
2 006    Welcome to the New Year, and a New Conservative Government.   
Also — WELCOME to Gordon O’Connor, our new Minister of National Defense.   

G ordon comes from a family with a strong military tradition going back to World War One. His father was a member of the air force, his 
uncles served in WWII and his brother is currently a member of the air force. Gordon joined the army in the Armour Branch, and during 

a distinguished career rose to the rank of Brigadier General. Hopefully, Mr. O’Connor along with Prime Minister Stephen Harper will address 
the sad state of affairs that have existed for such a long time in the Canadian Armed Forces. Ideally, a defense review will lay out how we get 
from the unhappy present to a better future. They need to take some decisions, such as the long overdue purchase of modern equipment, even 
before a defense review is set in train. The air force urgently needs new medium-range transport aircraft to replace the ancient Hercules fleet 
before planes and their crews begin to fall out of the sky. The need for a newer heavy lift capability has been in the face of the government for 
a long time, but until now, no action has been forthcoming to address this important issue. 
     Our CC-130 E/H Hercules fleet is now rapidly going downhill. It is known that three years and a little bit more than that, the fleet will start 
to become almost completely inoperative and we will have to stop supporting operations - or else, not be able to start them. The CC-130 air-
craft are used in a wide variety of roles, from tactical transport to aerial refueling and even search and rescue. The Canadian Forces do not own 
any other aircraft in a similar class. 
     Canada's surviving CC-130 fleet currently totals 32 aircraft, of which 19 are CC-130Es bought between 1964-1967. Gen Hillier noted that 
one CC-130E aircraft had to be retired because it had put in over 50,000 flying hours, and that all of Canada's E models were over 40,000 fly-
ing hours. When one considers the rough usage to which tactical airlifters are accustomed, those are extraordinary numbers. 
     The total value of the CC-130 replacement contract is estimated to be between CD $4-5 billion (USD $3.5-$4.3 billion), including the 20-
year in-service support contract. Canadian industrial and regional benefits must equal  100% of the contract purchase, with the industrial and 
regional benefit package requirements designed by Industry Canada and agreed to by defence officials. 
     The multi-national EADS Airbus A400M is due to enter service in late 2008 at the very earliest, and multiple deliveries would have to take 
place by early 2009 at the very latest in order to qualify for the Canadian contract. Barring an extremely creative proposal, which is possible 
under the performance-based framework, Boeing’s C-17 Globemaster III (USD $180-200 million per aircraft) is unlikely to fit within the pro-
gram's budget parameters. Even with the proven C-17 sustainment framework to draw on, the required 20-year service agreement on top al-
most certainly pushes the aircraft over. Lockheed, of course, can offer the C-130J Hercules or even the stretched C-130J-30. Indeed, that op-
portunity has been dangled in front of the Canadian Forces before. Lockheed's C-130J, the A400M and C-17 will have extreme difficulty 
meeting the program requirements, and Canada's circumstances leave little room for flexibility. The ultra-giant Antonov A-124 Condor air-
craft leased by Canadian forces for strategic deployments lacks the short take-off and landing capabilities required in many of the theaters 
Gen. Hillier has described, which makes it unsuitable as a tactical transport. Airbus would also face the same flaw if it wished to offer its A310 
MRTT (Multi-Role Tanker-Transport), which Canada already operates as the CC-150 Polaris. 
     Interestingly, the DND bias in favour of the US C-17 was always overt. A push from interested industry types became increasingly obvi-
ous, as well. Some rather undiplomatic prodding's by former US Ambassador, Paul Celucci, kept resurrecting the C-17 in Canadian newspaper 
headlines. Delays in the Canadian response to the December 2004 Indian Ocean tsunami had the same effect. DND had booked an An-124 for 
the relief mission to Sri Lanka, but bureaucratic inertia resulted in a missed deadline. This was pointed to as ‘proof ’ that we could not rely on 
such lease arrangements and must buy C-17s. That a C-17 couldn’t handle the load carried by a leased An-124 was conveniently ignored. The 
C-17 was a clear front-runner for FSA but its requirement wasn’t written around the C-17, DND insisted. Past Auditor-General reports have 
been highly critical of such ‘single-sourcing’ of DND contracts. In February 2005, a “CF brief ” was leaked to CP claiming that DND could be 
held hostage by Volga-Dnepr and Antonov which had a “monopoly” on An-124s available for charter work. How the two competing commer-
cial firms constitute a “monopoly” is anyone’s guess. Naturally a CF C-17 purchase was the only recommended solution. Before drawing 
similar conclusions, readers should look at some costs and comparisons in my article beginning on page seven . . . .  
     As it now stands , if an emergency should arise, the old Hercules (which can carry only 90 troops at a time) could not, for instance, readily 
extricate the Canadian contingent in Kabul, Afghanistan. So unless major equipment acquisition is begun now, the Canadian Forces as a whole 
faces  a “mass extinction scenario” beginning in 2010. Rust-out will eliminate capabilities one after another—ships, aircraft, artillery and 
trucks—until the force will be reduced to the constabulary that Defense Minister David Collenette assured Canadians in 1994 was not the fu-
ture of their military.     
     In closing, the CF wants to be able to deploy equipment and personnel rapidly, wherever they are needed. The current tactical transport 
aircraft, the CC-130 Hercules, lacks the range and lift capacity required for rapid deployment of forces around the world. The current strategic 
transport aircraft, the CC 150 Polaris, a converted airliner, lacks the ability to carry  outsized cargo. Under Air Capability, DND will review 
options for enhancing the strategic airlift capabilities of the Canadian Forces. The years of dragging pace of re-equipment remains alarming.  
Years of penury have left their mark so with a fresh new crew in Ottawa, lets hope for good and better news AHEAD! 

“Qui desiderat pacem, praeparet bellum” 
Let him who desires peace prepare for war. 

Propwash needs your support — I need members input; stories, biographies, anecdotes, etc.— The Editor 

From the editor— Bruce Dyer APRIL 2006 
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I  was born the oldest of 
four children in 1932 . 

We were raised on a small farm about 
15 miles from Yarmouth, Nova Scotia. 
After completing school, I worked in a 
sawmill for a few months until in De-
cember 1949, when I became old 
enough to join the RCAF. 
     After finishing basic training in Ayl-
mer Ontario and then technical training 
in Camp Borden, I reported to 426(T) 
Squadron at RCAF Station Lachine, Quebec. During the next six 
years, I spent the first four as a technician and the last two years as a 
Flight Engineer on the North Star aircraft. The North Stars were 
based at Dorval Airport, five miles away from Lachine. The North 
Star aircraft was built on a DC 4 airframe and had four very noisy, 
V12, liquid-cooled Merlin engines.    
     Shortly after I finished the North Star FE Course in November 
1954 at No. 4 OTU in Trenton, Ontario, I returned to Lachine where 
I met a pretty young lady named Joy Dauncey from Saskatchewan, 
who was visiting her sister at the time. We married in April 1955. 
By 1962, we had four children and in 1988, we had nine grandchil-
dren.  
    In September 1956, I was promoted to Acting Sergeant. One 
month later I received a message to report to 408 Squadron in Rock-
cliffe, Ontario as a technician, which would mean a return to the 
rank of Corporal and loss of flying pay which would result in a sig-
nificant decrease to my income. However, I managed to pull a few 
strings, and got posted there as an FE. on 408(P) Photo Squadron 
that flew Lancaster’s. In short order, Red Weber had me checked out 
and qualified as an FE on Lancasters. Most of our work was in-
volved in Arctic Reconnaissance. The Lancaster was a great airplane 
for what it was designed to do, but it was a real challenge to keep 
serviceable in the North where we did most of our flying.  
     In 1960, the Canadian Government purchased four C130B Her-
cules aircraft from the Lockheed factory in Marietta, Georgia.  I 
spent the summer of 1960 with my family and four other FE’s on the 
C130B FE Course at the Lockheed Plant in Marietta.  In the fall of 
1960, we took delivery of four aircraft at 435 Squadron in Edmon-
ton, Alberta. In accordance with our flight training in Marietta, the 
co-pilot read the checklists. This resulted in a lot of unnecessary 
chatter on the intercom, since about 80% of the items on the check-
list are actioned by the FE. I mentioned this to our Chief Pilot, F/L 
Roy Nurse, who I had flown with on North Stars in 426 Squadron. 
On the North Stars, the FE handled the checklist and I felt that this 
system was far superior. F/L Nurse agreed with me and instructed 
me to sit down and re-write the checklist. He notified all the crews 
of the change and we tried it for a three-month probationary period, 
which has continued on to this day. I consider this to be one of my 
major contributions towards the betterment of the FE Trade, one for 
which I never received credit. 
     We needed more than five crews for four airplanes, so over the 
next couple of years we trained 15 more crews on location at the 
Squadron. 
     In 1962, we started “Operation Rho Delta.”  This involved the 
transportation of approximately 150 CF-104 Starfighters to Europe 
from the Canadair Aircraft Factory in Cartierville, Quebec. The op-
eration involved leaving Edmonton for an overnight stay in Tren-
ton . The following morning we would fly to Cartierville and load a  
CF-104 into the Hercules. They were not an extremely heavy air-
craft so this enabled us to carry a full load of fuel on our aircraft, 

