
From the editor— Bruce Dyer April 2008 

Reminder -  Your 2008  Membership  is now due! 

      
We do it every year whether we mean to or not. After the Christmas celebrations and after the last strains of Auld Lang Syne have 
faded away into the chilly night air, we think more or less in unison: This year I resolve to . . . Stop smoking, exercise more and loose 
weight, drink less alcohol and so on! And we mean it, but only for a short span of time. It’s a tradition in itself to make resolutions, 
only to break them a few hours/days/weeks later. However ONE resolution that would be appropriate for all 292   members of the as-
sociation to make would be to resolve to support the editor of Propwash by sending in material for the newsletter! A resolution to do so 
would not involve much time or effort. To sit down for a few hours and write of some personal military experiences would certainly 
not break the leisure time bank. Don’t say you do not have enough time. You have exactly the same number of hours per day that 
were given to Pasteur, Michelangelo, Mother Teresa, Hellen Keller, Leonardo da Vinci, Thomas Jefferson and Albert Einstein. In my 
twelve years of editing Propwash, input from the members has been extremely poor - shamefully, next to none. I hope that all of you 
will turn over a new leaf this year and send me some of your stories, pictures, biographies, etc. Give it some serious thought and take 
action! Remember - you cannot plow a field by turning it over in your mind. You have to get off your butt and do something! 
     2007 closed on a very sad note with the passing of our former CMFEA President, John Trethowan. He was president for 17 years 
before relinquishing the reins to Geoff Brogden. Although he is sadly missed, his memory will live forever in the hearts of those of us 
who knew John on a personal and professional basis. I think of John and all the Fallen Eagles as watching from a time and space be-
yond the sky, a place where we might someday come. 
     So what’s in store for the Canadian military as we truck-onward through 2008? Two more CC-177 Globemasre III’s are scheduled 
for delivery to 429 Squadron in Trenton in the Spring of this year. The Canadian government is currently in the process of acquiring  
17 Lockheed-Martin C-130J tactical transport aircraft and also in the future, plans to acquire CH-147F Chinook helicopters. A for-
mal request for proposal will now be issued to CAE (Canadian Aviation Electronics) for the provision of aircrew training for these 
aircraft over a 20-year period.  
     Although the CH-147 Chinook helicopters will provide a significant tactical transport capability, it will also be vulnerable in a 
threat environment. Therefore, serious consideration should also be given to the procurement of a fleet of armed helicopters that 
would be employed for armed escort/reconnaissance missions to support the CH-147 operations. 
     Presently, with the minority status of the Conservative government, the possibility of a non-confidence vote resulting in another 
federal election  is ever present. Under this condition, there exists the dreaded risk that the Liberal party could come to power once 
again. Keep in mind and never forget the track record of the previous Chretien/Martin Liberal government and the damage it in-
curred in the Department of National Defence while in power. We can only hope that if the Liberals come back to rule, that it will not 
be another dejas-vu! 
     Today's Canadian Forces are feeling the effects of former prime minister Jean Chretien's "flippant and callous" 1993 decision to 
cancel the $4.8-billion contract to replace the military's aging fleet of Sea King helicopters. Defence Minister Peter MacKay charged 
on February 11, 2008 in an exclusive interview with Canwest News Service, MacKay blamed delays in delivering the first in a new 
fleet of Sikorsky Cyclone ship-borne helicopters squarely at the feet of previous Liberal governments. One of Chretien's first acts as 
prime minister in 1993 was to cancel the previous Conservative government's EH-10 contract to replace the Sea Kings, after deriding 
the Cormorant chopper as a "Cadillac" and a waste of taxpayers' money during the federal election campaign that brought him to 
power. The Sea King replacement was a political albatross for Chretien' during his 10 years in power. It wasn't until his successor 
Paul Martin announced the $5-billion Sikorsky contract in 2004 that it looked like the air force would finally get new maritime heli-
copters to replace the 1960s-era fleet that has become prone to breakdowns and a periodic embarrassment to the military. The CH-
148 Cyclone will be a long awaited capability enhancer for maritime aviation when it arrives in 2010. The chief of defence staff, Gen 
Rick Hillier is reported to have said, “Canada needs to shed its reputation of being ‘world-class at maintaining old equipment.’’ 
     The first new Sikorsky aircraft was due in November, but that deadline has come and gone, sparking reports that the delivery is 
now three years behind schedule. MacKay told Canwest the delay has been more like nine to eleven months, but that, he said, is still 
not acceptable. "It's a tremendous, disappointment to see once again that this vital piece of equipment may be delayed. And it can all 
go back to a single, solitary decision and a flippant and callous stroke of the pen," MacKay said by telephone from Victoria. He was 
referring to Chretien's cancellation of the Cormorant contract shortly after he was sworn in as prime minister. 
     The cancellation cost taxpayers $500 million in penalties. 

