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Bring your plane home today. Bring your plane home today. 
The perfect gift for the person who thought they had everything! 
ALM Custom Carvings specializes in creating one-of-a-kind custom airplane
models perfect for the living room mantel or your personal desktop.

The perfect gift for the person who thought they had everything! 
ALM Custom Carvings specializes in creating one-of-a-kind custom airplane
models perfect for the living room mantel or your personal desktop.

CUSTOM CARVINGSCUSTOM CARVINGSwww.almmodels.comwww.almmodels.com
(604) 501-2488(604) 501-2488

Welcome the Aero Gourmet Kafé, Why the ‘K’ in ‘Kafé’? I don’t know really; 
just thought it might start some conversations. Like, “Arnold, you spelt it 
wrong,”or “Who’s your typist? They can’t spell,” or my favourite so far, “Why 
do you always have to be different?” It’s the most common, and to be 
honest, I like being different.

New Food by a Certified Red Seal Chef
You will find a lot of different things in the coming weeks and months in our 
menu. We’ll start small, but over time you will find that it sounds normal, but 
it’s not. So we’re going to start you off easy: try our burger. After a taste 
testing we came up with our custom in-house blend of beef, pork, ostrich, 
and camel. Yup, you read it right. This blend surprized all of our tasters and it 
won hands down. In addition, you may want to try our hoagies. One is a 
blend of venison and wild boar with a hint of orange. The other is an 
incredible lamb and rosemary. Forget the ketchup as well. Try one of them 
with the yellow sauce. Don’t ask, just trust me…

Driving Directions
In Langley, enter off 216th St. at the DC3 airplane at 
the Langley Municipal Airport. Then, turn right at the 
fire hydrant. Aero Gourmet Kafé is located at the 
bottom right, after the Museum, at the fence facing the 
Firecat airplane.

Flying Directions
Located across from the Firecat in the Museum building.

5333 Hangar #3,
216 Street, Langley, BC

604-514-9983

5333 Hangar #3,
216 Street, Langley, BC

604-514-9983

Fly in or Drive in to the Aero Gourmet Kafé!
Now Open at Langley Airport-CYNJ

Fly in or Drive in to the Aero Gourmet Kafé!
Now Open at Langley Airport-CYNJ
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Enter our contest on page 30 for a chance to win a 
DVD from Mile High Productions! Results from last 

issue’s contest can be found on page 13.
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Doing It Old School

Extra Aerobatic

58 November

Navigating from Within

The Perfect Co-pilot

West Coast Pilot

Observation: people-watching, airplane 
spotting, hanging out with friends over coffee 
or lunch on an outside airport patio, sharing 
our aviation stories... What brings us more 
joy than sharing our last aviation adventure 
with people who get it, love it and understand 
the lingo we talk: flying!

The other day I was walking at the ocean at sunset during a low tide, 
and overheard parents admonishing their children not to get too 
close to the water, not to get dirty, not to get wet! What is wrong with 
that picture?

Being allowed to explore, touch, feel and taste life is how we gather 
our information around us. Like flying, if you keep dreaming that 
“one day you’ll sign up for a lesson”, you are still one step away from 
that tactile experience that can change your entire outlook on life 
and the world around you.

Come along. Discover with us in this issue how Dale’s team changed 
an aircraft engine far out in the bush, and how Andy Downs’s 
piloting father experienced the 58 November hijacking. Find yourself 
in the driving seat of a fire breathing dragon with Peter Dreyer’s 
EXTRA flight from Florida, and  let your tears spill as you come to 
love the Perfect Co-Pilot. And do not let your own fabricated internal 
illusion of fear, as told by Christina, hold you back from exploring 
your world. Touch, feel, taste... Life changes when you do! 

Go fly something...

Elke Robinson, Aviation News Journal

Letter from the Publisher

Victoria Air Maintenance Ltd
Total repair, overhaul & major rebuild service

Maintenance | Inspections | Imports & Exports | Structure Repairs | Salvage
Victoria International Airport - YYJ

www.vicair.net | info@vicair.net | 250-656-7600 | AMO 461-91
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The British Columbia Coast 
chapter of the Ninety-Nines 
International Organization of 
Women Pilots will hold its 32nd 
Poker Run in May of 2013.
 
SATURDAY, May 18 (NEW rain 
date June 1), Pitt Meadows, 
BC  CYPK): 

99s Poker Run. Open to all pilots, everyone welcome. Abbotsford, 
Boundary Bay, Chilliwack, Delta Airpark, Langley, Nanaimo, 
Squamish, Pitt Meadows (terminus). Lots of fun and prizes; 
funds raised go towards aviation scholarships and projects. 

For more information watch for a poster, or check 
www.bccoast99s.com, or call Alice at (778) 883-6406.

32nd
Annual

May 18, 2013

Poker
run
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was a beautiful 
Friday afternoon. 
I was looking 
forward to the 
weekend but still 
had one important 
issue to deal with. 
Gary had left his 
flight notification 

with me, saying he would be out of Fire 
Lake by 16:00, and here it was coming 
up on 17:00, with no word from him. 
I was thinking about hopping into the 
little amphibious Husky (GRHI) and 
going to make sure everything was 
okay, when my phone rang. Another 
of the local pilots was on his way out of 
Fire Lake and informed me that Gary 
had an engine problem and would need 
me to come fly in and probably take 
both him and his friend out. 

They were okay, and it could wait 
until the next morning, which worked 
out better as we sure wouldn’t all 
fit in the Husky. My next call was 
to Dave Marshall, who has always 
been generous enough to loan me his 
amphibious Beaver (FMAW) anytime 
I’ve needed one. His biggest concern 
was if there would be enough room for 
him to come along as he had never been 
into Fire Lake and would like to have 
me along for his first time. 

Early Saturday morning, we were up 
and away with Dave at the controls and 
myself just there to help point him in 
the right direction if necessary (which 
of course turned out it was not).

 It was a perfect day with no clouds 
or wind to worry about and Dave’s 
navigation brought us through the 
mountains and he descended gracefully 

and set up for the northbound landing. 
Of course, being on amphibians, it is so 
important to remember that checklist 
so that the landing gear is in the proper 
position for the type of landing you are 
doing. As I have come to expect from 
him, he greased it on. He must have had 
a good instructor on that airplane. 

After docking the Beaver and 
exchanging pleasantries, I found out 
from Gary that the engine had started 
making some unusual noises and 
vibrating noticeably, just about as he 
was landing. I started looking at the 
C-182 (FJYP). I couldn’t see anything 
obvious at the start, but as soon as I 
tried to pull the prop through, we found 
a problem. It would go so far only, and 
then stop dead. Pull it the other way for 
a turn and a half, and it did the same 

thing. This was obviously not going to 
be something I could fix easily, so for 
confirmation I pulled the oil screen out, 
which was now full of aluminum. 

So, we loaded up the boys and their gear 
into the Beaver and flew home. 

This of course meant that we would 
have to do an engine change right 
here at the lake. An engine change 
like this is not something that many 
people get to do anymore. I had been 
involved in one other lakeside engine 
change many years before, when I had 
a propeller governor malfunction cause 
a massive over speed on a Cessna 185 
when departing from a lake in Northern 
Ontario. Doing this would take some 
good old “bush” ingenuity to get a 400 
pound engine not only off the airplane, 
but to get it back on, as well. 

After looking at all the options, Clarence 
(the owner of JYP) and Gary decided on 
a freshly overhauled engine we found 

Doing It Old School

it

by Dale Floyd

The engine had started making some unusual noises 
and vibrating noticeably, just about as he was landing. 
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in the US that was priced somewhat reasonably. We started 
organizing what would all be necessary to pull this off. The 
best thing we had going for us was the network of people who 
were willing to help out with flying people and equipment in 
and out of the lake. 

First we needed to get the prop and governor out, so we could 
get them flushed to make sure there was no metal left in them. 
We also needed a tripod built for lifting the engines in and out. 
So in went the Super Bushmaster (FEUA) to get the prop and 
governor, and to leave Gary at the cabin to get some logs for 
the tripod. 

In the meantime, there was all the background work to be 
done. We found an engine at a shop in the US that seemed to 
be an extremely good deal, and we had to look after getting 
engine mounts, bolts and all the various bits and pieces that 
were required. The prop and governor needed flushing, 
manpower needed to be arranged and all the other possible 
issues had to be considered. Being in the bush means you 
cannot just go next door and borrow a part or tool that 
you happened to forget. It was a lot of checking and double 
checking to make sure we had all the bases covered. 

We were very fortunate that Ron Martini offered to fly the 
crew and engine in to the lake in his Turbine Otter and of 

course pick them up at the end of the job. So, on a beautiful 
sunny morning, we all met at Fort Langley where we loaded 
everything into the Otter along with Barry and Dave (two 
of the Coast Dog engineers), D.J. (Clarence’s nephew and my 
stepson), Gary and Clarence. Away they went, and I could only 
hope that things went well for them. 

While Barry and Dave were dealing with removing the old 
engine, the rest of the guys were rigging up an ingenious track 
system Clarence had designed to get the engine from the dock 
to the airplane that was nosed up on the beach a few meters 
away. This made the whole transfer effortless, and I applaud 
him on his creativity in this simple but effective system.
Everything went very smoothly and the crew got a lot done in 
a short period of time. 

During the day, more airplanes showed up. The Super 
Bushmaster went back up with Brent (Coast Dog’s star 
apprentice), and I took the Husky up with my buddy Stephan 
along for the ride. We not only went to help out if necessary, 
but also to see if anything else was going to be needed. 
Fortunately, it seemed like we had thought of everything that 
the boys would need, but I made sure we brought along a few 
liquid refreshments just in case someone might need one after 
a long day working in the sunshine. Everything was going 
smoothly, so later in the afternoon the Super Bushmaster 
and Husky both left and the boys were on their own in our 
beautiful wilderness. 

On the Sunday, there were several visitors to the lake to see 
how things were going. Word had gotten out and a lot of 
people wanted to see the operation as many would never 

have another chance to see something like this happening. I 
was like the expectant father: sitting down here in the valley 
hoping that all was well and waiting to hear that they were on 
their way home. It is much harder to be sitting here wondering 
how it is going up there, but I knew the job was in good hands 
and that I just had to be patient. 

