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Regular Meetings are held on the first Tues. of each month at  20:00 in

the clubhouse:  

Delta Airpark, 4103-104th Street Delta, B.C. Clubhouse phone: 596-

3644

Mailing Address: Chapter 85, RAAC

c/o Delta Heritage Airpark, 4103-104th St., RR#3, Delta, B.C. V4K-3N3

Executive meetings are on the third Tues. of each month at 19:30 in the

clubhouse.

Chapter aircraft pilots, mail cheques (Payable to RAAC Chapter 85) to: 

Brad Short, 8052-122a Street.Surrey. B.C. V3W-7R4

RAAC National Homepage: http://www.inforamp.net/~raac

RAA Chapter 85 Homepage: http://home.istar.ca/~airframe/raa_85

Delta Heritage Air Park Homepage: http://home.istar.ca/~bb4

Source for CARS and Chapter 549 Airworthiness Manual:

http://www.aerotraining.com

For inspections of Amateur Built Aircraft Projects contact the
MDRA Inspection Services , ph. 1-877-419-2111 

fax 1-519-457-0980 email: mdrainsp@on.aibn.com

On The Cover:

CMF’s Waco. Above: Technicians apply spraylat to an F-
14 in preparation for storage. Mark Munzel Photos

The TURN AND BANK  is the monthly publication of  RAAC Chap-

ter 85 and is intended to keep members informed as to the club’s activ-

ities, and to promote safety and technical excellence in the field of

sport aviation. No responsibility or liability is assumed, expressed or

implied as to the content of articles contained in the Turn and Bank:

the intention is to provide a forum for discussion and exchange of

ideas.

Newsletter contributions should be mailed to George Gregory,

19470-88th Avenue, Surrey, B.C. V4N 3G5  no later than the 12th of

each month. Business Fax is (604)-469-3495. Please remember to indi-

cate "attention George Gregory"  on your fax.

Enquiries to the Membership Chairman should be mailed to Rob
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Climb Testing Tips
Kevin Horton

Van’s Airforce Ontario Wing
You need smooth stable air to get good

data in your climb tests. Often it is worth-
while to get up really, really early to start
work right after sunrise. Just before sunset can
be a good time too, but not as good as often
as early morning. If the air isn’t perfect, don’t
force it. Try a different location, a higher alti-
tude, or just give up and do some loops and
rolls instead. Either way you win.

General Tips
You have to have to have very good air-

speed control. You should be able to fly with-
in plus or minus one mph with practice, in
the right conditions. Get the airspeed nailed
before the planned start altitude, and use
small pitch attitude corrections to control the
airspeed. If you need to use big pitch attitude
changes the run is no good. Throw it away
and start over.

The wind will be changing as you climb,
even on the best days. If you are climbing
into or with the wind, the wind speed
changes will cause airspeed changes, and
you will have to raise or lower the nose to get
back on the correct speed. This will affect the
rate of climb, and you will have bad data.
You want the wind at about 90 degrees to
your heading, so the wind speed changes
don’t have as much effect on the airspeed.
Also, do two runs at headings 180 degrees
apart, and average the rates of climb for the
two runs. A wind change with altitude that
gives a speed increase on one run will give a
speed decrease on the next run, and the aver-
age will be pretty good. You need reasonably
good heading control to make the most of
this technique. 

The amount of sideslip will also affect
the drag, so make sure the ball is in the same
place on all the runs.

If you are leaning during the climb, use a
consistent technique.

If the local terrain has big hills, you need
light winds, or you can get small waves being
formed, giving very smooth but rising and
falling air. If the airspeed keeps changing in
level flight that is a bad sign.

Take several sets of data at each condi-
tion, preferable on different days. If you have
enough data sets, you will be able to pick out
the ones with strange results (either too high a
rate of climb, or too low) and throw them
out.

You need to be very, very patient and
meticulous to get good performance data.

Wind Effects
Aircraft in flight have both potential and

kinetic energy. Potential energy is the energy
due to height and kinetic energy is the energy
due to speed. You can trade those types of
energy against each other by raising or lower-
ing the nose. In level cruise, you can pull
back on the stick and go into a steep zoom
climb. Your potential energy (height) increas-
es and your kinetic energy (speed) decreases.
You can do the reverse with a steep dive.

