
  

  

from - H. Paul Roy of the 405 Sqn. Association 
     I wish to publish a 2005 Edition but I am short of suitable ma-
terial. I would therefore very much appreciate receiving some 
short stories narrating some personal experiences, incidents or 
facts of interest to the members. Some pictures along with the an-
ecdotes would be appreciated. I hope to publish in 2005. Your 
assistance and cooperation is solicited.  Please contact me at my 
new email address; <hpr153@sympatico.ca> 

 December2004 
 FROM THE EDITOR —Bruce Dyer       

A s we grow older, time appears to go by so much quicker. It seems that it was only yesterday that two hundred and four came in the 
door and now, in just few short weeks, two hundred and four will be no-more. I know that the days are no shorter now than they were 

when we were younger so why is this phenomena so apparent as we age? Perhaps we experience a shorter time-yardstick today because of 
the myriad of developments in science and technology that we are exposed to and faced with every day. One of these areas of technology 
that should be of interest to all of us oilers is that in the rapid developments in aero engines and space propulsion systems. When we com-
pare some of the thrust levels of today's engines to those that powered the aircraft that we flew in our careers, the figures are awesome.  
For example, there is the General Electric GE90-110B with a max. power (thrust) rating of 110,000 lbs. that powers the B777-200LR , the 
Rolls Royce Trent 895 at 95,000 lbs that powers the B777-200/300, and the Rolls Royce Trent at 104,000 lbs. presently a demonstrator 
power plant. What is the history that led up to these developments? Where do we stand today in our  research for more advanced and ex-
otic methods of propulsion, especially in the environments of space. Starting in this issue of  Propwash, I will take literary license to re-
view some of these these topics and reveal where we are today in these areas. 
     Note: It is only a short time before we begin a new year and with this in mind, may I remind you to pay your association dues for 2005. 

  Have yourselves a Merry Christmas & Happy New Year   

Wellington III serial # DF 626 
Ian Harper is seeking the crash site of Wellington III, serial 
DF626, Code PT - from 420 (RCAF) Squadron which took off 
from RAF Middleton St George at 1632 hrs. on January 29, 
1943 on Ops to Lorient and crashed into a hillside at Exeter in 
Devon on its return. Of the 6 crew members, 4 were reported 
killed in action including; 
R/103915 Sergeant (Pilot) Delmer Ray Sanderson RCAF 
R/97522 Flight Sergeant (Nav./Bomber) Charles Murray 
 Downton RCAF 
R/93087 Flight Sergeant (obs.) Harold Hogarth Sealy RCAF 
R/137089 Flight Sergeant (AirGnr.) John Drake RCAF 
the 2 survivors were as follows: 
Sgt J D Bittner RCAF 
Sgt Hank R Ernst RCAF 

Can you help Ian? If so, he can be contacted at  
this email address . . . <harper@airproducts.com> 

     The cylinder bore is just under 38” and the stroke is just 
over 98”. Each cylinder displaces 111,143 cubic inches and 
produces 7780 horsepower. Total displacement comes out to 
1,556, 002 cubic inches for the fourteen cylinder version. 
Some facts on the 14 cylinder version; 
 Total engine weight 2,300 tons  
 (The crankshaft alone weighs 300 tons.) 
 Length - 89 feet. Height - 44 feet 
 Maximum power - 108,920 hp at 102 RPM.  
Fuel consumption at maximum power is 0.278 lbs per horse-
power per hour (BSFS). At its most efficient maximum 
economy setting, the engine exceeds 50% thermal efficiency 
burning 1,660 gallons of heavy fuel oil per hour. 

The first completed 12 cylinder engine 

The 10 cylinder version cylinder deck. 

The crank sitting in the block 
The Most Powerful Diesel Engine in the World 

The Wartsila-Sulzer RTA96-C turbocharged two-stroke die-
sel engine is the most powerful and most efficient prime-
mover in the world today. The Aioi Works of Japan’s Diesel 
United Ltd built the first engines. The engines are available 
in 6 through 14 cylinder versions, all are inline engines. 
These engines were designed primarily for very large con-
tainer ships. 

CMFEA WEBSITE CHANGE  
 

Please note that the new address of the CMFEA Website  
has changed to the following address: 

www.cmfea.ca 
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Means of Propulsion  
from Steam to Beam Technology 

 

H ave you ever wondered how many different methods of pro-
pulsion have been developed to propel airborne vehicles 

since the beginning of flight? Unfortunately, lack of space in the 
newsletter makes it impossible for me to cover such a complex 
subject in depth. It would probably require hundreds of pages to 
do so. Therefore, I can only give you a very condensed review of 
the vast amount of material that I acquired  while researching  this 
topic. 
     To begin; what is propulsion? Propulsion is 1: the action or 
process of propelling, 2: something that propels. In order to ac-
complish this, numerous methods of converting energy into me-
chanical force and motion have been designed. Today, new and 
more exotic methods of propulsion have been designed, tested and 
developed to propel vehicles through the air and in space. In the 
following paragraphs, I will review some of the developments that 
have taken place till now and look at some of the newer propulsion 
methods under examination and development. 
     Starting at the beginning. In Greece during the 3rd century B.C. 
lived one of the greatest mathematicians in history, Archimedes. 
His most famous discovery was the principle of buoyancy: that an 
object immersed in a fluid is buoyed up by a force equal to the 
weight it displaces. 
     Between 1700 and 1900 with Archimedes principle as their 
guide, two brothers, Joseph and Etienne Montgolfier, made 
manned, lighter-than-air flight possible.  For aviation -- the dream 
of flying had finally been realized. Human balloon flight was born 
in France on November 21, 1783 with a brief voyage by Pilatre de 
Rozier and the Marquis d'Arlandes riding in a balloon built by the 
Montgolfier brothers, Jacques and Joseph. However these early 
balloon flights were at the mercy of the wind, as no means of pro-
pulsion were available at the time.  
      In 1784, a General, Jean Baptiste Marie Meusnier designed an 
elliptical balloon made of a two layered bag about 260 feet long. 
The reinforced fabric at the bottom held triangulated cables that 
went to a car suspended under the balloon. The car was shaped 
like a boat in case of a water landing. The balloon was to be pow-
ered by three hand-turned propellers that required the efforts of 80 
men. However, the balloon was never built and the project was 
cancelled. 
     In 1825 Henri Giffard, a French engineer and inventor built and 
flew the first full-size airship. His cigar-shaped, non rigid bag had 
a capacity of 113,000 cubic feet and was 143 feet long. Its 3-
horsepower steam engine drove its propeller, and it had a rudimen-
tary vertical rudder. The gondola was suspended from a pole that 
hung from a net surrounding the balloon. The engine weighed 250 
pounds  and the airship also had to carry a 100-pound boiler and 
the coke required to fire it.  
     Giffard's first flight took place on September 
24, 1852. He traveled almost 17 miles  from the 
Paris racecourse to Trappes moving approxi-
mately 6 miles per hour . However, Giffard's 
airship could be steered only in calm or nearly 
calm weather. With any more wind, the airship 
could fly only in slow circles. A lightweight 
engine powerful enough to overcome more than light breezes had 
not yet been invented. Using current technology, an engine with 
enough power to operate an airship in windy conditions would 
have been prohibitively heavy. Not until the development of light, 

efficient internal combustion engines at the end of the nineteenth 
century would airships become practical.  
      On his next flight, realizing that the engine was too heavy for 
his balloon, Giffard suspended it beneath a second, large bag of 
113,000 cubic feet capacity. On a trial trip, gas escaped and the 
balloon became misshapen. The nose tilted up and some of the 
lines that held the car in place broke. The balloon escaped from 
the net and burst. Surprisingly, Giffard and his passenger were 
only slightly injured. 

