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To say this has been a difficult year for Boeing would be a gross understatement. Two fatal  
crashes in five months of the 737 MAX-8 have been linked to the Maneuvering  Characteristics 
Augmentation System. A component of the MCAS is known as the Angle of Attack Disagree alert. 
This part would inform the pilots if there were discrepancies  between the angle of attack       
indicators on either side of the aircraft nose. Not all 737 MAXes were sold with the second  angle 
of attack indicator. It was optional...  

On the aircraft without the second AOA indicator the disagree alert was not activated. Without  
attempting to explain all the details it seems that there was some lack of training for some pilots 
as well. 

In March all Boeing 737 Maxes worldwide were grounded. Boeing claims to have the software updated and training in place. It will 
take some time for the FAA to certify this “fix”. It will take even longer for Airlines to regain confidence and for the public to feel safe 
on board this plane. The cost to Boeing has been enormous. 1 billion dollars in the first month of the grounding! 

The other fiasco facing Boeing is to do with the Air Forces new tanker the KC-46 Pegasus. This  
aircraft is a version of the B-767-200. This air frame has been in production since the early 
eighties. The U.S. Air Force finally started taking delivery last year only to find construction debris 
in the planes! The Air Force has returned the KC-46's to Boeing for inspection and repair. The 
faithful but worn KC-135 Stratotankers built in the late 50’s will have to soldier on a little longer! 

It would appear that our good friends at Boeing have been outpacing themselves, have profits 
become more important than safety? (Submitted by Jack Funk, Member BCAM) 

 
(Ed’s Note: Press Release June 16, 2019): “Boeing’s chief executive said on Sunday that the      
company made a “mistake” in how it handled a cockpit warning light on the 737 Max. Dennis 
Muilenburg, the executive, made the comments while addressing reporters on the eve of the Paris Air Show, one of the most       
important sales events for aircraft  manufacturers around the world. 
 
When Boeing began delivering the Max to airlines in 2017, the company believed that the light was operational on all the jets. But 
after the Max began flying that year, engineers at the company learned that the warning light would work only if a carrier had      
purchased a separate cockpit indicator. 

Most Max customers, including Lion Air and Ethiopian 
Airlines, did not buy the separate indicator. That left 
many airlines without a functional warning light. 
The light alerts pilots of a disagreement between two 
sensors that measure which direction the plane is     
pointed. Preliminary investigations suggested that    
problems with these so-called angle-of-attack sensors 
contributed to the crashes of two jets, a Lion Air flight 
last October and an Ethiopian Airlines flight in March, in 
which 346 people died. 
 
The company did not inform regulators or airlines about 
the problem for about a year, after conducting an      

internal review that determined that the issue “did not adversely impact airplane safety or operation,” Boeing said in a statement 
last month.” ……..“ 
 

MAX(ed) Out Summer 

Grounded Max at Renton 

A sea of grounded Maxes in  

Seattle 

KC-46 Pegasus Tankers at 

Everett 

Grounded Air Canada Max in 

Seattle 

Summer 2019 

https://www.nytimes.com/2019/05/05/business/boeing-737-max-warning-light.html?module=inline
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Important Upcoming Dates 

July—September 

July 18  Members meeting/Volunteer Lunch 

July 27  OPEN HOUSE 

August 17  Summer BBQ 

August 22  Members meeting/Volunteer Lunch 

September 14 Battle of Britain 

September 19 Members meeting/Volunteer Lunch 

Speakers Night:      September 18 

Calendar for Board Meetings 

July—September 

July 11 

August 15 

September 12 

Ed Kucey & The Ironing Drill Team 

Who said men can’t iron? Ed Kucey and team show off 
their skills working on gluing and ironing the fabric on the 

Hoffar.   

Jacques Ondecoul—March 26, 2019 

Born in the Netherlands, Jack travelled the world in his 
career as a marine engineer and later in 
life he stayed closer to home as a     
stationary engineer. In his retirement 
years, Jack provided guided tours to 
visitors as an active member of the BC 
Aviation Museum and he was a member 
of the Knights of Columbus, Sidney 
Branch. 

Jack will be sadly missed by his wife Mae of 39 years, 
and his children and grandchildren.  