 
"The Liberals are the flying saucers of politics. No one can make head nor tail of them  
  and they never are seen twice in the same place."   -   John G. Diefenbaker 
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We extend our sincere condolences to the families and 
friends of these comrades who recently passed away. 

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

 Trethowan J.C.            November 29, 2007 
 Sopaz, Joe             December 30,  2007 
 Connor H.L. (Arcie)            March 08, 2008 

 John Trethowan     
      I regret to read in the latest edition of Propwash 
that my old friend and aircrew compatriot John 
Trethowan is no longer with us. He was a class act 
and a great help to me during my years on the 
Yukon at 437 Squadron. In saying that, I fully rec-
ognize the inevitability of us all filing our final 

flight plans but his passing does bring into perspective the great con-
tribution that our flight engineers have brought to the evolution of 
Canada's military aircrew  trades.  
     While my preoccupation was mainly in the airlift field, most of 
you had broader exposure to not only airlift but also to the maritime 
and the search and rescue roles. It would not be too much to say 
that for years the effectiveness of our multi - engine squadrons 
rested to a large degree on the resourcefulness and determination of 
individual flight engineers to keep the show on the road despite the 
vagaries of the equipment and the complexity of the tasks assigned. 
As they say, those were the days of wooden ships and iron men and 
John Trethowan was a leader of the iron men. 
     His passing provokes in my mind the thousands of hours that I 
flew with the security in my mind of the ability of the flight engineer 
to rectify the continuing snags at the end of every leg and still be on 
the flight line ready to go the next day. We made extraordinary de-
mands of you in those days, a n example of which is North Star 
17515 around the world in the fall of 1953 with Gerry O`Connell 
and Sgt Reed - 153hrs and 15 minutes in 21 days ! In today's terms, 
that seems beyond reason - but it was those two flight engineers that 
made it happen. 
    Now they tell us that the C117 ushers in an era where the flight 
engineer is no longer required - I find it difficult to believe that we 
can dispatch aircraft for extended periods without on board or pre-
positioned technical support. But what do I know - I hung up my 
flying suit 40 years ago - a new generation of aircrew are now meet-
ing the challenge while maintaining the standards that were set for 
us in the early 50s. As they do so may they be conscious of the heri-
tage and history of the sterling record that was set by the likes of 
John Trethowan and his compatriots those long years ago.  
     Finally let me compliment you and your committee Mr Editor on 
the fine job you are doing in publishing the regular editions of Prop-
wash - it is easily the best technical updating information that comes 
my way - I count myself privileged to be an honorary recipient of 
the information contained therein. 
Best wishes always,        David Adamson Lieutenant General (ret.)  
      
     There are probably many of our members who are unaware that 
LtGen Adamson (ret.) was CO of 437 Squadron from 1964 to 
1966 during the early days of the CC-106 Yukon. During more than 
35 years of military service, he logged over 12,000 flying hours on  
B-25 Mitchells (WWII), Dakota, North Star, C-5, and the CC-106 
Yukon. 
     John Trethowan was brought up on a farm just outside of Allis-

A Tribute to Joe Sopaz 
     Joe Sopaz was born in Winnipeg 10 March, 1922. He joined the 
RCAF in 1942 and served overseas till the end of the war. He 
worked on the Mosquito aircraft and was one of the few who flew 
back to Canada after the war in a Dakota aircraft, via Iceland. Joe  
was released for a short time and when he returned to the service 
again, he was stationed in Rivers Manitoba on Dakota maintenance. 
It was here he became interested in flying. Not flying as we would 
imagine it though, he was interested in the parachuting end of it. He 
applied for and received the "jump course" with our army buddies, 
where he graduated to wings standard and was qualified to wear the 
“jumper wings”. Joe was an out going individual with a positive 
outlook and a personality that went on for ever. After Rivers and the 
Daks, he served overseas again in the 50’s on the CF 100 in 4 Wing, 
Baden Solingen. 
     Joe and Ernie Kobe were the first two flight engineers to take the 
FE course on North Stars after the birth of the trade April 01, 1959. 
They subsequently joined 426 Squadron and proceeded to see the 
world from an engineers perspective. From the North Star, Joe took 
the Yukon FE course in the early 60’s and this move made the world 
smaller still. It was trips to Europe by the dozen with several global 
runs as well. He enjoyed this life, meeting new people and widening 
his circle of friends, both military and non military. 
     Joe retired from the military in 1972, but not from his interest in 
the military. He spent full time with the Trenton Base Air Cadet 
Squadron # 704. He was training officer in the mid 70’s and in the 
supply end of things during the big summer camp operations and in 