     For Giffard's third and final attempt, he planned an even larger 
balloon—1,970 feet long, 98 feet  in diameter at the middle, and 
with a capacity of 7,800,000 cubic feet. He designed a steam en-
gine that weighed 30 tons which he thought would move the ship at 
45 miles per hour in still air. However, because of its cost, this 
huge airship was never built.   
     One of the biggest difficulties faced by early would-be pilots 
was finding an engine that was both powerful and light. Many 
models, such as the Henson and Stringfellow’s “Aerial Steam Car-
riage”  might have flown as early as 1845 with adequate engines. 
Unfortunately, the only engines available were steam engines, 
which were too weak or too heavy for successful flight. It was not 
until the arrival of the compact, relatively lightweight gas engine 
that planes were able to get off the ground. 
     Sir George Cayley The British “Father of Aviation” is best 
known for his work related to heavier-than-air flight. However for 
both heavier-than-air and lighter-than-air flight, he recognized the 
importance of a suitable engine if the aircraft was going to achieve  
controlled flight. Cayley hoped that a lightweight steam engine 
might be developed, but he preferred an engine that did not need a 
boiler. In the 1830s, he experimented unsuccessfully with a hot-air 
and piston engine using gunpowder, and he could see an internal 
combustion engine that used a flammable material coming in the 
future. 
     During this same period, using the studies of Louis Mouillard 
(1834-1837) on the flight of birds, Clement Ader constructed his 
first flying machine in 1886, the Eole, a bat-like design run by a 
lightweight steam engine of his own invention (4 cylinders devel-
oping 20 horsepower, that weighed no more than 7 pounds per 
horsepower and driving a four bladed propeller.) The wings, with a 
span of 14 yards, were equipped with a system of warping and all 
together weighed 650 pounds. Witnesses claimed to have seen it fly 
a short distance, but it was wrecked in the attempt. 
     In August 1890, a second version of the Eole was built. On Oc-
tober 9 at Armainvillers before witnesses, the airplane managed to 
take off into the sky flying a distance of more than 40 yards. In 
August of 1892, the Eole II accomplished a feat of 200 yards. 
     Ader then constructed Aelo III that he 
named Avion. The Avion was like an enor-
mous bat of linen and wood with a 16 yard 
wingspan and equipped with two four bladed 
puller propellers each powered by a steam 
engine of 30 hp. On October 14, 1897, at Sta-
tory, the Avion rolled, took off towards the 
sky and, before the official commission,  flew 
a distance of more than 300 yards, the first 
verified mechanical flight and made its inventor “the father of avia-
tion”. But the meteorological conditions were bad, and Ader evi-
dently did not have much notion of piloting; the Avion could not 
completely travel the circular course which the commission re-
quired, the flying machine left the runway and was damaged.  
     In April of 1870, Alphonse Pénaud invented a mode of propul-
sion, perhaps laughable today, but it was an invention that would 

Clement Ader’s Eole 

Giffard's 1852 Airship  
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provide a mean of performing small experimentation for years to 
come: it was the rubber band motor, built of twisted strands of 
elastic. The first successful application was a scaled model heli-
copter. Built of lightweight materials, this apparatus could climb 
up to the ceiling, and sustain flight before returning to the ground. 
Pénaud's obsession for perfection led him to have his apparatus 
built by Breguet, a clockmaker and engineer. The propellers 
blades made of paper were covered with gold platting to increase 
efficiency, and the smaller parts were constructed with aluminum. 
Years later, two young children in the USA were given a Pénaud 
helicopter toy by their Father, and they would closely study its 
characteristics. Their names: Orville and Wilbur Wright!  
     On August 18th, 1871, he demonstrated that continuous flight 
was not a fluke. His "Planophore", a scaled model airplane was 
capable of achieving flights over a distance of  60 meters. It was a 
monoplane fitted with a stabilizing tail section. The rubber band 
motor drove either a tractor, or a pushing type propeller, depend-
ing on the model type. The characteristics of his machines, would 
remain for a long time those of future airplanes, and were truly 
advanced for the era. Pénaud continued to study the laws of air-
plane longitudinal stability. To compensate for the effects of pro-
peller torque, he installed additional weight on one of the wings. 
Later on, he resolved the torque problem with by twisting the 
wing's airfoil (known today as wing wash in or wing washout). 
Pénaud also developed other means of aerial locomotion, such as 
his machine with flopping wings, and he would also return to ma-
c h i n e s  w i t h  r o t a t i n g  w i n g s .  
     Not ignoring the work of his predecessors, he revived and pub-
lished the studies of  Caley, another genius precursor. Between 
1872 and 1875, he published numerous of his own studies con-
cerning airflow around the machine, air resistance (drag), and the 
characteristics of gliding flight. We therefore owe Alphonse Pé-
naud the definition of aviation's three basic problems: air resis-
tance - machine strength - and light weight engines. Going against 
the beliefs of the era which favored steam engines, (i.e. Clément 
Ader), or electric engines, Pénaud's faith in the all-new internal 
combustion engines was unshakable. His main concern however, 
was to resolve the aerodynamics problems of drag and weight. 
     Where Pénaud demonstrated the true correctness of his visions, 
was in an airplane project which he developed in cooperation with 
Paul Gauchot. Let's examine and evaluate the characteristics of 
this machine for which an invention license was applied for and 
accepted in 1876. It was an amphibian monoplane, somewhat in 
the form of a flying wing, propelled with two variable pitch trac-
tor type propellers. The wing's structure was planned to be built 
out of wood, or metal, with a type of covering contributing to 
strength. Initially, the first model's wing would have been 
equipped with struts, to be replaced eventually with a stronger 
cantilever wing. And, speaking of vision for the future: the ma-
chine was to be equipped with a retractable landing gear, fitted 
with compressed air shock absorbers. The fuselage was to be wa-
terproof, wingtip floats, possibilities of being launched by cata-
pult, and way ahead of its time, a single compensated control for 
pitch and directional control. Let's not forget that the year was 
1876, twenty-seven years before the historic Kitty Hawk flight! 
     Let us also look at some of the details in Pénaud's invention: 
Headrest aerodynamically shaped, windshield, relative wind indi-
cator, bank indicator, anemometer, electric control of the eleva-
tors, and an indicator of air pressure on the wings. The list pro-
vided on this 1876 invention registration goes on and on. 
     In 1857 a French naval officer, Félix Du Temple, designed a 
powered aeroplane notable for a retractable landing gear and the 