Jacques was on the Monday crew at the Museum 
when I was cashier—for 5 years he turned up and 
guided countless visitors through the museum—
always having a good story to tell, and ready to listen 
to theirs!  

 

As I write this, I’m looking out at another lovely summer day.  Of course, this 

means that we are rapidly approaching our annual Open House – this year on 

Saturday, 27 July.  This is our biggest event of the year, when we get to show 

our local communities just what we have accomplished and continue to accomplish.  We need all hands on 

deck to help with the event so, if you can, please contact Jan Lewis and tell her where you can make a   

contribution on that day. 

One of the activities on that day will be the formal roll-out of the Hoffar seaplane, the culmination of more 

than two years of dedicated work by a group of volunteers.  It is currently undergoing final assembly on the 

floor of the main hangar, where it will be an impressive addition to our collection.  This of course means 

that more space will be available in the restoration hangar for the Lancaster restoration, which will allow 

us to move up a gear in that work.  If you have indicated that you want to work on this project but have 

not yet become involved, now would be a great time to come forward, since we will have many more     

opportunities for volunteers. As always, whatever their skill set, we welcome volunteers, so talk to your 

friends and get them involved too! (John Lewis, President of the BCAM Board) 
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Bedknobs and Broomsticks—Fond Memories! 

The latest newsletter to hand, and as usual makes for interesting reading. In particular the 
photo on page 3, which brings back memories of National Service days in the RAF 1955 to 
1957. The photo is identical to the one issued to us 'erks' at the end of 'square bashing'. 
My hut was numbered 85, part of 'A'  Squadron, 11th School of Recruit Training, RAF Hed-
nesford, Staffordshire, a bleak a site as anyone could find. Thankfully I was there from 
September to November 1955. I dread to think what it was like from November to February 
on those Staffordshire moors! After over two months of extreme physical activity, I complet-
ed the course, probably the fittest I've been in my life. 

Monday night was 'bull night' with intensive cleaning and polishing activity. The lino floors polished with a solid heavy 
block, on which was attached an angled handle, which swung back and fore. with surface of the block always flat on the 
floor. Later in the evening the duty officer came around for an initial inspection followed by his perishing pet poodle, 
usually with muddy paws!. The dog was lucky to survive, given what the incumbents of the barrack would have like to 
have done to him. Challenging days!.   

John Edwards, UK 

The Unknown Cockpit! 

The Comac C919 is a narrow-body twinjet airliner developed by                                                
Chinese  aerospace manufacturer Comac. The development    programme was launched 
in 2008, production of the prototype began in December 2011, it rolled out on 2        
November 2015 and the aircraft's maiden flight was on 5 May 2017. Its first commercial 
deliveries are expected in 2021 to China Eastern Airlines. The aircraft, primarily          
constructed with aluminium alloys, is to be powered by either CFM International 
LEAPor ACAE CJ-1000A turbofan engines, and can carry 156 to 168 passengers in a    
normal operating configuration up to 5,555 km (3000 nmi). It is intended to compete 
primarily with the Boeing 737 MAX and Airbus A320neo. As of 31 August 2018, Comac 
has 1008 commitments including 305 firm orders, mostly from Chinese leasing          
companies or airlines with the exception of GE.  

The delay between first and subsequent flights underline the program immaturity by maiden flight: flying early at low speed and 
altitude is possible but faster and higher is limited by aeroelastic flutter needing ground vibration testing and aircraft                 
instrumentation which were not ready in May. Due to flight testing problems, the 2020   introduction previous schedule was   
delayed to 2021, for China Eastern Airlines. In February 2018, the first prototype was flying more than once a week. 

In June 2018, Aviation Week reported the flight-test aircraft grounding for modifications, extending the schedule by three months 
but maintaining a 2020 certification target. The two prototypes were having their flaps and tailplanes modified, due 
to delamination of the carbon-fiber reinforced plastic elevators.  Flight tests should restart in July 2018, fuel tanks were also    
modified. The third test aircraft was also being modified and maximum-rate pressurization was tested. As three other planes will 
be available in 2019, Comac maintains first deliveries for 2021. 