In a climb at constant airspeed, we are
trying to increase the potential energy. The
rate of climb is determined by how quickly
we can increase the potential energy, which
is governed by how much horsepower we
are using, how efficiently the prop uses the
horsepower, the drag of the aircraft, the air-
craft weight, etc. The kinetic energy stays the
same (ignoring the fact that the difference
between IAS and TAS changes as we climb -
this will have the same effect on all the cases
we are examining, so we can ignore it to sim-
plify this discussion).

Now, let’s picture a few different cases
so we can examine the effect of wind.

1. In an ideal world, with absolutely still
air (no wind), we could do a dozen climb

tests at the same con-
ditions, and get
exactly the same
results. Another way
to look at it is to look
at the change in
kinetic energy during
a climb. If we climb
at a constant airspeed
in still air, we have
the same kinetic
energy at the top of
climb as we had at

the bottom, but our potential energy is higher.
2. Now let’s say that we have 50 kts of

wind at all altitudes. The aircraft doesn’t
know the wind is there, and we get exactly
the same climb rate as case 1. Once again,
we have the same kinetic energy at the top as
we had at the bottom.

3. Now let’s look at a situation with
calm air at the start of our climb, and a 50 kt
wind shear in the middle of the climb. Our
climb rate at the start of the climb is exactly
the same as cases 1 and 2. But when we hit
this sudden wind shear, we instantly gain 50
kt of airspeed. We pull back on the stick to
get back to our target climb speed, and that
gives us a zoom climb for a moment, with a
higher than normal rate of climb. Once we
get back on our target airspeed we lower the
nose, and have the same rate of climb we
had before. But, if we timed how long it took
to do the whole climb, we would see that the
time was less than it was for cases 1 and 2,
and we would calculate a higher average rate
of climb, all because of this wind shear. If we
look at the kinetic energy, we see that we
have 50 kt less ground speed at the top of
climb as we had at the bottom, so we have
less kinetic energy. This energy didn’t simply
disappear, it got converted to potential ener-
gy when we zoomed to get rid of that extra
50 kt of airspeed.

4. Now, let’s picture instead that we
have five 10 kt wind shears during this climb.
Our airspeed will suddenly increase 10 kt
and we will have to raise the nose to get back
on speed. This will happen five times, and
our calculated rate of climb will be higher
than it would for cases 1 and 2. The ground
speed at the top of climb is 50 kt less than it
was at the bottom, so we must have changed
that energy into potential energy during those
five small zooms.

5. Now, let’s say we have fifty 1 kt
shears. We will still be getting a higher calcu-
lated rate of climb, but we won’t be able to
detect these wind shears from the cockpit.
The ground speed at the top of climb is 50 kt
less than it was at the bottom. We have less
kinetic energy at the top than at the bottom,
so we must have changed that energy into
potential energy during the climb.

Bottom line - changing headwind com-
ponent will affect the apparent rate of climb.
This is a different problem than the classical
argument on downwind turns, because a
constant altitude turn all happens in the same
air mass, moving at the same speed. In a
climb we see a continually changing wind
speed.

AIRFrame

Rob Prior
robp@vcn.bc.ca

#204-130 E.11th Street, North van, B.C. V7L 4R3  Ph. 604/980.7723

Aircraft Portraits

Airframe@istar.ca
home.istar.ca/~airframe

3032 Carina Place Burnaby BC V3J 1B5 604/422.8446

T e c h n i c a l  G u y
Tips from the  Western Canada RVator

Rob Prior
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Minutes of the General Meeting, 
2 January, 2001

Call to order: 8:00 pm by President Tim
Nicholas.
Prior 2/Herman: that the Minutes of the
General Meeting of 7 November, 2000 be
adopted as printed in the Turn and Bank.
Discussion Carried.
Committee Reports:
Treasury: as of 19 December, 2000, as
phoned in by Tim Novak; in savings
account, $7,847.15, in chequing account,
$2,974.13. Tim in process of passing the
job to Don Souter who is the new Treasur-
er.
Buildings: Dan Weinkam: Tie-down and
hangar tenants of Chapter facilities, please
make your 2001 payments to Dan ASAP.
No response to the lottery to secure a spot
in the hangar so Dan will try again next
month.
Membership: Rob Prior: We have about a
dozen re-ups  for 2001/ Recollect that you
only get the cheap rate until the February
meeting.
Aircraft Committee: Tedd McHenry not
present but we understand that theTurbi’s
engine is at Langley and is being worked