recommendation of a lightweight metal, aluminum. A model of du 
Temple's aircraft was tested in 1874. Launched down a hill and 
driven by a tractor propeller powered by steam, it was more of a 
"hop" than a real flight, but some historians give du Temple credit 
for the first powered flight.  Félix Du Temple, aided by his brother 
Louis, displayed his considerable understanding of aerodynamics 
in his 1857 design for a tractor monoplane with swept-forward 
wings set at a slight dihedral angle (angled upward) and a retract-
able three-wheeled undercarriage. Du Temple's model was first 
propelled by a clockwork  engine (Clockwork: In mechanical engi-
neering, clockwork is either a lightweight mechanical linkage, es-
pecially one involving multiple axles, or a complete mechanical 
device whose functioning relies on internal clockwork (in the pre-
ceding sense), especially where muscular effort is the sole source 
of operating power. Often power for the device is stored within it 
via a winding devise that applies mechanical stress to an energy 
storage mechanism such as a spring, thus involving some form of 
escapement; in other cases, hand power may be utilized as it is ap-
plied. The use of wheels, whether linked by friction or gear teeth, 
to redirect motion or gain speed or torque, is typical; many clock-
works have been constructed primarily to serve as visible or im-
plicit tours de force of mechanical ingenuity in this area) and then, 
by a steam engine as previously mentioned.  
     When he began with the aid of his brother M. Louis du Temple, 
to experiment on a large scale, the inadequacy of all motors then 
known became apparent. They first tried steam at very high pres-
sures, then a hot-air engine, and finally built and patented, in 1876 
a very light steam boiler weighing from 39 to 44 Ibs. to the horse 
power, which appears to have been the prototype of some of the 
light boilers which have since been constructed. It consisted in a 
series of very thin tubes less than 1/8 in. in internal diameter, 
through which water circulated very rapidly, and was flashed into 
steam by the surrounding flame. 

          The Félix Du Temple Mono-
plane design of 1857 had a 55ft wing-
span and was 24ft long. It was pow-
ered by a "hot air" engine. In 1874, 
with a French sailor as a pilot, the 
plane was sent down a hill side and 
succeeded in making a short "hop." 
     The Hot Air Engine was originally conceived by Robert Stir-
ling, and he received his first patent for his new "air engine" in 
1816. Stirling was a minister of the Church of Scotland, and was 
inspired to develop this new type of engine because it was safer 
than the steam engines of his time. Many were killed and injured 
when the steam boilers exploded. Due to lower pressures, his new 
'air engine' did not explode, and was capable of producing more 
power than its steam counterparts. Stirling engines work on the 
principle of temperature variation. They have a sealed cylinder that 
is heated at one end, and remains cool at the other. Gas inside the 
cylinder expands and contracts, applying upwards pressure on a 
piston during the heated phase, and downwards pressure during the 
cooling phase. A continuous cycle of energy is generated, as the 
gases expand when heated, and are compressed when cooled. For 
this movement to occur, a continuous heat source in necessary.  
Once up to working temperature, Stirling engines are highly effi-
cient, have a low pollution ratio, and run with a high thermal effi-
ciency.      
     One other person worthy of mention who experimented with 
steam propulsion during this era was Thomas Moy. Thomas Moy's 
tandem-wing monoplane "Aerial Steamer" was a machine of con-
siderable size, having twin propellers each of six-foot diameter and 

Felix Du Temple’s Monoplane 
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a wing span of 15 feet. It was powered by a steam engine (built by 
Thomas Moy and Richard Edmund Shill) which developed 3 h.p. 
at 550 r.p.m. and had a tricycle landing gear. When tested in the 
great Crystal Palace in London, England, 
during June of 1875, the Moy Aerial 
Steamer managed to get up to 12 m.p.h. 
while running on a track. It did not gen-
erate enough lift to actually leave the 
ground but it was a fine effort which 
incorporated a number of design ele-
ments which saw later wide-spread use, 
such as the use of two propellers and the 
wheeled tricycle landing gear.  
     At the start of the twentieth century, aircraft engines were sim-
ple, low-powered machines that were designed and built one by 
one for specific aircraft. The earliest aero engines were station-
ary—either radial in style or in line. The Antoinette series was the 
most commonly used. These were succeeded by the popular rotary 
engine. The best known were the Gnome and Le Rhône, which 
were used on the majority of aircraft until the in-line Liberty en-
gine, designed for mass production, started dominating the aero-
engine market. From that point on, increasingly more sophisti-
cated and powerful stationary in-line engines were developed until 
the arrival of the jet engine a couple of decades later.  
     The most advanced aircraft engine early in the century was the 
50-horsepower engine designed by Charles Manley for use on 
Samuel Langley’s aerodromes. But because Langley's aircraft 
never succeeded in flying, these engines did not have the opportu-
nity to demonstrate their potential. The engine designed and built 
by Charlie Taylor and the Wright brothers for their Flyer, al-
though much lower powered, had a greater place in history be-
cause it propelled the first successful powered flight in 1903. 
Wright's engine had four inline cylinders, was water-cooled, gen-
erated 12 horsepower (as compared to Manley's 50 horsepower), 
and had weighed about 179 pounds without the fuel. It had no fuel 
pump, carburetor, or spark plugs. 
     The Curtiss Aeroplane and Motor Corporation produced two 
notable engines. A four-cylinder water-cooled engine used in the 
1908 Signal Corps Dirigible No. 1 was America's first military 
aircraft engine. It could generate about 25 horsepower and drove a 
22-foot-long tubular steel shaft that turned a wooden propeller. 
Lieutenant Thomas Selfridge designed it. In its speed trial, it 
reached 19.6 miles per hour. Curtiss also produced thousands of  
OX-5 water-cooled engines during World War I, primarily for the 
Curtiss " Jenny." It generated only 90 horsepower but, compared 
to other engines of the period, was very reliable. 
     The Antoinette engine was designed and built in France by 
Léon Levavasseur. Named after the designer's daughter, it was 
Europe's most widely used engine until 1909-1910. The first An-
toinette engine dated from about 1901 and was used in a speed-
boat. By 1905, Levavasseur had produced a water-cooled engine 
with eight-cylinders arranged in a 90-degree "V" and with direct 
fuel injection. It was safe, strong, and fairly powerful, generating 
50 horsepower and weighing about 110 pounds Its power-to-
weight ratio was not surpassed for 25 years. 
     An Anzani engine carried Louis Bleriot’s monoplane across 
the English Channel in 1909. It was a three-cylinder, air-cooled, 
semi-radial engine that developed 25 horsepower It was relatively 
low-powered for such a long flight. The engine had automatic 
inlet valves and mechanically operated exhaust valves, with auxil-
iary exhaust ports in the cylinders. Later Anzani engines gener-
ated  90-100 horsepower and were used in French-produced Caud-