ton, Ontario. He joined the RCAF the day before "Pearl Harbor", on 
December 06, 1941. In October 1943, he was posted to 168 Squad-
ron at Rockcliffe where he was introduced to the B17 Flying For-
tress. John stayed with this operational unit until April of 1946 when 
he was posted to 412 Squadron at Rockcliffe, on the B24 Libera-
tor. With 412 Squadron, he flew the first Canadian flight across the 
Pacific in 1947. And the following year in 1948, he ferried the air-
craft to Trenton for disposal. 
     In 1952, he was posted to 414 Squadron in Bagotville to serve in 
a maintenance capacity and in August of 1953 he participated in 
"Leap Frog 4" ferry operation. Later, he was stationed at 4 Wing, 
Baden Sollingen, in Germany for a year in the maintenance organi-
zation. He was then posted back to Canada to 426 Squadron, to con-
tinue serving in the maintenance field. 
    In June of 1955, he became FE leader in 426 Squadron. In 1958 
he was sent to become the Staff Officer FE in ATCHQ in Lachine, 
Quebec. Later, from 1962 to 1964, he joined the ASU (Air Stan-
dards Unit).  
    For his work with the mail run on the B17 from 1943 to 1946, he 
received the British Empire Medal. At age 54, he was awarded the 
Order of Military Merit "for outstanding professional contributions 
to Canadian Military Aviation during 33 years of service." At the 
time, he was Chief Warrant Officer with No. 405 (Maritime Patrol) 
Squadron. 
     John was the first post war WO1 (chief) in the FE trade, and 
earned this rank September 01,1962. 
     In 1968, he was the FE on the 129 Ferry Flight crew from 6RD 
(AMDU) Trenton who went to India to bring back a B24 Liberator 
for the National Museum in Ottawa. 
     From 1988, he was the president of CMFEA, a position he held 
for the next 17 years .  
     John had a very distinguished career, filled with an impressive 
number of very noteworthy accomplishments. We who have known 
and worked with him can say without reservation that we have been 
associated with one of the "Greats".         
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I  was born in Southgate, North London Eng-
land in 1930. My father was a salesman for 

Indian tires and shortly after my birth we moved 
to Bristol. I went to the usual school, and when 
the second world war started I was attending Bristol Grammar Prep. 
(it was later burned down in one of the air raids). My father took on 
a secondary job as a special police constable. During the air raids 
(The Blitz), he would go out and help people put out fires, etc. My 
mother and I would take shelter in a cupboard under the 
stairs. During one of these raids, a gas main blew up at the end of 
our street, and we lost most of our windows. A few nights later a 
bomb landed in our driveway and that blew off our roof and totaled 
the house. My mother and I were not physically hurt (I couldn't hear 
very well for a couple of days) but my mother later had a nervous 
breakdown. She went to the hospital and never recovered.  
    My father then joined the air force, and I being ten years old was 
sent to be raised by my grandmothers sister living on the South coast 
of England, at a place called Bognor Regis. There I stayed till the 
end of the war, and when my father was demobed (released) from 
the air force we moved back to Bristol. As I was almost fifteen years 
old I went to work for the Bristol Airplane Co. in the plastic divi-
sion. There I moulded handles on screwdrivers and made ashtrays 
and those plastic plates that fit on walls under light switches. I made 
thousands of those darn things! It was a hot dusty boring job, and I 
decided that I would much prefer to work in the open air..  
     So I got a job as a farm worker, where I drove a tractor and did 
the work that you do on farms. After doing this for five years, I de-
cided that although I liked the work I could not see me doing it for 
the rest of my life. The pay was poor and the hours were terrible. 
     In 1952, I read an advertisement in a farm magazine that said if 

GRAPHY 
 

the late 70’s had a three year stretch as the 704 Squadron, Com-
manding Officer. The Air Cadets had a camp east of Bancroft called 
Camp Ross consisting of 25 acres and accommodation. The building 
had burned earlier and it was Joe who almost single handedly built a 
two story “A” frame, large enough to accommodate 30 air cadets.  
They carried out winter exercises there. 
    Joe remained in the Trenton area after his retirement, and became 
very involved with the Knights Of Columbus. He was a dedicated 
member with this organization and served with them for many years.   
     He also loved the traditional Ukrainian dances. I remember him 
one time showing a few of us a Cossack dance – where in a squatted 
position with your arms crossed, you bounce and kicked your legs 
out alternately in time with the music. I thought he was quite profi-
cient, of course that was a few years ago.  
     His delight was with the children, others as well as his own. He 
could relate to them and they to him. In fact Joe could and did con-
nect with literally everyone, making friends with people where ever 
he went. People who would keep in contact long after his traveling 
days were over.  
    Joe was bed ridden until he died on the 30 Dec 2007 in his 87th 
year.  A fine man and a dedicated airman, he will be greatly missed.  