upon. On the J-5 Project: Gaetan says that
work will recommence toward the end of
January and that an expert (even if only self
proclaimed) on fabric work is wanted for
the project. A more modest but experienced
fabric doer would work even better. Talk to
Gaetan. On the J-5’s engine; Lou Kennedy
and Tom Boulanger who put it together, say
that they will have another look, particular-
ly inside. It’s been a few years and the
agony of corrosion might have crept in.
Vice President: Emily Clemens: Annual
Bash most likely in April and very likely at
the same place as last year as they did very
well for us. Emily still collecting names for
accomplishments, infamies and othe award
winning events.
Newsletter: George Gregory: going fine.
George’s usual threats about what will hap-
pen if he does’t receive articles.
DHAPCOM: Terry Wilshire: No problems.
Field has remained amazingly dry so far this
Winter. Apparently the super vibrating
roller really did the trick. A couple of addi-
tional sumps will be added though.
RAAC: Rob Prior perhaps: Nothing new
from Brampton.
Program: Excellent talk by Mr. Dave Fitz-
patric who is an Aviation Insurance Broker.
Almost like us real folk; has an Owner
Maintenance category Piper Clipper
(Pacer? - Ed.) so is well informed on the
insurance aspects of Amateur Builts, Ultras,
Advanced Ultras, OM’s and 13 passenger
(!) Beavers.
Old Business:
1) per Terry Wilshire: Chapter has received
a cheque for $6254 from the City of Van-
couver Remembrance Day Committee. This
is a contribution in recognition of the Chap-

ter’s Remembrance Day Fly-Past of Novem-
ber 11.
New Business:
1) From Bruce Prior: advocating that Chap-
ter 85 develop a Major Fly-In for
Spring/Early Summer of 2001. Perhaps
involve other DHAP groups. In answer to a
question as to whether he is recommending
a big or a small event, Bruce says why not
whole hawg. Obviously, a lot of bods
required to make it work so a sign up list is
making the rounds.
2) And from Terry Wilshire: A proposal for
a celebration in the year 2003 of the One
Hundredth Anniversary of Powered Flight.
This is offered as a DHAPCOM/GVRD ini-
tiative rather that one of the Chapter’s.
Wilshire/Munzer/ that we adjourn and we
did, too.

Jim Hunter, Secretary.

If you have questions or problems
with your aircraft construction, we have
members who have developed some
expertise in various fields who have volun-
teered to advise you on methods, proce-
dures and pit fal ls  in the capacity of
Builders’ Counselors something along the
lines of the former designee programme.
Please respect the fact that these are vol-
unteers who may not appreciate late calls,
and will not return long-distance calls on
their answering machines. Also, none are
inspectors, and although experienced in

their various fields, cannot be held respon-
sible. It is and remains YOUR project.
Their names and numbers are on page two
and will be a regular feature of our con-
tents page.

Last I heard, Norm Helmer is looking
for someone to help with his Paradyne
project. The Paradyne is a cutting edge
new concept in STOL aircraft that shows
promise. If you’re interested give him a
call at 943-7887. 

Dan Lawler would like you to send
your email addresses to him at:

dan.lawler@kvaerner.com
He will create a database so he can

send announcements about meeting pro-
grams, etc. Currently he has a list of about
20 e-mail addresses, and would like to
expand it and keep it up to date.

Want to learn more about aircraft
construction? Get involved in the J-5 pro-
ject! Also, we are looking for help from
someone knowlegable in fabric work. Talk
to a member of the executive and they’ll
put you in contact with the right people.

Page 4 TURN AND BANK  January/February 2001      

BULLETIN BOARD

Minutes
by Jim Hunter

Re-enlisting?
Don’t Forget:
The February 

General
Meeting 

is your last
chance for the 
Cheap Rate
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Text and Photos
by Mark Munzel

Everybody’s heard of it.  In the Arizona
desert, there’s a place where old airplanes
go to die.  “The Boneyard” holds thousands
of retired US military aircraft, in endless
rows.  Fighters and bombers, transports and
trainers, all rendered unnecessary by age or
defence cuts, stretch to the horizon.  Even-
tually, they will be cut into smelter-sized
pieces and recycled.