ron aircraft in 1915. 
     The Gnome 50-horsepower rotary engine revolutionized avia-
tion. Although F.O. Farwell developed the first successful air-
cooled rotary engine in the United States in 1896, it was the 
French-built Gnome rotary that was first used extensively in air-
planes during the first years of World War I. Designed by the 
Séguin brothers and first marketed in 1908, it was the first of a 
long line of ever more powerful wartime engines. A typical rotary 
engine, it had a fixed crankshaft and rotating cylinders and crank-
case that carried the propeller with them. 
     Numerous types of Gnome engines were subsequently designed 
and built. One of the most famous was the 165-horsepower  9-N 
"Monosoupape" (one valve). The engine had one valve per cylin-
der. Having no intake valves, its fuel mixture entered the cylinders 
through circular holes or "ports" cut in the cylinder walls. It was 
used during World War I primarily in the Nieuport 28 and also by 
the thousands in other Allied aircraft. This engine dominated the 
industry until 1916. 
      Around 1911, other engine manufacturers began building ro-
tary engines that were used in many Allied fighter planes. 
LeRhône engines were quite reliable. The Germans also produced 
the 110-horsepower Oberursel, which was practically an exact 
copy of the 110-horsepower LeRhône. The French Clerget pow-
ered Britain's Sopwith Camel. 
     The British Rolls-Royce Eagle and its successor, the Falcon, 
marked the beginning of a famous line of aviation engines that 
produced the Merlins and Griffons of World War II. This liquid-
cooled V-12 was developed in 1915. It was built in several ver-
sions that culminated with the 375-horsepower Mark VII of 1917. 
It powered the Vimy plane that John Alcock and Arthur Whitten 
Brown flew across the Atlantic in June 1919. 
     Mercedes engines powered some of the best-known German 
fighter planes in the last two years of the war—the Albatros D.V., 
Fokker D VII, and Pfalz D XII. Nearly all German-designed en-
gines were durable and dependable, with six water-cooled cylin-
ders in line. 
     By far, the most important of all Allied engines, and America's 
most significant contribution to the war effort, was the Liberty. It 
generated 270 horsepower initially but its output was later boosted 
to 330 horsepower.  The initial version vibrated excessively and 
since another engine with this capacity had already been perfected, 
its development was halted after only 15 had been built. 
     The Liberty 400-horsepower V-12, air-cooled engine, on the 
other hand, was one of the war's most powerful engines and one of 
the workhorses of the war. Designed to be mass-produced with 
interchangeable parts, the Liberty became the standard wartime 
aircraft engine. It was used most often on the DH-4, the only U.S.-
made airplane to go into combat on the Western Front.  
     Aircraft engine design made great advances during  World War 
ll. Piston engines reached a level of power and performance that 
was startling and a new type of power plant, the turbojet came into 
being. Tremendous effort went toward creating an aircraft engine 
that could deliver one horsepower for each pound of weight. This 
was achieved most notably in the Wright Cyclone R-3350 engine, 
four of which powered the giant B-29 bomber. 
     There are two main types of piston engines; radial or air-cooled 
and inline or liquid-cooled. Radial engines typically have a large 
area to facilitate cooling but this also increases drag - not an attrib-
ute you want when designing a fighter plane. This is why inline or 
liquid cooled engines were used in the majority of front-line fight-
ers during the war. It took clever design and engineering to pro-
duce a high-performance radial engine fighter aircraft. An addi-

Thomas Moy’s 
 Arial Steamer 
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tional issue is the greater vulnerability of liquid-cooled engines to 
gunfire and damage since even a single bullet hole in the coolant 
lines could lead to engine loss within minutes. While this is a 
valid criticism most aircraft designer's went with inline engines 
for fighters and its hard to argue with the results. (to be continued ) 

Field Marshall Rommels Attacker  
Named Honorary Colonel 

 

A lmost after 50 years after he retired from the Royal Ca-
nadian Air Force following sterling service in war and 

peace, Charley Fox is back in blue again, this time with four 
gold bars of a 
colonel on his 
sleeves. 
     On April 
30th, 2004 
Charles Wil-
liam Fox – 
wearing six 
hard-earned 
war medals 
under his pilots 
wings – was 
invested as hon-
orary colonel of Ottawa’s 412 (Transport) Sqn. Charley Fox was 
home again, 60 years after he flew Spitfires with 412 on combat 
operations from Jan. 1944 to Jan. 1945. 
     Flying dozens of fighter missions during those 12 action packed 
months, Fox scored four kills and five aircraft damaged. Credited 
with destroying or damaging 153 vehicles, including 22 locomo-
tives, the armed reconnaissance and dive-bombing expert was 
awarded two Distinguished Flying Crosses. 
     The citation for the second DFC says, “This officer has led his 
section against a variety of targets, often in the face of intense anti-
aircraft fire. Since the award of the Distinguished Flying Cross, 
this officer has continued to display outstanding skill, coolness and 
determination.” 
     To honour H/Colonel Fox, 412, which flies the prime minister, 
governor general and other VIP’s, painted Royal Canadian Air 
Force wartime roundels and his Spitfire call letters, VZ-F, on the 
engines nacelles of one of their six Challenger jets. To commemo-
rate 412’s achievements on June 6th, 1944, when it flew in support 
of the Allied invasion of Nazis’ Fortress Europe, the three black-
and-white stripes every allied aircraft sported that historic day were 
painted on the Challenger’s wings. 
     Formed in Digby, Lincolnshire, on June 30th, 1942, 412 flew 
12,761 Spitfire sorties over the next four years, destroying 106 
enemy aircraft, plus 11 probables and 46 damaged. Fatal casualties 
totaled 56. 
     After re-forming at Royal Canadian Air Force Stn Rockliffe in 
Ottawa in 1947, 412 soon became known as the “VIP” squadron, 
flying Dakotas, North Stars, Canadair C-5, Comets, Yukons and 
Cosmopolitans around the world during the halcyon days of Air 
Transport Command. 
     Addressing about 100 people, including 19 members of Col 
Fox’s family, Lieutenant Colonel Marc Robert, 412’s commanding 
officer, said, “Charley Fox is a pilot’s pilot, and to hear his ac-

counts is to have history fly out before you. He flew his first op-
eration Spitfire mission as the No. 4 to Canadian ace Buzz 
Beurling. On D-Day, Charley briefed until 0100 hrs, slept until 
0400, had a big breakfast, and flew three times over the Nor-
mandy beaches, finally retiring at 2300. He wrote in his logbook, 
‘a long day.’ ” 
     Col Fox, who said his appointment left him “overwhelmed and 
very honoured,” is now  “the guardian of squadron traditions and 
history, an advocate of the unit’s identity and ethos, and an advi-
sor to the commanding officer on virtually all issues excluding 
operations. Honorary members work behind the scenes and pro-
vide needed support that would otherwise not be available.” 
     The plan to bring Col Fox back to 412 Sqn was conceived last 
November, when LCol Robert decided to “show our respect and 
dust off some of 412’s military heritage that sometimes goes un-
exercised in our VP role.” After doing some research, he found 
Charley Fox living in retirement in London, Ontario. “Not only 
did Charley have an incredible past as a 412 pilot, but at the age of 
84 still had a very much and remarkable present and future. . . he 
is the perfect honorary colonel.” 
     Besides honouring Col Fox’s wartime valour, the investiture 
also highlighted the mission he flew on July 17th, 1944, six weeks 
after the invasion. Searching for targets of opportunity near Caen 
in Normandy, Col Fox spotted a German staff car driving along a 
tree-lined main road. “I did a diving, curving attach down and I 
probably started firing at about 300 yards. I saw hits on it and I 
saw it start to curve and go off the road,” he said. Back at base, he 
described the attack in his logbook as “One staff car damaged.” 
Besides that, he added, “? Rommel – Yes.”  It appears that the 
principle occupant of the staff car was Field Marshall Erwin Rom-
mel – known as the “Desert Fox” – who suffered head injuries in 
the attack. 
     Even though an American P-47 pilot quickly claimed credit, 
historian Michel Lavigne thinks Col Fox “is probably the guy who 
fired at Rommel’s car.” He said 412’s war diary put Col Fox in 
the air at the right time and place. 
     Born in Guelph, Ontario, Col Fox joined the Royal Canadian 
Air Force in 1940, aged 20.  After earning his pilot’s wings, he 
instructed in Canada for almost two years before being posted 
overseas in 1943. After the war he flew Harvards, Mustangs and 
T-33s with 420 (City of London) Sqn in the post-war Royal Cana-
dian Air Force auxiliary. 
     On June 6th of this year Col Fox and LCol Robert were in Nor-
mandy for the ceremonies celebrating the 60th  anniversary of D-
Day. It was a fitting way for two 412 stalwarts to pay tribute to 
their squadron and what it achieved that historic day. 