Comac denied any grounding and highlighted that modifications are part of the flight test process, stating the two first aircraft 
were flying stability tests and checking systems. The first was calibrated and had its counterweight and  trailing cone systems   
modified while the second had its functions and systems checked and will be transferred to the Dongying test base. The third was 
in final assembly with its wing and fuselage joined, cables and systems were being installed for a first flight target by the end of 
the year.  On 12 July, the second prototype flew from Shanghai-Pudong to Dongying Airport in 1h 46min to allow for various    
meteorological conditions testing.  In September, Comac expected to conduct 1,500 test flights for over 2,000 hours before the 
first delivery and planned to fly the third prototype before the end of 2018. 

In October 2018, the flight-deck design is re-evaluated to comply with US FAR Part 25.1302, not necessary for CAAC but 
for FAA certification to sell it outside of China, as COMAC go through the learning curve of the aircraft design process, and        
developing indigenous competitors for the CFM Leap-1C would take at least another 15 years.  By then, the two prototypes had 
flown less than 150 hours, averaging less than 5 hours per month each. To achieve certification in December 2020 and first      
delivery in 2021, the planned 4,200 h of flight tests would need 33 h a month each if the last four prototypes are evenly spaced 
before year-end-2019.  Newest airliner designs like the Airbus A350 needed a 2,600 h campaign, and the Mitsubishi MRJ is       
expected to need 3,000 h.  By 2018  end, the first prototype was to enter flutter flight tests after having completed ground tests.  
The third prototype made its maiden flight by 28 December over 1h 38 min. (Wikipedia) 

https://en.wikipedia.org/wiki/Narrow-body_aircraft
https://en.wikipedia.org/wiki/Twinjet
https://en.wikipedia.org/wiki/Airliner
https://en.wikipedia.org/wiki/Aerospace
https://en.wikipedia.org/wiki/Comac
https://en.wikipedia.org/wiki/Prototype
https://en.wikipedia.org/wiki/Maiden_flight
https://en.wikipedia.org/wiki/China_Eastern_Airlines
https://en.wikipedia.org/wiki/Aluminium_alloy
https://en.wikipedia.org/wiki/CFM_International_LEAP
https://en.wikipedia.org/wiki/CFM_International_LEAP
https://en.wikipedia.org/wiki/ACAE_CJ-1000A
https://en.wikipedia.org/wiki/Boeing_737_MAX
https://en.wikipedia.org/wiki/Airbus_A320neo_family
https://en.wikipedia.org/wiki/GE
https://en.wikipedia.org/wiki/Aeroelastic_flutter
https://en.wikipedia.org/wiki/China_Eastern_Airlines
https://en.wikipedia.org/wiki/Aviation_Week
https://en.wikipedia.org/wiki/Flap_(aeronautics)
https://en.wikipedia.org/wiki/Tailplane
https://en.wikipedia.org/wiki/Delamination
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https://en.wikipedia.org/wiki/Elevator_(aeronautics)
https://en.wikipedia.org/wiki/Aircraft_fuel_tanks
https://en.wikipedia.org/wiki/Cabin_pressurization
https://en.wikipedia.org/wiki/Trailing_cone
https://en.wikipedia.org/wiki/Dongying
https://en.wikipedia.org/wiki/Shanghai-Pudong
https://en.wikipedia.org/wiki/Dongying_Airport
https://en.wikipedia.org/wiki/Federal_Aviation_Regulations#Part_25
https://en.wikipedia.org/wiki/CAAC
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https://en.wikipedia.org/wiki/Aircraft_design_process
https://en.wikipedia.org/wiki/Airbus_A350
https://en.wikipedia.org/wiki/Mitsubishi_MRJ
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Looking Back….. 

This cold February we have had reminded me of the 1950 Fraser River freeze that shut down sea planes to and from Vancouver, 

there were no Coal Harbor operations at that time.  Queen Charlotte Air had eight daily skeds using converted Anson bombers 

(leftover from the Commonwealth WWII Air Training Program) to Comox and a limo down to the wharf where we continued on in 

the Norseman.  I still have a QCA pamphlet with a drawing of a converted Anson and the many coastal destinations it served. 

