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Next META meeting will be
Our meeting location is Boston Pizza
1045 Columbia Street, New Westminster, BC
Apr 17/18/19 Defrost Kickoff — PR SOVREN Seattle, W a
Apr 18&19 CACC Race # 1 — MRP SCCBC Mission, BC
Apr 18&19 Regional — PIR SCCA/OR Portland, Or
Apr 18&19 Long Beach Grand Prix IRL Long Beach, Ca
Apr 18&19 Coastal Club Race #2 & #3 — CARTBC CKR Chilliwack, BC
Apr 22 META Meeting — Boston Pizza 7:30 New West, BC
Apr 25&26 ICSCC Race #1 — PIR CsccC Portland, Or
Apr 25&26 Westwood Club Race #2 — CARTBC ~ WKA Chilliwack, BC
May 2&3 ICSCC Race #2 — PR IRDC Seattle, Wa
May 2&3 Double Regional SCCA/NWR Bremerton, Wa
May 2&3 Coastal Club Race #4 — CARTBC CKR Chilliwack, BC
May 8&9&10 National / Regional — PIR SCCA/OR Portla nd, Or
May 13 SCCBC Meeting — Best Western, North Road  Coquitlam, BC
May 16&17 Spring Sprints — PR SOVREN Seattle, Wa
May 16&17 Knox Mountain Hillclimb KMMS Kelowna, BC
May 16&17 Karting -- Westerns -- CARTBC BCKCA Chilliwack, BC
May23/24/25 Double National — PR SCCA/NWR Seattle, Wa
May 24 Indianapolis 500 IRL Indianapolis, In
May 27 META Meeting — Boston Pizza 7:30 New West, BC
May 30&31 CACC Race #2 & WSC #1 — SCCBC Mission, BC
MRP
May 30&31 Westwood Club Race #3 — CARTBC ~ WKA Chilliwack, BC
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Mike's Ramblings:

The Answer to last month’s question is:
The driver of a Koenigsegg CC was given the fasieseding ticket ever for doing
242mph in Texas during the Gumball 3000 rally rakc2003. | have used several sources
to confirm this, however if someone thinks they paove me wrong let me know. Check
out http://www.theworldsgreatestguy.com/2006-sep-tiséef-speeding-ticket-ever-242-
mphandhttp://en.wikipedia.org/wiki/Traffic_ticket#Ticketuperlativedor more interesting

information on the subject. The video at
http://www.youtube.com/watch?v=R4WhhJfCigalso worth viewing.

This month’s question is:

A current SCCBC member won the Formula One rad®61 at Oulton Park. Who was he and what was
unigue about the car.

On March 22 SCCBC had their annual open house. &tlesbveral potential volunteers show up. Current
volunteers also had an opportunity to have hot ilapso very fast cars, with qualified drivers bethithe wheel
of course. Those of us lucky enough to partakeyenjdhe thrill of riding in a Corvette Z06 and/or a
Carrera GT.

P h ot o s b vy J o e P r o u d

Race Drivers Training in March was very well atteddnd | think it is the first time | remember haythat
many volunteers show up for a driver training. Weather was sunny and was the warmest March Drivers
Training | ever remember. | hope this is a sigthaigs to come. As always Drivers Training wasad)
opportunity to dust off the cobwebs and discoveatidtad gone missing from our turn buckets ovemtimger.

The International Auto Show is now over. META, SGCB/RC, and the Westwood50 shared space and were
able to converse with more people as they flowealtlh. The public is becoming more aware of thetexice

of Rivers Edge, with many coming up to ask for §ear’'s race schedule. | talked to many Westwodd ol
timers that will be out for the Westwood50. Themergvmany positive responses to volunteering atréol and

| expect at least a couple would actually showtupeatrack. Steve Paquette along with Sunny Ldtorg BC
Children's Hospital were raffling off a Luongo jeysto raise money for the BC Children's Hospital.

