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                         Latin        Latin for  - "Peace on earth, goodwill to men""Peace on earth, goodwill to men""Peace on earth, goodwill to men"   
 

T he festive season is here again and what a year we've had since the last one! Highlighting the news in 2007 was the arrival of the Cana-
dian Air Force’s new Globemaster III transport aircraft, the CC-177.  

     The CF took delivery of the first of four CC-177 Globemaster IIIs at a ceremony held on August 8 at Boeing's Long Beach, 
California manufacturing facility. It marked a new stage in Canada's ability to provide strategic airlift and support of our military, 
humanitarian operations and most specifically, to Afghanistan. Boeing delivered the second Canadian aircraft in October and the final 
two aircraft should arrive in 2008. The CC-177 is capable of carrying huge loads, flying between continents and landing on short, austere 
runways. The CC-177 provides us with a truly impressive and versatile capability. 
     The Air Force has come a long way from the Douglas DC-3 Dakota to the new bird on the tarmac, the CC-177. In 1947, we acquired the 
DC4M , four engine North Star as our first long range transport. From there we progressed on  through the years with acquisitions of the Fair-
child C-119, Flying “Boxcar”, the Bristol Freighter, the CC-106 Yukon, the C-130 Hercules, the Boeing-707 and now the CC-177 Globemas-
ter III. Of course the CC-177 has come at a human price in that it does not carry a Flight Engineer! 
    With the future arrival of the other two CC-177’s, we should be well equipped to meet our strategic airlift requirements for some time to 
come. However our need for a replacement for the C-130 is past the critical point. We need new tactical aircraft to replace the overaged Hercu-
les. Some argue that our C-130 fleet should be repaired and modified to extend its life for a few more years. But in reality, like an old car, you 
can repair it and paint it over time and again, but you still have an old car that will require more maintenance with ever increasing frequency 
the longer you keep it. In most cases, instead of throwing out money on costly ongoing repairs on the old clunker, it is better to buy a new set 
of wheels. I feel that this analogy has some merit if we consider throwing good money after bad money to keep our aging fleet of  “C-130 
Trash Haulers” alive for a further period of time! Hopefully, the government, in all its wisdom will see the waste of money and futility in such 
a venture and opt out of a competition to set a C-130 longevity record with the Navy’s ancient Sea King helicopter? 

Canada's C-17 transport plane lands in Afghanistan 
     In the pitch darkness of night, the Canadian military's new CC-177 transport plane touched down softly at Kandahar Military Airport  in 
southern Afghanistan. The pilots landed the giant carrier with its lights extinguished, guided solely by night-vision goggles. "We took a tactical 
approach with the night-vision goggles, with the airplane lights turned off, with the engines idling,'' said Maj. Jean Maisonneuve, chief check 
pilot at 429 Transport Squadron, in Trenton, Ontario. "In a way, we're sort of pioneers.''  
     “The gigantic, 200-tonne bird of steel is expected to have an effect on Canadian troop confidence as they continue to battle with Taliban 
insurgents,” Maisonneuve said in a short interview shortly after landing. "This plane will have a positive impact on the morale of the troops. 
Speaking with my colleagues, I can tell you that everyone is happy to know that we have modern tools at our disposal and a better (transport) 
capacity than before,'' he said. 
     The C-17, a four-engine military transport plane built by Boeing, is phenomenal. It is 174 feet long, 22.5 feet wide and has a 169.8 foot 
wingspan. The inside is about 18 feet (loadable height) tall. The new planes can carry four-times the amount of cargo of the Hercules C-130 
transport planes, formerly the largest planes in the Canadian fleet. The CC-177s are designed to replace some of the aging Hercules fleet. 
     The CC-177s can also travel twice as fast, reaching up to 80 per cent of the speed of sound, and have a cruising speed of Mach 0.74 to 0.77. 

In its giant belly, the plane can carry 170,000 lbs of cargo, including vehi-
cles, and can transport up to 100 soldiers. "We could say that a CC-177 is 
capable of doing the work of six Hercules,'' Maisonneuve said. 
     The planes have not come without their controversy and certainly didn't 
come cheap. In total, the four planes purchased by the Canadian govern-
ment will cost about $3.4 billion, a bill that caused a tremendous political 
upheaval in the House of Commons. Former defence minister Gordon 
O'Connor justified the purchase of the four planes as they would make it 
easier to transport large quantities of materials for humanitarian missions 
abroad in the future, as well as help at home. 
     In October, the CC-177 made its inaugural flight by transporting aid 
equipment to Jamaica to help in the aftermath of hurricane Dean. Days 

later, the giant grey-blue plane's delivery to Kandahar included 77,000 lbs of equipment destined for Canadian troops. It was scheduled to de-
part from Canada just a few hours after landing.  
               The second CC-177 purchased by Canada arrived in October 2007 and two others will arrive in the spring of 2008.  

Annual Aircrew Bash Annual Aircrew Bash --  December 27, 2007 December 27, 2007 --- At Legion Branch 110, 20 Quinte St. Trenton  At Legion Branch 110, 20 Quinte St. Trenton  At Legion Branch 110, 20 Quinte St. Trenton --- Upstairs 1300  Upstairs 1300  Upstairs 1300 --- 1800 Hrs. 1800 Hrs. 1800 Hrs.   

If you have any comments, suggestions or corrections for this website, please forward them to  
Mac MacGregor at <lg.macgregor@sympatico.ca> Phone-613-475-5711 or Address - 17 Iroquois St. Brighton ON  KOK 1H0 
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GRAPHY 
 

I  joined the RCAF in August 1952. After 
completing the Airframe Course at 

Camp Borden, I was posted to ATCHQ ( Air 
Transport Command HQ ) where I spent six 
months in Log Control. For trade advance-
ment , I was posted over to 4 (OTU ) at Dor-
val, Quebec.   When the 4(OTU) moved to 
Trenton, I was transferred over to 436 
Squadron. Immediately after passing my 
Group 3 AF exam , my previous request was 