you were a farm worker and came to Canada, Canadian National 
Railways would find you a position on a farm. I checked it out, it 
sounded good so I quit my job, sold my motor bike and used the 
money to purchase my fare. When I reached Edmonton, a CNR rep 
met me and we drove to a farm just outside of "Ft. Saskatchewan". It 
turned out to be a terrible place. I figured I had gone from the frying 
pan into the fire. So next day I hitch hiked back to Edmonton and 
got a bed in the YMCA. 
     I had to find work quickly as money was very tight. At that time 
the war was on in Korea and all the services were recruiting. The 
Navy would sign you up for five years, the Army for two, the Air 
force for three with a two year extension. The Army did not appeal 
to me. So next morning I went into the Air force recruiting centre, 
wrote an exam, had a medical, got sworn in, received what's called 
the Queens shilling and was on the train that same night to the man-
ning depot in St. Johns, Quebec. In those days they did not mess 
around. That was just as well as I was down to my last five dollars. 
     On completion of basic training, I went on to Camp Borden 
where I was given the air-cooled multi row aircraft engine course. I 
was then posted to 4 OTU Training Squadron. at RCAF Station La-
chine, Quebec near Montreal. The Squadron had a couple of North 
Stars, some Daks and a couple of Expediters. It was based in Dorval 
a short distance from Lachine. I worked as a fitter on the different 
aircraft for a few months and then the squadron received a brand 
new C 119F  Flying Boxcar. Soon after its arrival, I was placed on a 
course for its engines.   
     Shortly after I graduated, 436 Squadron was reactivated and I 
was posted to it to become one of its first post war fitters. We had 
several C119's and I managed to go along on several flights as the 
crewman's helper. On one particular trip, I remember we went  to 
Boston to pick up a load of Iron Lungs and took them out to Edmon-
ton where there was a Polio Epidemic. Instead of going home, we 
were sent down to Riverside California to pick up some 
freight. Great I thought, I will see more country. However half way 
down, our Port engine gave a mighty backfire and quit. Cpl Jack 
Beaudin who was the crewman, came back from the flight deck and 
when I asked him  “how does it look” - “not good” he replied - “we 
cannot hold our altitude, we are over high mountains and in 
cloud. We are to put on our warmest clothing and our para-
chutes”. He then sat down and pulled a crucifix from his work dress 
pocket and I could see his lips were moving. It was at that point it 
crossed my mind that maybe I had been a little hasty volunteering to 
come on this trip. However, Jacks prayers and mine were answered, 
we broke out of cloud and right below was the airfield at Butte 
Montana, where we landed safely. That night Jack introduced me to 
a new beverage known as "Millers High Life", we had several in 
fact. 
     I had to leave the Squadron shortly after to join a new organiza-
tion known as Central Maintenance, as did all of our ground 
crew. As soon as I passed my group 3 exam, I was eligible to take 
the crewman's course which I did and was then posted back to 436 
Squadron, where I started to fly in June of 1955. In those days, as 
now, it was a busy place with Army exercises, airlifts and para drops 
etc. 
     One of our tasks was to resupply High Arctic Weather Sta-
tions. In those days, before weather satellites, Canada had small 
stations in Mould Bay, Isachsen, Eureka and Alert. Each had six to 
eight men and we supplied them twice a year with fuel, food and 
whatever else they needed. After I had been flying for a few months 
from Dorval, a large fire erupted in the Central Maintenance Han-
gar. This caused both the North Star Squadron and us to be home-
less. So 426 Squadron North Stars moved down the line to 4 Hangar 
and we moved to Downsview in Toronto.  

When he is old, and his eyes start to fade; 
And his feathers are ruffled, and thin. 