Mike Bailey



SPORTS CAR CLUB OF BRITISH COLUMBIA

Presents

“Dash for Cash Weekend”

APRIL 18/19, 2009
Featuring the Dash For Cash and CFDA
This event is sanctioned by CACC as a champiorshiipts race conducted under the 2009
CACC regulations and is organized by the Sports@alp of British Columbia at
the River's Edge Road Coarse at Mission Racewaly iRavlission, BC.
Each regional group will have a point’s race onheafcSaturday and Sunday.

CASCADE SPORTS CAR CLUB

Presents

“Rose City Opener XVIII”
April 25h & 26th 2009

This is a NON- Chicane race run from the Pro Pits
This race is sanctioned by ICSCC, under the 2008g&tition Regulations as a championship race,
organized by Cascade Sports Car Club and heldrdaRd International Raceway.

INTERNATIONAL RACE DRIVERS CLUB

Presents
“Military Salute Grand Prix”

May 2nd & 3rd 2009

This race is sanctioned by ICSCC under the 2009g&tiion Regulations as a championship race,
which is organized by IRDC and held at Pacific &eaays.
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Submitted By Bryan Nuttall

Air Canada Flight 143

The Gimli Glider Incident

from an article published i8oaring Magazine by Wade H.Nelson

If a Boeing 767 runs out of fuel at 41,008tfevhat do you have? Answer: A 132 ton glider vaithink rate
of over 2000 feet-per-minute and marginally enohgtiraulic pressure to control the ailerons, elewatod
rudder. Put veteran pilots Bob Pearson and ceal@ascumber Maurice Quintal in the cockpit and yelgot
the unbelievable but true story of Air Canada Rlig#3, known ever since as the Gimli Glider.

Flight 143's problems began on the groundamtreal. A computer known as the Fuel Quantity
Information System Processor manages the entirdudfoading process. The FQIS controls all & thel
pumps and drives all the 767's fuel gauges. Ltleft for crew and refuelers to do but hook ke hoses and
dial in the desired fuel load. But the FQIS wasworking properly on Flight 143. The fault wasdat
discovered to be a poorly soldered sensor. A fighprobable, one-in-a-million sequence of mistakg\ir
Canada technicians investigating the problem dedesg¢veral layers of redundancy built into theesyst This
left Aircraft #604 without working fuel gauges.

In order to make their flight from Montreal ®ttawa and on to Edmonton, Flight 143's mainteaamew
resorted to calculating the 767's fuel load by hahlis was done using a procedure known as dripihia
tanks.

"Dripping" could be compared to calculatiihg amount of oil in a car based on the dipsticklirega
Among other things, the specific gravity of jetfi'eneeded to make the proper drip calculations.

The flight crew had never been trained howeddorm the drip calculations. To be safe theyarethe
numbers three times to be absolutely, positivete sloe refuelers hadn't made any mistakes; eaehusing
1.77 pounds/liter as the specific gravity fact®his was the factor written on the refueler's alya used on all
of the other planes in Air Canada's fleet. Thediathe refuelers and the crew should have usati@mbrand
new, all-metric 767 was 0.8 kg/liter of kerosene.



(Gimli Glider Cont'd)

After a brief hop Flight 143 landed in OttawBo be completely safe, Pearson insisted on kawie 767
re-dripped. The refuelers reporting the planeaasny 11,430 liters of fuel contained in the twogitanks.
Pearson and Quintal, again using the same incdaeictr used in Montreal, calculated they had 20 Kilbs of
fuel on board. In fact, they left for Ottawa wihly 9144 kilos, roughly half what would be neededeach
Edmonton.

Lacking real fuel gauges Quintal and Peamsanually keyed 20,400 into the 767's flight managem
computer. The flight management computer keptmduack of the amount of fuel remaining by subfragt
the amount of fuel burned from the amount (theyeel) they had started with. Their fate was nealed.