A 412 Squadron Milestone 
Dec. 11, 1941: Pilot Officer John Gillespie Magee jr. of 412 
Squadron of the Royal Canadian Air Force is killed when his Spit-
fire collides with another aircraft during a training mission. Magee 
is best known as the author of the sonnet High Flight, one of the 
most famous poems of World War II. One of the poem’s most 
quoted lines is: “Oh! I have slipped the surly bonds of earth; And  
danced the skies on laughter-silvered wings.” 

I’m so depressed . . . My doctor refused to 
write me a prescription for Viagra.  
He said it would be like putting a flagpole on 

a condemned building! 
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The story of  Unteroffizier Anton (Tony) Ruppert 
 

The Heinkel He 111 of the Confederate 
Air Force was approaching the Nanaimo airport. 
The landing gear was down and the pilot was 
easing the twin-engine bomber toward the run-
way. Among the spectators on that July 11, 1996 
day was 75 year old Tony Ruppert. As he 
watched the aircraft gently touching down on the 
runway, his memories went back four decades. 
     On Christmas eve, 1942, he was behind the 
controls of a doomed HE 111 that was rapidly 
approaching the trees below. He was frantically 
searching for a clearing in which to put the 

bomber down. The trees loomed up in front of him. Then the 
sound of crumpling and tearing metal filled the aircraft. The snow 
poured into the torn fuselage, swirling around and around in 
deadly silence. 
     In August 1939, eighteen years old Anton Ruppert, a skilled 
gymnast, was offered a job in a circus that was heading for Bue-
nos Aires, Argentina. Because he was under age, parental approval 
was needed. His father refused to give permission, saying “you 
stay here, you stay in the Fatherland.” By this time war clouds 
were gathering over Europe. The young Ruppert had already been 
drafted for the German Navy’s submarine core. Because the South 
American tour fell through and Ruppert did not want to go under-
water, he decided to join the German Air Force as a volunteer. He 
wanted to be a fighter pilot in the mighty Luftwaffe. In 1942, after 
elementary training, he was sent to the Malacky airfield (north of 
Braltislava, Slovakia) for advanced training on the Messerschmitt 
Me-109E fighters. However, an unfortunate incident cut his bud-
ding fighter pilot career short a few months later. The young 
fighter candidate had eyes for women, especially for dark haired 
women. One night he was visiting a gypsy girl who was telling his 
fortune, in bed. The next day, he was still not quite sober when he 
took off in an ME-109 ‘Emil’ for a training flight. Everything 
went fine until landing time when one of the ‘Emil’s’ wheels got 
caught in a ditch while turning. The propeller bit into the ground, 
sending dirt into the air. “I was too young and too careless,” said 
Tony. Cracking up the ‘109’ resulted in court marshal. Tony, was 
dismissed as a pilot candidate and was transferred to a flying 
school, in Efurt, that was training flight engineers for bombers. At  
first he was trained to be a flight engineer for the Heinkel He 
111Z, glider-tug. 
     The He 111Z was created in 1941. Two He 111 H-6 aircraft, 
each less one outer wing, were joined together by a length of outer 
wing center section, which housed the fifth engine. The 
‘Zwilling’ (twin) was piloted from the left cockpit. The operation 
of the right side engines and the right side undercarriage was con-
trolled by the flight engineer from the right cockpit. 
     Before Unteroffizier Ruppert could fly on the five-engine air-
craft, he was transferred to an operational bomber wing. He was 
assigned to the 4th Group of the 53rd Bomber Wing (IV./KG 53 
‘Legion Condor’) that was stationed at the Horsching-Linz airfield 
in Austria. His unit was transferred to the Russian front around the 
end of October, 1942, and was based at the Pskov airfield near the 
Estonian border. The unit carried out bombing missions against 
Soviet targets throughout November and December. The day be-
fore Christmas, his crew had already flown three bombing mis-

sions when volunteer crews were asked to do a Christmas eve 
mercy mission to the Velikiye Luki pocket where about 6,000 
German troops, about a half of them wounded, were encircled by 
the Russians. The beleaguered troops had not had supplies for 
about 50 days and some units were at the point of starvation. 
     German transport squadrons, equipped with DFS 230 and 
Gotha GO 242 cargo-gliders that were primarily towed by HE 
111’s, were supplying the encircled German forces to the best of 
their ability. However, more aircraft were needed. The ‘brass’ 
asked for eight volunteer crews. Only four crews responded to the 
call, amongst them was Tony’s crew. The planes were loaded with 
supply containers for the planned low-level parachute drop. The 
crews were told that the encircled troops were notified by radio 
transmission of the mission and were told to mark their positions 
by laying German flags on the ground. One by one the crews 
climbed aboard their aircraft. Unteroffizier (Uffz) Tony Ruppert’s 
crew consisted of  Leutnant (Lt.) Detlef Schulze, pilot, Fanrich 
(fhr) Gerhard Fischer, navigator, Uffz Paul Bingenheimer, radio-
man, Obergefreiter (Obgfr.) Rudolf Zill, ventral gondola gunner. 
Tony was in the nose section manning the machine gun. This was 
to be his 54th or 55th mission. The planes took off and headed for 
the drop zone. 
     “When we got there, there were about twenty-five German 
flags because the Russians had broken our code and were trying to 
trick us. We flew to about the middle to drop the food by para-
chute. We were only about 300 meters above the ground and there 
was a terrible snowstorm. It was very bad,” remembered Tony. No 
sooner had the containers been dropped when the Russian truck-
mounted anti aircraft guns opened up. Tony’s aircraft was hit by at 
least 50 or 60 bullets. The instrument panel disintegrated in front 
of the pilot, Lt. Schulze. His left leg was shot off below the knee. 
The bombers right engine began to “cough.” The crew sprang into 
action. Bingenheimer and Fischer released the pilots seat and 
parachute straps and lifted him out from the seat. They laid him on 
the padded platform between the seats and tried to wrap him into a 
parachute. His leg was bleeding heavily. Meanwhile, Tony 
climbed into the pilots seat. He sat on the blood-soaked parachute 
pack and grabbed the control column. There was blood every-
where. By now the right engine was on fire. Tony activated the 
fire extinguisher but it was to late. The engine was shuddering and 
Tony shut it down. When the engine stopped the wing dropped 
and the plane started to side slip. Tony frantically turned the trim 
wheel in order to slow down the slip and level the aircraft. He 
could not reach the rudder pedals because they were not set for his 
height. Assessing the damage, it was clear to Tony that they 
would not make it back. He dumped the fuel and was searching 
for a clearing in the woods in which to put the crippled bomber 
down. The plane was loosing altitude fast. It flew among the trees 
at 80 to 90 km. The right wing hit a tree and was torn off. The 
aircraft started to spin around when the left wing hit a tree and 
was torn off too. “Then WHOOF, we hit the snow. In the last cou-
ple of seconds I saw my life, my childhood like a very fast dream, 
then we were sitting quietly and the snow was coming in because 
the plane was very broken up,” Tony remembered. 
     The seriously wounded Lt. Schulze ordered the crew to remove 
the nose machine gun from its mount in order to use it to defend 
themselves. The crew, however, decided otherwise. Tony and 
Bingenheimer set out for the nearby village to round up a sled to 
transport Schulze. In the village, Tony gave some chocolate to the 
scared children and women to indicate that they meant no harm. 
Meanwhile about a dozen Russian soldiers were hurrying towards 

Tony Ruppert 
Easter 1942 
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Fal l en  Eag l es  
Eternal rest grant them O Lord, and let perpetual light shine upon them. 