The other element in this story is also of a type living in our BCAM, the Republic SeaBee.  Our logging outfit had an interest in a 

company called Charter Flight Service at Van Air Port in their small collections was a SeaBee.  When the river froze, the SeaBee’s 

Franklin engine had just had a major completed.  Amfibs were rare at the time and this one flew all of the daylight hours until the 

thaw and they welcomed the left seat time that the charter rates helped pay the bills at this usually quiet 

time of year when most of the loggers were out of the woods for snow,.  Later BC Airlines had a large 

number of SeaBee’s in their fleet. 

Further to my story of my friend flying into the power cable over Ripple Rock.  I have a picture showing 

the two rocks protruding several feet out of the water that I took from the deck of one of the Union 

Steamers on my way back to school in town.  The first attempt to remove them was in the late 40’s.  They 

placed two spar trees on each side with skylines strung over the narrows with carriages on them.  A barge 

had wrenches with  cables attached to the carriages to keep them in position for drilling and blasting several feet off the top of 

the rocks.  This project came to a tragic end.  The current in Seymour Narrows can exceed 14 knots so one would think that the 

crew changes would have been made at slack tide, but one day before anybody got off the boat bringing the oncoming crew, it 

rolled under the barge and all aboard were lost.  A short time later the whole setup was gone, including the 240 foot spruce spar 

trees. 

I was involved with the phone company providing the TV feed for the blowing up of Ripple Rock.  It was brought down the island 

to a hill behind Nanaimo, then to the top of the Vancouver Hotel where I was helping make last minute connections.  We have 

since learned that transmitting something as fussy as a TV signal over open water at those frequencies can be difficult, the signal 

bouncing off the water can cancel the one going direct.  They told us that they were feeding us a good picture from the hill.  We 

could hear the count down on the order wire (carried on a submarine cable) which started at 25, and we still didn’t have a       

picture on the monitor and it was being live fed to all the American networks.  Then just as the count down got to “0”, a good 

picture came through for the 10 seconds that it took for everything to go up into the air and then fall back into the water, at 

which point the monitor went blank as before and we couldn’t get the picture back! (submitted by Harry Lane, BCAM member) 
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Sidney Pickles—An Extraordinary Man 

On page 2 of the November, 2017 issue of The Patrician there is a thumbnail photo of Sydney Pickles identifying him as the 

first instructor of the predecessor to the Victoria Flying Club; the Victoria Aero Club.  At that time he was a soft-spoken 34-year old 

man with an Australian accent who walked with a limp, but he was also one of the most experienced airmen in Canada.                 

Unfortunately, the full story of his incredible life and outstanding career is almost completely unknown. 

Sydney was born in 1894 to a wealthy family in Sydney, Australia.  As a result he enjoyed many      

advantages, including private schools and the ability to pursue his personal interests.  While a young boy he 

indulged in off-shore power boat racing and taught himself to drive the family car; the first in Australia.   The 

first aeroplane flights made a huge impression on the young man, and after graduating high school he asked to 

be sent to England to further his education.  This was a ruse; once in England, (and removed from family supervision), Sydney 

promptly went to the Bristol Aviation School on Salisbury Plains.  He received Royal Aero Club License #262 in 1912.  Sydney would 

have had an even lower number, but was forced to wait until he was 18!  He then became a regular on the pre-war flying circuit, 

competing, (with his Blériot XI shown in the thumbnail photo), in many aerial contests and serving as an instructor at Hendon,     

England.  In those days the pioneering aviators were the closest thing to rock stars; their exploits were widely followed by the public.  

In 1913 Sydney became the 8th person to qualify for a Royal Aero Club ‘Superior’ License.  Later that year, he and Cheridah Stocks, 

the first woman in England to earn a pilot license, were badly injured in a crash.  She never flew again; after a long and painful     

recovery Sydney returned to aviation, but kept the limp for the rest of his life. 

In World War I Sydney quickly became an officer in the Royal Naval Air Service and participated in some of the earliest raids 

on German military targets.  He also undertook hazardous anti-U-boat and Zeppelin patrols over the  English 

Channel.  In July of 1915 Captain Pickles was allowed to resign his commission in order to serve as a test pilot for 

the Short Brothers, Blackburn, and Fairey aviation companies.  During this period he became the second person 

to fly an aircraft through the arches of the famed London Tower Bridge.  Post-war, Pickles   participated in the 

race to fly non-stop across the Atlantic Ocean.  He had the only seaplane entry, a modified Fairey III, and he was 

the only person planning to fly from east to west.  Unfortunately, in June 1919 the team of Alcock and Brown 

accomplished the feat in a war-surplus Vickers Vimy bomber before Pickles was ready to make the attempt. 