My phone rang, and I got word that everybody was on their 
way home. Clarence was breaking in the engine on the C-182 
and the rest of the boys were with Ron in his Otter. The new 
engine was running great and everything had gone well. 

This was a great example of people pulling together to help 
out someone in need, something we don’t always see in our 
society these days. Thankfully it is not lost in our aviation 
community where people seem to be much more willing to 
help each other out. Let’s not lose that.
At the end of the day, it was a great adventure and I am so 
glad to have been part of it. I cannot wait to see what our next 
adventure will be!

Written and experienced by Dale Floyd from Coast Dog Aviation. 
www.coastdogaviation.com

Advertise with us! Email us today at
sales@aviationnewsjournal.com for more information.
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F
or millions of years, humans 
and their relatives have eaten 
meat, fish, fowl and the leaves, 

roots and fruits of many plants. One 
big obstacle in getting more calories 
from the environment is the fact that 
many plants are inedible. Grains, beans 
and potatoes are full of energy but 
all are inedible in their raw states as 
they contain many toxins, possibly 
contributing to our ailments and lack 
of energy. This confusion surrounding 
the edibility of certain foods is abetted 
by the meddling of the over-processed 
food industry.

The Paleo Pilot is proud to sponsor 
the Cave Girl Eats article for Aviation 
News Journal by Nutritional Therapy 
Practitioner Liz Wolfe  for Steve's 
Paleo Goods.

Rushed schedules, a stressed lifestyle, 
and busy timetables can make healthy 
food choices challenging. The Paleo Pilot 
helps to navigate your choices for the 
top Paleo-friendly travel foods!

Pilot fuel: the brain food we need to be 
in top shape for our next adventure. 
Being stranded unexpectedly at 
airports, delayed flights, closed 
food courts, strange food at new 
destinations...  Sometimes your eating 

arrangements may be out of your 
hands. Airport/airline food is—if we’re 
being nice—a complete disaster for 
many, be it traveller or aviator.

Here’s a list of some Paleo-friendly 
travel snacks that don’t require 
refrigeration for you to keep on hand!  
(Note: you can always plan ahead and 
bring a cooler bag full of goodies like 
guacamole, deli meat, and veggies.)

Number One:
Paleo Stix and Paleo Kits
Okay, you had to know that I would list 
these first. It’s not a “buy our product” 
thing—it’s a “protein is important” thing. 
It’s easy to get your fat and carbs in 
on the road, but the number one most 
travel-friendly source of protein is, 
hands down, jerky. But there are some 
seriously 
crappy 
jerkys out 
there—almost 
everything 
store-bought 
is full of preservatives and added sugar. 
Steve’s Original has grass-fed options, is 
additive-free, and has enough options 
to keep you from getting bored. Kits are 
also zone-friendly, and Stix are super-
easy to eat on a plane.

ADVERTORIAL

The Paleo Pilot Presents Health and Wellness
Principles for the Aviator and the Adventurer of the 
Skies and Beyond!

Find the basics of the Paleolithic Diet on our new website: www.ThePaleoPilot.com

PALEO PILOT

Aviation News Journal | May/June 20138



Number Two: Olives
Olives are not only delicious, they’re an excellent source 
of fat and they travel well. I love my “Sexy 
Olive Mix”—a vacuum-sealed bag of 
Calamata, Leccino, Noccellara, Gaeta, 
Castelveltrano, Alfonso, Green, Red and 
Black Cerignola olives. You can also find 
marinated, travel-pack olives and zucchini 
from Kat’s Kitchen at Whole Foods. Bring 
an extra baggie for the pits and tote a few wet-naps with you 
and you’re set.

Number Three: Coconut Chips
I always bring a bag of Wilderness Family 
Naturals coconut “chips” with me when I 
travel. They’re easy to eat and full of filling, 
energizing Medium-Chain Triglycerides—one 
of the healthiest fats on the planet. (Coconut 
Kitsare is great too!)

Number Four: Sea Snax
When you’re not so much hungry as feeling 
the urge to snack, Sea Snax are a good 
option. Sea vegetables are often overlooked 
on even the most varied Paleo plan, and 
these fill the iodine void. The ingredients 
are Paleo-friendly and the Chipotle is—as 
they say—“strangely addictive”.

Number Five: Go Nuts!
Photo: The seasonal Krunch bar: 
Pumpkin Krunch!
Nuts are an easy, portable snack. Some 
folks are working on avoiding excess 
Omega 6 in their diets, which is a good 
strategy—especially when it leads you to 
quit the processed foods and industrial 
seed oils (See Paleo 2.0 from Dr. Kurt Harris). Omega-6 fatty 
acids are not necessarily bad, however, especially when 

they're from natural sources of nutrition like chicken, eggs 
and nuts—they’re simply part of an intricate and necessary 
process of inflammation and anti-inflammation in the body. 
In fact, Omega-6 fatty acids can be anti-inflammatory in 
the right context. So keeping Omega-6 and Omega-3 fatty 
acids in balance is important, and a Paleo plan rich in cold-
water fish and grass-fed meats will keep your 3:6 ration in 
balance. Keeping your servings of nuts to approximately a 
handful or two allows you to enjoy all the benefits of nuts 
without worrying about overdoing it. Macadamia nuts are my 
favourite (aim for raw, not roasted, so you know exactly what 
you’re getting), and a Paleo Krunch bar is a treat in the perfect 
serving size.

Honourable Mention
Number Six: Canned Seafood
Note: Canned seafood is great to have on-hand if you’re 
stranded in the airport, but may not be perfect on an 
airplane—a little extra liquid and a “fishy” smell 
could make you some enemies quickly. 
Otherwise, sardines or smoked 
oysters canned in olive oil are a great, 
portable source of protein and Omega-3 
fatty acid.

Now we've given you an idea of how being a little prepared 
for your next trip can help you enjoy your journey without 
digestive upsets, and while sustaining a lot more energy and a 
clear brain!

Special credits go to Liz Wolfe, certified 
Nutritional Therapist Practitioner for

Steve's Paleo Goods
www.stevespaleogoods.com

With www.ThePaleoPilot.com, you 
can rev up YOUR newly energetic and 
healthy journey through life!
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Having owned and competed with 
an EXTRA 300L, I was looking for a 
higher performance aircraft to use for 
air shows, and to move into the higher 
categories of aerobatic competition. I 
was thrilled to find a beautiful EXTRA 
330SC at Southeast Aero in the historic 
city of St. Augustine, Florida. Florida is 
a long way from my home in Langley, 
British Columbia, and this article 
outlines my ferry flight undertaken in 
February 2013. 

The EXTRA is manufactured in 
Germany. Each airplane built is test 
flown by Walter Extra, the original 
designer of the plane. My extensive 
research, combined with my previous 
positive EXTRA experience, led me 
to believe that this sleek airplane was 
the best competition/air show aircraft 
available today.

Southeast Aero, the North American 
Distributor for the EXTRA, is owned 
and operated by Kramer Upchurch. 
Each aircraft gets shipped to Florida 
by container ship from Germany. The 
aircraft are shipped two per container 
with wings removed. Southeast Aero’s 

highly trained group of technicians 
reassembles the aircraft upon arrival. 
From St. Augustine the aircraft are 
distributed to their new homes 
throughout North America. 

The EXTRA 330SC is a single seat 
aircraft. Flying solo, I carefully planned 
the 17 hours of VFR flying required 
to bring it home to Canada. This trip 
was completed in February, when 
weather conditions across the central 
United States and Canada were very 
cold and unpredictable. The EXTRA 
has no heating system nor auto-pilot. 
Designed for aerobatic competition, it 
needs to be light-weight and absent of 
any superfluous equipment, including 
seat upholstery! Like any other flight, 
local or long distance, weather dictates 
“Go/No-go”. For these reasons I planned 
a route across the Southern States to the 
Pacific Ocean, then up the West Coast.
 
Day 1, Leg 1 
February 15th, 2013:
From KSGJ (St. Augustine Florida) to KMEI 
(Meridian, Mississippi)
431 Nautical Miles in 2 hr 30 min

The EXTRA 330SC was equipped with 
a Garmin 430W GPS. In addition, for 
back-up and familiarity, I brought my 
Garmin 796. The 796 have weather 
antennae, which display current 
weather. This antenna was loaned to 
me complements of Maxcraft Avionics, 
who do all of the radio work on my 
aircraft. Having accurate weather 
information made planning and flying 
this extensive cross-country flight a 
much safer and pleasant experience. 
Leaving Florida at 13:00, the weather 
was clear with unlimited visibility and 
remained that way for this first leg. 
With no weather concerns I was able to 
enjoy getting to know my new aircraft. 

I soon noted that the EXTRA 330’s 
powerful AEIO 580 engine, combined 

Extra 330 SC Ferry Flight from St. Augustine,
Florida to Vancouver, Canada  Peter Dreyer

Flown byI have a passIon 
for aerobatIcs.
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with the six-into-one exhaust, and ten-to-one pistons made it 
a very noisy aircraft. My Clarity Aloft headset had a well used 
set of ear buds which weren't attenuating the noise as well as I 
would have liked. During the two and half hours flight I found 
myself continually having to increase the volume of my radio 
to hear Air Traffic Control. For the next leg I used a brand new 
set of ear buds, which mercifully fixed the problem.

When I stopped to spend the night, the EXTRA attracted 
a group of interested pilots, some of them U.S. Air Force 
personnel that use KMEI for refuelling their jet trainers. They 
quite liked the EXTRA, and a couple told me they would "trade 
a ride in their jet for a flight in the EXTRA in a heartbeat!"

I have enjoyed great service at American FBO's, and Meridian 
Aviation surely ranks as one of the best. With refuelling, 
they offered a hangar at no charge, complementary snacks, 
Internet, and free transportation to a recommended hotel 
nearby. I believe it may have been the free pizza that brought 
in the aforementioned Air Force pilots.

Day 2, Leg 2
February 16th, 2013:
From KMEI (Meridian, Mississippi) to KCNW (Waco, Texas) 
432 NM 2 hr 30 min

Leaving Mississippi at 10:00, I was treated to another 
absolutely beautiful day, with clear skies and unlimited 
visibility. I knew the weather would be considerably colder on 
this leg as the ground temperatures were hovering at freezing. 
I prepared for this by donning two fleece jackets, my flight 
suit, and a warm parka. I wore gloves inside mittens. I also 
had my customary baseball cap, and the hood on my parka 
to ward off the draft that was leaking through the canopy 
onto the back of my neck. Temperatures aloft were -8 to -10 
degrees Celsius.