 Hoehn Wally (Walter Jacob) -  July 28, 2004  
 

    Vivian C.A. - August 04, 2004 
 
    Freeman Albert B. (Ab) - October 16, 2004 

We extend our sincere condolences to the families and 
friends of these comrades who recently passed away. 

the crash site on foot. The two Germans ran into them at the end 
of the village. The Russian sergeant ordered them to raise their 
hands, in broken German. “I throw my pistol down and offered 
them my cigarettes. I was scared like hell. We were always told 
not to be taken prisoners, to save the last bullet for ourselves, but 
I was only twenty, too young, too yellow maybe, to do that so I 
decided to take a chance,” remembered Tony . Not all his com-
rades took the same route. A shot was heard in the plane. Lt. 
Schulze ended his life with a pistol shot. The little pearl-handle 
pistol had been given to him by his father, who took it from a 
captive French general during the First World War, to use it as a 
last resort to avoid captivity. The alerted Russians noted that one 
of the Germans from the wreckage was trying to crawl into the 
bushes and escape. They opened fire and Obgfr. Rudolph Zill 
was killed. The last German to emerge from the plane with his 
hands in the air was fhr Gerhard Fischer. His next move caught 
the Russians off guard. He produced a weapon and opened fire at 
the group that also contained the two Germans. Two or four Rus-
sians were killed. The Russians opened fire with their  subma-
chine guns and Fischer was killed in a hail of bullets. His body 
was stripped of clothing and his naked body was dragged through 
the village with a rope around his neck. One of the fallen Rus-
sians was from the village. The infuriated women began beating 
by now tied up German prisoners. The sergeant stopped them. 
Thus began Tony’s six years in captivity. He never found out 
what happened to the other three aircraft in his flight.. 
     During those years, he laboured in the woods and mines, sur-
vived plagues of typhoid and other diseases that killed off most of 
the other prisoners of war. By 1949, he learned enough Russian 
that he was used as an interpreter. In March 1948, Tony met a 
Russian medical intern, Klara Perminova, and developed a warm 
relationship with her. The young women smuggled extra food 
and vodka to Tony. He used the vodka to bribe a guard who let 
Tony sneak out at night to visit Klara. 
     Tony was repatriated at Christmas, 1948. A couple of months 
later, Paul Bingenheimer was also released and sent home to Ger-
many. 
     The HE 111 (a Spanish-built CASA 2, coded 9K+GS) taxied 
off the Nanaimo airport’s runway and parked on the grass. Dur-
ing the plane's visit to Nanaimo, Tony had the opportunity to 
meet with her crew and take a joy ride in the old bird to Victoria 
and Vancouver.  

P R O P W A S H  CMFEA 

Freeman, Albert B. (Ab) 
     Ab was born January 16, 1921 in Didsbury, Alberta.  In 1926 
Earl and Elsie Freeman moved their family to Innisfail, Alberta. 
Ab lived there until he joined the Royal Canadian Air Force,  
December 20, 1940 and shortly thereafter he married Barbara  
Lennox. 
     During his airforce days he flew the following aircraft: Tiger 
Moth, Cessna Crane, Stranraer Flying Boat, CANSO-A Flying 
Boat (Water and Land), Harvard, Anson, Norseman (Wheels), 
Lockheed Hudson and Ventura.  Approximately 2400hours were 
logged. 
     On June 1944 Ab was awarded his Operational Wings, RCAF 
and on March 03, 1945 was awarded the Distinguished Flying 
Cross, RCAF.  He received an Honourable Flying Cross, RCAF 
with the rank of Flight Lieutenant. 
     In 1945 Ab joined Trans Canada Airlines (Air Canada) where 
he flew as a Captain on the following aircraft:  Lockheed 1408, 
Lockheed 1808 (Lodestar), DC3, North Star, Viscount, Lockheed 
Super Constellation and Douglas DC8. Approximately 17,000 
hours were logged. Ab was employed with Trans Canada Airlines/
Air Canada for 20 years and 3 months. 
     It is interesting to note that in 1939 Ab initially applied to the 
Royal Canadian Navy and did not hear anything from them for 
almost a year.  He then applied to the Royal Canadian Air Force 
and was accepted as a trainee in 1940. He remarked many times in 
a person's life span when a "fork-in-the-road" decision must be 
made that will affect the rest of one's life. If the Navy had been 
desperate for recruits, he would have spent his 
war years in the RCN rather than the RCAF.  His whole life would 
have been completely different if he had received his first wish. 
It was as if destiny intervened. 
     In October 1965 Ab accepted the position with Wardair as Man-
ager of Flight Operations, when the Company started their first 
JET aircraft, the B727 in April 1966. As the Company expanded, 
his title was changed to Vice-President, Flight Operations, which 
he retained until his retirement in February 1986. During his career 
at Wardair he flew as Captain and Check Airman on the B727, 
B707, B747 and DC10-30. Approximately 10,000 hours 
logged. Ab was employed with Wardair for 20 years and 3 months 
the exact same amount of time he was with Trans Canada Airlines 
(Air Canada). 
     Ab married Deanna in 1972 and they moved to Mississauga in 
1974 when Wardair moved their headquarters to Toronto. Their 
hospitality was enjoyed by near and far friends/colleagues. 
     Ab often remarked on the coincidences in his life, his Airman 
Number was R77777, and he flew on a number of aircraft type that 
were 7_ 7 and many fortunate events seemed to occur on the  
seventh month and/or the seventh calendar day. With this in mind 
Ab and Deanna named their sailboat 'Windemere 7 7' and enjoyed 
many wonderful days sailing and meeting new friends. With his 
new interest in boating and to satisfy his inquisitive nature, Ab 
joined the Canadian Power and Sail Squadron and eventually be-
came the Commander in his area. 
     A very outstanding quality Ab possessed was his life long de-
sire to learn, which was reflected throughout his life. He loved the 
advancement of technology and was quick to adapt to change. 

It is said the one machine can do the work of fifty  
ordinary men. No machine, however, can do the work of 

one extraordinary man . . . .  

In the last analysis everything 
everything operates by the will of God. 
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A nother historic piece of Can-
ada’s military aviation his-

tory is one flight closer to coming 
home to Trenton.  