Everybody knows about it, but people
seem to have trouble naming the exact
location.  That’s where a newsletter writer
comes in.  It’s the Aerospace Maintenance
and Regeneration Center (AMARC), at
Davis-Monthan Air Force Base near Tucson,
Arizona.

AMARC calls itself the “Diamond in
the Desert,” in hopes of presenting a
brighter image than the label “boneyard”
would paint.  And in fairness, most aircraft
at AMARC are not corpses awaiting dispos-
al. The Center’s main role is to store planes
in useable condition.  Modern types are
stored as attrition replacements.  Retired air-
craft are held against possible need for them
in the future, or in anticipation of sales to
other countries.  There are more contempo-
rary aircraft at AMARC than you might
expect, and fewer old ones.

Several factors make AMARC an ideal
place to store aircraft.  The dry Arizona cli-
mate does not promote corrosion. The
desert soil is hard enough to park a plane
on - no concrete pads required.  And the
US government owns enough land to hold
many, many airplanes.  At last count, 4519
jets, props, and helicopters were parked on
2600 acres.  That’s 2 1/2 Stanley Parks with
aircraft instead of trees.

When a plane flies to AMARC for stor-
age, it is first inspected to make sure it is
complete and undamaged.  (Squadrons
sometimes rob an aircraft of oft-needed
parts before sending it to Arizona.)

Weapons, ejection seat charges, and classi-
fied items are removed.  Lightweight oil is
run through the engines and fuel systems to
coat them.  The aircraft is washed on the
outside and sprayed with corrosion
inhibitor on the inside.  The canopy and all
major openings are covered with paper and
masking tape.

The definitive step in preservation, the
one that brands the aircraft as a resident of
AMARC, is the application of Spraylat.  This
paint-like latex coating is sprayed over the
paper and any composite panels on the air-
frame.  A first coat in black creates a dust-
and moisture-proof seal.  The second coat
in white acts as a reflector, helping to keep
the temperature inside the aircraft within
15¯F of that outside.  Once protected from
the elements, the aircraft is towed into the
desert - and left there.  Reprieve from the
elements comes once every four years,
when the aircraft is stripped of its Spraylat
covering, inspected, and re-preserved.
Other than faded paint, damage and decay
are rare.  Storage continues until the plane
is regenerated (see below), or until it is no
longer needed by the military.

AMARC’s secondary role is to supply
parts for flying US aircraft, by reclaiming
them from the planes in storage.  If a 40-
year old tanker based in North Dakota, Eng-
land, or Okinawa needs a fuel pump, a
replacement may no longer be sitting in a
warehouse.  The item will most likely be
removed from a retired aircraft at AMARC
and shipped where needed.  Airframes are
not pillaged at random; instead, a few of
each model are designated for reclamation.
The pieces removed can be as small as
fuses or as large as tail assemblies.  Fre-
quently, a parts bird will be reduced to little
more than a wing box before it is stricken
from inventory.

A third role of AMARC is to regenerate
aircraft that are returning to service.  This
role reaffirms that the Center stores live air-
planes, not dead ones.  On average
between 1980 and 1998, AMARC accepted
387 aircraft a year into storage, but sent 82
away - by air, under their own power.

The Center’s main
role is to store planes
in useable condition

Four years later ... an
AMARC employee
removes baked-on
Spraylat - with a putty
knife!

A handful of the 700+
Phantoms (and 3800
other aircraft) in storage at
AMARC.

This row of F-14s demonstrates that many
AMARC residents aren’t very old.

Surplus B-52s await their demise in accor-
dance with arms treaties.



Before an aircraft leaves, it is inspected,
repaired, and overhauled as necessary by
AMARC’s technical personnel.

AMARC shines like a diamond in an
accountant’s eyes.  In a typical year,
AMARC supplies the US military with over
a billion dollars in reclaimed parts and
regenerated aircraft.  In 1999, this worked
out to $22 saved (compared to buying new
planes and parts) for every dollar spent to
run the facility. Millions more are saved
because the government does not have to

pay rent at a civilian storage facility.
Some of AMARC’s duties do involve

the demise of airplanes.  The Center is
responsible for chopping up retired nuclear
bombers, in compliance with international
arms treaties.  Hundreds of B-52s have

been cut into pieces in recent years, leaving
only a few dozen in storage.  Each dismem-
bered aircraft is left in a pile so that spy
satellites can verify its demise.