As a retired airline pilot with years of flying as part of a 
crew, I was now enjoy the novelty of flying by myself. But 
I sure missed the autopilot! The aircraft wasn't trimmed 
as well as it could have been, and when I let the stick go to 
reach for something, the plane would roll off to the right and 
the nose would drop. Simple tasks, like replacing a glove, or 
pulling out a snack from my flight suit made it challenging to 
maintain altitude and direction. Aside from this, the aircraft 
performed flawlessly.
 
Flying along at 2,000' to 4,000' AGL, I enjoyed watching the 
ever-changing scenery passing below me. From Florida's 
lush, green vegetation and beautiful lakes, to the arid Texan 
plains—I loved it all. The absence of the mountainous terrain 
I'm used to flying over near Vancouver made for a more 
relaxing flight. Concerns about an engine failure were 
considerably reduced, as there were numerous areas where a 
forced landing would have been possible.

Continued on page 12

is my style

Mireille Goulet
Pilot/Woman of Aviation

with a S1 Digital Headset

THE S1 DIGITAL PILOT’S HEADSET  
For maximum controlt the push of a button, the S1’s 
exclusive NoiseGard™/ digital technology accurately 
analyzes the cockpit’s noise levels to achieve superior 
noise cancellation during all phases of flight — from 
take-off to landing. 

See these Sennheiser Premium Aviation Headset Dealers 
to experience “The Quiet Revolution“:

Aviation World (800-668-1987) 
Calgary Pilot Supply (800-563-9633)
Aero Téknic (450-676-6299)
Skye Avionics (250)202-7649

BMW Group
DesignWorksUSA

MADE IN 
GERMANY

Designed in collaboration with

Email us today at
sales@aviationnewsjournal.com

for more information.

Advertise with us!
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Continued from page 11

Day 2, Leg 3
From KCNW (Waco, Texas) to KELP (El 
Paso, Texas)
477 NM 2 hr 55 min

The weather for this leg continued to 
be clear and cold. I had a headwind at 
altitude, so I planned for a possible en-
route fuel stop. Fortunately, the winds 
were light and I was able to make El 
Paso non-stop with fuel to spare. The 
arid, semi-mountainous terrain below 
boasted very unusual tilted-block 
fault mountains.

Day 3, Leg 4
February 17th, 2013:
From KELP (El Paso, Texas) over KAVQ 
(Marana, Arizona) 
250 NM in 1 hr 30 min

Today I planned for two legs of flying. 
Warm weather was a welcome change. 
I chose Marana as it has an active 
aerobatic community, with an aerobatic 
box near the airport, and I have friends 
living in the area. 
I flew this leg around 8,000’. The terrain 
in the area was high, and most of it 
was a massive plateau 4,000' to 6,000' 
above sea level, with very large hills 
and mountains sprinkled throughout 
the area. This region is very much a 
desert, with many places to land in 
an emergency. Half way through the 
flight, ATC vectored me around a large 
tethered balloon. It seemed to be about 
the size of the Goodyear Blimp, and was 
about 3000' above ground. 

Day 3, Leg 5
From KAVQ (Marana, Arizona) to KBFL (Bakersfield, California) 
457 NM in 2 hr 45 min

From Marana to Bakersfield there is a lot of restricted airspace. However, it's almost 
a straight line from Marana to Palm Springs. I flew over Palm Springs Airport, into 
the L.A. Basin and ran into the expected smog and limited visibility. This is the only 
area I encountered restricted visibility along my trip. Los Angeles ATC vectored me 
through the area and up to Bakersfield with their usual efficiency. I've always loved 
working L.A. Center; it has to be one of the most efficient groups of controllers in the 
world. The evening ended with delightful dinner, and a chance meeting with some 
Canadian pilot friends from the Victoria Flying Club who were ferrying a  C-172. 

Day, 4 Leg 6
February 18th, 2013:
From KBFL (Bakersfield, California) over KMFR (Medford, Oregon) 
461 NM in 2 hr 50 min

This leg was uneventful, but it was delightful flying my new aircraft. Another day 
of marvellous (and warmer) weather, it had been a great trip so far. This stretch took 
me up the Sacramento Valley, a very long and wide valley with lush farms, scattered 
cities, and lots of scenery. After almost two hours of flying I came to Shasta Lake, and 
more mountainous terrain. I had a nice view of Mt. Shasta in the distance.

After weaving my way through some higher country, I landed fifty minutes later, 
and refuelled at the Rogue Valley International, in Medford, OR.

Day 4, Leg 7
From KMFR(Medford, Oregon) to KBLI 
(Bellingham, Washington) 
461 NM in 2 hr 30 min

Weather at Medford was scattered cloud 
around 3,000' AGL. Weather to the 
west was a solid overcast. The weather 
briefer was recommending no VFR flight 
throughout this area. Normally I would 
have flown the valley route to the west, 
but the weather limited my options to a 
straight shot north to Seattle. Weather 
was good along this route all the way to 
Portland, Oregon. After that, I managed 
to find myself between two cloud 
layers 132 miles south of Seattle. To 
stay clear of cloud I had to head back to 
Portland, and find a clear area in which 
to descend. This wasn't a problem, as I 
found a nice clear area in fewer than 
five minutes. With flight-following, 
I was below all cloud, and had great 
visibility for the rest of the flight, down 
at 2,000' ASL. Seattle Center cleared me 
straight through their airspace, with 
one small heading adjustment, and then 
on to Bellingham. 
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Although my home airport was only a 10-minute flight away, 
I was grounded for the day. The EXTRA was an American 
registered aircraft, and I was importing it into Canada. 
Because of this, I had to come into the country via Victoria 
or Vancouver. It was late afternoon, Victoria was a bit out of 
the way, and Vancouver Customs had already shut down. 
The aircraft had to overnight in Bellingham. A phone call 
home, just 35 minutes away from the border, brought my wife, 
Gloria, down to pick me up. I appreciated the ride, and she was 
equally happy to see me!

Day 5, Leg 8
February 19th, 2013:
From KBLI (Bellingham, Washington) to CYVR (Vancouver, BC) 
50 NM in 20 min

The next morning I returned to Bellingham. The great weather 
seemed to be following me; I couldn't believe my good fortune. 
I was back in the cockpit, and anxious to get my new aircraft 
home. Vancouver Centre vectored me onto final approach 
just like the good old days with the airline, and I taxied to the 
Customs holding area after landing.

Canadian Customs arrived and they were very professional, 
helpful, and accommodating. I would like to thank them for 
the great service they provided.
 
With the assistance of a local customs broker, paperwork was 
processed. I was on my way to Abbotsford, and the end of 
my journey.

For more information, Peter can be reached at 
superdaviation@shaw.ca
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T here have been many changes in hijacking protocols since 9/11. Some are 
for the better while others could stand some scrutiny. One of the constants 
in aviation history has been the concept of Pilot-In-Command. We know 

as aviators that anything that goes wrong during a flight rests on the captain's 
shoulders. That is the burden of command. That is what we all agree to sign up for 
going into the industry. However, changes in regulations have left this long tradition 
in favour of law enforcement command in certain situations. 

There is not a pilot alive that I know, that would say they want the authority to 
control how law enforcement would specifically execute a raid on a hijacked aircraft. 
That being said, they do know what is developing onboard their aircraft. They do 
know if it’s a situation that can be made worse by armed intervention of not. 

Up until 9/11, the regulations stated that a captain had the right to refuse armed 
intervention if they so chose. Now there were more than a few cases where law 
enforcement disregarded this rule, or were completely unaware of it. Most of those 
cases resulted in a positive outcome, and by the grace of God. Yet one stands out as a 
warning to all that would respond to or be a part of handling a hijacking crisis.

58 November was just another charter flight. The crew was called out to their base 
in Nashville to pick up passengers and drop them off in Atlanta late on Sunday night 
just after midnight. There was nothing unusual about the request and the customer 
had come in that afternoon and paid for the charter.

As the crew stood waiting on their passengers by the 681 Turbo Commander, a car 
pulled up to the FBO. Two men were in the front seat and one was restraining a 
screaming woman yelling she was being kidnapped. The driver got out of the car and 
walked over to the captain. “We’re ready to go,” the man proclaimed as the woman 
continued struggling in the car and screaming.

“Hang on a minute,” the co-pilot RG Crump said to the man. “She is in hysterics and 
saying she is being kidnapped.”

“Don’t pay any attention to what she is 
saying; I am a doctor and taking her to 
Atlanta for treatment.”

“Do you have any credentials?” the 
captain asked. 

The man pulled out a gun as the woman 
finally pulled herself free from the 
second man in the car and fell out on 
the ramp. Both men drew guns and 
ordered the crew on board the plane. 
The gunman ran back to the car and 
pulled the woman up by her hair as the 
scarf that had her tied moments before 
fell down and tangled her legs.

The crew boarded the plane and 
started up the engines. As the airport 
police were notified by the lineman, 58 
November taxied out to the runway.

58 November started its takeoff roll as 
the police gave chase down the runway 
trailing behind the plane. It took off into 
the night sky as the gunman on board 
the plane held the woman in the back as 
guns were aimed at the crew.

The gunmen, George Giffe and Bobby 
Wayne Wallace ordered the crew to go 
to Freeport Bahamas. Giffe also told the 
crew that he had plastics explosives in 

The Hijacking of 58 November
by Andy Downs
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a box connected to a timer. If he did not reset the time every 
fifteen minutes the bomb would explode. The crew could 
either follow orders or everyone would die. 

The plane was not equipped for an over sea flight and the 
crew did not have charts, maps, floatation gear or fuel for the 
trip. It was decided to stop at Jacksonville to refuel and get the 
proper equipment to fly over water. With everyone on the 
ground knowing this was now a hijacking, the captain, Brent 
Downs, called ATC.

ATC: 58 November, go ahead.