According to Pearson, the crew and passerngetsust finished dinner when the first warnirghticame
on. Flight 143 was outbound over Red Lake Ontari$l,000 feet and 469 knots at the time. Thes/igine
Indicator and Crew Alerting System beeped four sinmequick succession, alerting them to a fuel gues
problem. "At that point,” Pearson says, "We baltwe had a failed fuel pump in the left wing, amdtched
it off. We also considered the possibility we whexing some kind of a computer problem. Our tligh
management computer showed more than adequatesfoaining for the duration of the flight. We'd nead
fuel checks at two waypoints and had no other atthos of a fuel shortage.” When a second fuedqune
warning light came on, Pearson felt it was too moica coincidence and made a decision to divert to
Winnipeg. Flight 143 requested an emergency daea&rand began a gradual descent to 28,000. Saysdhe
"Circumstances then began to build fairly rapidlijtie other left wing pressure gauge lit up, andABigs left
engine quickly flamed out. The crew tried crosdfeg the tanks, initially suspecting a pump failure

Pearson and Quintal immediately began magregarations for a one engine landing. Then andtied
light lit up. Two minutes later, just as prepavas were being completed, the EICAS issued a dhang —
indicating the complete and total loss of both eagi Says Quintal, "It's a sound that Bob andiirever
heard before. It's not in the simulator.” Aftee thbong," things got quiet. Real quiet. Starvétuel, both
Pratt & Whitney engines had flamed out. Pears@sponse, recorded on the cockpit voice recorder W2h
fP@&."

At 1:21 GMT, the forty million dollar, stat#-the-art Boeing 767 had become a glider. The AfRdigned
to supply electrical and pneumatic power under geray conditions was no help because it drank fiten
same fuel tanks as the main engines. Approact8r@PR feet the 767's glass cockpit went dark. Mtui
Pearson was left with a radio and standby instrusyeticeably lacking a vertical speed indicattire glider
pilot's instrument of choice. Hydraulic pressum@svialling fast and the plane's controls were duibkcoming
inoperative. But the engineers at Boeing had gasven this most unlikely of scenarios and pexviohe
last failsafe — the RAT.

The RAT is the Ram Air Turbine, a propelleivedn hydraulic pump tucked under the belly of 6. The
RAT can supply just enough hydraulic pressure twertbe control surfaces and enable a dead-stickrign
The loss of both engines caused the RAT to autaalbtidrop into the airstream and begin supplyigdraulic
pressure.

As Pearson began gliding the big bird, Quitdat busy" in the manuals looking for proceduf@sdealing
with the loss of both engines. There were nongeither he nor Pearson nor any other 767 pilotehast been
trained on this contingency. Pearson reports hethiaking "I wonder how it's all going to turn gut
Controllers in Winnipeg began suggesting alterfeatding spots, but none of the airports suggestetijding
Gimli, had the emergency equipment Flight 143 waddd for a crash landing. The 767's radar trarggo
had gone dark leaving controllers in Winnipeg usantardboard ruler on the radar screen to try aberchine
the 767's location and rate of descent.

Pearson glided the 767 at 220 knots, hisduesss as to the optimum airspeed. There wasngpinithe
manual about minimum sink - Boeing never expectaeae to try and glide one of their jet airlinerEhe
windmilling engine fans were creating enormous dgagng the 767 a sink rate of somewhere betwd0?2
and 2500 fpm. Co-pilot Quintal began making glgli@pe calculations to see if they'd make Winnipeg.



(Gimli Glider Cont'd)

The 767 had lost 5000 feet of altitude over thergen nautical (11 statute) miles, giving a glictio of
approximately 11:1. ATC controllers and Quintattboalculated that Winnipeg was going to be tocafgtide;
the 767 was sinking too fast. "We're not goingtake Winnipeg" he told Pearson. Pearson trusteat&u
and immediately turned north.

Only Gimli, the site of an abandoned Royah&#an Air Force Base remained as a possible Igrsjiot.
It was 12 miles away. It wasn't in Air Canada'sieglent of Jeppensen manuals, but Quintal wasli@mvith
it because he'd been stationed there in the serdo&nown to him and the controllers in Winnip&ynway
32L (left) of Gimli's twin 6800 foot runways haddmme inactive and was now used for auto racingtegl
guard rail had been installed down most of thelsmagtern portion of 32L, dividing it into a two é&adragstrip.
This was the runway Pearson would ultimately trgt Eamd on, courting tragedy of epic proportions.