granted for a Technical Crewmans course on the C119, flying Box-
car. On a Monday afternoon on July 18, 1955 while on my second  
training flight of the day, my flying career was almost terminated. I 
was occupying the Radio Officers seat and the other technical crew-
man who was hung over from a week end of drinking. was beside 
me in the Navigators seat. Cliff Wenzel, the Captain, was in the Co-
pilots seat training a new pilot . It was a hot summer day and quite 
bumpy. The Captain’s brief case was behind his seat next to the 
Navigators seat. Suddenly, the other technical crewman became nau-
seated and  put a direct hit into the open briefcase. The sight and 
smell almost did me in, but I was able to hold back. As soon as the 
Captain smelled the odour, he looked around at his brief case. He 
immediately ordered the other pilot to get this ######## aircraft on 
to the ground and that was the end of my fellow technical crewman. 
     I logged 4819 hours in seven years on the C-119 during which 
time I  had spent many days in the Arctic. A normal flight to Alert, 
NWT lasted 6 days if you were lucky. The routing was Trenton 
overnight for loading, then the next day, Trenton to Winnipeg, then 
on to Churchill, Manitoba with possible stops at Lakehead on the 
first leg and the Pas on the second leg if the head  wind were strong. 
The next day we flew to Resolute Bay and Thule. A fuel stop at 
Coral Harbour on the first leg was normal. Our freight loads always 
put us at maximum take off weight .The next days schedule was to 
Thule, Alert and back to Thule. On arrival at Thule from Alert, we 
had either a 25 or a 50 hour engine check to carry out. As the C 119 
had low priority status for the hangar at Churchill, the checks were 
carried out in Thule. Thule had a hangar in which to carry out the 
work otherwise we would do the check outside While on the C119’s, 
I served a tour of 66 days in 114 Communications Flight, based in  
Capodichino in Italy. On my first flight with the UN to Egypt, we 
carried 38 combat ready soldiers onboard. After a fuel stop in Suda 
Bay in Cyprus, both engines on the C119 started coughing, 
“PANIC, BIG TIME”.  I stated that I had only filled the inboard 
fuel tanks, so we selected the outboards. The engines settled down 
and we carried on to Abu Sueir in Egypt. On arrival, I drained all the 
water from the inboard tanks and we flew back to Italy with no fur-
ther problems. During our stop at Suda Bay, we had to clean up their 
fuel filtration system .  
    In January 1962, I was promoted to Acting Sergeant and started 
the CC-106 Yukon course. After completing the course, I was  
posted to 437 Squadron . It was a good tour and I progressed well. 
Perhaps I can now confess to CWO Trethowan that I had a really 
bad day with one dumb move. On June 5, 1964, we were tasked for 
a static display at the Rockliffe airshow. Myself and the other FE 
knew the aircraft had an internal hydraulic leak, which was unde-
tectable with the engines running. So for the static display, rather 
than tie the propellers with hideous looking straps, we took turns 
every ten minutes, using the hydraulic hand pump to build up pres-
sure for the prop brakes. Everything worked smoothly all afternoon. 

At 4 P.M. the airshow was just about over and the aircraft was com-
mitted for another flight. So it was decided we would have to tow the 
aircraft out onto the runway to start the engines for take off out over 
the Ottawa river. I was chosen to ride the brakes during the tow . 
Everything went smoothly as we towed the aircraft through the 
crowd of people which included the press, who were still milling 
around. At the end of the runway the tug stopped. As I had main-
tained hydraulic pressure throughout the tow, I set the brakes. The 
tug unhooked and departed. Then the other FE called up to me stat-
ing he and the other two technicians could not connect the nose 
wheel scissors. He suggested that the runway was sloping down and 
if I released the brakes they would be able to align the scissors - 
WRONG ! - as soon as I released the brakes the aircraft started to 
roll ahead and the FE and two technicians dropped the tow bar. They 
stood back and hollered, “BRAKES”. Now about 10 to 20 feet down 
the runway, I was almost in prone position as I desperately pumped 
up the hydraulic pressure while I depressed the brake pedals. Yes, 
we waited for the tug to come back. Can you imagine the press head 
line - CANADAIR YUKON ROLLS INTO OTTAWA RIVER. 
    In August 1969, I was one of  seven Flight Engineers selected for 
CFR as a Flight Engineer Officer. I was given the CC-130 course 
and assigned to 436 Squadron, in Ottawa. This was a real challenge, 
but with good support from the FEs and the senior warrant officers, 
everything went smoothly. Then the squadron also relocated to Tren-
ton. After a full tour with 436 for the second time, I was posted to 
426 (4 OTU) for the second time.  
     My most eventful memory was the evacuation mission in Saigon, 
Vietnam. In April 1975, we had gone to the Far  East as a long range 
trainer for all flight crew members. As we were the only Canadian 
Military aircraft in the area, we were delegated for evacuation 
standby. We made two flights airlifting babies and children from 
Saigon to Hongkong. I still have strong memories of one Vietnamese 
boy who was about nine years old. He came up to the flight deck 
wearing USA dog tags. I asked him why he was wearing them and 
he replied, “these are my fathers and I am going to Omaha, Nebraska 
to my dad”. Some of the babies were only a few months old and on 
arrival they were guarded until CP AIR flew them to Canada. Our 
third flight was for the embassy staff along with many artifacts that 
they had acquired, even including  a Mercedes car. Hundreds of peo-
ple were begging us to be evacuated  including the embassy chauf-
feur of the Mercedes. It was material things over people as decreed 
by the senior member from the embassy, this included his driver. Of 
course, each flight was an assault approach and landing at Saigon. 
You would fly in high and dive for the runway. The take offs were 
similar - full power with brakes on, release brakes, roll, rotate and 
climb as rapidly as possible to avoid any rockets or missiles.      
    In July 1978, I was posted to ATGHQ again (formally ATCHQ) 
as the Senior Officer Flight Engineer. For the position, it required 
more training on the CC-117 Falcon, CC-I32 DH Dash 7 and the 
CC-137 Boeing 707. After four years, a ground job posting to 
NDHQ was the best the military could offer. Even with the prospect 
of a promotion to Major, it was not enough to compete with the lure 
of the commercial  aviation world. 
     After thirty years and 16,562 flying hours on six aircraft types, I 
began my civil flying with WORLDWAYS CANADA as FE on 
B707. As WORLDWAYS bought newer aircraft, I progressed to the 
DC 8 and on to the L-1011 aircraft. When WORLDWAYS went 
bankrupt in 1990, I had accumulated another 4925 hours on all of 
their three types of aircraft. After a year of  “clipped wings”, I was 
off to Sri Lanka for an FE position on their L-1011s. It was a very 
interesting tour! AIR LANKA owned/leased five L-1011s . Every 
aircraft was different. One was a 50 series, one was a  100 series, 
two were 250 series and one was a 500 series. Three were calibrated 
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in pounds and the other two were in kilos. To add to the differences, 
the personnel were Sri Lankans, Tamils, British, German, Swedish, 
Jordanians, Syrians and Americans. You can appreciate that trying 
to meld the different aircraft series and nationalities into one airline 
required rigid standardization. While I was in Sri Lanka, a civil con-
flict was raging. During my two years there, the Prime Minister, the 
leader of the Opposition and the Military Chief of Staff were all 
assassinated. When Prime Minister Primadessa died, the people 
stood in a queue all day in blazing thirty degree temperatures to 
mourn his death. The government set up corrugated metal sheets to 
serve as toilet facilities for the people. A real hummer of a place to 
relieve yourself. 
     As AIRLANKA was the national airline of Sri Lanka, in order 
to present an image to the rest of the world, we were always 
lodged in five star hotels on layover flights. Because there was a 
civil war in progress, few expatriates were willing to join the air-
line. Thus, we were treated very well. Due to the great distance of 
Sri Lanka from Europe, all of the layovers in Europe were from 
four to six days.  
    As soon as I was checked out with the airline, my wife Shirley 
flew to Paris, and we enjoyed five days there before she came to 
Columbo on my flight. During Shirley’s month in the capital, it 
was a real introduction to the third world. Shirley was able to ac-
company me on flights to London, Dubai, Abu Dhabi and back to 
Paris for another five days before her return to Trenton. Shirley 
also flew over to Rome with me for a six day layover and she also 
went to Amsterdam with me for five days when I terminated my 
contract.  
     Just short of my two year tour and after flying another 1294 
hours, I resigned from AIR LANKA  because I had been tenta-
tively promised a FE position with ROYAL AIRLINES. I was to 
start with Royal at the beginning of the overseas tourist season. 
This did not materialize until April 1995. I flew with ROYAL on 
the L-1011 until they sold the TriStars in October 1997. In No-
vember 1997, I went to the UK to fly L-1011s with TBG AIR-
WAYS (an affiliate AER TURUS LTD). In October 1999 after 
another 735 hours, JAROPS (JOINT AIR REGULATIONS 
EUROPE) would not renew my FE licence beyond age 65. 
     In summary, after over 44 years on eight aircraft types and 
having logged a grand total of 25,440 flying hours with another 
829 hours in the simulator, it was CLIPPED WINGS TIME!. 
Shirley and I still reside in the same home we bought in 1968 and 
our three sons also live in the local area. I still remain a proud old 
FE who believes in the CMFEA. 