P:          All right, sir we’ve got kind of unusual situation here, 
uh—uh, we’re going to need some fuel at Jackson and, 
uh, we can’t have anybody around except the fuel truck 
and the man fuelling. Uh, nobody else in the area. We 
will need flotation gear and, uh, if there’s any way 
possible, I need some charts and approach plates for 
Freeport. Yeah, we need jet fuel. And if you can’t, wish 
you could work out some kind of flight plan—vector 
us to Freeport, and we need to make sure that there 
is nobody, and I emphasize that, nobody around the 
airplane except the fuel truck and the attendant.

 
ATC:    58 November, Jacksonville copied it all, copied it all.

P:          All right. We need flotation gear. This is a, uh, this is an 
eight place airplane. Just make flotation gear for that 
will be sufficient.

ATC:     58 November. Wilco. Wilco.

P:          Call me back on that if you can and let me know if there 
is going to be any delays at all in the fuel truck waiting 
on us when we get there.

ATC:    58 November. Everything will be ready.  Everything 
will be ready as specified.

P:          All right and, uh, all right, they say to clear the area for 
at least 200-300 yards around the airplane and make 
sure there is nobody around it.

ATC:    58 November. Copied. Copied.

P:          Thank you, sir.
 0839.00
 0840.10

P:          Center, have another unusual request. Uh, two bottles 
of Scotch.

ATC:    58 November. Understand.

P:          Chevas 12 if you can get it. And also on that routing 

I would prefer to stay over land as much as possible 
until we make the direct entry to Freeport there and 
if you could give me the mileage since I don’t have the 
charts I would appreciate that so I can kind of figure 
some fuel here.

ATC:    58 November. Will work on that and advise.

As 58 November started the approach the RVR went to 1400. 
Captain Downs once again asked if everything would be ready 
for their arrival. The answer was yes.

58 November was directed to an isolated part of the 
Jacksonville ramp next to the FBO Air Kaman. The FBI with 
more than three hours’ notice was just arriving at the airport. 
The FBI did not have an aviation radio so they put one agent 
in the tower who would relay any communication with the 
plane to the commander on scene, ASAC James O’Connor. 
If the plane called in the agent in the tower would relay the 
communication to O’Connor and then ask what the response 
should be back to the plane.

When 58 November came to a stop on the ramp, Captain 
Downs asked the tower:

P:          58 November. We’re on the ground. Have all our 
requests been complied with?

Continued on page 16
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Continued from page 15

The tower only responded with taxi 
instructions. In the background was SA 
Frank Burns with the FBI trying to take 
over the radio. The tower supervisor 
was not allowing this at the time. As 
the FBI called Washington, the tower 
supervisor instructed the 58 November 
to park.

By this time the tower supervisor was 
ordered to turn the radio over to the 
FBI. An FBI car was just pulling up 
the Air Kaman FBO. It pulled in front 
of the fuel trucks in line of sight to 58 
November. The headlights to the FBI 
car were turned on and were visible 
from the plane.

P:          All right. (Pause) What’s the car 
sitting back off to our right?

T:          It’s just an airport vehicle as far as 
I know, sir.

P:          Does he have a radio in it?

T:          Say again, 58 November.

P:          Can you have it moved away 
from over there, maybe have Air 
Kaman find someone?

T:          58 November?

P:          Yes.

T:          58 NOVEMBER. THIS  IS THE 
FBI SPEAKING. CUT YOUR 
ENGINES.

The main hijacker, George Giffe, pointed 
his gun at Captain Downs’s head and 
told him to take off now. Downs calmly 
told Giffe that they did not have the fuel 
to go anywhere. After a minute, Downs 
had Giffe calmed and contacted the FBI 
in the tower.

P:          58 November. This is the captain 
speaking. We’re going to cut the 
engines and we’re gonna need 
some fuel but I request that 
everyone stay away.

T:          58 NOVEMBER. ADVISE 
WHEN YOUR ENGINES HAVE 
BEEN CUT.

T:          58 NOVEMBER?

P:          This is 58 November. Uh, this 
gentleman has about 12.5 pounds 
of plastic explosives back here, 
and (pause) uh, I got no (pause) 
uh, yen to join it right now so 
I would please, uh, appreciate 
it if you would stay away from 
this airplane.

T:          THAT’S A ROGER, 58 
NOVEMBER. ARE YOUR 
ENGINES CUT?

P:          Negative.

T:          STANDBY.

P:          Where’s the fuel truck?

The FBI commander on scene had not 
coordinated with his men, and had no 
plan of action. The first problem the FBI 

had was that all of their men were not 
on the scene. SA Burns and Murphy had 
arrived at the airport tower five minutes 
prior to 58 November landing. O’Connor 
had driven to the airport and was at 
the Air Kaman FBO waiting. O’Connor 
did not have an FBI radio so he had no 
way of finding his men. When Burns 
and Murphy went into the tower they 
were able to find O’Connor by calling 
the FBO. Burns was elected to stay in 
the tower as Murphy sped over to the 
FBI from the tower to meet O’Connor at 
the FBO. Now they had one agent in the 
tower and an FBI car on the ramp. Their 
next problem was that O’Connor did not 
have an airplane radio. So the system of 
communication would be Burns would 
relay messages to O’Connor on the ramp 
and then tell Burns what to say over 
the radio. O’Connor was heard debating 
what to do next over the background 
of the tapes.

Now I used to be a Scout leader. I used 
to take the kids and place them in a 
circle. I would whisper a phrase in the 
first boys ear. That phrase was passed 
around the circle from boy to boy. The 
last boy would say out loud the phrase 
he heard. It was never the same phrase 
that started the exercise.

Yet, this was the plan for the FBI on the 
ramp at Jacksonville. You could hear 
in the background chatter different 
questions being thrown out and a rush 
to figure out what to do next. There 
was no plan. 

Continued on page 18
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Culhane Aviation Training Manuals . . .
Since 1988, aviation training manuals written by Michael J. Culhane, ATPL BSc BA JD have 
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Culhane.ca*Prices shown are suggested retail in $CDN: dealers may sell for less. Prices subject to change. 

Private Pilot and Recreational Pilot Ground School Course, 2013 Ed. 
This self study course text covers all required ground subjects for the Transport Canada 
aeroplane Private Pilot Licence written (PPAER), Recreational Pilot Permit written 
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step by step instructions for complex subjects. Indexed, internally cross referenced.  400 
pages, perfect bound.  ISBN 978-1-895801-34-6. Price: $124.95.

Private Pilot and Recreational Pilot Written Test Book, 2013 Ed.
Contains 8 realistic, 100 question, PPAER exams. Primarily at private pilot level, but also 
useful and includes questions for recreational pilot. All questions cross referenced to 
Private Pilot and Recreational Pilot Ground School Course, 2013 Ed. Very useful for final 
exam prep. 260 pages, perfect bound.  ISBN 978-1-895801-35-4. Price: $99.95.

PSTAR and Student Pilot Written Test Book, 2013 Ed.
Includes all current PSTAR questions, with answers and cross references to Private Pilot 
and Recreational Pilot Ground School Course, 2013 Ed. 109 pages, perfect bound.  ISBN 
978-1-895801-50-8. Price: $19.95.

Private Pilot Flight Training Guide, 2013 Ed.
A comprehensive source for all flight training towards the Private Pilot Licence, including all 
air lessons, hundreds of example oral questions and a detailed breakdown of everything 
needed to know in advance of each air exercise. Cross referenced to Private Pilot and 
Recreational Pilot Ground School Course, 2013 Ed. Filled with tips and pointers to ensure 
smooth progress in air training. 226 pages, perfect bound.  ISBN 978-1-895801-56-9. Price: 
$49.95.

Commercial Pilot Ground School Course, 2013 Ed.
This industry leading course text contains all required subjects to prepare for Transport 
Canada Commercial Pilot Aeroplane Written - CPAER exam. Coded subjects, loaded with 
illustrations, examples and detailed exercises for complex calculations, detailed index. 
Includes all Transport Canada subject reference codes, internally referenced. 262 pages, 
perfect bound.  ISBN 978-1-895801-36-2. Price: $174.95.

Commercial Pilot Written Test Book, 2013 Ed.
Contains 10 realistic 100 question CPAER Transport Canada Commercial Pilot sample 
written tests for aeroplanes. Cross referenced to Commercial Pilot Ground School Course, 
2013 Ed. Self contained exams - no other references needed. Colour chart extracts 
included. 294 pages, perfect bound.  ISBN 978-1-985801-37-0. Price: $149.95.

Instrument Rating Ground School Course, 2013 Ed.
A thorough course for learning all relevant IFR knowledge including examination material 
and in-flight procedures. Coded subjects, detailed index and current. Includes useful 
information on flight test preparation. All Transport Canada subjects included and internally 
referenced. 252 pages, perfect bound.  ISBN 978-1-895801-38-9. Price: $149.95.

Instrument Rating Written Test Book, 2013 Ed.
Contains 6 INRAT sample exams for Transport Canada Instrument Rating test. All 
questions cross referenced to Instrument Rating Ground School Course, 2013 Ed. A very 
useful prep system to ensure readiness for INRAT. 226 pages, perfect bound.  ISBN 978-1-
895801-39-7. Price: $124.95.

Airline Transport and IATRA Ground School Course, 2013 Ed.
Contains all required subjects for Transport Canada SARON (CARs, operations, navigation 
general) and SAMRA (meteorology, radio aids, flight planning) writtens. Also includes all 
IATRA type rating written subjects and FAAAA material for conversion of FAA ATP to 
Canadian ATPL. All Transport Canada subject reference codes are incorporated and 
internally referenced. 252 pages, perfect bound.  ISBN 978-1-895801-33-8. Price: $174.95.

Airline Transport and IATRA Written Test Book, 2013 Ed.
Contains 6 realistic ATPL sample exams - 3 SARON and 3 SAMRA, along with 5 IATRA 
and 2 FAAAA sample exams. Answers are cross referenced to Airline Transport and IATRA 
Ground School Course, 2013 Ed. Completing these exams and cross referencing and 
correcting to 100% will yield high results. 234 pages, perfect bound.  ISBN 1-895801-40-0. 
Price: $149.95.

Instructor Rating Ground School Course, 2013 Ed.
Includes all required ground subjects in preparation for aeroplane Instructor Rating written 
exams, Class 4 through Class 1. Also includes useful material on preparing lesson plans 
and in-flight training. Coded subjects and complete information on administration. Includes 
all Transport Canada subject reference codes, internally referenced. 254 pages, perfect 
bound.  ISBN 978-1-895801-41-9. Price: $149.95.