To say that runway 32L was being used foo aating is perhaps an understatement. Gimlistivea
runway had been "carved up" into a variety of rga@ourses, including the aforementioned dragstipag
races were perhaps the only auto racing eventikotg place on July 23rd, 1983 since this was "Rabay"
for the Winnipeg Sports Car Club. Go-cart raceseviieing held on one portion of runway 32L and pasit
the dragstrip another portion of the runway se®the final straightaway for a road course. Atbtlre edges
of the straightaway were cars, campers, kids, amdlies in abundance. To land an airplane in tiastof all
of this activity was certain disaster.

Pearson and Co-pilot Quintal turned towarchiGand continued their steep glide. Flight 148agipeared
below Winnipeg's radar screens, the controllenstiically radioing for information about the numhér'souls”
on board. Approaching Gimli, Pearson and Quintatlentheir next unpleasant discovery: The RAT didn't
supply hydraulic pressure to the 767's landing.g@aarson ordered a "gravity drop" as Pearsonlibdm
frantically through the Quick Reference HandboakQ®&H. Quintal soon tossed the QRH aside andhhit t
button to release the gear door pins. They héwranain gear fall and lock in place. But Quintallyogot two
green lights, not three. The nose gear, whichfdellard against the wind, hadn't gone over center.

Six miles out Pearson began his final apgraatto what was formerly RCAFB Gimli. Pearson Saigs
attention was totally concentrated on the airspeéidator from this point on. Approaching runwa3i3he
realized he was too high and too fast, and sloweB0 knots. Lacking divebrakes, he did what apkne
pilot would do: He crossed the controls and thrlee/t67 into a vicious sideslip. Slips are normailgided on
commercial flights because of the the tremendodifeting it creates, unnerving passengers. As hehau
plane into a slip some of Flight 143's passengadg@ up looking at nothing but blue sky, the otlstraight
down at a golf course. Says Quintal, "It was ad fee&ling. The left wing was down, so | was up paned to
Bob. | sort of looked down at him, not sidewaysgraore.

The only problem was that the slip furthewstd the RAT, costing Pearson precious hydraukssure.
Would he be able to wrestle the 767's dipped wincklup before the plane struck the ground? Treds a
golfers were visible out the starboard side passeshgindows as the 767 hurtled toward the threshbll80
knots, 30-50 knots faster than normal. The RAThdisupply “juice"” to the 767's flaps or slats Ise landing
was going to be hot. Pearson didn't recover frioanstip until the very last moment. A passengporedly
said "Christ, | can almost see what clubs theyaneg.” Co-pilot Quintal suspected Pearson hadeh the
guardrail and the multitude of people and cars dtwerrunway. But at this point it was too lates&y
anything. A glider only gets one chance at a lagdand they were committed. Quintal bit his Ingla
remained silent.

Why did Pearson select 32L instead of 32RfiliGvas uncontrolled so Pearson had to rely onalisues.
It was approaching dusk. Runway 32L was a bit widaving been the primary runway at Gimli in pryear.
Light stantions still led up to 32L. And the "X&mted on 32L, indicating its inactive status, wegortedly
quite faded or non-existent. Having made an indeision to go for 32L the wide separation of theways
would have made it impossible for Pearson to diteeB82R at the last moment. Pearson says he: '\
saw 32R, focusing instead on airspeed, attitude haplane's relationship to the threshold of 32L.



(Gimli Glider Cont'd)

The 767 silently levelled off and the maimg®uched down as spectators, racers, and kidscgales fled
the runway. The gigantic Boeing was about to bexari32 ton, silver bulldozer. One member of the
Winnipeg Sports Car Club reportedly was walking ddive dragstrip, five gallon can full of hi-octaraeing
fuel in hand, when he looked up and saw the 76ddteaght for him. Pearson stood on the brakesnigtant
the main gear touched down. An explosion rockealth the 767's cabin as two tires blew out. Theergear,
which hadn't locked down, collapsed with a louddamhe nose of the 767 slammed against the tarmac,
bounced, then began throwing a three hundred famwer of sparks. The right engine nacelle strinek t
ground. The 767 reached the tail end of the dri@gathd the nose grazed a few of the guardrailsdea
support poles. (The dragstrip began in the midfithe runway with the guardrail extending towaB24.'s
threshold) Pearson applied extra right brake saorthie gear would straddle the guardrail. Wouldlal sports
car fans all be able to get out of the way, or wWdéarson have to veer the big jet off the runwagvbid
hitting stragglers?