Here are three Luster-Domes who reached 
the 80 year old milestone this year; 

L to R—Murray Leedham, October  -  Suds Brunton, July 
Goeff Brogden, June 

Be cautious of the NO-HAIR-GLARE! It could blind you . . .  

T he Air Force Association of Canada presented its annual awards 
of excellence to members of the Air Force at the AFAC Annual 

General Meeting in Ottawa, on 
October 13 - 14.  
     This year, Sergeant Lindsay 
MacGregor, a flight engineer 
instructor at 426 (Transport) 
Squadron was named Air Person 
of the Year for his "exemplary 
dedication" to the Air Force and 
to the Air Force Association of 
Canada and for his volunteer 
work founding AFAC's 401 
(R.L. Edwards) Wing.  Sgt Mac-
Gregor was also described as "a 
genuine airman, who consis-

tently performs duties above and beyond those required, providing a 
bridge between serving and retired air force members. Sergeant 
McGregor's efforts on and off duty have been and continue to be a 
beacon of exemplary airmanship, for which he is recognized." 

AIR MARSHAL C. ROY SLEMON AWARD  
(AIR PERSON OF THE YEAR) 

This award was established in 1973 to recognize annually the air 
person who by individual achievement exemplifies “the best” in 
Canada’s Air Force. The Canadian Forces Air Person of the Year 
Award was renamed the Air Marshal C. Roy Slemon Award after 
one of the founding members of the Royal Canadian Air Force 
and one who personified excellence throughout his illustrious ca-
reer.  Mrs. Slemon presented the first award in Penticton in 1992. 

Sgt Lindsay MacGregor, a flight 
engineer instructor at 426 
(Transport) Squadron, was 
named Air Person of the Year.  

Ted Mahood, past President AFAC, Mac MacGregor,  
LGen Angus Watt.  

Flying palace to cost Saudi a princely sum . . . . 
    In the annals of excess, it could be a new high: a supersized luxury 
airplane, bought and outfitted solely for the private comfort of a 
Saudi billionaire . 
     Once done, the Airbus A-380, the world’s biggest passenger 
plane, will be a “flying palace” for Prince Alwaleed bin Talal. 
     Airbus SAS would not give a specific price tag for the VIP dou-
ble-decker jet, saying only that it would cost more than the aircraft’s 
list price of $320 million US. That does not include what the prince 
will spend to include whatever he wants. Options include private 
bedroom, a movie theatre or even a gym with a Jacuzzi. He’ll also 
need a flight crew of about 15 to operate the luxury liner. 
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On September 26th, the 
415 Squadron Flight 
Engineer 
by-monthly luncheon 
was held at the former 
Officers Mess at CFB 
Summerside. In atten-
dance were the follow-
ing; Orv Miller,Ed Pike, 
Karl Farnsworth,Denny 
Cock, Dixie Walker, 
Frank Francoeur, Bob 
Pinkham, George 
Doucette, Bud Mac-
Donald, Bernie Hart-
wick and Gord Bee-
man. 

Lots of laughs and 
good stories were 

shared by all! 

Last  June 29 marked the 'end of seasoning' training that Canadian CC-177 aircrews had been receiving with the USAF. Seasoning train-
ing is the second phase of the C-17 course where crews take what they learned in the classroom and simulator, and put it to the test 