Instructor Rating Written Test Book, 2013 Ed.
Contains 6 sample exams: 3 AIRAF, 3 AIRAT. Cross referenced to Instructor Rating 
Ground School Course, 2013 Ed. and to standard Transport instructor texts (Flight Training 
Manual, Instructor Guide etc.) 254 pages, perfect bound.  ISBN 978-1-895801-42-7. Price: 
$124.95.

Helicopter Pilot Ground School Course, 2013 Ed.
Contains all required subjects for both Private and Commercial pilot helicopter licence 
written exams (PPHEL, CPHEL). Coded subjects, detailed index. Includes all Transport 
Canada subject reference codes, internally referenced. 230 pages, perfect bound.  ISBN 
978-1-895801-43-5. Price: $174.95.

Helicopter Pilot Written Test Book, 2013 Ed.
Contains 3 Commercial (CPHEL) and 3 Private (PPHEL) helicopter sample exams. All 
questions are cross referenced to Helicopter Pilot Ground School Course, 2013 Ed.  224 
pages, perfect bound.  ISBN 978-1-895801-51-6. Price: $149.95.

Helicopter Airline Transport Ground School Course, 2013 Ed.
Contains all study subjects for Helicopter ATPL written exams: HARON (air law, flight 
operations, general navigation) and HAMRA (meteorology, radio aids, flight planning). 
Cross referenced and indexed. 238 pages, perfect bound.  ISBN 978-1-895801-48-6. 
Price: $249.95.

Helicopter Airline Transport Written Test Book, 2013 Ed.
Contains 4 realistic Canadian ATPL-H sample exams: 2 HARON and 2 HAMRA. Cross 
referenced to our Helicopter Airline Transport Ground School Course, 2013 Ed.  114 
pages, perfect bound.  ISBN 978-1-895801-52-4. Price: $199.95.

The Sky’s The Limit: Canadian Pilot’s Manual of Aeronautics, 2013 Ed.
Written specifically from a Canadian perspective, this comprehensive manual serves as a 
useful reference source for a wide variety of aeroplane subjects relevant to most fixed wing 
operations. Includes chapters on air law, engines, airframes, theory of flight, flight 
instruments, aviation weather, navigation, flight operations and human factors. Indexed. 
224 pages, perfect bound.  ISBN 978-1-895801-53-2. Price: $79.95.

The Sky’s The Limit: Workbook for Canadian Private Pilots, 2013 Ed.
Supplemental workbook for Private Pilot written with cross references to The Sky’s The 
Limit textbook. Contains 840 questions to assist pilots to prepare for Private Pilot written. 
Detailed answers along with cross references provided for every question. 224 pages, 
perfect bound.  ISBN 978-1-895801-54-0. Price: $39.95.

The Sky’s The Limit: Workbook for Canadian Commercial Pilots, 2013 Ed.
Supplemental workbook for Commercial Pilot written with cross references to The Sky’s 
The Limit textbook. Detailed answers along with cross references provided for every 
question. 224 pages, perfect bound.  ISBN 978-1-895801-57-5. Price: $59.95.

Flight Dispatcher Generic Training Course, 2013 Ed.
Self study course for TC Flight Dispatcher Generic exams. All required subjects covered in 
one comprehensive source: Air Law, Air Operator Regulations, Flight Operations, 
Navigation General, Theory of Flight, Aeroplane Engines, Airframes and Systems, and 
Meteorology.  318 pages, perfect bound.  ISBN 978-1-895801-58-3. Price: $399.95.

Flight Dispatcher Written Test Book, 2013 Ed.
Contains 12 realistic flight dispatcher generic exams: 6 FDOPS and 6 FDMET, cross 
referenced to Flight Dispatcher Generic Training Course. 262 pages, perfect bound.  ISBN 
978-1-895801-59-0. Price: $299.95.

Regulatory Requirements for Canadian Aircraft  Maintenance 
Engineers, 2013 Ed.
Complete source of all required regulations from CARs, Airworthiness Standards, 
Aeronautics Act and other regulatory materials written in plain English. Includes 10 realistic 
sample exams that will be of great assistance for those AME’s preparing for the Transport 
Canada AME Regulatory Requirements exam. 383 pages, perfect bound. ISBN 978-1-
895801-55-2. Price: $99.95.

ORDERING INFORMATION:
Culhane training manuals can be obtained nationwide from Canadian pilot shops, flying 
schools/clubs and aviation products suppliers as well as from our website.
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Continued from page 16
T:          58 NOVEMBER?

P:          58 November. Go ahead.

T:          THIS IS THE FBI. THERE WILL 
BE NO FUEL. REPEAT. THERE 
WILL BE NO FUEL. THERE WILL 
BE NO STARTER. HAVE YOU 
CUT YOUR ENGINES?

P:          Uh (gasp), look, I don’t think this 
fellow’s kiddin’—I wish you’d get 
the fuel truck out here.

T:           58 NOVEMBER. THERE WILL 
BE NO FUEL. I REPEAT. THERE 
WILL BE NO FUEL.

P:          This is 58 November. You are 
endangering lives by doing this, 
and uh, we have no other choice 
but to go along, and uh, uh, for 
the sake of some lives we request 
some fuel out here, please.

T:          58 NOVEMBER. WHAT 
IS THE STATUS OF YOUR 
PASSENGERS?

P:          Ah, uh, well, they’re okay, if 
that’s what you mean.

T:          ARE THEY MONITORING THIS 
CONVERSATION?

P:          Yes, they are.

T:          DO YOU HAVE TWO 
PASSENGERS ABOARD?

     
(Pause)

T:          58 NOVEMBER. WHAT’S YOUR 
PRESENT FUEL STATUS ON 
THAT AIRCRAFT?

P:          We’re down to about 
thirty minutes.

T:          58 NOVEMBER. THE DECISION 
WILL BE NO FUEL FOR THAT 
AIRCRAFT. NO STARTER. 
RUN IT OUT, ANY WAY YOU 
WANT IT. PASSENGERS, IF 
YOU ARE LISTENING—THE 
ONLY ALTERNATIVE IN THIS 
AIRCRAFT IS TO DEPART 
THE AIRCRAFT, TO DEPART 
THE AIRCRAFT.

By this time a second FBI car was 
pulling onto the ramp. At this point 
Captain Downs was being yelled at by 
Giffe while the pistol is still being aimed 
at his head. Captain Downs was able 
to talk Giffe into allowing someone off 
the plane to go and negotiate for fuel. 
Giffe agreed. 

Captain Downs started to get out 
of his seat and Wallace pointed his 
gun at Downs head and said, “The 
captain stays.” 

Downs sat back as the co-pilot R.G. 
Crump slowly got up to head for the 
door. He waited a moment as the left 
engine of the Commander spooled 
down to a stop. He opened the door and 
told Giffe before he stepped out, “Please 
don’t do anything until I get back.”

As Crump exited the plane he walked 

towards the tail where agents O’Connor 
and Mayo were waiting. O’Connor 
threw Crump to the ground and aimed 
his rifle at his head. Crump tried to 
explain that he was the co-pilot and 
what was happening in the plane.

T:          58 NOVEMBER?

P:          Yeah.

T:          DID SOMEONE DEPLANE FROM 
YOUR AIRCRAFT?

P:          That’s affirmative. The co-pilot.

O’Connor took Crump and put him 
in the back of the FBI car. Crump was 
upset at this point and was trying 
to explain that these two guys had 
guns and one said he had explosives 
as well. O’Connor told Crump to sit 
back and shut up. “This is a bunch of 
malarkey... We have this under control,” 
O’Connor yelled.

Then O’Connor sent the following 
message to be relayed from the tower.

T:          58 NOVEMBER?

P:          (Muffled reply) Yes.

T:          THE COPILOT IS IN THE CAR 
AND WILL NOT RETURN TO 
THE AIRCRAFT. HE WILL NOT 
RETURN TO THE AIRCRAFT.

Wallace was seated behind the crew 
on the potty seat. He talked to Giffe and 
they decided that Wallace would get 
out and try to talk to the FBI. Wallace 
put his pistol in the waist of his pants 
and got out of the plane. Agents took 
him down and cuffed him behind 
the plane.
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O’Connor then ordered his agents to open fire on the planes 
right engine and tires. This action provoked Giffe to open fire 
inside the plane and he killed everyone on board. As  Susan 
Giffe, and Downs lay dead Giffe turned the pistol on himself. 
All of this took place within nine minutes from the plane 
coming to a full stop at Jacksonville.

The result of the event was Brent Downs became the first 
captain in the US to be killed in a hijacking. Bobby Wayne 
Wallace was the first person to be charged with air piracy in 
America. The pilot’s widow, Janie Downs, became the first US 
citizen to beat J. Edgar Hoover and the FBI in a wrongful death 
action in federal court.

This story is not just some piece of aviation history, it is my 
story as well. The captain Brent Downs was my father. My 
mother, Janie Downs was the one who successfully beat the 
FBI in court. This has been a part of my entire existence. 

This story is also about every captain that flies a plane today. It 
is a story about the right of the Pilot-In-Command. It is about 
the safety of the flying public. When the PIC is no longer given 
the authority to control their craft, there is a problem.

I have been told by federal law enforcement officers that “It 
is ludicrous to think a captain has any command authority 
during a hijacking.” This is the general attitude of law 
enforcement today where PIC authority is concerned during a 
crisis. Their attitude is that they know better than the captain. 
I think that is a dangerous place for us all.

I am producing a film called 58 November about my father’s 
last flight. It is important for people to understand the need for 
a captain to have command of their craft until they choose to 
relinquish that command.

Over the last couple of years I have been able to get over 
9,000 documents on my father’s case. I have been able to get 
the actual audio tapes of all communications between my 
father, ATC and the FBI. I have located many of the actual 
eye witnesses to  the hijacking. I am now ready to complete a 
story that has been lost in aviation history. To be able to finish 
the project I need the help of all aviators and the public. If 
you would please contact me so that this piece of out aviation 
history is not lost again, I would be grateful beyond words.

If you would like to help get this project completed, please 
contact me. This is a story that must be told so perhaps 
what happened to my father does not happen to other 
crews out there.