He will fly west, to the sun, and be gone with the stars; 
But he will live in the hearts of his friends. 
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     In 1958, Britain, France and Egypt had a short war over the Suez 
Canal. A united Nations Peace Force was created to go to Egypt and 
do its thing. Some of our C119's were tasked to go over and ferry 
men and equipment from Naples Italy to Abu Suweir in Egypt (later 
El Arish). Our crew was on the first aircraft to leave Downsview and 
the last one to get there. All went well until we were about two 
hours out of Gander, heading for the Azores. I was in the back of the 
aircraft eating a box lunch. On board, we had  a spare engine and a 
500 gallon long range tank. It occurred to me while I was sitting 
there that if some fuel lines were switched around it might be possi-
ble to jettison fuel from that tank if we had to. Then lo and behold I 
heard that now familiar backfire announcing the failure of yet an-
other engine. By then, this was my fourth. One that I had with Jack, 
another coming from Knob Lake, giving us an hour and a half on a 
single engine, and yet a third just on lift off out of Rockcliffe (that 
one caused an interesting couple of minutes). The Wright 3350 was 
not famous for its reliability. 
     As we were having to flog our good engine unmercifully to main-
tain some altitude, I mentioned to the captain, F/L Empraingham, 
that I thought I might be able to jettison some fuel. He said by all 
means give it a try. So I disconnected the feed line from the long 
range tank that fed our wing tank crossfeed. I then removed the tank 
vent line and this I attached to the end of the fuel feed line. Both of 
them together still would not reach the back door. However we had 
pipes with hooks on them for hanging up parachutes. One of these 
pushed on the end of our hoses worked like a charm. We opened the 
door, stuck out the pipe, turned on the booster pump and voila - out 
went the fuel. We still had far more fuel than we needed so I hooked 
the hose back to the wing tank crossfeed, and we pumped out more 
fuel.  In total we dumped about 7000 lbs. After what seemed to be a 
very long two hours, we got back to Torbay where even though the 
weather was very poor (300 ft ceiling, wind 45 kts) we landed 
safely. Torbay at that time was a USAF Base. It happened to be 
American thanksgiving day so we had a turkey dinner and a few 
brew. When I went to bed that night, I did not sleep a wink. I think I 
had what they now call Post Traumatic Stress something. 
     A couple of days later, they brought us a replacement aircraft. It 
turned out to be a bit of a dog. About an hour out of the Lages in the 
Azores, our port engine started to surge along with its fuel flow and 
torque. After we landed, I switched its carburetor with that of our 
spare engine. That solved that problem, however after we had been 
airborne for about an hour we found we were not getting the power 
we should from the starboard engine. On checking the ignition ana-
lyzer, it showed we now had a dead cylinder, so back we went to the 
Azores, this time to Santa Maria. It took a while to track down the 
right cylinder as the analyzer had been timed wrong. Anyway I fixed 
that, and --- hang out the flags, march out the band, we arrived in 
Naples after 11 days.  
     By this time the airlift was well under way. We would depart 
very early in the morning, travel to Suda Bay, an airport in Crete, 
refuel and then go on to Abu Suweir (later El Arish) in Egypt, mak-
ing sure to arrive during daylight. When we departed Naples we 
were very heavy, it had a good runway, but at the far end were some 
ancient but very solid looking apartment buildings. Our pilots take 
off briefing would be - in the event of an engine failure during this 
take off, I will feather and fly, you power and pray.  
     The airlift was routine but with two major problems; 
1.  The fuel that we uplifted in Suda Bay was supplied by a US Navy 
tanker and was contaminated with sea water. Our engines had water 
injection but they did not care for it when it came through the carbu-
retor. 
2.   The other problem we had was thunder storms. The sky over the 
eastern Mediterranean was full of them and our aircraft had no ra-

dar. During daylight we used our mark 2 eyeballs, and at night we 
avoided clouds that flickered. There is a myth that says if an ADF 
needle pointed to a cloud - don't go in it. In spite of our precautions, 
we did blunder into the occasional storm. 
     One in particular that I remember, we flew into an innocent look-
ing cloud, and we ran into very severe hail. It broke a small window 
in our nose cone that housed an ILS antenna. Hail then came up 
through our throttle quadrant and into the cockpit. And at the same 
time we were in the worst turbulence I have ever been in. I really 
thought the old girl was breaking apart ! That was the final straw for 
our loadmaster, he had been with me the week before when we had 
been struck by lightening and lost the top off our right rudder ! He 
had also been with us on our ill fated trip from Canada, so he got 
himself a ground job. The aircraft had been battered so badly it had 
to be sent back to Canada for repairs. I was starting to come around 
to the opinion that the loady had a point, this flying was starting to 
become downright  dangerous! Relief was on the way however, we 
received the first updated C119 with new propellers and "Glory Be" 
weather radar. 
     I spent nine months going back and forth to Egypt, with a couple 
of diversions. One was interesting - we were sent down to Djbouti 
in French Samirland to repatriate some Egyptian navy sailors who 
had been sunk by the Royal Navy in the south end of the Red 
Sea. They were being held by the French army. There was about 80 
of them, many on stretchers, and not in very good shape. There 
were too many for one load so we had to make two trips. Each took 
two days with an overnight in Khartoum Sudan. In Cairo they were 
met in great secrecy, I guess they did not want the locals to know 
what had happened. 
    After my return to Downsview, the powers that be decided to 
build a large military base at Alert Bay, on the site of the weather 
station. It was as far north as you could go without getting wet. So 
in the fall of 1957, we began the first "Operation Boxtop" (Boxcars 
at the top of the world). Both 435 Squadron and 436 Squadron were 
tasked  with a huge airlift of building  material, fuel and odds and 
sods. We flew literally  hundreds of sorties from a large USAF 
Base at Thule Greenland, to Alert, two and a half hours each way. 
     When an Otter crashed near El Arish, it was decided to bring it 
back to Canada for repairs. It took two aircraft to bring it home. 
Aircraft #22128 carried out the fuselage and I was on  # 22118  that 
brought the wings and tail.  When we reached Athens to spend the 
night, I was awakened early in the morning to go out to the airport 
and move our aircraft as it was blocking someone. Anyway, it was 
to late to get more sleep so I did a preflight and refueled. I thought 
while I had the fuel truck I might as well do # 22128 and give it full 
fuel tanks the same as we had. I had just started doing this when the 
crew arrived. I said I was giving them full fuel and they said “oh we 
don't need all that”. I said “OK, its all yours I'm going to find some 
breakfast”. When we reached Italy, the weather was awful, thunder 
storms, rain etc. We found Pisa and landed ok, but  # 22128 was not 
so lucky. They got themselves well and truly lost, and as they were 
nearly out of fuel, did a forced landing on a hillside up near Bu-
logna. They came within feet of hitting a stone Monastery. The 
crew got out without a scratch but they wrote off two aircraft. I am 
convinced, had the crew arrived at their aircraft in Athens 20 min-
utes later they would have had full fuel whether they wanted it or 
not, giving them an additional 90 minutes of flying time and things 
may not have gone so pear shaped for them. 
     During the fall re-supply to the northern weather stations, one of 
our aircraft crashed in Isachsen. Isachsen had a short gravel runway 
with a nasty lip at the end. They got too low on approach and 
snagged the lip with the landing gear, this caused the gear to swing 
back and up and through the tail booms. The aircraft was dragged to 