by flying alongside real operational missions with their USAF instructors. 
     Six pilots and six loadmasters selected as the first crews for the aircraft had been engaged in initial qualification training since the fall of 
2006. Both pilots and loadmasters attended their respective, three month, "initial qualification" courses under the direction of the 97th Airlift 
Wing (AW) at Altus AFB in Oklahoma. After finishing that course, each member then went to McChord AFB for continued, post-graduate, 
"embedded" training. 
     Canada opted for the "seasoning" of its initial cadre in order to gain operationally qualified aircrew capable of immediately conducting high 
priority missions with Canada's first CC-177. During their time at McChord AFB the initial cadre received flying instruction from Canada's two 
original C-17 exchange pilots, Major Jean Maisonneuve and Major Jeremy Reynolds. In addition, Major Robert Matthews and Major Marc 
Miller, both from the USAF's 62nd Operational Support Squadron (OSS), brought their extensive experience to the combined training of the 
initial cadre. In terms of exposure to operations, 12 of the initial cadre were able to operate on several combat missions in and out of Afghanistan 
flying with the 313th AS personnel. 
     313th AS's contribution was fundamental in ensuring that Canada's first cadre of CC-177 pilots and loadmasters received the essential train-
ing to ensure their operational readiness. Furthermore, flying as combined CF/USAF crews resulted in a newly found close bond between 
the 313th AS and Canadian crews - this will be especially important as future members of the new CC-177 squadron in 8 Wing Trenton undergo 
their training from the USAF. The experience has resulted in the forging of new and closer ties with one of our allies thus assuring continued 
future success and interoperability. 
     The weather was beautiful, the crowd of more than 1,000 National Defence representatives and Boeing C-17 employees was delighted, and 
the aircraft is magnificent. With the backdrop of 'Canada One' parked nearby, the CF took delivery of the first of four C-17 Globemaster IIIs at a 
ceremony held August 8 at Boeing's Long Beach, California manufacturing facility. 
     Shortly after, Canada's newest aircraft, which is now officially designated as the CC-177, lifted off from Boeing's Long Beach, California 
manufacturing facility, it made a brief stop at the Abbotsford, B.C. air show on August 11, and on Sunday August 12 was welcomed to its home 
with 429 Transport Squadron, 8 Wing Trenton. 
     "The test flights are over, our flight crews are trained, the Maple Leaf is painted on the fuselage of Canada One, and the first of our four CC-
177s is ready to come home," said Dan Ross, National Defence's Assistant Deputy Minister (Materiel). Today's delivery ceremony marks a new 
stage in Canada's ability to provide strategic airlift and support of our military, humanitarian operations and, most specifically, to Afghanistan." 
Canada is Boeing's third international C-17 customer, following the United Kingdom's Royal Air Force and the Royal Australian Air Force. Boe-
ing delivered the second Canadian aircraft in October and the final two aircraft will arrive in 2008. The CC-177 is capable of carrying huge 
loads, flying between continents and landing on short, austere runways. 
     "Boeing again has made good on our commitment to provide world-class airlift capability to our customer in world-record time," said Dave 
Bowman, Boeing vice-president and C-17 program manager, as he handed over the ceremonial keys to the aircraft. "This is yet another great day 
for Boeing..." 
     More than 60,000 aviation enthusiasts witnessed the inaugural appearance of the CC-177 Globemaster III on Canadian soil at the 45th An-
nual Abbotsford International Air Show in British Columbia, a premier aviation event in Canada. 
     During the patriotic and spirited ceremony, the Honourable Gordon O'Connor, Minister of National Defence, the Honourable Jostle Verner, 
Minister of International Cooperation, and Lieutenant-General Angus Watt, Chief of Air Staff, welcomed the arrival of Canada's first CC-177 
Globemaster III strategic airlift aircraft. 
     The normal noise of the air show was silenced as the spectators' attention was captured in this important milestone in Canadian Forces his-
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tory. The theme of the event was overwhelmingly patriotic with the Canadian Forces Sky Hawks Parachute Team jumping in the Canadian flag. 
Air show spectators photographed the celebrated aircraft - now designated the CC-177 Globemaster in Canada's Air Force - with the Canadian 
Air Force flag ceremonially flying from the top of the cockpit. 
     With an approximate range of 2,400 nautical miles, an ability to land on unpaved short runways (about 7,900 feet with maximum pay-load) 
and a cargo floor length 68.2 feet long, 18 feet wide and 13 feet high, the CC-177 Globemaster III is an unprecedented capability to support both 
domestic and international operations. Generators, water purification equipment, medical equipment and or food supplies are examples of some 
of the life-saving cargo that strategic airlift can deliver to Canadians, or to those in need around the world, in emergency situations. The Canadian 
Forces Disaster Assistance Response Team (DART), for example, will use strategic lift to great advantage by deploying troops and equipment 
faster to alleviate suffering in those parts of the world afflicted by crisis due to natural disasters 
     At about 1:30 p.m., the CC-177 took off from the Abbotsford International Airport en-route to its home base of Trenton, Ontario., giving spec-
tators a thrilling, first-hand view of the impressive aircraft in flight. 
     The 12th of August was a glorious day at 8 Wing Trenton, Ontario, with the Canadian flag, Canadian Forces flag and Air Force flag snapping 
in the sunny breeze, and the newly arrived CC-177 front and centre. During the CC-177's homecoming celebration, it was difficult for anyone to 
take their eyes off the new aircraft dubbed 'Large and In-Charge' due to its size and its ability to give Canada the independence of having its own 
strategic airlift.  
     "It's a great day for the Air Force," said Chief of the Air Staff (CAS), Lieutenant-General Angus Watt. "As Commander of the Air Command, 
there's nothing I like to do better than welcome new aircraft. And this is a special day for Canadians because the CC-177 is quite an aircraft! 
I'm sure I'm preaching to the converted when I say that air mobility has always been an important capability for the Canadian Forces both at 
home and abroad given the vast size of our country. The demand always exceeds the supply.” 
     "The CC-177 is more than an airplane, it's a brand new capability," he continued. "In the Canadian Forces we hear talk about transformation 
and a lot has been accomplished. What you see here is transformation in action. This is transformation you can see, transformation that you can 
touch, transformation you can feel. And having flown in the aircraft yesterday, it's transformation you can smell - it smells like a new car!" 
The CC-177s will provide the Canadian Forces with quick reaction time, flexibility to fly almost anywhere in the world, and ability to aid tre-
mendously with humanitarian disaster relief-making the Canadian Forces a leader on an international scale. 
     "We purchased this aircraft not just for the Air Force, but also for the Canadian Forces. It's a Canadian aircraft for all our interests that will 
provide support for at least 30 years - probably longer knowing the Canadian Air Force! You can imagine all the thousands of passengers and 
millions of tons of cargo it will carry in that time." 
     LGen Watt thanked Colonel Joe Breen, the U.S. attaché to Canada, for his help in helping see the Globemaster project to its completion. 
"I couldn't be happier welcoming the latest aircraft to 8 Wing," said Colonel Mike Hood, Commander of 8 Wing. "As the air mobility hub and 
nexus of expeditionary capability in the Canadian Forces, I think Trenton is the most appropriate home for the long list of aircraft that have 
graced this tarmac… it's a real honour for 8 Wing to be chosen as the home of the Globemaster and I humbly say that I can't think of a better 
place for it. If there were ever a group of dedicated, talented and professional people that could meet the challenge of introducing and operating a 
new fleet of aircraft while keeping a pace of operations in support of missions in Afghanistan, this is the place. Today is proof positive of Air 
Force transformation and renewal. I think all of us at 8 Wing can be proud that we're part of an institution that values our contributions and is 
willing to ensure that the men and women of the Air Force have the best equipment available to execute our missions." 

The second CC-177 landed at its new home at 8 Wing Trenton, Ontario on October 18, 2007. 

     Rapid, reliable and flexible - the strategic and tactical CC-177 
Globemasters have just what it takes to transport of large amounts of 
passengers and equipment over long distances in response to domes-
tic emergencies or international crises. 
     Boeing's C-17 (officially designated as the CC-177 in Canada) is 
Canada's newest airlift purchase and will help provide everything 
from rapid strategic delivery of troops to cargo transport of over-
sized combat equipment from coast to coast and to anywhere in the 
world - including to our troops in Afghanistan. 
     The Globemaster will be flown with night vision goggles which 
will give it a huge tactical advantage when flying into threatening 
territory. Operated by a crew of three - pilot, co-pilot and loadmaster 
- the CC-177 is equipped with an advanced digital avionics system, 
has a maximum range of approximately 5,500 nautical miles and can 
carry a payload of up to 160,000 pounds. To illustrate the power of 
these aircraft, their four engines - Pratt & Whitney 2040 series - each 
produce 40,440 pounds of thrust.  
     But perhaps most useful of all, the CC-177's ability to fly long 
distances and land in remote airfields makes it a premier transporter 
for military, humanitarian and peacekeeping missions. Its ability to 
take off and land on unpaved runways as short as 3,500 feet and as 
narrow as 90 feet wide during the day or night, is a very practical 
trait. 

     Canada took delivery of its first CC-177 in August 2007, and the 
second in October 2007. Two others should be delivered by summer 
2008. The CC-177s are part of 429 Transport Squadron at 8 Wing 
Trenton, Ontario. 
     429 Squadron officially stood down on July 8, 2005 and joined 
ranks with its sister transport squadron, 436. 
     The Air Force decided to amalgamate the squadrons in order to 
create positions for the new Canadian Aerospace Warfare Centre 
which officially opened in Trenton on August 1, 2005. 
     The RCAF Museum acted as Custodian of the 429 Squadron 
Colours in the event that the unit was re-activated.  
     The squadron was first formed on November, 7, 1942 as a 
bomber squadron at Yorkshire, England. During WWII, Bison in-
ventory included the Wellington, Halifax and Lancaster bomber. 
The squadron received its colours in 1992, after more than 25 years 
of continuous service. 
     On July 18th, 2007, 429 (Transport) Squadron, nicknamed Bison 
Squadron, was reactivated after two years of being disbanded. It was 
a celebrated event. 
     "When the first of our strategic lift aircraft arrive here this sum-
mer, we have to be ready to support them, and that's why we need 
429 Squadron," said the Honourable Gordon O'Connor, Minister of 
National Defence at the standup parade that marked the a new be-
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ginning for the squadron. 
     429 Squadron will be responsible for the day-to-day maintenance 
of Canada's newest aircraft, the CC-177 Globemaster IIIs. As the 
remaining aircraft are delivered, the squadron's operating capabili-
ties will increase. 
     "It is only fitting that 429 Squadron be re-formed today with such 
a bright and auspicious future," said Lieutenant-General Steve Lu-
cas, Chief of the Air Staff. "Never before has this country had a true 
strategic airlift capability." 
     The acquisition of the Globemaster III, which provides a strate-
gic lift capability, will give the Canadian Forces with an independ-
ent means of rapidly, reliably and flexibly moving heavy equipment 
over vast distances to respond to domestic or international crises. It 
also reduces the number of crews and stopovers required, and will 
alleviate the workload for the tactical Hercules fleet. 
     "The arrival of the CC-177s will give us a greater ability to reach 
across Canada and to all four corners of the world, and we will be 
much more responsive," said the new Commander of 429 Squadron, 
Lieutenant-Colonel Dave Lowthian. 
     Once at full strength, 429 Squadron is expected to have about 
160 personnel, including aircrew, technicians and support staff. 
     The newest chapter in the history of 429 Squadron has now be-
gun 