which in most cases allowed us to fly non-stop to Europe. The “B” 
Model Hercules did not have external fuel tanks, which meant that it 
was approximately 20,000 lbs lighter than the “E” Model.  So we 
were able to climb to 27,000 ft out of Montreal and be at 30,000 feet 
or higher at the other end of our flight. We used to get a few sur-
prised remarks from some of the jets when they came up behind 
“that thing with props on it” at that altitude. On arrival in Europe, 
the crew waiting there would fly the airplane back, and the cycle 
would be repeated.  After three trips, the aircraft would run out of 
flying time, and we would go home. 
     In the spring of 1964, the Government purchased twenty C130E 
Models. I was immediately posted to #4 OTU in Trenton along with 
four other FE’s, with more personnel joining us later. None of us 
had had a SIT Course (School of Instruction Technique). We had no 
lesson plans, no training aids or training syllabuses, and a course 
was set to begin very soon. However, in spite of this, we managed 
and trained over 150 FEs and Pilots as well as giving technical train-
ing courses. The FE Course consisted of about eight weeks of tech-
nical training, twenty five hours of local circuits, a trip to Thule then 
across to Europe and back, as well as a trip across the Pacific to 
Tokyo, Osaka or Hong Kong.  
     One evening in April 1967, our school suffered a tragic accident 
when aircraft No. 309 crashed off the end of Runway 06. Three 
FE’s, Art Voogt, Harold Jones, and Fred Pottier along with three 
Pilots lost their lives.   
    By 1969, after 9 years on the Hercules, I felt I needed a change of 
scenery and was granted a posting to Greenwood, Nova Scotia to fly 
on the Argus. How I loved that airplane!  I had my own office back 
behind the co-pilot and controlled everything associated with the 
engines.  I had over 100 instruments, knobs and lights to keep an 
eye on. The FE handled the throttles, not normally touched by the 
Pilot until after landing and when going into reverse. 
     After a couple of years with the same crew in 405 Squadron, I 
was transferred to the Standards Department. After about a year I 
was posted across the field as an Instructor to VP449/404.  
     By 1976 it was time for another move, I wanted to go on the 
Boeing 707. However, the Career Manager told me he had too many 
WO’s in 437 Squadron, but he could use me back on Hercules with 
436 Squadron in Trenton. I spent the next four years as Chief Check 
FE with 436 Squadron.  
      In early January 1979 I was involved in the evacuation of Cana-
dians from Iran, when the Shaw lost control of his country.   
     On October 15, 1980, our Hercules Rescue aircraft #312 crashed 
while on a search mission 35 miles SSW of Chibougamau, Quebec. 
It’s a long sad story and should never have happened. Of 10 men on 
board the airplane, the Co-Pilot and myself were the only survi-
vors. I spent several weeks at NDMC recovering from burns and a 
broken back.  On one of his visits up to the hospital, Capt Rolly 
Clement, my FE Leader, notified me that my commission to Captain 
had come through. He had recommended me for my commission 
some time earlier. After recovering from my injuries and completing 
a ten week Staff School Course in Toronto, I was posted to 435 
Squadron in Edmonton, where I spent the next couple of years as FE 
Leader.  
     In the summer of 1983, I requested and was granted a terminal 
posting to Greenwood, Nova Scotia. I completed the Aurora Course 
and spent the next 20 months in 405 Squadron.  
     By now, I had 36 years of service in the military and there wasn’t 
much point in staying in any longer. I knew that NWT Airways in 
Yellowknife was looking for FE’s on the Electra so my wife Joy and 
I went to Yellowknife to look over the situation.  NWT Airways had 
five Lockheed Electra’s, which were used in shuttles all over the 
North, and back and forth to Edmonton. They made me an offer that 

GRAPHY 
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The  first vertebrates to evolve true flight were the ptero-
saurs, flying archosaurian reptiles. After the discovery 

of pterosaur fossils in the 18th century, it was thought that ptero-
saurs were a failed experiment in flight, or that they were simply 
gliders, too weak to fly. More recent studies have revealed that 
pterosaurs were definitely proficient flyers, and were no evolution-
ary failure; as a group they lasted about 140 million years (about as 
long as birds have)! Pterosaurs are thought to be derived from a 
bipedal, cursorial (running) archosaur similar to Scleromochlus in 
the late Triassic period (about 225 million years ago). The early 
history of pterosaurs is not yet fully understood because of their 
poor fossil record in the Triassic period. We can infer that the origin 
of flight in pterosaurs fits the "ground up" evolutionary scenario, 
supported by the fact that pterosaurs had no evident arboreal (living 
in or frequenting trees) adaptations. 
     The pterosaur wing was supported by an elongated fourth digit 
(imagine having a "pinky finger" several feet long, and using that to 

fly!). Pterosaurs had other morphological adaptations for flight, such 
as a keeled sternum  for the attachment of flight muscles, a short and 
stout humerus (the first arm bone), and hollow but strong limb and 
skull bones. Pterosaurs also had modified epidermal structures that 
were wing-supporting fibers, and others that possibly formed hair 
like structures to provide insulation. Bird feathers are analogous to 
the wing fibers of pterosaurs, and both are thought to possibly have 
evolved originally for the purpose of thermoregulation. Early ptero-
saurs (such as Dimorphodon) had long tails that assisted balance, 
but later pterosaurs (such as Pterodactylus) had no tails, and so may 
have been more maneuverable flyers. The most derived pterosaurs, 
such as Pteranodon and Quetzalcoatlus, were so large that soaring 
was the only feasible option; these were the largest flyers ever 
known to cast a shadow on the Earth's surface. 
     The most diverse group of flyers ever to evolve are the birds (the 
clade Aves). Birds show a marvelous diversity not only of species 
but of flight adaptations. Compare the hummingbird with the alba-
tross, and you'll get a good picture of how differently animals can 
fly. It holds that birds had a common ancestor with dromaeosaurid 
dinosaurs during the Late Jurassic period (about 150 million years 
ago), if not earlier. Birds remained of relatively low diversity until 
the Cretaceous period. 
     The earliest known bird is Archaeopteryx. Its form shows us that 
it was a true flyer, although not as skilled as most modern birds, 
since its sternum was flat, or at best only slightly keeled, and later 
modifications of the wrist bones were not present. It is this first bird 
and its closest relatives that we must consider when discussing the 
origin of flight in birds, because later birds are more modified in 
structure, and hence are inaccurate models for understanding the 
origin of flight in the avian lineage. In support of Archaeopteryx as 
one of the model ancestral birds, there is a line of later transitional 
forms during the Cretaceous period — forms such as Confuciusornis 
and Sinornis that show the rapid evolution of flight in birds, quickly 
approaching the structure seen in most modern flying birds. 
     Dromaeosaurs, Archaeopteryx, and early birds such as Sinornis, 
then, are the animals that we must consider to understand the origin 
of flight in birds. Dromaeosaurs were all bipedal, fairly cursorial, 
and terrestrial. There is no persuasive evidence indicating arboreal-
ity in dromaeosaurs, although that negative evidence does not pre-
clude arboreality altogether. Many modern birds are arboreal, but 
modern birds have had 150 million years of evolutionary separation 
from their origin, so they are poor analogs for the origin of flight in 
birds. To study the origin of flight is not to deal with why modern 
birds live in trees, but how ancient birds got into the air.  
     Dromaeosaurs such as Deinonychus, the model for the "raptors of 
Jurassic Park, were fierce predators that used their forearms in a 
motion that was very similar in unusual ways to the flight stroke  
used in birds.  
     The phalanges of the bird wing (homologus to those of the ances-
tral dromaeosaurian hand) follow a trend of reduction and fusion to 
form the distal part of the wing: dromaeosaurs had large clawed 
hands, Archaeopteryx had clawed fingers and a more elongate wing, 
and modern birds have mostly only the second digit of the hand pre-
sent (at the end of the wing). The same group also shows an evolu-
tionary trend of the reduction of flexion in the wrist, making the 
flight stroke more rigid and pronounced. Later birds did not have the 
stiff tail of Archaeopteryx; tails seem to be structures reserved for 
more primitive flyers. 
     Birds showed a gradual increase in flying ability during their 
early evolution — Archaeopteryx was not a powerful flyer, but it 
seems it was not much of a glider either. Later birds such as Sinor-
nis, Confuciusornis, and Ichthyornis improved on the basic flight 
adaptations of their ancestors, becoming better flyers. Some birds 