5  CMFEA  Propwash 

the side of the runway and there it stayed all winter. In the spring a 
repair party from North West Industry was sent to patch it up well 
enough to get it home. When they were finished, Sgt. Ray Nott and I 
went up to get it. Needless to say, it was in sad shape. It had numer-
ous problems before it could be flown. These we  solved, but the 
thing I was wary about was, they had beefed up the tail booms by 
using angle iron from some old bedsteads. For some reason I was a 
little nervous about that. The foreman of the repair party claimed it 
was as solid as a rock and we should not worry. I noticed though - 
he did not fly out with us. It turned out he was right, the tail did stay 
on. However, an hour out of Edmonton we experienced the usual 
summer chop over the prairies. I watched the tail out the window, it 
flexed way up and down but the angle iron didn't. Why it didn't snap 
I'll never know. 
     With the opening of CAF Station Alert, a weekly service flight 
was started to deliver the mail and fresh rations, etc. If all went well, 
it would take about a week, stopping overnights in Churchill, Reso-
lute and Thule. The C119 had an inspection on the oil and fuel filters 
which had to be checked every 25 hours of flying time. No problem 
in the summer but a miserable task in the winter. If it came due in 
Resolute where there was no hangar, using an old oil drum for a 
stand, in the dark, in a swift wind at -20F or colder made you earn 
your pay. To ease stiffness in the engines so they would start after an 
overnight stop at sub zero temps, we could inject gasoline into their 
oil tanks before shutdown. If it was going to be 10 below, a one min-
ute squirt, 20 below two minutes and so on. Next morning the engi-
neer would start the engines and after the oil became warm enough, 
would let them idle for 15 - 30 minutes to evaporate the gas out of 
the oil (known as boil-off). 
     The gravel airstrip at Alert had no runway lights, so toilet rolls 
were placed in empty coffee cans, soaked in oil and set alight. Then 
they were placed along each side of the runway and would get 
blown to hell and gone after landing. With mail on board, you could 
always be sure of a warm and friendly welcome (no internet in those 
days). 1960 was a good year for me, I got my third hook, I bought 
a  brand new Edsel (proving I know more about aeroplanes than I do 
about cars), and I was given the flight engineer course on the brand 
new C130 Hercules. There were five of us, Jack Beaudin, Jim 
Macpherson, Bing Crosby, Suds Sutherland and myself. It was a 
five month course and was given at the Lockheed plant at Marietta 
Georgia. The instructors, who really knew their stuff, were excel-
lent. On completion, we were all posted to 435 Squadron in Na-
mao. After some local flying, I made my first trip up into to the Arc-
tic. What a difference, it was quiet, smooth, warm, quick and trouble 
free. When flying with four engines, having to shut one down was 
an inconvenience, nothing more. When we carried out the semi an-
nual "Boxtop",  we would carry 78 barrels versus 26 on the Boxcar, 
and do it far quicker. Apart from our routine support flights, we car-
ried out many UN support flights. I went to Egypt, Cyprus, Congo, 
New Guinea and Nigeria trying to get food into Biafra. We were 
also involved in moving a large number of CF 104s from Cartier-
ville, Quebec, to our bases in Europe. One aircraft would fit nicely 
in our cargo compartment. After spending five years in 435 Squad-
ron, both myself and the "B" Model Hercules were moved to 408 
Squadron in Rivers Manitoba where our prime role was supporting 
the Para School. 
     In 1970, I was posted to attend the Yukon course and then went 
on to 437 Squadron in Trenton. This will be hearsay to many engi-
neers but when they chose the name Yukon, I feel it was well 
named, like the province - it was big and undeveloped. I found it 
crude, basic and unrefined. I was very happy when they were re-
placed  by five 707 - 320s, known in the service as the  CC137.  I 
went on yet another conversion course, and flew on them until 1976 