C-74 Globemaster 
     During the early 40's, just after Pearl Harbor, the Army Air Corps 
realized the need to move their large vehicles and equipment great 
distances in a short amount of 
time. The personnel at Douglas 
Aircraft's Santa Monica divi-
sion also saw the need and im-
mediately began design studies 
towards an extended version of 
the DC-4. 
     Beginning in early 1942, Douglas began development of the C-74 
Globemaster I. This large four-engine transport would meet the need 
for an aircraft that could support the demands of a global logistics 
network with larger payload and transoceanic range. In July 1942, a 
contract was awarded to Douglas to build 50 of the giant planes. 
Development took longer than expected, and the first aircraft did not 
fly until just after the end of the war. By that time the government 
was canceling or reducing all aircraft production, including the pro-
duction run of the C-74, which was reduced to just 14 aircraft. 
     The Douglas C-74 Globemaster was the largest US landplane 
next to the Douglas XB-19 when it flew for the first time on Septem-
ber 5, 1945. Pan Am ordered twenty-six from Douglas under the 
designation DC-7, but the order was cancelled in late 1945. The Air 
Force acquired fourteen C-74 Globemasters. 
     Called Globemaster because of its ability to circumnavigate the 
world with only two stops, the C-74 was designed for self-
sufficiency. A combination of features enabled it to operate any-
where in the world, independent of any transportation network or 
facilities. Self-contained electrical power enabled the crew to change 
engines if needed and to load cargo using internal cranes and freight 
elevators that lifted cargo to and from the ground. 
     The C-74 was basically a scaled-up DC-4 / C-54, with a low 
wing, four engines, conventional tail, and tricycle landing gear with 
twin wheels on each unit. The engines were Pratt & Whitney (P&W) 
R-4360-27 Wasp Major radials with 3,000 horsepower each, driving 
fully reversible Curtiss electric propellers to permit shorter landings 
and improved taxi maneuverability. The wings features a sophisti-
cated arrangement of flaps to permit shorter takeoffs. 

The C-74 had a crew of five, including copilot, pilot, radio operator, 
navigator, and flight engineer. Crew rest quarters were included for 
long-duration missions. Passageways were provided in the wing to 
permit the flight engineer to perform servicing and repairs while the 
machine was in flight. 
      In an aerodynamic sense, the airplane was remarkably efficient. 
The C-74 featured a laminar-flow wing and full-span fowler flaps. 
One of its strangest features was the twin bubble canopies. The air-
craft had unusual 'bug-eye' canopies which were chosen more for 
safety than aerodynamics. They allowed the pilots a nearly unob-
structed 360-degree view around the aircraft. The separate canopies 
made communication and cooperation between the pilot and co-pilot 
difficult; a conventional cockpit would later be retrofitted. The crew 
was provided with quarters, though compact. The engineer's station 
was behind the copilot, the radio operator was stationed behind the 
pilot and the navigator was stationed behind him. A toilet, buffet and 
sleeping quarters were also provided for a relief crew. 
     Only one C-74 was used during the Berlin Airlift, with a capacity 
of 74,000 pounds. The C-74's performance in the Berlin Airlift had a 
significant impact on subsequent airlift operations. It had a 22-ton 
payload, but its heavy weight broke up the runways at Tempelhof 
Air Base, Berlin. All the C-74s were stationed at Brookley Air Force 
Base, Ala., in 1950. 
     All C-74 Globemasters were retired from active duty with the Air 
Force by July 1955. The Air Force had scrapped all the C-74s at 
Davis-Monthan AFB, Arizona in 1965. The Air Force Museum 
scrapped the last vestige of Air Force Globemaster when they rele-
gated the YC-124C, 48-795 (the prototype of the Globemaster II 
which had been converted from C-74, 42-65406) to fire-fighting 
training in 1969. 
     During its short career it set a record for being the first aircraft to 
cross the North Atlantic with more than 100 passengers, and was 
flown at a gross weight of 86 tons - the most weight for any pow-
ered aircraft up to that time. The fifth Globemaster had the distinc-
tion of being the prototype for the plane that would replace the C-
74: the C-124 Globemaster II 
     The C-124 was developed from 1947 to 1949 by Douglas Air-
craft from a prototype created from the WWII-design Douglas C-74 
Globemaster and based on lessons learned in the Berlin Airlift. The 
aircraft was powered by four large Pratt & Whitney R-4360 piston 

engines producing 3,800 horse-
power each. The C-124s design 
featured two large clamshell 
doors and a hydraulically-
actuated ramp in the nose as 
well as a cargo elevator under 
the aft fuselage. The C-124 was 