I could not refuse.  
     I retired from the RCAF and CAF on April 5, 1985 after having 
logged a total of 18,200 flying hours, all on four engine aircraft.   
     In 1988, Air Canada bought out our company. They did not like 
these large airplanes that were propeller driven, so they finally sold 
them in the fall of 1990 to an outfit in England. After a six years 
stint with NWT Air, I received my layoff notice. We were living in 
Ottawa at the time, but Joy came up to Yellowknife for the company 
Christmas party where we won a first class return flight from Los 
Angeles to Bali on Garuda Airlines of Indonesia. 
     I completed my last flight on January 25, 1991 on my 59th Birth-
day, I had logged 4400 flying hours on the Electra for a career total 
of just short of 23,000 flying hours. I had accumulated 100 days of  
holidays, which I had not been able to take during my six years with 
the company. So I had the company ticket department arrange some 
stand-by tickets from Bali to Australia, Hong Kong and Thailand. 
Joy had our bags all packed when I arrived home from Yellowknife 
and the next day we left for L.A. and on to Bali. We got on every 
one of the twenty two ID90 flights we tried to book on. The Gulf 
War was on at that time and most people were afraid to fly.  
     After my retirement, we bought an RV, one of several in fact that 
we bought over the years, and we spend the winters touring through 
the Southern States and spent the summer’s just enjoying our retire-
ment with our family and friends.  
     To sum it all up, I have many fond memories of the places I have 
visited, and the friends I have made over my 42 year aviation career. 
And, of course, all this would not have been possible without the 
complete co-operation of my wonderful wife, Joy. 

What Was The Earliest Flying Creature On Earth     
                  continued from December Propwash 

We would like to get a response from members 
re- garding their preferences for the manner in which they 

would like to receive their Propwash newsletter. Some people have 
made it known that they would just as soon read the newsletter 
online and/or download it. Of course those of you who are not on 
the internet would continue to receive the newsletter by mail. Addi-
tionally, many of those who are online may also wish to receive 
copies by mail. If there are any members who feel that receiving 
Propwash by mail is not necessary, would they please notify Geoff 
Brogden so that the mailing list can be amended accordingly. The 
downside to not receiving the newsletter by mail is, members (who 
are not life members) would not have the address yearly reminders 
on each envelope. 
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 George Leacock  January 14, 2006 
 Murray Bennett                 January 28, 2006 
 Thomas W. Brodie   January 31, 2006 
     Harry Wetmore  (Date unknown) 
 Lupton (Bill)  March 13,2006 

Fal l en  Eagles  

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

Eternal rest grant them O Lord, and let perpetual light shine upon them. 

Murray Bennett  
     I first met Murray in the fall of 1972 when I was new on the Ar-
gus, he was my lead engineer, my mentor. I was with him for a year 
to learn the aircraft and to learn the FE's place in the aircraft and in 
the Maritime patrol roll.  We shared long patrols and training flights 
together, we went on deployments together and were part of the 
same crew that found downed arctic flier Martin Hartwell in Decem-
ber 1972. We participated in sea survival together, talked about air-
craft, aircraft systems, aircraft procedures and more aircraft talk.  
Murray was a friend, a knowledgeable and family orientated gentle-
man as well as a first class engineer.  I thought I knew him pretty 
well - I didn't.  A number of things were revealed to me recently that 
made me realize I didn't know him as well as I had thought. 
     Murray was born in Saskatchewan which makes him a stubble 
jumper. We won't hold that against him especially because I am 
from out in that area as well. He joined the RCAF when he was 15 
years old, but they discovered the truth about him after six months at 
Mossback and released him. Not to be out done, and with help from 
his mother in changing the year of his birth from 1926 to 25 on his 
birth certificate, he managed to get into the RCNVR in January 
1944.  First he went to Cornwallis and then to Halifax and served as 
a stoker on the Annapolis, Wentworth, Protector, and Peregrine. He 
was discharged in December 1945.  
     He had met a CWAC named Blanche at a dance and in 1945  
married her - at the time he still looked as though he was 15. They 
had three children, all girls. He lived and worked as a painter and 
carpenter in Summerside till 1951 when he joined the RCAF. He 
attended a basic course in St. Jean, Quebec, and after his AF Tech 
course was posted to Chatham on Sabre's and T-Birds. Then, in 
1955, he went to # 1 Wing RCAF Station in Marville France work-
ing out of tents prior to the building of the hangars. 
     In 1958, he was posted from Marville to Greenwood where he 
began instruction on the Argus with 9 FTTU. He also coached Pee-
Wee and Midget hockey on the Base and was referee for Base 
Greenwood Bombers games. About this time he built his own Bass 
boat in the basement of their PMQ. There was much skepticism re-
garding the removal of the finished product from its building site to 

its natural environment. Murray assured Blanche it would go - then 
Murray thought a bit of trim on the top of the boat would be a nice 
touch—the end result was that the stair rails, door and trim had to be 
removed to evacuate the project. 
     Always an avid sportsman, he played baseball and hockey and of 
course his favorite sport, trout fishing with Blanche and the girls. 
     He remustered to flight engineer in 1964 and after the Argus 
course, he spent time on 404 and 405 Squadrons in Greenwood be-
fore being posted. He was off to Trenton on the C130 Hercules 
course and in January 1969 went to 436 Squadron in Ottawa. In 
1971 when 436 was to move to Trenton, Murray chose to go back 
on the Argus and ended up on 415 Squadron in Summerside. It was 
back to the great Island for trout fishing. 
     Murray retired from the service in 1974. He had built a house in 
St Eleanor's and lived there for a time while working as a Commis-
sionaire. He then moved to Halifax in 1975. After spending the next 
ten years with Manpower and Immigrations as a Project Officer, he 
officially retired again in 1986. During the early 80's, he was the 
Commanding Officer of # 615 Bluenose Air Cadet Squadron in 
Halifax. He stayed in Halifax for a few years and in 1992 returned to 
PEI to spend his remaining years. Since his retirement he has been 
actively fly fishing, and hanging out with Blanche. Murray and his 
bride celebrated their 60th wedding anniversary in 2005. 
     Murray will be missed  tremendously by his family and also by 
those who knew him. He was a ray of sunshine to a lot of people, 
and it would appear the clouds have moved in. But it is not all bad, 
I'm sure he will take this opportunity to scout around for some 
choice fishing spots and be ready for the rest of us when we arrive.  
I can see him tying a special fly or two for the event as well. Rest in 
peace old friend. 
     Any old friends wishing to contact Blanche can do so by writing 
to  - Blanche Bennett  Box 1094, Cornwall PEI.  C0A 1H0  
              Geoff 
Tom Brodie 
     Tom was born and brought up in Saskatchewan. He served in the 
RCAF during WWII, and continued on in the air force after the 
war.  Tom was a flight engineer on North Stars during the Korean 
conflict, and during the 50's, he was a member of the instructional 
staff at the North Star OTU.  There are still a number of FE's around 
who can remember Tom's very capable tutoring when they were 
feeling their way on their first aircraft. I was one of them, and I still 
remember his cool well thought out, common sense approach  to a 
problem. Tom had a sharp mind and was capable of solving com-
plex problems quickly.  
     He retired from the flight engineer trade after his OTU posting 
and worked in the maintenance field in various capacities the re-
maining period of his career. A good amount of Tom's time was 
spent in the Trenton area, and after retirement with his roots firmly 
in place, he remained in this area. 
     For years, Tom and his wife Betty  would spend their winters in 
Florida, a part of his life he thoroughly enjoyed. Speaking to him 
some years ago, he remarked, “he wished the time there could be 
longer”.  He has been in hospital with ill health since September. 
Tom was one of those early FE's who was looked up to and re-
spected.               Geoff 