Later in that year Sydney travelled to Australia and pioneered major air-mail routes, enduring harsh 

winds and temperatures, and a major hailstorm that left some 100 holes in his aircraft!  His feats were headline news Down Under, 

and an adoring public followed his many aerial adventures.  Back in England in 1921, Pickles became the first pilot insured for night 

flying by Lloyds of London, and the ninth person to qualify for a British Air Ministry Commercial License.  After a few more years in             

commercial aviation, Sydney immigrated to Canada in 1925.  There he obtained Canadian Commercial Aviation License #266 and 

settled in Victoria, BC. 

In order to promote aviation following Lindberg’s 1927 solo trans-Atlantic flight, the Canadian Government 

offered to gift an aircraft to community flying groups.  Syd led the local effort to form a flying club in  Victoria, 

and personally contributed $1,000 towards the posting of the necessary $7,000 bond.  It was a proud day in 

1928 when he picked up the crated de Havilland Cirrus Moth at the Victoria rail terminal and towed it to 

Landsdowne Field.  He served as the Club Secretary and Chief Instructor.  Unfortunately, just one year later 

the machine suffered an engine failure and was destroyed while making a forced landing.  With the Great Depression full on, there 

was no money for a replacement and the Victoria Aero Club folded; it would not be until after World War II that club flying would 

return to the area.  As for Syd, older now, with a family to raise, and tight on funds, he reluctantly retired from the flying game. 

Before the outbreak of World War II, Sydney purchased a large plot of land north of Newton Crossroads and settled into the 

life of a gentleman farmer.  In 1946 Sydney was elected to Saanich Council.  Convinced the Peninsula was not getting a fair shake, 

Sydney spearheaded the creation of the municipality of Central Saanich and served as its first reeve from 1950 to 1954.  In 1960 he 

donated a large parcel of his land to help form part of what became John Dean Provincial Park.  Although no longer in political office, 

Sydney continued to serve his community by advocating for and assisting the less-fortunate and in 1968 was voted Victoria’s Citizen 

of the Year.  After living in the Victoria area for 50 years, Sydney passed away in 1975 at the age of 81.  (Doug Rollins, Librarian 

BCAM) 

View from Pickles Bluff 
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Canada’s Link Link 

Unnoticed and unappreciated by many visitors to the BC Aviation Museum is an odd miniature rendition of an airplane that sits in 

the far display hangar; complete with stubbly little wings and a tiny tail.  A canopy, (strangely, made of solid wood), is swung open 

to reveal a mannequin attired in an RCAF uniform seated in the little airplane, staring implacably at an instrument panel in front of 

him.  Nearby is a plotting table, on which rests a duplicate set of basic aircraft instruments, and 

a radio.  This is the unique Link Trainer, and it played a key role in the training of airmen during 

the Second World War and right into the jet age of the 1970s.  It was the brainchild of an 

America who worked in his father’s piano and organ factory in upper New York State; Edwin 

Albert Link.  What is practically unknown is the role that Canada played in the contribution that 

this remarkable simulator made to the advancement of aviation. 

Obtaining his pilot license in the 1920s, Link was appalled by the high cost of learning to fly, and thought that a flight simulator 

would be a cheaper and easier way to teach aspiring aviators.  He worked for 18 months on his “Pilot-Maker”; an aircraft          

simulator that would mimic the performance of a real aircraft by turning and tiling as a result of control inputs.  Instruments on 

both the cockpit panel and the plotting table would provide information on what the ‘aircraft’ was doing and a motorized ‘crab’ 

moved across a map, showing the location of the simulator as a result of its movements.  A radio link was provided between the 

pilot and the instructor, who could also dial in a wind factor to create drift in the aircraft’s track.  In this way a novice could       

experience flight without ever leaving the ground. 