Andy Downs
615-474-0590
Andy@58November.com
58November.com
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less likely to occur than we are led to believe? How do we attempt to live a “normal” 
life and retain some modicum of sanity amidst the dizzying array of frightening 
news reports that are fed to us daily? 

When you see an ABC News story about an Islamic online forum where extremists 
discuss how to attack Western targets using deadly biological agents onboard planes, 
do you think to yourself, “maybe I should try to cut back on my business travel?” 

After perusing pages and pages of newspaper coverage from Boston, do you decide to 
put off the family vacation to Disneyland just in case?

Many of us wrestle with fear every day or even every hour. If you’re reading this 
column, you are likely grappling with fear in one area of your life or another. And 
not just the extreme kinds of fears resulting from the kind of news you’re describing.

Maybe you’re obsessing about credit card debt. Or fretting about your lack of 
exercise. Or worrying about that strange knocking sound in the car engine. Or 
anxious about all the GMO’s in your food.

And then there are the more generalized fears—the kind not resulting from an 
immediate survival threat. These work on our psyche in a powerful way making it 
exceedingly difficult to separate fact from fiction or opinion. Remember the various 
health threats of the past decade? H1N1, Avian flu, Swine flu. To vaccinate or not 
to vaccinate. That was the very confusing question? Then there was the recession 
when we all thought about stashing our cash under our mattress. Unfortunately we 
live in a culture where the dominance of fear-inducing reporting doesn’t appear to be 
losing momentum.

And then there are all the micro level fears we face every day. What if my daughter 
doesn’t pass grade 11? What if my business fails? What if that pain in my guts is 
something more serious?

Continued exposure to fear creates a heightened state of agitation and anxiety that 
runs in the background of everything we do. When we’re afraid, many of us have a 
tendency to engage in repetitive threads of thought where we go round and round 
trying to figure out how we can avoid the thing we’re afraid of. Negative self-talk, 
such as “what if that happens to me?” can amp up our emotions, further distracting 
the mind from focusing on solutions to the problem at hand. The resulting state of 
mind is often referred to as “analysis paralysis” because we become stuck and unable 
to take action. 

I am feeling really overwhelmed 
by the news lately. First there 
were the bombs in Boston 
and then that explosion in 
Texas. Then an earthquake in 
China and always, it seems, 
more economic setbacks. 
Everywhere I look—Facebook, 
Twitter, the newspapers, TV, 
Internet news, another awful 
scenario is unfolding. And the 
other day when I went through 
airport security, I was told 
the wait would be up to two 
hours because of more intense 
screening. Are we really in 
this much danger? All these 
stories are getting to me and I’m 
starting to feel a bit hopeless. 
What can I do to offset all 
this fear?

Overwhelmed in Ottawa

The threat of terrorism is clearly 
something to be taken seriously, and 
extreme weather will always be an 
unpredictable reality of life, but how 
do we know when we are going too far 
worrying about things that are perhaps 

This column is dedicated to untangling the messier aspects of our humanness (or human-mess!). 
When we started the column a few issues back, we chose to focus on untangling the messier 
patterns in aviation workplace relationships. And yes, aviation is fraught with lots of relational 

challenges, but when it comes right down to it, you don’t have to work in aviation to suffer the same 
patterns and experience the same frustrations. So now, the only prerequisite for reading this column is 
membership in the human race! We hope you enjoy.

NavigatiNg from WithiN
by Christina Sestan

Fear
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In the extreme, unchecked fears lead to 
poor health and destructive behaviours 
like overeating and drug or alcohol 
abuse. Our capacity for joy, peace and 
fulfillment is seriously impeded. 

Despite its significant impact on 
our lives, fear is actually pretty 
insubstantial. It is simply a projection 
on the future of something we don’t 
want to happen. It’s the ultimate “what 
if” game. FEAR is: False Evidence 
Appearing Real. Feeling fear is just part 
of the human experience and to try 
to do away with it is futile. However, 
taking action when we’re afraid can 
lead to more fear. The most empowering 
stance we can take when it comes to 
managing fear is to take a step back 
from whatever is going on and realize 
we are afraid. Our conscious awareness 
sets the stage for us to make more 
empowered and discerning choices. 

The reality is that we live in a culture 
where praying on human insecurity 
is the primary marketing strategy for 
industries selling everything from 
home security systems to cosmetic 
products. Fear grabs our attention more 
forcefully than any other advertising 
tactic. Reporting stories about terrorist 
attacks, job losses and exaggerated 
death tolls from swine flu also sell more 
newspapers and pull in more viewers 
for the evening news. 

In order to protect ourselves and our 
health, it’s essential to adopt a simple 
process for dissipating fears before they 
take hold and begin to compromise our 
peace and fulfillment. 

If you’re interested in consciously 
co-creating a cultural reality of hope, 
joy, happiness and peace, here are five 
simple steps to help you safeguard 
yourself from the proliferation of 
negative influences in the media. 

1 Pick and choose your exposure.  
Bored or unconscious consumption of 
TV, radio, newspaper and the Internet 
make us extremely vulnerable to an 
incredible assortment of questionable 
influences. Start thinking in terms of 
mental nutrition. What kind of diet 
produces anxiety and restlessness? 
What promotes peace and well-being? 
Learn to discern the difference and 
choose accordingly.

2 think of the news in terms 
of a buffet.
There’s plenty to choose from. If you 
always go to CNN, “test drive” four other 
news sources for a week. And pick 
something outside the “big news” circle. 

Continued on page 22
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Continued from page 21

3 Watch, listen and read with a 
flexible and critical mind. 
With practice, you can tone your 
“critical muscle” by asking yourself a 
few simple questions: Is there another 
side to this story? What do I feel about 
this story? What does it mean to me? 
How am I choosing to respond? 

4 Do the legwork. 
If a particular story gets your attention 
(negative or positive), empower yourself 
by getting out there and talking to 
people about the issue. Beware of 
parroting what you’ve already heard 
the journalists say and risk sharing and 
inviting individual opinions. 

5 Stem the flow of negativity 
within yourself. 
When we see something in the news 
that affects us deeply, our outrage, 

frustration or sadness often compels 
us to share what we’ve seen with 
others. Sharing is a natural part of being 
human; however, without a conscious 
awareness that our emotions have 
been incited, we unknowingly pass on 
a “jolt” to someone else, perpetuating 
the negative news grapevine. To prune 
the grapevine, share your personal 
experience with phrases like “I’m really 
upset by something I saw on the news 
and I want to explore what’s going on 
without passing on negativity.” 

If you take a moment to consider how 
your reactions to situations and events 
shape our cultural reality, you may 
choose to eschew the fear-mongering. 
Lean instead towards hope, optimism 
and joy, and become part of a powerful 
cultural shift towards positivity. 

“I’ve seen many troubles 
in my time. Only half of 
them came true.”

Mark Twain

Note: If you’re interested in expanding 
your capacity for joy, peace and 
fulfillment even further, you might enjoy 
reading “A How-To Guide for Getting 
Unstuck” on the Citrus website. Just go 
to www.citruscoaching.com and click on 
the ‘Explore’ tab, followed by the ‘Articles’ 
tab and scroll down to article #10. Enjoy!

If you are currently facing a life 
challenge, I would love to hear from 
you. Please send your questions to 
christina@citruscoaching.com. Any 
published responses will be kept 
anonymous.

Christina Sestan, a professionally 
certified business coach, corporate 
facilitator and keynote speaker, is the 
founder of Citrus Coaching Solutions, a 
cutting-edge human potential company 
that works with individuals and 
organizations in a variety of industries to 
help achieve ground-breaking results in 
business and life. 

"I got my pilots' licence at a commercial flying
school, but I learned to FLY at King George Aviation"

(Joel Ellis)
Save thousands of $’s on your PPL by coming to us first!

stol
fly-in sept. 15th, 2013stol
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about slow trips or changed plans. And 
in probably at least 5,000 hours of flying 
together, only twice did she request that 
I land, now. I took her seriously both 
times and made unscheduled stops at 
Gainesville, Florida and Morgantown, 
West Virginia. Both times were but 30 
or 40 minutes from our destination but 
I knew she needed to land.

I could regale you with many more tales 
of her determination to be a good co-
pilot and courageous flying companion 
but I will stop there.

Ann, I loved you and always will, more 
than anything else in the world.

Ann Slocomb Collins, Gone West on 
3/26/2013, the saddest day of my life. 

Reprinted with permission from Air 
Facts, the journal for personal air travel 
by pilots, for pilots.
www.airfactsjournal.com

took Ann for her first ever airplane ride on May 30, 
1956, in my Piper Pacer. I had been flying for five years 
then. A couple of years later we got married and she 

had really signed on. I took her for her final airplane ride on 
August 19, 2007. By that time she was pretty much an invalid 
and mounting and dismounting my P210 was just too much 
of a struggle. By then, I had been flying for 56 years.

We flew together all of over the country. In the early years 
our kids, Charlotte, Sarah and Richard were always with us. I 
think I remember that all three flew with us before they were 
a month old. We flew to weddings and funerals and family 
events and my logbook is a diary of sorts because we inevitably flew when there was 
a life happening and I made note of what it was.

We were truly a flying family, taking trips on our own and with other flying families 
like the Bedells. Rowland and Julie have four kids, Catherine, Bill, Rob and Pete, and 
we looked like a bunch of Okies when we showed up in two airplanes carrying four 
adults and seven kids and wanted to borrow the airport car. Rowland and I had served 
together in the Cub Scouts in WWII and were lifelong friends until he died too young, 
in 1990. You probably know Pete Bedell from his work in AOPA Pilot.

Tireless in support of my efforts, Ann typed manuscripts for books and articles, did 
a perfect job of entertaining and made thousands of bologna sandwiches for meal 
service to Flying staffers as we flew around the country. Bryan Comstock, who 
worked at Flying for a while, once told her that even a bologna sandwich tasted good 
at eighteen thousand feet.

Most of all, though, Ann was my everything. I just played that song 
on my iPod and the memories flooded my mind as I listened. In the 55 
wonderful years that we were married she was perfect. Well, nearly, 
and more so than I.