By now you may wonder, “If AMARC
only stores aircraft, who scraps them?”
After all, the number of planes at AMARC
has stayed roughly constant for decades,
even though arrivals at the Center outnum-
ber departures.  Scrapping - or rather, recy-
cling - is the purview of that most important
military fixture, the civilian contractor.

Once the US
decides an aircraft
type is no longer
required for its
defence, or once air-
frames have been
parted to the bone,
AMARC sells them
to the highest bid-
der.  Civilian scrap-
yards line the Cen-
ter’s perimeter
fence.  Scrappers
usually remove
everything of value
from the airplane -
engines, wires,
cables, and anything
made of exotic met-
als - and smelt the
rest.  The death of
an aircraft becomes
the birth of a pop
can.

What does
AMARC look like in
person?  Until
you’ve been, you

cannot imagine so many aircraft.  Once
you’re there, you cannot comprehend it.
The sight of 4500 airplanes cannot be
expressed in words.

Even the numbers are hard to grasp.
Try 722 of one aircraft type, 369 of anoth-
er....  Or imagine the number of pilots who
flew all these planes.  The number of main-
tainers who supported them.  The number
of workers who built them.  The number of
dollars spent to buy them.  Viewed this
way, AMARC defines the term “military-
industrial complex.”  Not to mention
“superpower” -what other country has so
many aircraft that it isn’t using right now?

Rather than try to describe AMARC fur-
ther, I’ll close with some ideas on how to
view the spectacle yourself.  On the Inter-
net, visit the following sites:

* www.dm.af.mil/amarc/default.htm -
the official AMARC web site

*terraserver.microsoft.com/image.asp?S
=12&T=1&X=644&Y=4446&Z=12&W=2 -
a bird’s eye view of the Center.  Be sure to
pan and zoom a bit!

* www.f4aviation.co.uk/hangar/bone-
yard.boneyard.htm - a report from another
AMARC visitor

In print, a good recent book on
AMARC and other storage sites is “Military
Aircraft Boneyards” by Veronico,
Grantham, and Thompson (ISBN 0-7603-
0820-9).

If you find yourself in Tucson, you can
board a bus tour of AMARC at the Pima Air
and Space Museum - phone (520) 618-4806
or visit www.pimaair.org.  Several FBOs at
Tucson airport offer charter flights over the
facility.  Or you can drive the roads around
the base and peer through the fence.
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C o m e  i n  f o r  a  L a n d i n g  a t

Command
Aviation

N o r t h  R a m p
We’re located at Airside Blvd. at Pitt Meadows Air-

port... Join us for 

Breakfast and Lunch
It’s cosy

& the food is great
Open Weekdays

Hangars 
Tiedowns

Fuel and Oil sales
Coffee and lunch shop

9 am - 4 pm
11465 Baynes Rd

Pitt Meadows 
465-5444

Even the numbers are
hard to grasp.  Try
722 of one aircraft

type, 369 of 
another.... 

T&B

End of the line - Trackers in a scrapyard out-
side the AMARC fence.



Classified Ads are free (within reason) to
members. Display Ad rates are:
Business Card:$25 per year

1/4 page: $10/month $100/yr
1/2 page $15/month $150/yr
1 page: $25/month $250/yr

Ads that have been in for more than 6
months are subject to removal if space is
required for other stuff. Please contact
George the editor if you want it kept in.

FOR SALE: New 4130 Tubing - most sizes
available. Used - Tripacer Fuselage (comes
with logs), metal prop off 150 hp TRIPACER
(comes with logs) Cessna spring steel gear
legs, misc. wheels, axles, brakes and parts,
misc. instruments (no altimeters!) A75 engine
case, 7 Continental cylinders, some
Lycoming cylinders (big), carbs, mags,
pumps, old radios, etc. Call Pat at home,
533-1839.
WANTED: Medium size air compressor, with
or without tank. 
Doug 275-1405
FOR SALE:
52” x 34” Shettler’s propeller with hub,
$100.
Vic Gabas (604) 853-2778
FOR SALE: SIROCCO PROJECT