When introduced in 1928, Link was hopeful that his new simulator could largely eliminate the need for    

actual flying to teach the fundamentals of flight.  Unfortunately, it didn’t work out that way; nothing could 

simulate the depth perception needed when flaring for a landing, the visceral sensation of a steep turn, or 

the quivering feedback marking the onset of a full-out stall.  As a result, the simulator incapable of inducing 

the vital ‘muscle-memory’ and skill set acquired through actual flight.  For the next decade only occasional 

sales to amusement parks and to the US military kept the manufacturing facility on life support.  Then, with 

the outbreak of World War II there was an urgent need to train tens of thousands of pilots.  At the same 

time it was realized that while the Link could not teach basic flying, it could be an invaluable aid in teaching instrument flying and 

radio navigation.  That was the reason for the solid canopy; lowered over the student pilot there would be no visual reference for 

orientation – the pilot would have to depend solely upon the instruments.  Likewise, students were taught to intercept and track 

radio beams for navigational purposes.  The little trainer was so valuable in this type of instruction that the pilots would record the 

time spent in the Link in their log books, just as they would for actual flying hours.  In all, some 500,000 pilots received instruction 

on Links.  Post-War many Air Forces continued using Link Trainers; I remember seeing a room full 

of them in use at RCAF Station Moose Jaw in the mid-1960s – well into the Jet Age. 

And what was the Canadian role in all of this? 

As the war spread and with the advent of the British Commonwealth Air Training Plan there was 

a massive demand for the Link Trainer; one that the original factory could not hope to meet.  

Casting about for another facility, Edwin Link came across an empty factory on the north bank of 

the St. Lawrence River at Gananoque, Ontario, about an hour’s drive south-west of Ottawa.  Quick negotiations with the            

authorities resulted in the facility being turned over to Link as a second factory for the trainer.  In short order the whole town was 

working full-out to manufacture as many of the little trainers as possible.  In all some 10,000 Link Trainers were produced; more 

than half of them in the Canadian plant.  This was a vital, but largely unacknowledged contribution to the winning of the war.  

However, with the surrender of the Axis forces the need for additional trainers evaporated and the plant was abruptly closed.  

Link continued to make improvements to the simulator after the war, but in 1968 the business merged with the Singer Company, 

and introduced modernized models.  In 1988 the company was purchased by a Canadian firm, CAE, which is a world-leading    

manufacturer of simulators today.  Ironically, the BC Aviation Museum also has one of these Singer-Link models, and it is still    

enjoyed by new generations of young visitors, who care little about the genesis of the simulator but enjoy the thrill of imagining 

that they are at the controls of a real aircraft! (Doug Rollins, Librarian, BCAM) 

The abandoned Gananoque Plant 



7 

Time To Say Au revoir…. 

Life is a series of natural and spontaneous changes! And that would be my cue to say that I have 

reached one of those natural stepping stones, and will be stepping down as Gift Shop buyer and 

Norseman News Editor as of July 28, 2019. 

It has been a wonderful time here at the BCAM and I have enjoyed all the fun and frustrations (!) 

that it has brought!  Doing the Gift Shop was always a dream for me—as I love retail! I mean come 

on: being able to spend someone else’s money (sorry Brian!) and shop for clothes, souvenirs and 

toys is like the ultimate high! To source out new products and designs and try and stay one step 

ahead of the seasons is challenging but very rewarding when the till keeps ringing!  Hopefully whoever takes it on will get as 

much enjoyment and pleasure out of it as I have! 

Being handed the mantle of Editor for the Norseman News was an honour. I took it over knowing absolutely nothing about how 

to put it together—but managed with the help of Publisher, and some wonderful (and very talented) BCAM story tellers, to make 

it, what I hope, is a good read. 

I am so grateful to all my wonderful Monday “crew” for making the odd slow winter Monday such fun—and I’m pleased to say 

we learned some interesting bits and pieces along the way!  Also huge thanks to the BCAM Board of the last 8 years who have 

been so supportive in helping me achieve what I have! BCAM is a very unique museum as there is a great enthusiasm and pride 

which runs through the membership and it shows in the way the museum is presented to the public! 

Unfortunately for me I find that I have fewer and fewer spare hours now that I am working full time—so it’s time for me to hand 

over to new caretakers for the Gift Shop and Newsletter —creating what I hope is a spontaneous change for the next person to 

take over these duties! 