     At bottom every man knows well enough that he 
is a unique being. . .and by no extraordinary chance 
will such a marvelously  picturesque piece of diver-
sity in unity as he is, ever be put together a second 
time.     Friedrich Nietzche 

found niches that were more suited for flightless birds: Hesperornis 
was a flightless diving bird in the late Cretaceous period, and in the 
Eocene epoch (shortly after the demise of the dinosaurs), there were 
large flightless birds such as Diatryma that may have been the main 
predators on the early mammals in some areas. Penguins and other 
diving birds do not fly in the air, but use the same basic flight stroke 
to fly under water. The living ratites (ostriches, emus, kiwis, and the 
extinct moa) are an ancient lineage of flightless birds. And of 
course, today we have such adept flyers as the swallows, humming-
birds, falcons, and the soaring albatrosses  which demonstrate the 
great diversity of flight adaptations in birds. 
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meaning we could still land. On return we were only allowed a 15 
minute fuel safety margin. Also when blackout conditions were in 
existence  and with the runway lights hooded, the lights could only 
be seen by the pilot on his final approach and descent to landing. 
     One particular bombing mission from take off to the target and 
the return to flight base is rather vague to recall after all the passing 
years. But I have total recall when it comes to the weather as we 
approached overhead above our base. The clouds were thick creat-
ing a heavy overcast with fog that  extended right down to the 
ground accompanied by drizzle. The control tower stacked us 500 
feet above each other as we circled the base and eventually all of our 
squadron’s Lancaster's landed safely at our base. It wasn't unusual 
for aircraft to be diverted to other bases but in this case, the 
“atrocious” weather covered such a vast area, it was impossible to 
divert. As Peter, our Flight Engineer scanned almost empty fuel 
gauges, Tommy our pilot desperately attempted to locate the run-
way. On the ground, they even beamed a searchlight alongside but it 
only caused a glow. Finally, Tommy called out, “hang on chaps, this 
is likely going to be a controlled crash.” Luckily it wasn't.  He 
braked to a screeching stop only a few meters from the end of the 
runway. Sadly and tragically not all the Lancaster's were so fortu-
nate. Two aircraft collided and two more flew to low and crashed. 
As I can recall, there were only two crew who survived this mis-
haps. 
     A bombing mission was a terrifying experience. While you are 
trying to fly to your target the enemy defences are trying their best 
to destroy you before you get there. All targets were heavily de-
fended by anti aircraft guns, searchlights and night fighters patrol-
ling the perimeters. Of course we faced these same dangers on our 
way home. Our losses were very heavy sometimes loosing fourty or 
so bombers a night. There were times when a crew never returned 
from their first mission. Some crews were able to bail out from dam-
aged aircraft only to be captured and interned behind barbed wire 
fences. 
     Now I will address a specific mission that I mentioned earlier. 
On December 26/27, 1943 we were on our 26th mission, one that 
will live with me for the as long as I live. When the cover was re-
moved from the map and our target was revealed during our briefing 
for this mission, there were some audible “UH, OH’s” and some 
words uttered, words I will not repeat. The target was Berlin! 
     A briefing for a bombing mission was a very thorough affair. It 
included the Base Commander, Squadron Commander, all aircrew 
leader trades, meteorology, and intelligence who provided us with as 
much information possible. It was also a vast undertaking to co-
ordinate all the bomber bases for take off times and rendezvous 
times for hundreds of aircraft that would proceed in three waves for 
a bombing mission. 
     We went on in time to complete our 30 missions on bombing 
assignments after which each of our crew members were posted to 
an O.T.U. to instruct and train new crew members. 
     I carried out flight line training which consisted of flying with 
new crews on cross country training flights on Wellington bombers. 
After eight or nine months, I returned home. 
     I should mention that I was the only Canadian in our crew. The 
others were members of the Royal Air Force. 
     Tragically, Tommy, who was a most skillful and courageous 
pilot, was killed in a flying accident in 1954. At the time, he was a 
member of the R.A.F. Auxiliary. One day, he took up a Spitfire to 
do a weather check and at some point he radioed the control tower 
that he was experiencing engine trouble and was going to bail out. 
But he never bailed out. The consensus was that was that he looked 
down and saw  he was over a village which may have contributed to 
his loss of life. 

World War ll Experience  by Bill Kondra 
     I served in the military in World War ll from 1941 until 1945. 
After the war I continued to serve for 23 more years in the RCAF 
from 1947 until 1970. 
     In November 1942, I graduated from #5 A.O.S. (Air Observer 
School) Winnipeg as a Bomb Aimer. The course comprised of 8 
weeks of bombing and gunnery and 6 weeks of elementary naviga-
tion. My training took place at the #2 B&G School in Mossbank, 
Saskatchewan. 
     After having been granted some leave at home, I was sent on an 
Atlantic cruise overseas aboard the Queen Elizabeth. This ocean 
liner had been converted to a troop carrying ship. When I arrived in 
England, there was additional training that had to be carried out. We 
carried out map reading exercises in the English countryside whose 
landscape differed from our prairies landscapes. Equipment, meth-
ods and techniques also had to be updated as taught in Canada under 
The British Commonwealth Training Plan. 
     After completion of the Advanced Training, I was posted to a 
Royal Air Force O.T.U. flying on Wellington Bombers, also known 
as “Wimpy’s”. It was at the O.T.U.’s that the aircrew trades sorted 
themselves out into bomber crews. The powers to be occasionally 
assigned a crew member when necessary but preferred  that the crew 
members make up the crew lists themselves. The  “Wimpy”  re-
quired only 5 crew members comprised of a Pilot, Navigator, Radio 
Operator, Rear Gunner & Bomb Aimer and a Front Gunner. An 
R.A.F. Pilot approached me and said, “I’ll require a Bomb Aimer/
Front Gunner” which I accepted. He then selected the remaining 
crew members and together, we became a bomber crew ready to 
complete our training. The pilots name was Tommy Hayes.   
     After completing our O.T.U., we were sent on a conversion 
course to train on Lancaster Bombers. It was during this training that 
we met our two additional crew members, a Flight Engineer and a 
Mid Upper Gunner. The course was brief but thorough and now we 
were a crew comprised of seven, trained to carry out operational 
bombing assignments on a Lancaster Bomber. 
    From there we were posted to O.T.U., No.100, Squadron, No.1 
Group at Grimsby, Waltham Air Base. 
     A wartime squadron consisted of approximately 24 aircraft and 
as many people as it took to fly and maintain them in addition to all 
the necessary personel to form a self-sustaining air base. Squadron 
life differed a bit from that on the training bases but the emphasis 
was on being ready at all times. We continually practiced safety 
drills, checking equipment, information and our aircraft so as to be 
knowledgeable and ready should the occasion arise. 
     In  September 1943, our crew began bomber assignments. Ini-
tially, a crew was assigned 30 missions. After completing these re-
quired assignments, the crew would be temporarily taken off assign-
ments and given other duties after which they would be re-assigned 
to additional missions. Believe it or not, some crew members volun-
teered for additional duties. 
     I wont dwell on our bombing missions until I come to a specific 
one. Our targets were industries, factories, transportation centers and 
any industry that was involved in the production of armament. 
     Our crew did all bombing missions at night. I would like to point 
out that it is impossible to identify a target at night so we had to rely 
on Pathfinders who carried much more sophisticated navigational 
aids than the bombers. They flew ahead of us and marked out our 
targets with T.I.’s (target indicators). I aimed our bombs on those 
T.I. Flares. 
     On return from a mission back to our home base, the “Met” peo-
ple might forecast that some “atrocious” weather was approaching 
the East coast of England but in their opinion we could “beat it”, 
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and crews, it was decided that the strategic importance of sabotage 
operations warranted the formation of a full squadron. Thus it was in 
August 1941, No. 138 Squadron was re-formed at Newmarket from 
the nucleus of No. 1419 Flight to do the job; it was now designated 
No. 138 (Special Duties) Squadron. 
    For more than three and a half years the squadron ranged Europe 
from Norway in the North to Yugoslavia in the South and at times 
far into Poland. First with the Whitleys and Lysanders, then with 
Halifax's and later with Stirlings it flew out from Newmarket, 
Stradishall and Tempsford with agents, arms, explosives, radio sets 
and all the other equipment of a saboteur, parachuting them down at 
rendezvous points where reception committees of local underground 
members waited.  
     Tempsford was just a little hamlet in rural Bedfordshire. Its in-
habitants mostly worked on the land. None of them knew it, but 
Tempsford held one of the biggest secrets of the war. They knew 
that down a little side road marked “This road is closed to the pub-
lic” there was an R.A.F. Station. In the Anchor and the Wheatsheaf  
they saw the R.A.F. men, but that was all. They had no idea of the 
job they were engaged on. Names of pilots and crews who did that 
job can not yet be revealed.  
     Tempsford airfield, one of the specialist airfields was deliberately 
selected by the Air Ministry for it’s isolated location. To confuse 
enemy reconnaissance, it was made to look as if it was disused and 
as for the locals, apart from the fact there were only flights on a few 
days a month, nothing betrayed the impression that this was any-
thing but an ordinary airfield. 
     Another, but far less frequent, type of "cloak and dagger” opera-
tion undertaken by No. 138—beginning in September 1941—was 
the “pick up” in which the aircraft (always a Lysander) landed to 
collect some prominent public man, or an agent, or special plans and 
articles. During 1942 the squadron operated with the bomber force 
when not required for special duties. 
     Early in March 1945, after “repeated requests from Headquarters 
Bomber Command”, No. 138 Squadron was switched from special 
duties to the main force of No. 3 Group. It went to Tuddenham, re-
equipped with Lancasters, and, before the European war ended, flew 
105 sorties on 9 bombing missions and dropped approximately 440 
tons of bombs on the enemy. No.138 also carried out food-dropping 
operations over Holland and POW repatriation flights during  which 
it brought home nearly, 2,500 men before VE Day. In September 
1947 the squadron converted to Lincolns which it flew until it was 
disbanded on September 1, 1950.  
     There were no secret devices to help the SOE passenger service 
to operate. The R.A.F. planes simply landed in France, picked up 
passengers and flew off again to Tempsford. On other trips they 
dropped Czech, Polish and Dutch agents in their own countries. Not 
all the story can be told, not even now. There is still need for secrecy 
about how the great organization was built up. The romantic and 
hazardous side of the job was flying the old unarmed Lysanders and 
bigger Hudsons to the landing grounds in France. 
     One of the airmen that took part in the adventure said — “We 
had to have decent fields, so we brought back men of the resistance 
movement to teach them the sort of places and what to do to help us 
to land, then we took them back again. Others we brought back were 
trained in England as saboteurs and dropped in France again. One 
French agent was caught by the Gestapo, who broke his feet in tor-
turing him. He managed to escape from them and we picked him up 
and brought him back to England. He could not of course make a 
parachute landing again, but he insisted on returning to carry on with 
his work in France. So we took him over. He was a brave man”. 
     Usually when a Lysander—only a three seater airplane, at one 
time used for Army Co-operation work—went out to pick up pas-