     Efforts by the Royal Canadian Air Force Memorial Mu-
seum are under way to rescue what is believed to be the last 
remaining Canadair CC-106 Yukon, once the backbone of the 
air force’s Air Transport Command during the 1960s. 
     The long, slender turbo-prop aircraft was a common sight 
in the skies above Trenton. The Yukon was flown by 437 
Squadron on missions around the world. 
     It is estimated the fleet of 12 Yukon's flew roughly 65 million 
miles until they were retired from service in the early 1970s, re-
placed by the Boeing 707. 
     Between 1960-68, Yukon 932 flew for 412 Squadron, then in 
1968, it and its sister ship were moved to Trenton to fly with 437 
Squadron. And that’s where they ended their career. The reason 
why this aircraft is unique, from a Canadian historical perspective, 
is that while in Ottawa with 412 Squadron, it was Canforce one. It 
flew the Queen, Prime Minister and Governor General. It was Can-
ada's state airplane. Number 932 now sits on a tarmac at Simon 
Bolivar Airport in Guayaquil, Ecuador. The aircraft was used as a 
VIP transport for the military and political officials in Ecuador. 
     In November last year, Chris Colton, Museum Executive Direc-
tor got an email from the president of the North Star Association. 
He had heard  there was a Yukon in the process of being sold in 
Ecuador and thought we might be interested in learning about it, 
and possibly determine if we could get it. While attending the 
100th anniversary celebration of powered flight in Ottawa, Colton 
met a long-time friend who was able to assist him. His friend 
worked for an aviation company, Lockheed-Martin. His friend was 
not only the company representative for Canada, but he was also 
the company representative for South America. Through him, 
Colton was able to make some contacts in South America to help 
with his efforts to save the Yukon. 
     At about the same time, Colton sent an email  message to the 
(Canadian) embassy in Quito, Ecuador explaining what he had 
heard and asking them to help him determine the status of the air-
craft. Over the next 30 days a number of contacts were made both 
at the embassy and through the Lockheed-Martin representative, to 
the point where everyday, Colton was getting emails from this 
friend of a friend who was making contacts for him at the airport 
and with the Government of Ecuador - specifically in the city of 
Guayaquil. Around the 15th  of January, the “friend of a friend” 
called Colton to offer his congratulations. He said to Colton that he 
was just talking to the government officials today and they have 
agreed to donate the aircraft to the museum for free. 
     Arrangements have been made for a ‘recci’ team, led by Assis-
tant Chief of Air Staff, Major General Richard Bastien to fly down 
to Ecuador in May to investigate costs associated with transporting 
the aircraft home to Canada for static display at the museum air-
park. 
     Included in the team will be three technicians from Aerospace 
and Telecommunications Engineering Support Squadron (ATESS) 
who specialize in crash and recovery of aircraft. 
          But it’s the cost of repatriating the historic aircraft that will 
be significant. 
     Colton said it will cost as much as $400,000 to fly the Yukon 
home, using Russian-made Antonov AN 124s. The Yukon would 
be disassembled in Ecuador. Two flights would be required. 
     It is estimated that the journey could take up to two months and 

$750,000 if the plane returns by sea and railway 
     But Cotton added a firm specializing in air cargo has ex-
pressed interest in the retrieval. 
     Their Board of Directors is looking at the project. 
     The firm used the civilian version of the Yukon, called the 
CL-44, to fly cargo around the world. That version had a swing 
tail that opened the entire rear of the aircraft, as opposed to cargo 
doors on the military version. 
    Colton said it would be another one to two years of logistical 
work involved before the Yukon is included in the museums 
permanent display of static aircraft. 
     So how did the famous aircraft end its flying days in Ecua-
dor? 
     When the fleet of Yukon's was retired from military service, 
they went to a bone yard in Saskatchewan. 
     All 12 aircraft were sold to a private company. The company 
then turned around and sold the aircraft to various South Ameri-
can companies. 
    While in civilian use, two of the aircraft went missing. Its be-
lieved that they crashed somewhere in the Andes. They’ve never 
been found. 
     Number 932 found a home with Andes Airlines as a civilian 
aircraft, flying thousands of more miles from 1974 to 1988. It 
was an ironic twist. The Canadian Department of Transportation 
refused to allow the Yukon to be flown in Canada as a civilian 
aircraft because of its windscreen design. 
     In 2000, the aircraft was taken on by the Ecuadorian Air 
Force, eventually to be sold to a scrap dealer for $3,000 Cdn. 
      Now the task to find a way to ship the Yukon to its new 
home begins. 
     Yukon's made what amounted to daily flights across the At-
lantic during the 1960s to supply Canadian Forces personnel 
stationed at bases across Europe. 
     But the Yukon was also a star attraction of the air force. It 
was the first military aircraft to fly over Canada's provinces and 
territories, setting records for distances and time. While in ser-
vices, the Yukon was noted for its long, sleek look. powered by 
four Rolls Royce Tyne turbo-prop engines. 
     Fundraising efforts are already underway to help offset the 
costs associated with the latest acquisition. The museum has 
started a Save The Yukon Trust Fund, which has received dona-
tions of $18,000. 

     For donation information on the fund,  
 log onto <www.rcafmuseum.on.ca> or contact the museum at 

(613) 965-2140 or (613) 965-2208   

Flight Engineer of the month . . . .  
 
I noticed on last evenings TV, and again this a.m. in the pa-
per, that the reaction to the bloc Quebecois refusal to give 
Canadian flags to Legions in Quebec, was very strong in the 
Ottawa area where several legionnaires were moving on pro-
viding flags to the Quebec legion branches. In the forefront of 
the action was FE Chuck Empey, (proudly wearing his F/E 
wing on his Legion blazer). If we don't have the category, lets 
make Chuck F/E of the month of Nov. 04. 
      Ed Grose 

Ramblings of a retired mind 
  I was thinking that women should put pictures  

of missing husbands on beer cans 
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W ell its all over but the shouting! Another reunion is now 
only a pleasant 

memory. The event 
began with the arrival 
of guests on Friday, 
September 10, 2004 at 
the Warrant Officers 
and Sgt’s Mess. There 
were 224 people in at-
tendance, 27 more than 
in the 1998 get to-
gether. It was an exhila-
rating experience to 
reunite with old friends 
and reminisce about 
past escapades. During the course of the evening, 8 Wing Base 
Commander Col. Andre Deshamps and the Mayor of Trenton, 
Bob Campney officially welcomed the guests. The supper  was 
another highlight of the evening. Those who wanted to eat re-
ceived a juicy steak from the kitchen and then proceeded up to the 
roof-top patio to BBQ their own meat on a large BBQ that was set 
up for the occasion. It was a very successful and enjoyable eve-
ning. My wife and I stayed at the “Yukon Lodge” on Friday night.  
The lodge is a five minute walk from the mess and is situated ap-
proximately across from the base hospital and next to the old air-
men's mess hall, now re-named the “Yukon Galley.” The lodge 
boasts 189 beautifully decorated rooms charging $39.00 per night 
for two. One can have a hearty meal at the all ranks Yukon Galley 
during the day. Breakfast cost $5.00 per person. 
     The dinner/dance on Saturday night catered to 143 persons, 34 
people less than the 1998 reunion. The guest speaker was, LGEN 
(Ret.) D.R. Adamson. He spoke a 
about the current state of Can-
ada's military arrangements and 
reminisced about some of his 
past flying experiences. He was 
more than pleasantly surprised at 
the turnout and the proceedings, 
and the fact that the Flight Engi-
neers have an association. He 
commented with respect that 
“you guys have an association - and the pilots don't.” On behalf of 
John Trethowan, he was thanked for being the guest of honour and 
also for his constant support of Flight Engineers throughout his 
career in the military, and his recognition of the Flight Engineer as 
a valued member of the crew.  
     One of the highlights of the evening was the presentation of  a 
Certificate of Appreciation to me in recognition of my work as the 
editor of “Propwash.” Two other awards were given, one to Mr. 
Adamson and another to John Trethowan. Unfortunately, John 
was not present at the reunion to receive his due to personal cir-
cumstances. John’s award was given to him by BGEN Adamson 
on the following Monday in Ottawa at the Aviation Museums 
North Star dedication ceremony . 
     During the reunion there were some queries made as to why the 
dinner/dance was not held in the Warrant and Officers and Sgts 
Mess. In regards to this, the committee welcomes your comments 
for or against, plus any other ideas that you may have. 
 