The 767 came to a stop on it's nose, mantsright engine nacelle less than a hundred feet Bpectators,
barbecues and campers. All of the race fans hahgeal to flee the path of the silver bulldozere 7B7's
fuselage was intact. For an instant, there waaa in the cabin. Then cheers and applause loakamong
Flight 143's passengers. They'd made it; they wakill alive. But it wasn't over yet. A sméilte had
broken out in the nose of the aircraft. Oily blarkoke began to pour into the cockpit. The fieggttls of
passengers in an Air Canada DC-9 that had madmargency landing in Cincinnati a month before was o
the flight attendants' minds and an emergency etsmuwas ordered. The unusual nose-down anglpl#me
was resting at made the rear emergency slidesyneatical. Descending them was going to be tresmis.

The only injuries that resulted from Pearsa®@ad-stick landing of Flight 143 came from pagsemnexiting
the rear emergency slide hitting the asphalt. Nufrtbe injuries were life-threatening. The firethe aircraft's
nose area was battled by members of the Winnipeg$Sgar Club who converged on the plane with dezén
hand-held fire extinguishers. Pearson had toudioah 800 feet from the threshold and used a medé Bkt
of runway to stop. A general aviation pilot whewied the landing from a Cessna on the apron of 32R
described it as "Impeccable.” The 767 was relptivadamaged.

Air Canada Aircraft #604 was repaired suéfidly to be flown out of Gimli two days later. Aft
approximately $1M in repairs, consisting primaofynose gear replacement, skin repairs and replaceai a
wiring harness it re-entered the Air Canada flded.this day Aircraft #604 is known to insiders'abe Gimli
Glider." The avoidance of disaster was credite@apt. Pearson's "Knowledge of gliding which heligpoln
an emergency situation to the landing of one ofntiest sophisticated aircraft ever built." Captaearson
strongly credits Quintal for his cockpit managemaritEverything but the actual flight controls, ciading his
recommendation of Gimli as an landing spot. Cagt&earson and Quintal spoke at the 1991 SSA Cbamen
in Albuguerque about their experiences. Pearsa) atahe time, still employed and flying for Aie@ada, and
occasionally flying his Blanik L-13 sailplane oretiveekends; he has since retired to raise hokdasrice
Quintal is now an A-320 Pilot for Air Canada, andl soon be captaining 767's; including AircraftG#b

Copyright 1997 WHN

An amusing side-note to the Gimli story is tha¢@Rlight 143 had landed safely, a group of Air @da
mechanics were dispatched to drive down and bdtgetang repair. They piled into a van with alkthtools.
They reportedly ran out of fuel en-route, findihgmselves stranded somewhere in the backwoodsrofdida.
Credits:

Special thanks to William and Marilyn Mona Hoffauthors of "Freefall, A True Story" (ISBN 0-312-9224),
Boeing Aircraft 767 Chief Engineer Hank Queen, Men Gelfand, Colin Nisbet, Don Sigmundson, Don
Kawal, Robert Pearson, Maurice Quintal, and martyeos.

Photo / lllustration Credits: Sports Cars / 767 Nose by Wayne Glowacki, Gimli from the air Anders
Kuusselka.
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Your Ad Could Be Here

Advertise in the Mayday
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Membership
C/O Thomas Liesner, 8620 154" Street, Surrey, BC V3S 3N6

Name:
Address:
City: Province/State Postal Code
Phone No.-- Home: Work:
E-mail Address: Newsletter via E-Mall Yes No

Cost is $20--Membership year ends Dec. 31--MAYDAXiling list will be purged of non-members Mar. 31
Please indicate if you would like the META newtdetsent to you by E-Mail or send the editor a ragesat
maydayeditor@hotmail.com
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