I thought back to a trip in our Pacer, when we were moving to New York from 
Arkansas and were going to visit in Alabama along the way. Mother Nature was 
on a rare widespread July rampage over our proposed Little Rock to Dothan route. 
There were thunderstorms all over the place. At one point, I decided we needed gas. 
Tuscaloosa, Alabama, looked like the best place and the specialist at the FAA station 
there said it was pretty good at the airport and looked pretty good in the direction 
from which we would be coming. It didn’t look so good from the other direction.

A Piper Pacer isn’t the best airplane in the world for serious weather challenges and 
ours was being tossed around by the turbulence. There was a lot of lightning and it 
was raining. In the thick of battle, Ann asked, “Are you afraid?” I told her I wasn’t and 
she said, “Well I won’t be afraid either.”

One of the last things she said to me while squeezing my hand before she died on March 
26 was “I am not afraid.” We flew through every imaginable kind of weather over the 
years and after all those thousands of hours, I guess she had reached the point where 
she wasn’t afraid of anything. After a turbulent trip I would always tell her I was sorry 
about the bad ride. Her reply was always “It wasn’t that bad.” She never complained 

The Perfect Co-pilot–of Many Years

I

Ann was my everything
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T he Nootka and Clayoquot 
Sounds are on the wet edge of 
the world, and get scouring 

rains. Hundreds of inches in a year, 
and sometimes, five inches in a day . 
Often, you can’t see across the street, 
much less across the harbour , for the 
rain density. Throughout the year are 
few days of frost, and even fewer days 
that are completely dry. During the 
summer tourist season there is less 
hat-flattening rain, but more fog and 
low cloud. Cedar, fir and hemlock tower 
high to heaven, rooted strong against 
the buffet of savage gales. Where there 
are no trees at higher elevations, it is 
from the interactions of high winds 
and near-vertical rock. Down low,  the 
surf has scoured away all but bedrock 
and barnacles.

In the usual weather conditions out 
here, flying floats is safer and more 
reliable than wheels. The pilot of a 
single-engine, wheel-equipped plane, 
looking out the windows at a steady 
cruising altitude, might appear to 
passengers like he is stand-offish, or 
maybe idly sightseeing. In fact, he is 
pretty much constantly thinking,  “…
and if the engine stops now , I could 
put us down there…” . Aircraft engines 
are very reliable, and a dead engine is 
highly unlikely, but the consequences 
are so severe that the remote possibility 
takes up much of a student pilot’s 
training, and commands a working 
pilot’s continuing awareness. Landing 
into a logged area is to glide at 60 mph 
into a sloped field of hull-shredding 
stumps, the effect of which on a plane 
is much like that of a swimmer sliding 
naked down a fence-rail wrapped in 
barbed wire. A lucky and skilled pilot 
did one such landing a couple of years 

ago near here, and most of his passengers survived (he didn’t). If there are no logged 
slopes close enough, you’d consider the trees. If you are a raincoast visitor, those old-
growth forests are magnificent and picturesque testaments to the, well, picturesque 
magnificence of nature. To a pilot they are concrete pillars. If the fan quits there, and 
you can’t glide to someplace better, an emergency landing is best tried by carefully 
aiming between two of them just above stalling speed, ripping the wings off to slow 
a bit, and then hope the lower branches cushion your 200 foot vertical drop. That’s 
the speculation anyway. There are no tree-landing survivors to debrief. Avoiding 
tall trees, you might reach the water. A water ditching is a hard slam & flip, a seat-
belt tangle and brisk sink into near-freezing water, followed by a swim if you make 
it to the surface. Or you might try a road. Logging roads are narrow, so you lose the 
wings, but once the hull is  on the ground and you stop moving, you can probably 
walk away. If a logging road is not under you, I have thought that the best bet might 
be into alder trees (fluffy tops, softer trunks) or to ditch at a salmon farm: if you make 
it to the surface, the crew might notice, and rescue you from a hypothermic drown. 
Your wheelplane pilot is doing this mental running evaluation as less-bad emergency 
landing sites roll into, and then out of glide range. So if he is not companionably 
chatting with you over the intercom, it’s because  he has things on his mind.

Wheel pilots prefer to minimize the anxiety by flying high, thousands of feet above 
the valley fog and mountain tops, high enough to turn to someplace clear if low 
clouds roll in, or glide to a paved road if things suddenly get quiet.

Float pilots on the other hand can safely land anywhere long and 
damp—literally  on wet grass if we must. While higher is better, 
often the weather ceiling dictates flying is at duck-dodging altitudes—just a few 
hundred feet— low enough to recognize individual seals. If the cloud ceiling forces us 
down, we just fly lower. If it drops to the surface, we touch down, and become a boat, 
taxiing slowly forward if it looks like the visibility lifts, or if not, turning to head 
back and take off again the way we came in. Once we know an area well, we are safe 
and serenely calm in visibility and altitude conditions that would give a wheel pilot 
an aneurysm. 

Tourists were a good part of our customer base during the summer. After a time, one 
notices cultural differences. **Generalization Alert! Broad, sweeping observations 
to follow!**

Americans are keenly curious about the local economy & culture, wildlife, fishing 
prospects, everything to do with the operation of the aircraft, the physical layout of 

Continued from the March/April 2013 issue of Aviation News Journal
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the harbours  and pretty much anything you care to point out 
to them. They are more likely to be in a small family group, 
and to be cheerful, organized and co-operative, and to tip well.

Germans are found all over rural British Columbia, usually 
doing something bold, loopy, and solitary. I have found 
them trapping by the Yukon border, overwintering in a tent 
by the Alaska panhandle, leading the survivors of a string 
of packhorses down the Telegraph Creek trail, and doing 
tomahawk-throwing at black 
powder shooting meets. They 
seem fascinated by Indians, and 
politely stifle their disappointment 
when their preconceptions meet 
workaday reality. Germans love 
hunting and camping. Apparently 
in Germany these are so regulated 
and expensive that they are completely out of reach of all 
but the very rich: the  realization that in B.C. one can hunt 
five months of the year, and put a tent and fire anywhere 
that isn’t private property—which is to say, pretty much 
everywhere—during the other seven is intoxicating to  them. 
They generally want to be dropped off someplace remote, and 
to learn from experience, rather than from the experienced. 
Germans like bears.

Japanese really do come in large groups, with cameras. They 
usually have little working English, are very polite and co-
operative, and are happier if seated in the airplane with strict 
attention to status: the  eldest gets the right-hand seat. (One 
very old fellow’s nametag was  “Yamamoto”. I wondered, then 
thought,  “Naa…”.) They like to see remote, mist-shrouded 
mountains and fjords, but do not like to get out of the plane 
for walkabout. While Germans like bears, Japanese prefer 
whales. One morning I took a group to see some orcas. We 
flew until land was just a smudge on the eastern horizon and 
then circled the black fins at 200 feet first in one direction, 
then the other, so that everybody’s camera got a workout. This 
was all done by gestures, since the two backseat teenagers, and 
the twenty-something right-seat fellow had no English at all. 
On the way back, I had an inspiration and asked the co-pilot 
seat’s occupant in a  loud, clear voice the international phrase 
of computer nerds,  “FLIGHT SIMULATOR? “ He nodded 
vigorously, and said  “Hai!”. So I put his hands on the controls 
on his side, confirmed that he knew how to do left/right, up/
down, pointed at a mountain landmark, altimeter, and the 
compass, and let him fly that Sunday morning over the rolling 
Pacific to the island harbour . A cultural affinity, doubtless.

British are mostly characterized by what they aren’t. 
Americans will follow you out of the aircraft and help you 
tie up, unload cargo, refuel, pump the floats and wash the 
plane unless you stop them. British wouldn’t think to, and 

instead sit, composed, awaiting attendance. British aren’t as 
friendly, involved or generous as Americans, and they aren’t 
as organized as the Japanese, or as bold as the Germans. And 
they seem discomfited by wild places so close.

“So what’s over there?”, asked one chap, or bloke, or something, 
pointing up an inlet to the northeast.

“Nothing”, I replied, knowing there were no fish  camps, logging 
operations or sites of any particular natural interest.

“What if you flew further?”, he persisted. I duly thought 
fifty miles up that valley, mentally reviewing the couple of 
inaccessible steelhead rivers, deactivated logging roads, and 
the crest of the Island’s mountain chain.

“Nope, nothing”, I repeated.

“But what if you kept going for perhaps a very long way?” 
(Actually, it sounded like,  “…p’rops a veddy long way”.)

I rallied my thoughts and replied,  “Down the far side of that 
mountain ridge and a bit further you cross the North Island 
Highway, then the Straits, then a few fjords and glaciers, 
then—if we were over 12,000-odd feet so as not to hit them—
the coast mountains. Over the farside plateau and then 
eventually, we’d cross the dirt road to Bella Coola, and later, the 
Yellowhead highway near Vanderhoof. Almost a thousand 
miles further, the Alaska Highway, and after that, thousands 
of miles of taiga and tundra. So between here and the Arctic 
Ocean you’d cross three paved roads.” Earlier British made 
most of the atlas pink in my grade-school geography texts. It’s 
puzzling, because the modern ones seem unsettled by putting  
“thousands” and  “miles” into the same thought.

Overshadowing national characteristics were 
environmentalist sensibilities. This is the anti-logging centre 
of the world. There are some posters of Vancouver Island 
put out by the household names of the Environmentalist 
movement, colour -coded to suggest the rural B.C. coast is a 
tree-free scour of blasted dirt.

Continued on page 26
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Continued from page 25

There are others with close-up images 
showing the freshly-upended ground at 
logging sites, and declaiming the “…devastation(!)”. I flew 
charters for protesters of many different nationalities. They 
were looking forward to being outraged. Outrage is hard to 
maintain from the air. The never-logged areas—which are 
almost everywhere—have been hard-used by nature, and 
have their generous share of blowdowns, burn marks and 
landslides new and old. The logged areas are marked by 
the big timber of naturally-seeded mature trees, or planted 
second-growth. The only places one sees actual naked, 
churned, unplanted soil is just behind the loggers’ machinery, 
where aerobically gifted tree-planters are enriching the earth 
with seedlings and sweat. The scorched-earth image which 
is such a fund-raiser icon, where it exists at all, is a transient 
moment between harvest and planting. You can’t stop stuff 
from growing around here. Anywhere that soil is exposed to 
sky is green within days from grasses, covered in weeks by 
deer-feeding shrubs, and obscured in months by hardwood 
trees, which are then in turn overgrown by conifers. And 
all of it happens where people couldn’t get to without using 
roads the logging companies built, or see without chartering 
aircraft. We didn’t get a lot of Environmentalist 

charter work. The protest industry 
mutinationals have their own aircraft 
arrangements,  and individual supporters 
always seemed to find the go-wherever-

you-want scenic tours kind of an ideological 
let-down. No repeat business there.