     Many of you hockey buffs may remember Pat Hickey, a speedy 
winger who played in the NHL. For many years. Pat was a solid, 
versatile left winger who also played a little right wing  and center. 
He was also one of the fastest skaters in the National Hockey 
League at the time. 
     Patrick Joseph Hickey was at his best in 1977-78 with 40 goals 
and 73 points and in 1978-79 with 34 goals and a career-high 75 
points. During his hockey career, Pat played hockey with the Hamil-
ton Red Wings, Toronto Toros, New-York Rangers, Colorado 
Rockies, Toronto Maple Leafs, Quebec Nordiques, Salt Lake 
Golden Eagles and the St. Louis Blues. 
     He is currently a corporate investment planner and lives in An-
caster, Ontario, outside of Hamilton, with his wife, Debbie. 
     “Hitch” as he was universally known joined our Legion and was 
initiated into the branch, Branch 486 Bronte, in January 2006. Un-
fortunately, I missed his swearing in ceremony because I arrived at 
the branch after the event was over. Although I did not get the op-
portunity to meet him personally, I was delighted  to meet his 
mother Emma and  his father, Gerald Hickey. 
    Gerald Joseph Hickey was in the RAF as a Gunner with 138 
Squadron during the Second World War. At the wars end, he  was a 
Pilot Officer in the RCAF Reserve, Special Section. To this day, he 
will not reveal the nature of his duties during his war service. As a 
member of 138 Squadron during the war , a squadron which was 
involved with the SOE (Special Operations Executive) , he was 
sworn to secrecy not to reveal or discuss the activities of this special 
branch of the service. 
     Sensing the volatility of the times in World War II, Prime Minis-
ter Winston Churchill mandated the British War Cabinet to create a 
special new organization, the SOE. Churchill declared that the SOE 
would co-ordinate all activities of subversion and sabotage against 
the Axis enemy. Putting this operation into practice meant establish-
ing Special Training Schools in strategically placed locations 
throughout the world where men and women would be trained as 
Secret Agents. 
     Churchill then called upon his old friend from Canada, William 
Stephenson, to create the British Security Co-Ordination with the 
responsibility of supplying agents for the Balkans as well as for 
North and South America. In late 1941, Stephenson found the per-
fect spot for one of his camps, safely distant from the war zone, in 
the small town of Whitby, Ontario, in his native Canada. 
     No. 138 Squadron’s Second World War activities began in 1941 
after the formation of the Special Operations Executive (SOE) - an 
organization whose function was to promote sabotage against the 
enemy by stimulating subversive activities, spreading political dis-
content, disorganizing and dislocating communications. The agents, 
ammunition and equipment to achieve this were dropped inside en-
emy territory, the first being flown by Lysanders of No. 419 Flight 
(later No. 1419 Flight) which formed at North Weald in August 
1940. 
     Very quickly the task grew to big for a solitary flight and al-
though Bomber Command was hard pressed at the time for aircraft 

     There were four awards in our crew. Two D.F.C.’s and two 
D.F.M.’s. Tommy and Peter our Flight Engineer were awarded 
D.F.C.’s. Myself and our Navigator each received a D.F.M. Today, 
three of us who flew as a crew are still living. Peter lives in Austra-
lia, Glyn Jenkins our Radio Operator lives in the U.K. and I am here 
in Canada, living in Saskatoon, Saskatchewan. This past Christmas, 
we all exchanged greeting cards because sharing  a common danger 
creates a common bond.    Bill Kondra 
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     For a strategic airlifter, the technical characteristics deemed most 
important are: payload, cargo-cabin volume / max volume, and 
range with maximum payload. The size and weight of Canadian 
Forces mechanized firepower and equipment have grown such that, 
currently, 75% of air shipments for the military qualify as heavy, out 
- sized cargo  
     A critical task of any military is to get troops and supplies where 
they are needed as quickly as possible, and that usually means large 
transport aircraft. Currently there are only 2,600 tactical airlifters 
and about 350 strategic airlifters worldwide. (Strategic airlifters like 
Lockheed’s C-5 Galaxy are much larger and have greater ranges 
than tactical ones.). But most strategic transporters are operated by 
the U.S. and the Commonwealth of Independent States (what re-
mains of the U.S.S.R.). And the average age of the world’s tactical 
transport aircraft is 26 years. So they lack the range, power, and reli-
ability of modern aircraft, their cargo holds aren’t sized for today’s 
loads, and interoperability between fleets is abysmal. 
     To the managers at Airbus back in 1999, this meant there would 
be a market for an all-new aircraft aimed at the logistic needs of 
European and NATO militaries. They began a program to develop 
just such an plane, consulting with future buyers on what they 
wanted. If all goes well, the first A400M will fly in 2008 and cus-
tomers will begin taking delivery the following year. 
     Britain announced its willingness to lease near new RAF C-130J 
Hercules aircraft to any interested allies. DND was briefed about 
this opportunity (including staff within the office of the Minister of 
National Defence). Details of the proposal or its lease terms have not 
been released — except that it involves ten aircraft. Already, inevita-
ble comparisons to the literally disastrous lease of ex-RN subma-
rines are being drawn. Questionably, if the J’s are such a deal, why 
do the Brits want rid of them? The answer is that they will give up 
the Hercs for more C-17s. 
     In the past, Air Staff moved at a sluggish pace. When instructed 
to replace the CC-130Es individually, staff begged off on the basis 
of there being no suitable “fleet” available. Ignoring the irrationality 
of this reply, it reveals a suburban mall mentality at NDHQ (the 
point of the plan had not been convenient ‘one-stop-shopping’). Had 
an easier ‘fleet’ of newer Hercules been the goal, one wonders why 
the CAS didn’t snap up retiring Dutch or Italian C-130H. If a deci-
sion as to whether Canada moves on the British offer to lease the 
RAF Hercules has been moved to the MND office, we must hope 
that the Minister of National Defence is quicker at grasping a rare 
opportunity than some of its underlings. 
     Objections to leasing RAF C-130Js seemed to spring from inside 

