening was Marc
Ducharme. He started with a few
introductory comments and walked us over
to the side entrance door of the new Storage
Hangar. This is onehuge building and
houses a large number of aircraft not
presently on display in the main display
building. Actually, a lot of them aren’t yet
presentable enough to be on display. Do you
remember all those forlorn and dilapidated
aircraft that lay about outside, near taxiway
Bravo for about the last 30 years? Well,
they're all inside now, and looking
decidedly happier and cleaner. My first
impression of the building was:how in the
world did they get them all insidé7This is
one mammoth masterpiece of parking! The
person or persons responsible for setting up
and implementing the parking plan for all
these aircraft have really made full use of
every square foot of display space!

| personally really enjoyed Marc'’s tour

commentary as he guided us through the
hangar, stopping beside each aircraft and
giving us interesting anecdotes about the

aircraft and the building as we went. Here
are some of them:

Apparently, it was quite the task just to get
the planes prepared to enter the hangar. Bags
and bags (and bags and bags!) of bird nests,
bird droppings, and live birds had to be
removed before considering bringing in the
aircraft! Toxic accumulated fumes inside the
aircraft hulks were also a health problem for
the workers. Yet even when the aircraft
were finally dragged indoors, the staff was
faced with another surprise! Haall the
birds really been removed? They may have
thought so! But the next day, Marc said the
noise inside the hangar was absolutely
deafening! A loud chorus of birds trapped
inside the aircraft fuselages lasted for
several more days until all could be released
and removed! What an exercise! Moreover,
apparently that wasn't the only problem. A
lot of aircraft had been subject to vandalism
over the years too. Vagrants had even been
living inside the Viscount; not a pretty sight
inside, for sure!

Did you know that the cement floor of the
hangar is slightly slanted? To save about
$100,000, they just followed the natural
contours of the land, so that the end of the
building floor, nearest runway 27, dips by
about 6 feet!

| RFC Crosswinds Fall 2007 Issue

Page 12 of 16




As for the airfoil building design, the
beautiful windows facing the Parkway pose
a problem for the curators of the Museum.
The heat from the sun coming through those
windows in the summer is something else.
The polished silver aluminium skin on the
Expeditor gets so hot that one could fry an
egg on the skin! So, of course, fabric
covered aircraft parked near the window
also face the threat of warping from the heat.
Apparently, the Museum curators felt the
windows really unnecessary but the architect
wanted them! From outside, looking in, |
agree that the windows look quite nice, and,
as Marc agreed, people traveling down the
parkway, can look in and sd{ey! There’'s
aircraft in that building, let's stop and take
a look!”

Do you know the CF 100 fuselage that lies
out in the south field by the fence near the
Parkway? Marc says they get a lot of flak
about that, but the future plan is for it to be
placed on a pedestal near the entranceway,
along with a Beaver that they found in
Pakistan. The beaver is still crated and
stashed away under the tail of the DC -9
inside the hangar.

Oh, and get this! About 20 years ago, the
solution to keep the tires pumped up on
some of these aircraft was to inject a special
compound into the tires. The only problem
is that now this compound has really
hardened! So, as an example of the difficulty
this poses, moving the Lancaster in the
future could be a major problem!

Well, in closing, | must say that this is some
storage collection! A must see for sure!
Definitely take the opportunity if you get a
chance!

GEORGE CHIMIRRI, 1923-2007

George's aviation career started in 1941
and continued for over 60 years. His
aviation experience started when he
joined the Royal Canadian Air Force at
the age of 18 and over the years he
worked for Spartan Air Service,
Transport Canada, Ottawa Aero
Services, and The Ottawa Flying Club.
Within  months of retiring from the
Ottawa Flying Club, George made
Sutton Aviation and the Rockcliffe
Flying Club his "retirement home."
Training apprentices and assisting the
maintenance crew, George continued to
impart his wealth of knowledge and
experience and as always, had many
stories to tell. As time passed George
decided it was time to move closer to his
grandchildren in Beaton, Ontario. It was
in a retirement home nearby where he
quietly passed away on October 23rd,
just a few days away from a scheduled
visit to see all his friends in Ottawa.
George will be sadly missed.
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On the Lighter Side...

One of those Days!!

The photographer for a national

magazine was assigned to get photos of a

great forest fire. Smoke at the scene was
too thick to get any good shots, so he
frantically called his home office to hire a
plane.

"It will be waiting for you at the airport!"
he was assured by his editor.