capable of carrying 68,500 lb of cargo, and the 77 ft (23.5 m) cargo 
bay featured two overhead hoists, each capable of lifting 16,000 lb 
(7,000 kg). As a cargo hauler, it could carry tanks, guns, trucks and 
other heavy equipment, while in its passenger-carrying role it could 
carry 200 fully equipped troops on its double decks or 127 litter pa-
tients and their attendants. It was the only aircraft of its time capable 
of transporting heavy equipment such as tanks and bulldozers with-
out prior disassembly. 
     The first flight of a C-124 took place on November 27, 1949. The 
C-124A was followed in service by the C-124C, which featured 
more-powerful engines as well as wingtip-mounted combustion 
heaters that provided cabin heating and wing and tail surface deic-
ing, and an APS-42 weather radar in a distinctive nose "thimble." 
These latter improvements were eventually retrofitted to the C-
124As 
     The C-17 is the newest airlift aircraft to enter the Air Force's in-
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ventory.  
     The C-17 Globemaster III is the third aircraft to use this designa-
tion. Two previous versions of this venerable system have seen ser-
vice, from the Berlin Airlift (the C-74 Globemaster I) to Southeast 
Asia (the C-124 Globemaster II). 
     Significant features of the multi-engine C-17 include: supercriti-
cal wing design and winglets to reduce drag, and provide increased 
fuel efficiency and range; receiver in-flight refueling capability; ex-
ternally blown flap configuration, direct lift control spoilers and high 
impact landing gear system, which contribute to the aircraft's capa-
bility to operate into and out of small austere airfields; forward and 
upward thrust reverser system that provides backup capability, re-
duces the aircraft ramp space requirements, and minimizes the inter-
ference of dust, debris, and noise on ground personnel activities; 
cargo door, ramp design and cargo restraint systems that are oper-
able by a single loadmaster and that permit immediate equipment 
offload without special handling equipment; two-man cockpit with 
Cathode Ray Tube (CRT) displays that reduce complexity and im-
prove reliability; maximum use of Built-In Test (BIT) features to 
reduce maintenance and troubleshooting times; and walk-in avionics 
bay below the flight deck that improves accessibility. 
     The C-17's system specifications impose a demanding set of reli-
ability and maintainability requirements. These requirements include 
an aircraft mission completion success probability of 93 percent, 
only 18.6 aircraft maintenance manhours per flying hour, and full 
and partial mission capable rates of 74.7 and 82.5 percent respec-
tively for a mature fleet with 100,000 flying hours. 
     The C-17 measures approximately 174 feet long with a 170-foot 
wingspan. The aircraft is powered by four fully reversible Pratt & 
Whitney F117-PW-100 engines (the commercial PW2040 series 
version is currently used on the Boeing 757). Each engine produces 
40,440 pounds of thrust, located on pylons ahead of and below the 
wing leading edge. The engines are equipped with directed-flow 
thrust reversers capable of deployment in flight. On the ground, a 
fully loaded aircraft, using engine reversers, can back up a two per-
cent slope. The thrust reversers direct the flow of air upward and 
forward to avoid ingestion of dust and debris. Combined with pro-
pulsive lift, the advanced thrust reversers enables short landings. 
The thrust reversers are an integral part of the C-17 nacelle. When 
thrust reversal is initiated, both fan and core exhausts are redirected. 
Thrust is directed forward and upward through exposed louvers for 
maximum reverse thrust. During ground operations, the thrust re-
versers can be deployed with engines idling, directing engine blast 
away from personnel working cargo. 
     Technologically, the heart of the C-17 is its propulsive lift sys-
tem, which uses engine exhaust to augment lift generation. By di-
recting engine exhaust onto large flaps extended into the exhaust 
stream, the C-17 is capable of flying steep approaches at remarkably 
slow landing speeds. This equates to the aircraft's ability to land pay 
loads as large as 160,000 pounds on runways as short as 3000 feet. 
The "externally blown flap" or "powered-lift system" enables the 
airplane to make slow, steep approaches with heavy cargo loads. 
The steep approach helps pilots make precision landings with the 
aircraft, touching down precisely in the spot desired on limited run-
way surfaces. This was accomplished by diverting engine exhaust 
downward, giving the wing more lift. In the flap system, the engine 
exhaust from pod-mounted engines impinges directly on conven-
tional slotted flaps and is deflected downward to augment the wing 
lift. This allows aircraft with blown flaps to operate at roughly twice 
the lift coefficient of that of conventional jet transport aircraft. 
     Like other military transports, the C-17 uses a "supercritical" 
wing. These are advanced airfoil designs that enhance the range, 
cruising speed and fuel efficiency of jet aircraft by producing 

weaker shock waves that create less drag and permit high efficiency. 
     In the mid-1970s, NASA Langley developed the winglet concept 
through wind tunnel research. Winglets are small, wing-like vertical 
surfaces at each wing-tip of an aircraft that enable the airplane to fly 
with greater efficiency. They curve flow at the wingtip to produce a 
forward force on the airplane, similar to the sail on a sail boat. The 
concept was first demonstrated in-flight on a corporate Gates Model 
28 Longhorn series Learjet, and further tested on a large DC-10 air-
craft as part of the NASA Aircraft Energy Efficiency (ACEE) Pro-
gram. Winglets were installed on a KC-135A tanker on loan from 
the Air Force and flight tested at NASA Dryden in 1979 and 1980. 
Eventually, winglets were applied to the C-17. 
     Sixteen-thousand pounds of composite materials have been ap-
plied to the aircraft. Several of the major control surface and secon-
dary structural components of the C-17 are made of composites. The 
most direct contribution to C-17 applications was the development 
of the DC-10 graphite-epoxy upper aft rudders. These rudders have 
accumulated more than 500,000 flight hours since they were intro-
duced into regular airline service in 1976. The high-time rudder 
alone has flown for 75,000 hours. The control surfaces of the C-17 
follow the same multi-rib configuration as the DC-10 rudders. 
     The aircraft is operated by a crew of three (pilot, copilot and 
loadmaster). Cargo is loaded onto the C-17 through a large aft door 
that accommodates military vehicles and palletized cargo. The C-17 
can carry virtually all of the Army's air-transportable, outsized com-
bat equipment. The C-17 is also able to airdrop paratroopers and 
cargo. 
     Maximum payload capacity of the C-17 is 170,900 pounds, and 
its maximum gross takeoff weight is 585,000 pounds. With a pay-
load of 130,000 pounds and an initial cruise altitude of 28,000 feet, 
the C-17 has an unrefueled range of approximately 5,200 nautical 
miles. Its cruise speed is approximately 450 knots (.77 Mach). 
     The design of this aircraft lets it operate on small, austere air-
fields. The C-17 can take off and land on runways as short as 3,000 
feet and as narrow as 90 feet wide. Even on such narrow runways, 
the C-17 can turn around by using its backing capability while per-
forming a three-point star turn. 

429  Squadron was officially stood down on 
July 8, 2005 and joined the ranks with 

its sister transport squadron, 436, in what was argua-
bly the first tangible step towards Air Force transfor-
mation. 
     The consolidation of two squadrons into one saw 
436 Sqn approximately double in size. While in cus-

tody at the museum, the Colours (with their eight Battle Honours) 
formed the cornerstone of a 429 Sqn display. The display included 
the squadron emblem, mascot (a large Bison head), and squadron 
crest. Because 429 flew the Halifax bomber during the unit’s early 
years, all artifacts were eventually located alongside the museum’s 
Halifax bomber aircraft upon completion of its restoration. 
     On July 18, 2007,  429 (Transport) Squadron, nicknamed Bison 
Squadron, whose motto “Fortunae Nihil” (Nothing to Chance), was 
reactivated after two years of being disbanded. It was a celebrated 
event.  
      When the first of our strategic lift aircraft arrived here this sum-
mer, we had to be ready to support them, and that's why we needed 
429 Squadron. 429 Squadron will be responsible for the day-to-day 
maintenance of Canada's newest aircraft, the C-17 Globemaster IIIs. 
It will prepare for the arrival of the remaining two C-17’s in  2008. 
As the aircraft are delivered, the squadron's operating capabilities 
will increase. 
     "It is only fitting that 429 Squadron be re-formed today with such 
a bright and auspicious future," said Lieutenant-General Steve Lu-
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Geoff and Ray presenting the Gaetz Sinclair Award to Cpl Mike 
Buggie for the top Flight Engineer Student of 2006. The award 
ceremony took place at 424 S&R Squadron in Trenton in Septem-
ber 2007 during the squadrons morning briefing. 