sengers, the pilot flew unaided, with a map on his knees, doing his 
own navigation, looking in the dark for a small field in France. 
There was no room for a navigator when passengers had to be 
brought back. Often the Gestapo arrived just as the airplane lifted its 
wheels off the ground. “There were many hairbreadth escapes like 
that,” I was told. A pilot was just about to land one night when he 
saw that behind each torch holder stood a German with a revolver. 
The pilot realized what was happening, revved up the engine and 
flew off. He was wounded in the neck but flew back safely.” 
     How secret it all was may be judged by all this—said to me by 
another of the pilots— “Even when high-ranking officers who were 
not in the know asked us about the work we were doing, we had to 
lie like old Harry. It was a court marshal for anyone who breathed a 
word about the job. Not even the mechanics knew about the passen-
ger flights.” 

CF Air Staff as well as “industry sources” which claimed that the Js 
on offer are just to small. In fact, the offered aircraft are exactly the 
same length as all but two of the existing CF fleet of Hercules. Of 
that fleet, 19 are very crotchety CC-130Es bought between 1964 and 
1967. Canada had a chance to replace half of these ‘Es at a stroke. 
     According to a certain source, the Brits are “offloading” 
‘short’ (and therefore undesirable) Hercules. The unnamed source 
claims the “last thing Canada needs is short aircraft. Everyone is 
buying the long [C-130J] aircraft because it has the range, payload 
and speed”. Somehow, we are expected to believe, the insertion of 
two 7-foot fuselage sections endows the Hercules with magical pow-
ers. The ‘long’ Hercules is faster without added power, travels fur-
ther without extra fuel, and carries more despite being heavier itself. 
We’ve all heard sales pitches like this! 
     As usual, there are choices and compromises to be made. A 
‘long’ Hercules can carry a larger volume of light cargo, a ‘short’ 
Herc (due to lower airframe weight) is able to carry heavier weights. 
In other words, one type is good for bales of cotton, the other for 
iron bars. Neither is inherently superior — indeed, a mix of the two 
types would seem ideal. The ‘long’ Hercules has one downside: its 
long rear overhang. If the pilot ‘rotates’ to quickly, the Hercs ex-
tended rear fuselage ‘ground scrapes’. Usually, the result of such 
‘ground scrapes’ is a shower of sparks and an embarrassed flight 
crew. However, the deadly crash of a B747 cargo aircraft at Halifax 
clearly illustrates the danger — in that case, it seems that the load 
shifted after the rear fuselage struck the runway. 
     The J models generally have had some technical problems 
(mostly relating to software, but also with engines and propellers). 
     Last March in 2005 it was reported that Lockheed Martin was 
also offering Canada a Hercules lease arrangement, this time on 
brand new J’s straight from the factory. LM claims that the lease 
would cost the same amount that maintaining the current fleet does. 
LM spokesperson was quoted saying “How the lease is structured is 
entirely up to Canada”. So a lease-to-own deal on Js is a possibility. 
     How much does it actually cost to purchase or to lease a C-
17?  There is some historical evidence about C-17 unit costs. In 
2000, the UK’s Ministry of  Defence  (MoD)  signed a ‘lease-and-
support’ agreement with  Boeing and the United States Air Force for 
the use of  four  Boeing C-17s  ( three + one “active reserve” ) for 
the period 2001 to 2007. 
     The price was  US $750M  for the lease and  US $400M  for sup-
port arrangements (maintenance, training, services etc).  The total 
cost was thus US $1.15B. 
     Based on this British precedent, a 7-year lease of  six  (6) C-17s 
for the Canadian Forces would cost at least US $1.725B [US $1.15B 
÷ 4 = US $287.5M per aircraft x 6 aircraft = US $1.725B] or Cdn 
$2.0B. Thus, Canada would pay about $333M per aircraft in total, or 
$47.6M per aircraft, per year (assuming a 0.8584 exchange rate). 
     This is, of course,  if we are talking about a 7-year lease only  –
  not the purchase price. In the case of an outright purchase, the price 
would be higher. According to Boeing data, USAF C-17 purchase 
prices range from  US $175M  to US $232M. 
     The USAF cite unit costs of  FY1998 constant US $236.7M. A 
2002 contract for 60 more C-17s dropped  to US $161M  per air-
craft  due to order size and cost- controlling measures. Note that the 
USAF costs generally do not reflect complete aircraft  –  the US 
government furnishes some C-17 components and equipment. 
     If it were not for monetary constraints on DNDs budget, the Boe-
ing C-17 might be considered as the heavylifter of choice. The C-17 
Globemaster III Tactical Transport is capable of carrying payloads  
up to 169,000lb, and has an international range and the ability to 
land on small airfields. A fully integrated electronic cockpit and 
advanced cargo systems allow a crew of three: pilot, co-pilot and 
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loadmaster (no FE) operate all systems on any type of mission. 
Since it entered service in 1995, over 130 aircraft have been deliv-
ered to the US Air Force with 50 more on order. The RAF has 
leased four aircraft under a seven-year agreement, which also has an 
end-of-lease purchase option. 
     A propulsive lift system allows the C-17 to achieve safe landings 
on short runways. The C-17 is capable of landing a full payload in 
less than 3000ft. The propulsive lift system uses engine exhaust to 
generate lift: the engine exhaust is directed onto large flaps, which 
extend into the exhaust stream, allowing the aircraft to fly a steep 
approach at a relatively low landing speed. The aircraft is capable of 
turning in a small radius and can complete a 180-degree star turn in 
80ft. The aircraft can also carry out routine backing. A fully loaded 
aircraft is capable of  backing up a 2% gradient slope using the di-
rected flow thrust reversers. 
     The C-17 cockpit accommodates pilot, co-pilot and two observer 
positions (undoubtedly, one of these positions would be allotted to 
the ever present obsolete Navigator if the CF acquired the C-17?). 
The digital avionics system has four Honeywell multi-function cath-
ode-ray tube displays, two full HUDs, or Heads –Up Displays, plus 
a cargo systems. The quadruple redundant electronic-flight control 
system also has a mechanically-actuated backup system. 
     The design of the cargo compartment allows the C-17 to carry a 
wide range of vehicles, palleted cargo, paratroops, air-drop loads 
and aeromedical evacuees. The cargo compartment has a sufficiently 
large cross-section to transport large wheeled and tracked vehicles, 
tanks, helicopters, artillery and weapons. 
     The maximum payload is 170,900lb with 18 pallet positions, 
including four on the ramp. Airdrop capabilities include single load 
up to 60,000lb, sequential loads up to 110,000lb, Container Delivery 
System (CDS) airdrop up to 40 containers, 2,350lb each: up to 102 
paratroops. The aircraft is equipped with LAPES (Low Altitude 
Parachute Extraction System) drops. For Medevac, the C-17 can 
transport up to 36 litter and 54 ambulatory patients and attendants. 
     Four Pratt and Whitney PW2040 turbofan engines are integrated 
into the wings. Engine thrust reversers, which are operable in flight, 
and speedbrakes enable the aircraft to carry out rapid deceleration 
and descent maneuvers. 
     The cruise speed is between 0.74 and 0.77 Mach. The range with-
out in-flight refueling, and with a payload of 160,000lb, is 2,400 
nautical miles. Aerial refueling provides an intercontinental non-stop 
range. 
      Now how about the Antonov An-124-100?  
 Dispelling Myths About the Antonov An-124-100 
     There is a very serious misconception about the An-124-
100  namely, that it is an old, inefficient, clumsy, Soviet-built mili-
tary aircraft. The original An-124 Condor, which first flew in Dec 
1982, was a military transport but it was anything but clumsy or 
inefficient. In fact, the An-124-100 is a fully commercial derivative 
( the world’s largest commercial air freighter ) with more than 14 
years experience of intensive, global commercial operations. The 
civil An-124-100 was certified in 1992, a year after the supposedly 
super-modern Boeing C-17 first flew.  
     The An-124-100 meets all current civil standards, including 
ICAO Stage/ Chapter III noise limits and modern navigational 
equipment requirements. It has improved performance engines, 
Western avionics, and is equipped with VHF radios, TCAS [or Traf-
fic alerting and Collision Avoidance System] and RNAV [Area 
Navigation which computes actual aircraft position/speeds relative 
to a selected flight route]. 
     The estimated service life for the An-124-100, both in terms of 
its operational life and in the anticipation of the obsolescence of its 
technology and design, is fifty years.  It is projected to have at least 