when I was posted to the school, (426 Squadron), as Chief Flight 
Instructor for the CC137. In 1974, I was fortunate enough to meet a 
very wonderful lady who made me very happy. When I asked her to 
marry me, she consented and became my wife. So being given a 
semi ground job, and being home much more often, it worked out 
very well for the both of us. We gave three courses a year to pilots 
and engineers. It consisted of a month of ground school lectures, 
followed with two weeks of flight simulator, either at Boeing  in 
Seattle, or Panam in Miami. Two weeks conducting  "hit and 
runs"  in the circuit in Trenton, across Canada, and finally a long 
range flight going to South America, across to Europe and home. 
     So after 33 years, I reached my age limit and I am now re-
tired. My wife and I did the usual motor home bit to Florida, etc. 
Unfortunately, my wife has developed some serious medical prob-
lems, which after a period of time has become serious enough that I 
am not able to look after her. She is now living in a home where they 
can help her. I have a home in the village of Stirling, a few miles 
North of Trenton. I have many friends there and I am an active 
member in our local Legion Branch # 228. I am in the Colour Party, 
and I have attended more parades than I ever did in the Air Force.   
     During my flying career - I crossed the Atlantic 517 times, and 
filled 5 log books. I flew the C119 F/G for 4082 hours --  
C 130 B/E  for 7781 hours -- Yukon for 551 hours and the CC 137 
for 6265 hours for a grand total of 18,679 flying hours 
My heart still goes a pitter patter when my favorite aeroplane, the 
"Herc", fly's by. 

----------------------------------------------------------- 

THE $30,000 JUMBO 
JET SIMULATOR 

 IN HIS BEDROOM 
     Plane fanatic John Davis lives 
the dream in his spare bedroom – 
where he has built a jumbo jet 
cockpit so that he can “fly” 
around the world. The 747-400 
has a pair of car seats for the 
captain and first officer to park 

their butts on. 
     He sits in front of a giant screen and has a bird’s eye view of con-
tinents as he pilots his mighty “aircraft” across Europe or to New 
York.  
     The flight deck boasts a £15,000 simulator which recreates every 
switch and sound on a Boeing 747. The main screen measures 12 ft 
x 9 ft. that he made himself, and there is a 19-inch flat screen on 
each side. Other stuff (like the autopilot system, throttles and 
weather radar) was sourced from the internet. He made the cockpit 
himself from wood. 
     Divorced, John 47 can listen to the rumble of the mighty engines 
as he thunders down the runway, and his eyes flick across nine 
monitors and 90 switches as the “aircraft” climbs into the skies in his 
two-bedroomed terraced house in Tile Hill, Coventry. He charges 
£65 for an hour and £95 for two. A £220, four-hour session includes 
two of training and a simulated flight from Birmingham to Amster-
dam.  
     He said, “I have always wanted to be a pilot but I was never any 
good at math – so this is the next best thing. I have spent eight years 
and thousands of man hours working to make the simulator as life-
like as possible. It has been hard, sometimes frustrating work. It has-
n’t come cheap, either. I had to study photographs of a real Boeing 
747-400 cockpit on aviation websites to make sure the design was 
correct.”  
      The software he uses is a Microsoft Flight Simulator for the 

John Davis’s 747 simulator 
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LARGEST PLANES IN THE WORLD 

H ow do you decide to compare one plane to another. One of 
the measurements is wingspan. While this dimension is 