Fuselage, canopy, tail group complete. Air
frame control components done except for
cable. Main-wheel gear, wheels and brakes
done. Tail-spring and wheel included. Panel
made, no instruments. Lycoming 0-290 GPU
Zero-timed. Will Neubert stainless cross-over
exhaust with stainless muffler/shrouds. Ben-
dix PSC5 carb. Bendix mags with non-shield-
ed leads. no starter, starter ring or alternator.
Weldtech engine mount. McCauley prop.
Wings: ribs and minor spars done. Spar
diaphragms done. Two spar-grade spruce
planks. No other wing parts.
$15,000 firm, complete and not interested in
parting-out
Jim Hunter 576-2678
FOR SALE:
1 set (8) 60810 (68763) M10 main bearings
$295 per set
1/2 set (4) of same $150 per set
1 set (8) 60810 (68763) M003 main bearings 
$295 per set
1 set (8) 61662 M10 Rod Bearings $175 per
set. 
All bearings fit Lycoming 0-235 and 0-290
(without C/S prop). All are new, perfect but
certs mislaid,
Gogi (604) 823-6428
FOR SALE:
1957 Tripacer Wings uncovered, all
reworked. New leading edge. New ash tip.

All Zinc Chromate ready to fabric. Included:
2-18 gal. gas tank, 2 - gas tank cover, landing
light, aileron and flap, front and rear struts.
Asking $4000 Canadian.
Roger Gauthier (Kelowna) (250)-763-1529

(250) 212-0832 (cel)
WANTED: PA 18 or PA 20/22 Wings. Some
damage OK. 946-5881
FOR SALE: Electronic Tach 2.25” with gener-
ator (new) $125, 6” castoring tailwheel, $50,
Electronic dimmer control, $25, 2 New
600.6 Goodyear Tires, $125 for pair, Combo
EGT/CHT (needs probes),$50, Tach
Cont.C85-0200, $35, Temp (OAT) gauge,
new, $35, Windscreen Ant., Van’s, new,$15,
525 battery (new) never had electrolyte, $75,
Fuel Pressure Gauge O/H, $35, Lycoming
Starter 0-290, 0235, 0320, 0360, for $375.
Bob Cutting 275-1603
FOR SALE: Fleet F7 Biplane replica. Very
close to original copy except for uncowled
engine. Engine: Kinner R55 160 hp. Aircraft
is modified for solo operation from rear cock-
pit. Extra bellytank with wobble pump. Origi-
nal Fleet wheels, brakes, pedals and stick
column. Original parachute accommodating
bucket seats, oversize tires, Stits covering,
voice activated intercom. Ted Hendrickson
Propeller, manual and extra key magswitch. 
$35,000 Canadian. (604) 478-6048

Classified continued on page 8
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Brackett Air Filters
Gill Batteries

Red Ram 20w50 oil
Champion Oil Filters

Engine Gaskets
Spark Plugs

Scat/Cat Tube
Ameri-King ELT

Windshields
Instruments

Control Cable
Tires/Brakes
Shock Cords
Sitka Spruce

Baltic Birch Plywood
Spars/Ribs

4130 tube/sheet
2024T3/6061T6 Tube/Sheet Alu-

minum
Building/Repair Tools

Poly Fiber Coverings

Dealer Inquiries for RANDOLPH
products

AIRCRAFT CORPORATION

We carry a HUGE Selection of AN hardware

DEMEL AIRCRAFT CORP.
RR#2, SITE 30, COMP 27 PENTICTON AIRPORT

PENTICTON, BC V2A 6J7
(250) 490-9532 1-888-490-9532

FAX: (250) 490-9538

100%Canadian

PARTS AND SUPPLIES



Will consider small antique aircraft engine as
trade-in.
Aircraft Painting
Will paint, finish off aircraft for cash or part
share in airplane. Prefer Cessna or Piper.
Value of work is $6-8000 depending on con-
dition of aircraft.
Kevin 580-6264
FOR SALE: One set of 1500 Murphy floats
ready to go. 
Ole #45-3931 198 st. Langley BC 514-1280
FOR SALE: 6 Factory new Franklin 180 hp
cylinders includes installed valves $300 each,
will not part out.
Tim Novak 271-8586
FOR SALE: Softcom 2 place Intercom ATC-
2Y, with accessories $110.
Stuart Gear (604) 941-9402 