 I will keep in touch as best I can—and wish the BCAM and all the membership the very best in moving into the future.  Thank 

you all for your encouragement and support over these last 9 years—and for doing such a wonderful job of keeping aviation  

history alive! (Virginia Browne, Member BCAM) 

…..And that is how change happens. One gesture. One person. One moment at a time…. 

 

Ultimate Spitfire Ride…. 

On February 14, 1945, Leading Aircraftwoman Margaret Horton, an RAF WAAF, was assigned a    

familiar job: sit on the horizontal stabilizer of a Spitfire to help hold the tail down while it taxied on 

a windy day. Unfortunately, nobody thought to tell the pilot, Flight Lt. Neill Cox, that she’d be 

jumping aboard. (Horton later admitted that “the squadron was run in a slap-happy way.”) The 

normal drill was for the tail-sitter to grab the aircraft’s elevator and waggle it before the pilot 

turned onto the runway, so he’d know she was hopping off. But this time Cox made a casual gesture out of the cockpit that   

Margaret took to mean “Hang on, don’t go yet.” Big mistake. As the Spitfire accelerated down the runway, Horton had the good 

sense to quickly flop across the tail cone, where she was held in place by the vertical fin, her legs to the right and her torso to the 

left. Another WAAF who’d seen what was happening dashed off to tell a flight sergeant, who ran to the control tower. Cox was 

ordered to make a quick circuit and land, but wasn’t told why. Between Horton’s death grip on the elevator with her left hand 

plus the Spitfire’s tail-heaviness, Cox had already figured that something was amiss, but he couldn’t see as far aft as his airplane’s        

empennage. Relieved to be back on the ground, Horton announced that after a change of panties and a cigarette, she’d be good 

to go back to work. She was later fined for losing her uniform beret during the short trip around the pattern.  

A woman called and said, "I need to fly to Pepsi-Cola on one of those computer planes." I asked if she meant to fly 

to Pensacola on a commuter plane. She said, "Yeah, whatever."  

"Flight 1234, for noise abatement turn right 45 degrees.." "But Center, we are at 35,000 

feet, how much noise can we make up here?"  "Sir, have you ever heard the noise a 707 makes when 

it hits a 727?"  
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And The Cockpit  Is…..? 

Comac C919 

It is a rare occasion that I, Virginia Browne, a lowly quiz setter 

gets a photo that apparently stumped everyone—including 

our usual culprits who normally have these things sussed out 

within seconds of me pushing send! 

I did a little digging for you and on Page 3 you can see what 

the Comac C919 is all about! 

Thank you all for playing And The Cockpit Is?.... I’m sure the 

new editor/s will have far more technical things for you to 

figure out! 

Cheers, Virginia 

The British Columbia Aviation Museum 

1910 Norseman Road, Sidney, B.C. V8L 5V5  

Ph. (250) 655 3300      Website: www.bcam.net  
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President:   John Lewis   250.589.2602   johnjarvislewis@gmail.com 

Vice President:  Mike Ingram     (250) 652 3460  mikeingram@vicair.net  

Secretary:   Eleanore Arkesteyn  (250) 656 4589  inquiries@bcam.net 

Treasurer:   Brian Hay   (250) 655 3300  accounts@bcam.net  

Directors :   Dave Poole   (250) 656 4364  dpoole9@telus.net 

    Grant Hopkins  (250) 216 5267  snikpohtnarg@hotmail.com 

    Dave Jackson   (250) 656 0254  recce55@shaw.ca 

 

Other Very Nearly Important People:    
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Artifacts:   Barbara Gilbert  (250) 655 3794  artifcats@bcam.net  

Membership Records: Norm Dressler  (250) 656 3771  membership@bcam.net  

Volunteer Co-Ordinator: Jan Lewis   (250) 665 6062  j6877lewis@gmail.com 

Gift Shop:           giftshop@bcam.net  

Norseman Newsletter:                   norsemannews@bcam.net  

Norseman Room Rental: Barbara Gilbert  (250) 655 3794  inquiries@bcam.net   

Ground Maintenance: Robert Young   (250) 656 4679 

eBay Sales   Sandy Peel   (250) 658 5171   b.c.aviationmuseum@gmail.com 

Please contact Editor at:  norsemannews@bcam.net  with your ideas and comments for our future newsletters!  

Mt. Baker as seen from Sidney Pier…. 
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