As soon as he got to the small, rural
airport, sure enough, a plane was
warming up near the runway. He jumped

in with his equipment and yelled, "Let's

go! Let's go!"

The pilot swung the plane into the wind
and soon they were in the air.

"Fly over the north side of the fire," said
the photographer, "and make three or
four low level passes."

"Why?" asked the pilot.

"Because I'm going to take pictures! I'm
a photographer, and photographers take
pictures!" said the photographer with
great exasperation.

After a long pause the pilot said, "You
mean you're not the instructor?"

Santa and the FAA

Santa Claus, like all pilots, gets regular
visits from the Federal Aviation
Administration, and the FAA examiner
arrived last week for the pre-Christmas
flight check.

In preparation, Santa had the elves wash
the sled and bathe all the reindeer. Santa
got his log book out and made sure all his
paperwork was in order. He knew they
would examine all his equipment and
truly put Santa's flying skills to the test.

The examiner walked slowly around the
sled. He checked the reindeer harnesses,
the landing gear, and even Rudolph's
nose. He painstakingly reviewed Santa's
weight and balance calculations for sled's
enormous payload. Finally, they were
ready for the check ride. Santa got in and
fastened his seat belt and shoulder
harness and checked the compass.

Then the examiner hopped in carrying, to
Santa's surprise, a shotgun.

"What's that for?!?" asked Santa
incredulously.

The examiner winked and said, "I'm not
supposed to tell you this ahead of time,"
as he leaned over to whisper in Santa's
ear, "but you're gonna lose an engine on
takeoff."
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Which is better, high wing or low wing?

[This question and answer is part of the new RFC wasite’'s Q&A section. Why not check
it out? If you have a question, send it in usinghie website.]

This is one of these questions where personal predace is a major factor, but here is a
comparison of some of the factors:

High wing airplane Low wing airplane
Better view of ground for sightseeing,
photography. . . .
Easier to keep rain out when you are Better view of sky, for traffic spotting.

Can see where you are going when
you turn.

Looks more like "real" airplane.
Camping under wing is possible, but

boarding.

Cooler in summer - high wing
provides shade.

Camping under wing is practical.

Slight advant in drag: | cramped.
>1ght advantage in drag. 1ess Easier to clean and inspect top of
interference drag. wing

Easier to inspect under wing, sample
fuel.

Can see landing gear from inside the
aircraft, so you know if it is OK

Easier to fuel.
Easier to incorporate retractable gear
so more of them have higher

. performance.
before landing. ,
High tanks allow gravity feed: less Increased ground effect on landing
' and takeoff.

complex, no need for fuel pumps.
Slightly more dynamically stable
because center of gravity is lower tha
wings.

Shock absorbing main landing gear
makes for less bounce on landing.

Jazz under the stars, by Alison Hobbs

On Saturday evening, September 29th, Rockcliffengl¥lub marked the end (more or
less) of the summer season with a barbeque hogt&driy, our burger chef. On this
special occasion the grilled fare was chicken #doglgerved with rice and beans
Caribbean style, besides which beer and cake wa$fen As the sun set and the stars
began to shine, the convivial atmosphere was fughkanced by live al fresco music
from "Groovy and the boys" (Groovy, Mike and Mike) jazz musicians of quality—
who entertained us by singing and playing on tromeband keyboard. The air
temperature was dropping rapidly, so Grant lit afive that we gathered around as the
music continued. The other thing that took ourdsioff the chill was the sight of the
full moon as it came up over the trees by the riggoin the party.
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Crosswinds Newsletter

Crosswinds is published every 3 months
(February, May, August and November)

Editor Dorothy Berthelet

Crosswinds Committee members include
Alison Hobbs, Jeff Nerenberg, Brenda Reid,
Joe Scoles, and Louis Theriault.

Want to advertise through Crosswinds? —
contact Brenda Reid at Brenda@rfc.ca

To be successful, we need your help. Want
to submit an article? — it doesn’t have to be
perfect, as we’ll help fine-tune it. Want to
provide comments or suggestions?

Do you have some news (e.g. marriages,
births) or photos you'd like to share with
RFC members in the Crosswinds
newsletter? Contactosswinds@rfc.ca

RFC Contact Information

The Rockcliffe Flying Club
1495 Rockcliffe Parkway,
Ottawa, ON K1K 4R3

Mailing address: P.O. Box 7310, Vanier,
ON K1L 8E4

613-746-4425,

Fax 613-746-3354
Email rfc@rfc.ca
Website www.rfc.ca
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