LGEN Dave Adamson 

Ron Armstrong & Bruce Dyer with 
Sgt. Claude Lalonde in his 1950s Dress Blues. 

Minutes  Of The General Meeting on12 Sep  2004  
 CMFE Association - Holiday Inn Trenton. 

 
     1.   Geoff Brogden acting as chairman with Paul Pawliuk, 
opened the meeting at 1030, 12 Sep 2004. He explained, he and 
Paul were filling in for President John who was unable to attend, 
and John wished Paul to make the following known to the mem-
bers. 
     Paul took the floor and explained that the "Central Committee" 
had decided to move the committee headquarters to the Trenton 
Area, as the present committee had been incumbent since the asso-
ciations inception in 1988 and that Trenton had a larger number of 
FE's to chose from, as well as, the area  is considered to be "The 
Home Of The Air Force". It is also a more likely  place to have a 
reunion due to Ottawa being more cost prohibitive. Paul also said, 
it had been decided by the central Ottawa committee to utilize the 
existing 2004 reunion committee to implement the construction of 
a new committee in the Trenton area. This was put in the form of a 
motion and Leroy Wood was the seconder.  The motion was ac-
cepted by a show of hands. 
     2.   Further, it was proposed to keep the current Member ship 
person  (Ray Trepannier) located in London Ont. and that our Web 
Master remain  (Claude Deshaies) in Gatineau.  These members 
were present and agreed. The motion was made by Leroy Wood 
and seconded by Paul LeClair.  
Note: To help us effectively  carry out this task, I would ask the 
members to come forth with names of some people in the area and 
suggested positions, so they can be contacted and hopefully fill the 
designated slots, and make the operation as democratic as possible. 
We are hoping to fill the following positions; President, Vice 
President, Secretary,  Sec Treasurer. ( Ray Trepanier has agreed to 
stay on as membership. and Claude Deshaies as web master). 
     We would welcome your suggestions by the end of the year, so 
that the new committee can take effect by the end of  Jan 2005. 
We would also appreciate you sending your suggestions and com-
ments to anyone of the following members - 
Bing Crosby        <joynbing@sympatico.ca> 
Ray McIntosh      <srmac@lks.net> 
Mac MacGregor  <lg.macgregor@sympatico.ca 
Geoff Brogden     <gbrogden@magma.ca> 
     3.   Paul presented the financial statement and invited ques-
tions.  It was moved by Ray McIntosh  and seconded by Pat Smith 
that the financial statement be accepted as read.  Carried. 
Old Business 
     4.   The Idea of a distinctive FE ring had been proposed by Bill 
Munden at the 2002 reunion at Greenwood, and he went home 
with the blessings of the members to pursue the idea and come up 
with some facts and figures.   Pat Smith, (standing in for Bill Mun-
den)  explained what had been done. More ideas were put forth, 
for Pat to take back for Bill to pursue.  The project is in abeyance, 
and we will hear more from them later. 
New Business 
     5.   Bing Crosby explained briefly, the situation that the Nanton 
Alberta museum is in, and their project of restoring a Lancas-
ter.  Some of our members have not only visited the museum, but 
have also previously flown in the that particular Lancaster.  Bing 
made a motion, requesting the Association give a sum of $500.00 
to the museum to assist in their restoring program.  It was sec-
onded by Dean Buchan,  and carried  by a show of hands.   (A 
cheque was sent prior to 1 Nov 2004 ). 
6.    Ray McIntosh reminded the meeting the excellent job Bruce 
Dyer has done the last several years as editor and publisher of the 
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Website; <http://pages.infinit.net/perfeasy> 

Association President 
John Trethowan — (613)833-2028 — jctre@webtv.net 

2560 Queen St., Cumberland  ON  K4C 1A4 
Editor 

Bruce Dyer — (905)639-6709 — brudye@worldchat.com 
FE Website Editor 

Claude Deshaies — (819)561-6634 — perfeasy@videotron.ca 
Members – please submit changes of home or email addresses to: 

Ray Trepanier — (519)680-7625 — rtrepan@lon.imag.net 
 222-2025 Meadowgate Blvd. London  ON  N6M 1K9 

In the background is a display picture that was put together by 
Mac and Trever Foss as a token remembrance 

 of the FE, 2004 reunion 
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Flight Engineers ANNUAL December Bash 
Royal Canadian Legion Branch 110 Trenton 

December 27, 2004 - at 1300 Hrs. 
$5.00 Admission - Pays for your food and draws! 

-- All AIRCREW  are welcome -- 

NOTE: Please send any changes of your EMAIL addresses 
to Claude Deshaies to have changes reflected on the 

“Old Boy’s On The Net” list on the CMFEA website. 

Propwash - without Pay.  So, as an assist,  Ray made a motion that 
Bruce be given a sum of $500.00 to help cover his past expenses 
and beginning now to add a further $200.00 annually to help de-
fray his continued costs. This was seconded by Ernie Chevalier 
and carried by a unanimous show of hands. 
7.    A request was made from the floor to donate $500.00 to the 
restoration of the North Star and it was passed by show of hands. 
John Trethowen would present the donation at the first opportunity 
in Rockliffe,  (this has been carried out ). 
8.   Our Western Representative, Ted Kaftan, rode in on his white 
charger and proposed a motion that Edmonton be the location of 
our next reunion,  the motion was seconded by Pat Smith and  was 
accepted by a unanimous show of hands. 
9.   Another  idea put forth 
during the meeting was the 
possibility of acquiring  an FE 
Panel or maybe a life size pic-
ture of a panel for a display in 
the Trenton Memorial Mu-
seum. Presently there is a full 
display of an Argus FE panel 
(see photo) with manikin in the 
Greenwood aviation museum. 
If anyone has any ideas of the 
whereabouts of such a panel, would you relay your findings to the 
committee. Maybe the FE panel could be removed from the 
Yukon aircraft for display if and when the aircraft is repatriated 
from Ecuador. 
10.   Moved by Mac MacGregor that the meeting be adjourned. 

The following message was received  
from LGEN Adamson after the Ottawa ceremony . . . .  

 
HI Geoff & John, 
     Just a short note to let you know how much I enjoyed being 
with you at the recent FEs reunion at Trenton. You took a chance 
asking someone as long in the tooth as me to speak - I really 
looked forward to being with you all as my nostalgic words may 
have implied. I only hope my performance was up to your expecta-
tions - the plaque is hanging with my many other Royal Canadian 
Air Force souvenirs. And yes Geoff - Bob Holmgren and I made 
the presentation to John on behalf of the CMFEA - a duty we were 
most privileged to perform. There was a good turnout in perfect 
weather, including Claude Lalonde who seems to be everywhere 
and interested in all things pertaining to the RCAF - particularly 
North Star 17515. I will send some pictures next week when I get 
them back from the developer. 
     Please express to the membership my appreciation for including 
me in the evening arrangements and congratulate them for all they 
are doing to maintain the image and the reputation of your profes-
sion and the Royal Canadian Air Force. 
 Per Ardu Ad Astra          Dave Adamson 

Boeing 737 Hail Damage 
      
       Easyjet 737 
HB-III departed 
Aug, 15 at 09:50 
from Geneva, 
and flew 10 min-
utes later into a 
Thunderstorm. 
The a/c immedi-
ately returned to 
Geneva for an 
emergency land-
ing. 

 Argus 
FE Panel 