The great beaches nearby used to be fun. 
When I was a university student, you could park 

anywhere, camp, build a driftwood fire, cook, meet 
neighbours , drink, date, surf, party, whatever. It has since 

been made a federally-administered national park. In user 
terms, this means that you are not allowed to do most of those 
things, and that you have access to gated, hours-limited and  
“strictly enforced” pay parking, to see where people used to 
do them. Selected passengers are grateful when I point out 
that a nearby island—itself with miles of beaches exposed to 
the open Pacific— has not been labelled  a federal park, and is 
therefore open to sensible recreational use.

More parks equals  less logging, so we didn’t fly many 
loggers. Pity. As passengers,  they are alert, safety-conscious 
travellers . The world-famous, unspeakably picturesque, 
visually dramatic ecosystems we fly over are their everyday 
workplace. They pack light, exit carefully, and nap enroute. 

Easy passengers, actually.

Salmon farmers are occasional charters. Post-winter sunlight 
brings a plankton which is visible from the air as violet-red 
streaks in the water. I do not know the veterinary details, but 
it seems that if these plankton blooms touch the salmon pens 
without warning, it costs many hundreds of thousands of 
dollars in lost fish. The farmers are keen to make preventative 
measures in time. As passengers they 
come in threes, and need to  see 
things from low altitude. From 
a pilot’s perspective, this means 
flying up the cliff-sided fjords 
slow, low, banked and heavy. Other 
pilots reading this now are cringing, nostrils flared.  “Stall-
spin” accidents are caused by flying below a certain airspeed, 
which varies with weight, turning angle,  etc. At low altitude 
they are non-recoverable, which is aviation-speak for fatal. 
The error margin is thin,  but that’s why salmon farmers are 
assigned only to the more-experienced pilots. 

Kayakers aren’t exactly hostile to aviation, but they are 
reserved. Firstly, kayakers—by definition—support quiet  
propulsion (as opposed to, say, 300 hp supersonic propeller 
snarl). Secondly, the harbour  is crowded and busy. They are 
slow and light. 3,000 lbs of swinging blades taking off and 
splashing down nearby at 75 mph makes them, um, attentive. 
From the surface, it is easy to wonder how well—or even 
if —the pilot can see you. (It is true that we refer to them 
as  “speed bumps”, but we are just kidding.) Floatplanes are 
fast, far-sighted and agile. We are tuned to detect and dodge 
camouflage-coloured , high-speed, suicidal birds. Kayakers by 
contrast are in hurtfully bright colours , very conspicuously 
large, and almost stationary. A pig in a parking lot is more 
likely to be struck by a passing swallow than a kayaker by 
a floatplane. Not many kayakers spring the bucks for a 20 
minute sightseeing tour, but those that do come away much 
reassured about any possible traffic conflicts. Outside of the 
harbour , kayakers are more relaxed, quick to wave a greeting 
at low-altitude fly-bys, and quite cheered when we do a wing-
waggle wave back.

As a kid I had what is now recognized as Attention Deficit 
Disorder. As it happens, ADD never goes away. Adults just 
show it in ways other than squirming in their seats and 
being distracted by fabric textures, passing bugs, poking 
their neighbours , and contemplating the heat death of 
the universe. For myself, I switch jobs. By the time I was a 
float and commercially rated pilot I had been a bricklayer, 
a careworker for handicapped kids, a logger, an infantry 
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soldier, and a public school teacher, and I was in my forties. 
My flying colleagues were excellent and experienced pilots, 
but mostly in their twenties. Sometimes their vivid youth 
worked against them. My age and air of wisdom, maturity, 
caution, etc.  was reassuring to my passengers. They had often 
already boldly pegged their fun-meter first, by simply driving 
the twisting, high, cliff-bordered road to get here,  then by 
daring to venture out in a  “little plane”.  Some were happier 
to do so with a pilot of greying  temples and (the appearance 
of) crinkle-eyed wisdom, than with one who would look at 
home on a skateboard. The young guys though, can afford 
to fly seasonally, living on oatmeal and puddle water in the 
slow seasons, and moving wherever they need to go to scratch 
together the hours to move into bigger engines and bigger 
pay. Commercial piloting requires regular, frequent, highly 
inquisitive medical examinations. Every pilot is only one failed 
medical away from a career change. So unlike them I didn’t 
have thirty years of career aviating in front of me, and did 
have three kids. So now I have steady hours and regular pay 
as a nurse. But I keep my ratings and medical current; f lying 
occasionally for fun where I used to fly for work, my friends 
get to view up close the towering, misty green at the wet edge 
of the world, known only to pilots,  eagles and angels. 

David has many accomplishments: teaching, private pilot 
logging, and working as a commercial pilot for two years. 
Now he is in nursing school. In his spare time he has been 
instructing and training people in hunting and firearms since 
1981. David can be contacted at yellowtree@shaw.ca.

Peter Dreyer enjoys his January/February 2013 
copy of the Aviation News

Journal in Florida.

Global Reader
Photo Submission
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Aviation Marketplace

$1,750,000 US

Sell  •  Purchase  •  Lease
Imports  •  Exports

5 - 9566 Hurricane Rd.
Sidney, B.C.
P:  250.656.7627
F:  250.655.1135
Terry@islandaero.com

www.IslandAero.com

2011 Kodiak

Conveniently located at Pitt Meadows, B.C.,
beside the Fraser River, for easy float access

High Quality
Maintenance
Affordable
Price

Inspections, Modifications & 
Installations,Repairs, Structures 

(tubular & sheet metal), Welding, 
Pre-Purchase Inspections

www.coastdogaviation.com
Phone. 604-465-7255 dale@coastdogaviation.com

CYPK - AMO 87-10

Hangars for Sale
Chilliwack, B.C. - CYCW

604.793.5938
www.chilliwackaviationpark.ca

Over 90%
Sold!
T-Hangars:
1,000 - 1,400 Sq. ft.
Cube Hangars:
2,000 - 7,000 Sq. ft.

Home of the famous ‘piece of pie’
in the beautiful Fraser Valley!

AIRCRAFT
WATERBORNE

FINISHING SYSTEMS

“Everything
You Need 

for a
Beautiful

Finish”

Fabric – Metal – Composite

Western Aviation Services Ltd.

www.westav.ca
info@westav.ca
866-678-1234

IMPROVED – “EkoPoly Premium” Paint
Easier Application & Longer Pot Life
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The Aviation News Journal is published and owned by ER AVIATION AND NUTRITION 
LTD. It is available at most airports in Canada, various aviation industry companies, FBO’s 
and organizations, and can be subscribed to for $4.95 an issue.

ER AVIATION AND NUTRITION LTD. will not be held liable for articles and printed 
opinions by any of our editorial contributors. Nor will we be liable for any material (or 
use, accuracy or origin of any material ) supplied by an advertiser or editorial contributor. 
However, we do express the right to refuse publishing any articles expressing offending 
or political viewpoints and press coverage of any event that the editor of this magazine 
deems detrimental to the well being of the aviation industry, our advertisers and readers. 

ER AVIATION AND NUTRITION LTD. will not be held liable for publications missed for 
reasons beyond our control. 

Any navigational content or material contained herein  is reference made by the 
contributing author for reading enjoyment or study and is not to be taken as navigational 
fact unless so indicated. The Publisher will not assume liability for anyone using this 
information as reference to actual flying conditions or navigation. 

Elke Robinson, Publisher, ER AVIATION AND NUTRITION LTD.

AAEERROOAARRTT  &&  MMOODDEELLSS
1-866-202-1252

aeroart@packetmail.ca

www.aeroartandmodels.com
Please contact 

us for more info 
on these and 
other models 

& aviation
art prints!

RCAF COMET

RED BULLREVAEB 2CHD

TCA CONSTELLATION

WESTJET DHC8-400HAWAII MARS

MICHAEL J. CULHANE

info@culhane.ca

BSc BA JD ATPL

604-279-0179

AVIATION LAW

Barrister & Solicitor

Peter Chick MD-M
ccaviation@shaw.ca

•  Quality Assurance Services
•  Audits, Manuals for AMO and AO

•  Minister’s Delegate for Maintenance
• Import and Export Consulting

•  Serving Western Canada
604.795.0911

www.members.shaw.ca/ccaviation

W W W . U N I K P I L O T S H O P . C O M
BOSE  *  LIGHTSPEED  *  DAVID CLARK  *  BEYERDYNAMIC  *  ASA  *  SAGA  *  JEPPESEN  *  GARMIN  *  VEDALOHD  *  RAY BAN  *  CITIZEN  *  NAVIGA  *  SAITEK

The Best Pilot Shop

in Canada

By Pilots, f� Pilots
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Coming in 2015…

Sincerely,

Elke Robinson, Publisher

Name the aircraft type and airline.
contests@aviationnewsjournal.com

Flying High...

Advertise with us! Email us today
at sales@aviationnewsjournal.com for
more information.

Aviation News Journal is proudly presenting its 6th issue in its full circle after one year under new ownership. 
This fascinating, vibrant and colourful aviation magazine has outshone its capabilities and outreached its 
distribution compared to all other current Canadian aviation magazines in the industry! We are still the only 
free aviation magazine available in all of Canada, and select areas of the USA.

We go further... On all levels! Thank you to all of our readers, storytellers, article contributors and advertisers 
for supporting this national magazine for the last full calendar year!

Partnering with the Mile High Forum (MileHighCustoms.com/forum) we have seen the Aviation News 
Journal go global. Our Aviation News Journal Facebook page is actively updating you on current happenings 
around the world—come check in often!

The NEW Paleo Pilot pages within the Aviation News Journal are designed to help guide you with your health, 
fitness and wellness goals. Check out the supporting website at www.ThePaleoPilot.com for your personal 
health consultation, LIKE us on Facebook (The Paleo Pilot),
and peruse the daily health tips. Stay in the game and be inspired
to FLY HIGH...

Contest to Readers
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