twenty-five years of operation without any major repairs. The An-
124-100 is a truly unique plane with unique capabilities  – that is 
why it has become such an unrivalled success in the international 
market. 
     In conclusion, the An-124-100 out-performs the C-17. Much of 
the Antonov’s technology is on par with that of the “state-of-the-art” 
Boeing C-17 aircraft, lying within the strictest technological require-
ments of modern aviation. 
 an An-124-100  has: 
   •    55 % greater maximum load than the C-17 
   •  115 % more of a maximum cargo-cabin volume 
   •    33 % greater range (when carrying 77t  –  the C-17’s maximum 
load) 
     Put simply, the An-124 can carry loads which are 1.5 times heav-
ier, cargo that is more than twice as large, and it can travel almost 
1,500 km further than the C-17 with a similar load. 
     Taking an average of the above performance characteristics 
(55%, 115% & 33% better / 3), we come to the conclusion that An-
124-100 has a critical strategic airlifter performance which is 68% 
better than that of the C-17.  
     Only 2 An-124-100s are required to carry the loads of 4 C-17s, or 
3 An-124-100 to carry loads equivalent to 6 C-17s.  Thus, we see an 
economy of scale advantage. 
     The purchase price for the An-124-100 is about US $25M  –
  approximately 15% of the  C-17  purchase price (at an averaged US 
$185M ). But,  the CF will need fewer An-124s  than  C-17s. So 
based on cost and capacity, or a value comparison, the An-124-100 
price is equivalent to 7.5% of the purchase price for Boeing C-17s. 
     A conventional ‘standby lease’ for one An-124-100  ( 1000 hours 
a year  –  at full standby option) is US $5M per year or 12% of the 
C-17 aircraft lease price. Based on the above capacity-for-value rea-
soning, an An-124-100 lease price amounts to only 6% of the C-17 
lease price. 
     A third option is the so-called ‘assured chartering’ or ‘partial 
lease’. This is based on a maximum of 500 hours per year  –  a more 
realistic upper limit to annual needs for strategic airlift by the Cana-
dian Forces. This lease arrangement would amount to approximately 
US $2.5M per year, or only 3% of the C-17 lease price. 
      Pssst—DND, NOW HEAR THIS! . . . Wanna sweet deal on an 
airlifter, maybe a better deal than the four used submersible lemons 
we got from Britain — The IL-76! 
     The original IL-76 powered by low-bypass D-30 turbofans are 
still around and working but their days are numbered by noise regu-
lations. So, despite a hot ‘outsized’ freight market, used Ilyushins 
are showing up at the brokers. Asking prices for used IL-76s make 
for an interesting contrast to the multi-million dollar price usually 
quoted for strategic airlifters. For example, the engineless and rather 
tired-looking IL-76D in the picture 
is offered for sale in Siberia at 
US$220,000. 
    How does that asking price stack 
up? The missing engines isn’t criti-
cal since they’d need replacing in any case. The vendor estimates 
that it would take an additional US$700,000 to make this Ilyushin 
flyable –  a total of US$920,000 (compared with US$234,000,000 
for a single C-17). Of course, remaining airframe hours must also be 
factored in. There would be little point in spending money or effort 
on rebuilding worn out airframes when that same aircraft is still in 
production and available for sale. 
     Factory conversions are underway at Ilyushin’s Voronezh plant 
to bring civil and Russian AF IL-76s up to IL-76MF standard. The 
driving force behind these conversions has been the freight carrier 
Volga-Dnepr which has options on 20 aircraft. With new engines 
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     The Neptune's of course had to work from fixed fields and the 
forestry guys were set up all over the place. The forestry guys 
counted time from the main wheels first turning till they stopped. 
They also checked the mix we dropped to prevent any cheating on 
the mix. nobody trusted anyone. 
     We rebuilt everything on the Canso's. Charlie, the US Chief En-
gineer ( but we couldn't call him that as he had no Canadian 
AME papers), got a new type of hose approved so we built all our 
own hose system as well.  Each guy took an area to work on and the 
results were pretty interesting. For old Canso guys the first things to 
go were the F/E position, and all the instrument panels, in fact eve-
rything from the pilot's left elbows to the copilots right elbow. Elec-
tric cowl flaps and a few other little gems were added.  One of the 
guys, I think it was Ray designed the mixing system for the chemi-
cals and the pumping system into the tanks. Bart was good at draft-
ing so got to draw the plans as we built things. We even had our 
own machinist so what we couldn't buy he built. Dave was a wonder 
and could do almost anything  with metal. 
     The mixing tanks were pretty big and took up most of the waist 
section. A couple of compressors and off we went. I got to design 
the instrument panels and all instruments were front mounted, for 
easy removal. No crawling behind the panels. Looked real neat. Of 
course all the plumbing behind the panels had to be redesigned as 
well. One of the guys, Russ designed the firewalls so we ended up 
with the finished aircraft plumbing the same. Sort of like a QEC set 
up. Russ was especially handy as he was pretty small so could crawl 
out in the wings to check a few things. Like most of us, he is a bit 
bigger now. 
     What charmed DOT all to hell was the instrument panels, not 
because I built them but because, the chief engineer was a skilled 
fellow from the states who designed a furnace so we could do 
crackle paint. DOT liked crackle paint. Charlie's favorite saying 
was." It has to be pleasing to the eye". Charlie had part of the patent 
for the Hartzell Constant speed propeller. He has awfully sharp. I 
understand he is designing windmills someplace warm right now. 
     As the Canso's had aged, the configurations made everyone dif-
ferent which made them hell on wheels to fix. One day when we 
were up the coast, we blew an engine and two of us did a engine 
change working off the back of a truck and standing on oil drums. 
We were back in the air in two days. May not have been a record of 
any sort but when we first got them that would never have hap-
pened. Another guy did all the radio set ups and so on. We dragged 
tons of old wiring and plumbing out of the hulls as we went 
along. Somebody said we were the biggest collection of AME's in 
one place on the coast.  Some major hull work done as well. Some-
how every thing got signed off to keep DOT happy. But we had to 
keep the anchors to keep DOT happy. 
     Some guys started with just a private pilot license but ended up 
rather quickly with Canso endorsements as AME's, and Commercial 
pilot and type endorsements as Pilots. I was the only AME from the 
Military in the bunch. Some of those guys had really been around. 
Lots of talent for sure. They would tackle just about anything.  
     I was lucky having had a lot of P2V7 time so I got the endorse-
ments for it as well, as Pilot and AME.  It would have been too 
costly to do for the other fellows. My God we were over at DOT 
writing type endorsement every couple of days. We ran a bit of a 
sked flight up and down the coast looking for parts. So everyone got 
to drive the Aero Commander, a 180 and a Cessna “push-me-pull-
you” twin, around for practice. The Chief Pilot made me do circuits 
at P2V speeds with the Aero Commander which meant about 3/4 
throttle all around the circuit. It cut down on the training costs. A ex 
RCAF pilot from DOT came over often to do check rides, seems he 

 
 