E-mail:sgear@infoserve.net

FOR SALE:
ELT: ACK E-01, meets TSO c91 - A, complete
with external antenna kit and remote panel
$225. 
David Clark Headsets $225 (mostly 10-30
type, helicopter and airplane. 
Telex PT-300 PTT $30. 
Full map GPS Garmin 195 - Nicad pack,
Pacific NW map chip, PC/MAC computer
cable kit, mounting bracket. $1500 or $1200
without map data chip.
Bendix RSA 10 ED1 Injector Body, no histo-
ry, $400. Woodward Prop Governor
#210681, no history, $400.
National 360 Parachute, blue with matching
carry bag $900
Christen 5 point aerobatic seat belt harness,
with 2-point Military 3” belt $350
Guido 948-3464  e-mail: glepore@direct.ca

FOR SALE: 4130 Annealed Gauge Plate now
in stock, .025 to .375. We will sell you the
plate or laser cut the parts 
Industrial Laser Cutting ltd.
(604) 946-4152, Fax: (604) 946-4153
E-mail: tmw@industriallaser.com
FOR SALE: 1- Miller 200 amp AC/DC H.F.
Tig/stick welding machine - 220V 1 ph.
$1200. 1- Miller 120 amp MIG (wire) weld-
ing machine, 110 volt. Portable sheet metal
type, c/w gas kit (almost new) - $800.
Pat O’Donnell 533-1839
FOR SALE: Zenith 250 plans and parts, wing
rib moulds $360. Christavia Mk IV project,
4130 steel tube, wing ribs, flaps ailerons, gear
legs, wheels and brakes, tail stab and rudder,
$3600. 
Paul Trudel 532-8570
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OMETIMES THE BEST
WAY TO KEEP FROM
GETTING OLD is to think

young, it sure helps if old timers
can be a mite flexible and mix
and do things with young people,
sometimes real young people.
Like the time a young fella ask
me if in I’d take him fishin. The
kid’s smart, he doesn’t say will ya
take me fishin, he says do you
like fishin. I say yeh I like fishin,
he say’s ever fished Red Creek. I
says nope, haven’t got around to
that yet. Then he turns the afterburners up
a little bit an says I’ll bet there’s some
good sized trout in that creek, an I’ll bet
we could dig some worms down by the
old barn in the pasture. I’ll dig em for ya.
Well since I’m on holidays an it looks like
a nice day tomorrow, I says maybe I’ll give
er a try first thing in the mornin. The lad
say’s thats great, can I go with ya.

Next morning me an him is sittin on
the bank of that creek bobber fishin in a
little pool jest below a little rapids. An the
currant is takin our bobbers in a circuit
around the pool, but there ain’t much
activity, after awhile the fella looks me
square in the face (as only a little fella can)
an says your gettin kind of old aren’t ya. I
sorta nodded my head. Were you a fighter
pilot in the war, nope ever fly in some of
those big bombers, yeh, which one, will
ya tell me about it.

Well how can ya explain somethin
like that to a young fella. So I says lay your

head back against the tree an close your
eyes an I’ll tell ya like it was.

Ya see me an my friends were sta-
tioned in Halifax, an one day we went
across the harbour to Dartmouth where

the Air Force was. We went to the tower
and ask for a ride. The man said there is a
Liberator on training duty, I’ll tell them to

pick ya up on the way by. 
Soon we could hear a big plane

coming and it was.  Maybe the
biggest bomber there was at that
t ime, al l  painted sorta greyish
brown, with twin gun turrets in the
nose an tail and one on its back an
one on its belly. It had twin rudders,
it had long tapered wings, with 2
big engines on each wing. When it
stopped we got in and the pilot
went to the end of the runway for
take off. I watched the big wheels
as the aircraft rolled into position.

Then the pilot opened the engines up to a
great speed all at the same time. He was
about to sink-croww-nize the engines (it
isnt good for aircraft engines to be out of
sink). There was so much power in those
big props that the fuselage started to fidget
and fuss about an the wing tips were flut-
tering. 

The pilots let the brakes go an we
started to lumber down the runway, soon
we were going so fast the runway was a
blur. Then we were flying over the sea.
Moments later the aircraft turned, we saw
a most beautiful sight unfold before our
eyes. A convoy of ships had just left Hali-
fax, all ships were in position and the bow
and prop wakes looked so pretty, as the
white water exploded form the sea then
trailed off  in the distance and were
absorbed by the sea. When we landed and
thanked the air crew, we were satisfied to
go back to our side of the harbour, we had
a very rewarding afternoon.

S
The Way it

Was
Frank Sutton

“after awhile the

fella looks me

square in the face

(as only a little fella

can) an says your

gettin kind of old

aren’t ya.”
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