Radical new Boeing aircraft takes flight 
     In the design of Boeing's experimental X-48B aircraft, it's hard to 
know where the fuselage stops and the wings begin. Fittingly, the 

company is describing the craft as a 
"blended wing body," or BWB - and it's 
careful to point out the differences be-
tween this new shape and older, similar 
notions of the flying wing. That's partly 
because of the way the wings and fuse-

lage come together, and partly because the BWB design allows for 
more volume inside, Boeing says. 
     Following a sixth flight not long ago, the aircraft is now on hiatus 
till sometime in October as Boeing - and partners NASA and the 
U.S. Air Force Research Laboratory - perform maintenance, update 
software and flight control systems, and evaluate data from the first 
round of flights. Among the physical changes under way: engineers 
are taking off removable leading edges with extended slats and re-
placing them with slatless leading edges.  
     The company's new blended-wing plane hopes for fuel-saving 
planes. It would be a dream come true for the airline industry. A 
plane that uses up to 30 percent less gas to reach its destination, 
compared with today's jets. That's the promise of the blended-wing, 
a radically new kind of aircraft. Originally conceived by McDonnell 
Douglas and developed by NASA, the blended-wing merges fuse-
lage and wings and eliminates the tail, reducing drag. That makes it 
vastly more fuel-efficient than regular "tube-and-wing" jets, accord-
ing to Boeing engineer, Norm Princen. 
     His X-48B blended-wing prototype, now on the runway at Ed-
wards Air Force Base, is only about a 10th the size of the 240-foot-
wingspan craft he hopes to build. But the Pentagon is watching 
keenly. "Blended-wing technology can cost-effectively fill many 

cas, Chief of the Air Staff." Never before has this country had a true 
strategic airlift capability." 
     LGen Lucas addressed the members of the new squadron, saying, 
"You will have the resources and the responsibility to rapidly airlift 
large volumes of people and equipment during times of great ur-
gency and great stress." 
     Once at full strength, 429 Squadron is expected to have about 
160 personnel, including aircrew, technicians and support staff. 
   The newest chapter in the history of 429 Squadron has now begun. 

roles required by the Air Force," says Capt. Scott Van-Hoogen of 
the Air Vehicles Directorate. As a tanker, for example, it could re-
fuel two planes in midair at the same time. 
     For now Boeing is focused on making a military version of the 
plane by 2022. But by 2030 blended-wing aircraft could be carrying 
commercial passengers. Last November a team from MIT and Cam-
bridge University unveiled the SAX-40, 
a blended-wing design that promises to 
be more fuel-efficient than a Toyota 
Prius - and thanks in part to the engine 
placement, just as quiet (at 63 decibels). 
     These designs still have a bumpy ride 
before they'll be accepted by airlines: 
How to build a flat pressurized cargo hold is one challenge; another 
is asking passengers to sit 25 seats away from the window. Still, the 
rising costs of air travel may leave future road warriors with no 
choice but to blend into a blended-wing. 

Boeing's New 787 Dreamliner 
The company that ushered in the age of affordable commercial flight 
with the 707 in 1957 is trying to revolu-
tionize the industry again. Boeing’s 787 
Dreamliner combines lightweight mate-
rials with advanced communications 
systems and thrifty engines—The quiet, 
ultra-efficient General Electric GEnx 
is one of two engine options on the 787. (The other is Rolls-
Royce’s Trent 1000.) The GEnx uses an all-composite fan case 
and blades, as well as nozzles that spin a fuel/air mixture into 
the engine core, producing thrust at lower temperatures with 
fewer hydrocarbon emissions.  
     The company claims the 787 will burn 20 percent less fuel than 
the comparably sized 767. The innovations also include a com-
pletely new manufacturing process. Huge sections of fuselage are 
produced around the world, then flown via the specially designed 
747 Large Cargo Freighter to Everett, Wash., for final assembly. 
Shown above is the 787-8, scheduled for takeoff in 2008. The 787-3 
and 787-9 variants, for shorter and extended hops, respectively, will 
follow in 2010. 
     The 787 cockpit has dual head-up displays and electronic flight 
bags (EFB), which hold digital versions of the pilot’s maps, charts 
and manuals. The EFBs also offer ground navigation systems that 
help flight crews negotiate unfamiliar airports. Reducing pilot error 
during taxiing will help cut the risk of runway collisions. 
     Body -  Composite fibers - carbon graphite, held together by ep-
oxy - account for 50 percent of the overall fuselage, versus the 9 
percent in the 777, making the 787 lighter and stronger than alumi-
num-body aircraft. 
      The 787’s sweptback wings with variable-camber trailing edges 
give the craft 2 percent more lift compared to the 767. The Dream-
liner’s wings are longer than those of other planes its size, allowing 
them to flex more. Flaps, electric anti-icing and other systems are 
mounted on a single piece, simplifying maintenance and reducing 
the odds of failure. 
     The flat underside of the fuselage allows the 787 to fit 45 percent 
more cargo than the 767 does. 
      Unlike aluminum aircraft, which maintain a cabin pressure of 
8000 ft., the 787’s more resilient composite body can be pressurized 
to 6000 ft. The 787 reduces complexity by pressurizing the cabin 
using electric compressors, rather than bleed air from the engines. 
     Airplane air-conditioning systems tend to dehydrate passengers. 
But the Dreamliner’s noncorrosive body construction allows for 
higher, more comfortable humidity levels. 
     Many of the sensors in the Dreamliner are connected wirelessly 

SAX-40 
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Paddy (Frank) Moran passed away June 16, 2007. Here is his 
obituary that I received after the publication of the last newsletter. 
     Paddy was among a group of air force technicians who entered 
the Flight Engineer trade in the mid sixties after passing through the 
aircrew selection process in Centralia. This group formed the struc-
ture of FE's that entered the world of the C 130E type Hercules that 
was coming into service with 435 and 436 Squadron's at Namao and 
Ottawa replacing the aging C-119's and B model Hercules. 
     Little did this group realize that they would be exposed to a 
World Wide coverage of Hercules operations and travel from the 
Northern Arctic to the Bush and Deserts of Africa. This was also 
the coming of the heyday of NATO’s northern flank coverage to 
Norway, UN operations in the Congo, peace keeping operations 
between Israel and Egypt in the Suez Canal and long range train-
ing and re-supply trips to Canada's missions around the World. 
     Paddy was no stranger to bases from Thule in Greenland to 
Hickam AFB in Hawaii and beyond. It was this wide ranging experi-
ence in keeping a C 130 Hercules going in all sorts of conditions of 
weather and mechanical problems that stood him in good stead after 
his release from the Service and entry into Commercial Aviation. 
     Top Flight Commercial Operators both in Canada and around the 
world in that era rated Canadian Forces Flight Engineers at a high 
level and its no wonder that Paddy and many of his peers went to 
work in the commercial field at that time.  
     After Paddy's release, he worked briefly for E.B. Mill in Ot-
tawa. Then, after working  a few months with MOT at Uplands as 
an AME Technician, the call of the FE world saw him flying again 
as C-130 FE on operations with Quebec Air on the James Bay 
project from 1974 through 1981. 
     After termination and settlement of his contract with Quebec Air, 
he joined Air Minerve as a DC-8 FE from 1981 to 1984. He flew in 
Africa from 1984 to 1987. On his return to Ottawa, he flew with 
First Air as an FE on their 727  in the North country. He was a tech-
nical instructor for them for about 10 years. Some time over the past 
number of years, he developed stomach cancer and was transferred 
from the hospital to the Elizabeth Bruyere Palliative care unit in Ot-
tawa (former Ottawa General). He past away June 30, 2007 leaving 
behind his wife Joan and family. 
     As requested, no funeral or memorial services were held . His 
ashes were scattered on the Lake where he and Joan had honey-
mooned. 
     Paddy remained a rugged individual and character to the end. He 
was one of those people whose efforts brought the post war Aviation 
world of the Military and Commercial Aviation into the 21' Century.   

were thought to have been completed.  