A career story. . . 
Denis Love, an ex military flight Engineer, 
obtained his Private pilots license midway in 
his service career, joined the civilian ranks in 
1972 after 22 years of service, and continued 
on to become involved with various facets of 
the water bombing operations on the west coast. He was not only 
active in the AME field but advanced in knowledge and expertise, 
honing his flying skills and becoming conversant with not only the 
right seat, but the left seat as well. Most interesting, here is his story. 
     I worked for The Flying Firemen for a couple of years. We had a 
total of three P2V's, with one not modified. The guys had picked 
them up at Saskatoon, put the big pieces back on and flew them to 
Victoria. It was before my time as I was still doing the C130 ex-
press. We had a number of Canso's, and three bird dogs. I spent 
more time on the P2V's so I can't remember how many Canso’s we 
had. But I did get qualified as Pilot on both types. I think there were 
about 8 Canso's and we managed to finish three to the new stan-
dards. DOT screwed up the whole deal later down the road. 
     All of the co pilots had to be AME's and when not flying or on 
standby,( which was all winter), we did major reno's on the Canso's. 
Once on standby, you paid a penalty if you did anything on the air-
craft. The P2 V's didn't need as much as they were a much more 
robust airframe. No need for the extra plumbing, just the doors and 
the rams to operate them. They carried about 1,000 gallons of retar-
dant. The jets were kept on for drops and we ran on 100 octane 
which sure cut down on the take off performance. The canso's 
scooped around 650 gallons in approx 12 seconds, mixed it with 
Gelguard or Phoscheck (depending which province we were in) and 
dropped it. On a good day we could pick up mix, drop and scoop in 
as little as six minutes. All lakes in BC and Alberta have been tested 
for pickups so once we found the lake we were in business. I used to 
enjoy pickups in Shawinigan lake close to Victoria. We passed over 
a private school at about 50 feet and the kids loved it. I guess they 
figured, one of these times they will take off the roof. Too bad kids 
we always missed them. Pick ups were just grand. Touch at 80 on 
the step at 80, dip at 80 , watch the overflow pipe and when the wa-
ter was roaring out of it, raise the probe, you are airborne, and climb 
away at 80 .The object was to not actually settle in the water. The 
numbers were real easy to remember. Just don't forget if you land in 
the water to keep the wheels up. and down for landing on the 
ground.  Sounds silly but we lost a crew that way. It was a long day 
and they were tired.  

(cost US$10M for 4 x PS-90A-76 plus US$1M for new pylons), the 
upgraded IL-76s have increased payloads (up to 10t greater) plus the 
improved fuel economy results in an 800km increase in range. Avi-
onics are by RockwellCollins like CF CC-130s. 
     While the IL-76 conversions are underway at Voronezh, produc-
tion of stretch IL-76MFs has begun at Tashkent, Ukbekistan. Pub-
lished prices for this more capacious variant vary. The revised cost 
for the Russian Air Force is said to be $US35M, while a fully west-
ernized version is priced at $US50M each. New-production IL-76s 
might be less of a procurement challenge (while also ensuring maxi-
mum airframe life). Conversions on the other hand are, by their na-
ture, more flexible and may offer a greater degree of customization 
to better fit IL-76s to CF standards.  
       One never knows, it might be worthwhile for DND to scour the 
Russian army’s used truck lot for replacement vehicles for the Cana-
dian army? 
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FE Hosted Christmas Party 
       
     We had a good turnout for our traditional 27th of Decem-
ber FE Christmas Bash. The numbers were in the 50's and 
included most of the aircrew trades, plus some others. Organ-
izer Gerry Homer and his "HO-HO-HO-Happy-Hustlers" 
slaved over a hot stove all morning making pizza for the occa-
sion - (“Yea I'll bet”).  Anyway it was good. 
     We were honoured by a visit from John Trethowan who 
dropped in from Cumberland, a member of his family brought 
him down in a truck. John MacDonald also journeyed from 
Toronto to be with us. Good to see both of you. Some people 
were there that were unaware the party existed prior to this 
most recent one, so lets spread the word around. 
     This year the draws included a container of Christmas 
cheer, as well as a number of cash prizes. 
     Brighton must be getting bigger these days. We had two 
long time residents who didn't know one another, even though 
they had flown on Yukon's together in the 60's. A murmur was 
heard - “who is that guy”?   The two were introduced,  Artie 
Dahr and Stan Gillespie.  Gosh you guys are getting old.  

An elderly couple of pensioners were shopping in the 
supermarket where the wife put a can of peaches in 
her purse. She was caught by security and appeared in 
court the following week. 

The judge asked, “How many peaches were in the can?’ 
       The wife replied,”Five.” 

The judge ruled, “Then I must sentence you to five days in 
jail.” 

The husband in the back of the court shouted," She also stole a 
can of peas.” 

spent a lot of time over at our hangar. Usually they ask young pilots 
questions but Earl would tell Tim the DOT guy that. This guy has a 
lot of time on type. all these guys have multi engine land and sea. 
No question which was sort of nice. They had the habit of telling 
you they were going to pull an engine before doing so. It made life 
pretty easy, but not that easy. We all wondered how we got through 
the rapid training. I recall two of us being flown by Widgeon over 
to the mainland, doing our float endorsements, Bart in the morning, 
and me in the afternoon. I got checked out on type on the widgeon 
on the way back. The company was in a hurry. 
     The Canso didn't like to side slip at least according to the chief 
Canso pilot. So none of that stuff for Mike. We could hide a few 
other things but by God, they sure liked those panels, even if some 
of the gauges weren't serviceable. I even put a T33 fuel flow meter 
into the first Canso, it wouldn't work of course but they loved it. 
Show is everything. Charlie rewired the hangar and nobody had to 
use extension cords or flashlights as we set up lighting stations 
through the aircraft, it sure sped things up. His kid came up from 
Bellingham and showed us all how to paint aircraft, his boy was 
about twelve at the time. He hired a woman to be cleanup person in 
the hangar and you could eat off the hangar floor.  
     Charlie wore out a copy machine in about a month as we had to 
have manuals to keep the ministry happy. We even gave them cop-
ies so they could ask us the questions on the exams. It was quicker 
that way. Their only Canso copy was in  Ottawa or so we were told 
We were getting ready to deal some Trackers but DOT decided the 
P2V would never make it as a water bomber. It was designed as a 
bomber. They did the same with the Lancaster in Edmonton. It was 
sold to a guy in England. The Canadair seaplane was coming in and 
by God you would buy that or else. Trackers are now owned 
by Connaire, they use DC6's over in Abotsford. Our big boss told 
them to go to hell. We were heading south and anyone who wanted 
could go with the aircraft. Most of us stayed up here. One guy Ray 
is in the middle of redoing two Cansos up at Nanaimo for tourist 
trips on the Nile. Bill the radio rigger ended up chief pilot for some-
body in Vancouver and Russ the new guy, runs a aircraft mainte-
nance business in Victoria. I switched to local flying, charter and 
pilot instructing. But I did get to fly the last operational P2V with 
my chief pilot and ex skipper down to Seattle then Moses Lake ( I'm 
sure Duke Dawe is quite familiar with that airport as a lot of civilian 
training is done there). When last heard about, they were still doing 
fire suppression out of Moses lake or thereabouts. End of the Flying 
Firemen in Victoria, and thank you very much MOT. 

   A MUST-BE-READ best seller. . . 
It must be read by all military profes-
sionals who care about the future of the 
Canadian Forces. Accessible to readers 
who otherwise find debates about  
defence maters daunting.  
     Was it simply another event, one of 
the mishaps that happen in the armed 
forces of any nation? Or was there more 
to it in Canada of late 2004? Readers of 
this book will come to understand that 
the fire on the Chicoutimi was no iso-
lated event. Fourty years of cutbacks had 
reduced Canadian Defence budgets to 

one of the lowest percentages of gross domestic product (GDP) 
among nations of the North Atlantic alliance. Fourty years of cuts 
had reduced the military’s manpower to a mere 53,000 effectives in 
late 2004. Fourty years of budget slashing exercises had forced Ca-
nadian soldiers, sailors and airmen and women to work with obsolete 
equipment. And forty years of prime ministers and foreign ministers 
chasing after Nobel Peace Prizes had led Canada to deploy its troops 
overseas time after time, until men and machines broke under the 
strain. 
“No one but Granatstein could have provided such a succinct analy-
sis in a more readable format.” -Major General (Ret’d) Lewis Mackenzie 

Book is available at most bookstores for $16.95 and at most libraries. 

Airlines Get-together 
Spring Dinner 

May 17, 2006 at  6pm 
 The  Royal Canadian Legion 

Trenton, Ontario 
Dress— Bow tie and uniform (Military or Airline) 
otherwise — Business suit or Sports Jacket and tie . . . . .  