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

 Jones, Dan, G.     May 15, 2007  
   Tonner, David E.   August 23, 2007 
   Bernier, Andre    August 28, 2007 
   Trethowan, John T.           November 29, 2007 

Fal l en  EaglesFal l en  EaglesFal l en  Eagles    
Eternal rest grant them O Lord, and let perpetual light shine upon them. 

to a central data processor. For instance, an “active gust alleviation” 
system uses sensors to measure turbulence at the nose, then instantly 
adjusts wing flaps to counter it. 
      A self-monitoring diagnostic system sends real-time data to 
technicians on the ground via a wireless broadband link. The system 
can predict mechanical problems, meaning less time in the hangar 
and fewer delays. 
      Although the interior of the Dreamliner is only 15 in. wider than 
that of similar aircraft, the extra space does allow for larger seats 
and a smidgen of extra room in aisles. Lavatories will be bigger as 
well, with limited wheelchair access. The most noticeable increase, 
however, will be in the overhead bins, which will each hold four 
roll-aboard bags. Windows will be 18.5 in. tall, the largest on any 
commercial plane, and have electronically adjustable electro chro-
mic dimmers. An on-board wireless network will stream entertain-
ment to seatback screens and allow passengers to surf the Web over 
a 250Kbps satellite connection. At the present time, orders for the 
787 have exceeded 700. 

Airbus A –380 
The world’s largest jetliner made aviation history on October 25, 
2007, completing its first commercial flight from Singapore to Syd-
ney with 455 passengers. The Singapore Airlines Airbus A-380 took 
off from Changi Airport without a hitch and landed about seven 
hours later in Sydney to launch a new era in air travel. 
     The double decker A-380 ends nearly 37-year reign of the U.S. - 
made Boeing 747 jumbo jet as the world’s most spacious passenger 
plane.. 
     SIA has ordered a total of 19, Airbus A-380’s, while Dubai-
based Emirates is Airbus’ largest customer with 55 on order. Airbus 
has received 165 orders to date from customers for the A-380.. 
     Still, not all analysts are convinced that the plane, which has a 
list price of $320 million US, will be a success. Although there is 
some demand for the A-380, its an expensive way to address a small 
market. The market was set to be dominated, by mid-sized, long-
haul, two-engine aircraft such as the rival Boeing 787 Dreamliner, 
which offers greater fuel efficiency than four-engine jets of the same 
size. 

The  Blohm & Voss BV 222 
     This aircraft was large by the standards of 70 years ago. It carried 
two Flight Engineers. One FE 
sat facing forward between the 
two pilots and the second FE sat 
facing aft at an FE panel on the 
starboard side of the cockpit 
area. How things have changed since then - from two FE’s, to none 
today!  
     The  Blohm & Voss BV 222 Viking (Viking) was a large Ger-
man flying boat of  World War II. The BV 222 Viking six-engined 
flying boat was originally ordered in September 1937 by  Deutsche 
Lufthansa  as a civil flying boat , but was quickly taken over as a 
military transport. A dorsal gun turret was added behind the cockpit. 
Rearward facing machine gun turrets were added on both wings. 
Access in flight through the wing was via a tubular wing spar of a 
metre in diameter. Engineers could also reach the two stroke diesel 
engines in flight via the same spar. 
     Originally the type was powered by Bramo 323 "Fafnir" radial 
engines. Later aircraft were powered by six 1,000 hp Jumo 207C 
inline diesel engines. The use of diesel engines permitted refueling 
at sea by U-Boats. The BV 222C-13 aircraft was a sole example 
fitted with Jumo 205C engines and later Jumo 205D. 
     The type was noted for a long flat floor inside the cabin and a 
large square cargo door aft of the wing on the starboard side. The 
flat floor was a welcome novelty for that era. Only thirteen aircraft 

In the final analysis, our most common basic link is that we all 
inhabit this small planet. We all breathe the same air. We all 
cherish our children’s future. And we are all mortal. . . .  
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Comox - August 29 - 31, 2008 
Registration fee - $15.00 per person. 
Meet & Greet - at 888 Wing will cost $15..00 per person and will 
                 consist of a mix of Seafood and Land-Dwelling Stuff. 
The Banquet & Dance - $40.00 per person. 
Breakfast - $15.00 per person. 
     With the exception of the Meet & Greet which will be held at 
the Wing, the Reunion will once again be held at the Westerly 
Hotel. 
     On Saturday, a tour of 407 (MP) and 442 T&R Squadrons 
are being considered. Depending on interests, a tour down Is-
land to the wine region for a winery tour is also a possibility. 
This tour would be an additional cost payable by those who 
wished to participate. For golfing enthusiasts, there is The 
Crown Isle and The Glacier Greens 18 hole golf courses. Fishing 
packages are also being looked into for those who may wish to 
go fishing. 
     BC Tourists and AAA Guide 2 Star or better accommodations       
in the area are: 
Best Western Westerly Hotel - 250-338-7741 or 1-800-668-7797 
Crown Isle Resort & Golf - ( Halfway between the Westerly and 
Wing/Base) -250-703-5050 or 1-888-338-8439 
Kingfisher Oceanside Resort & Spa - (South of Courtenay, approx. 
7 km) - 250-338-1323 or 1-800-663-7929 
Port Augusta Inn & Suites (Located in Comox) 250-339-2277 or 
1-800-663-2141 
Look for updates, and the Registration Form (In Excell and PDF 
formats) online and in the April 2008 Propwash.  

Arial Photos from World War II are online 
World War II photographs taken from the air five million pictures 
are beingposted, covering every facet of the war. Vast destruction in 
Germany, along with sad pictures of concentration camps and the 
D-Day invasion, are just a few of the topics available.  

  http://www.evidenceincamera.co.uk/  
The Cassini spacecraft  is on a four-year mission to study Saturn 
and its moon Titan. Amazing are the photos that Cassini has sent 

back. You can view them on NASA's site.  
http://saturn.jpl.nasa.gov/operations/index.cfm 

Royal Airforce Training Game 
http://www.rafcareers.com/altitude/games/dz_game/dzgame.cfm 
All the Aces of WW2.  With many links to information about the 
aces. Lots of great WW2 art to. 
Www.acesofww2.com 

bound weapons aren't quite enough. 
     The airman's trade is the newest on the field of battle 
but as man heads into the universe his future depends on 
those who go "through adversity to the stars".  

H e is a man who is in love. With airplanes. 
Big ones, small ones, fat ones and thin 

ones. He loves them if they're fast. He loves 
them if they're slow. He loves the old ones as much as 
the young. He doesn't really care whether he flies 
them, guides them or fixes them as long as he can get his 
hands on one he is happy. 
     The  a i rman 's  g rea tes t  satisfaction as flyer is to 
go from home field to objective and return more or less in 
one piece with his airplane in the same state. His feel-
ings run from anticipation at takeoff to high-tension anxi-
ety when engaged with the enemy to elation when he re-
turns in success to base. As groundcrew he feels best 
when his charge gets away w i thout  any  unser -
v iceabi l i t ies  and when i t  returns with just enough snags 
and dents to challenge his knowledge of his craft. 
     The airman has been partner to and user and victim of all 
the technological advances of war from hastily mounted ma-
chine guns on Fokker and Spad to ground-to-air missiles 
which send him careening through the sky in mind and gun-
wrenching evasive tactics. He has dropped ridiculously small 
bombs and he has dropped the atomic bomb. 
     The airman has been one of the world's great pioneers 
from "Lindy" over the Atlantic to Apollo on the moon. 
Soldiers and sailors think him a mere beginner and rather a 
slacker because of his casual approach to drill and deco-
rum but  they whisper prayers of gratitude when he ap-
pears with overwhelming f i repower when earth and sea-