often used to compare overall size, it is generally not the most ac-
cepted measure. Aircraft are usually ranked by weight, the maxi-
mum takeoff weight in particular. By this measure, the world's larg-
est plane is the Antonov, An-225 built in Ukraine when it was part 
of the Soviet Union. 
     The An-225 is quoted as having a maximum takeoff weight of 
over 1.3 million pounds. The FAI gives credit for a slightly lower 
weight of 1.12 million pounds, the record set by an An-225 in 1989 
for the largest mass ever lifted by an airplane to an altitude of 6,500 
ft. The An-225 was originally built to ferry the Soviet Buran space 
shuttle but it is now used to transport various outsize cargos. Only 
one example was ever completed, and it is currently available for 
charter flights through the British company, Air Foyle. The An-225 
is a cargo transport only and has never been used as an airliner. 
     If we continue to measure by maximum takeoff weight, the next 
largest plane in the world would be either the related An-124 trans-
port or the Boeing 747 airliner. Both aircraft are quoted with a maxi-
mum weight around 900,000 lb. The An-124 was also built by the 
Soviet Union as a large cargo plane for both military and civil use. 
The basic design was later enlarged and adapted to produce the An-
225. 
     Over 50 examples of the An-124 were ultimately built, and many 
are now operated on charter flights through Air Foyle or other com-
mercial firms. The Boeing 747, was the world's largest commercial 
airliner carrying about 400 passengers until the new Airbus A380 
came into service. The A380 carries over 550 passengers and has a 
takeoff weight over 1.23 million pounds. 
     The A380 has become the world's largest airliner and at least the 
second largest plane. Additional stretched models are also planned, 
and one of these will almost surely supersede the An-225 to take the 
official title as world's largest plane. 
     There are two other classic aircraft that were certainly enormous 
by any measure. Unfortunately, both proved to be disastrous follies 
that were great embarrassments to their proponents. The Spruce 
Goose, officially known as the Hughes H-4 Hercules, was the brain-
child of flamboyant billionaire Howard Hughes. The aircraft had 
originally been ordered by the US government during World War II 
as a giant cargo plane ferrying up to 750 armed troops or two 30-ton 
tanks. As the war concluded, Hughes believed he could adapt the 
massive plane to revolutionize long-distance transportation in the 
fledgling airline and air cargo industries. His creation was the 
world's largest plane at the time and is still the largest flying boat 
ever built with a maximum takeoff weight of 400,000 lb. The enor-
mous craft also holds records for the largest wingspan at 319 ft 11 
in, tallest airplane at 79 ft 3 3/8 in, and the largest aircraft ever made 
from wood. 
     Hughes only succeeded in making a single mile-long flight in 
1947. The record-setting plane never flew again and is today a tour-
ist attraction at the Evergreen Aviation Museum  in Oregon. 

Martin Mars 
     It would well be appropriate to also mention the Martin Mars, it 
being in the category of large 
planes. Originally, the Martin Mars 
flying boats were produced for the 
US Navy and were used as troop 
and cargo transports among the 

Each engine of the A-380 sucks 
more air than what would be gen-
erated if the entire population of 
Belgium farted continuously! 

 visuals, as well as the Aerowinx PS1, which has about 30 different 
programs. The software has all the landscapes of the world, from 
the Alps to the skylines of London and New York.  

When  a good Veteran leaves the "job" and retires to a 
better life, many are jealous, some are pleased and 

yet others, who may have already retired, wonder. We wonder if he 
knows what they are leaving behind, because we already know. We 
know, for example, that after a lifetime of camaraderie that few ex-
perience, it will remain as a longing for those past times. We know 
in the Military life there is a fellowship which lasts long after the 
uniforms are hung up in the back of the closet. We know even if he 
throws them away, they will be on him with every step and breath 
that remains in his life. We also know how the very bearing of the 
man speaks of what he was and in his heart still is.  
     These are the burdens of the job. You will still look at people 
suspiciously, still see what others do not see or choose to ignore and 
always will look at the rest of the Military world with a respect for 
what they do; only grown in a lifetime of knowing. Never think for 
one moment you are escaping from that life. You are only escaping 
the "job" and merely being allowed to leave "active" duty.  
     So what I wish for you is that whenever you ease into retirement, 
in your heart you never forget for one moment that "Blessed are the 
Peacemakers for they shall be called children of God," and you are 
still a member of the greatest fraternity the world has ever known. 
Civilian Friends vs. Veteran Friends  
CIVILIAN FRIENDS: Get upset if you're too busy to talk to them 
for a week. VETERAN FRIENDS: Are glad to see you after years, 
and will happily carry on the same conversation you were having the 
last time you met.  
CIVILIAN FRIENDS: Have never seen you cry. VETERAN 
FRIENDS: Have cried with you.  
CIVILIAN FRIENDS: Borrow your stuff for a few days then give it 
back. VETERAN FRIENDS: Keep your stuff so long they forget 
it's yours.  
CIVILIAN FRIENDS: Know a few things about you. VETERAN 
FRIENDS: Could write a book with direct quotes from you.  
CIVILIAN FRIENDS: Will leave you behind if that's what the 
crowd is doing. VETERAN FRIENDS: Will kick the crowds' ass 
that left you behind.  
CIVILIAN FRIENDS: Are for a while. VETERAN FRIENDS: Are 
for life.  
CIVILIAN FRIENDS: Have shared a few experiences. VETERAN 
FRIENDS: Have shared a lifetime of experiences  
no citizen could ever dream of.  
CIVILIAN FRIENDS: Will take your drink away when they think 
you've had enough. VETERAN FRIENDS: Will look at you stum-
bling all over the place and say, "You better drink the rest of that 
before you spill it!!" Then carry you home safely and put you to 
bed...  
CIVILIAN FRIENDS: Will talk crap to the person who talks crap 
about you. VETERAN FRIENDS: Will knock them the hell out OF 
THEM..... for using your name in vain. 



7  CMFEA  Propwash 

islands of the Pacific. Firefighting certainly wasn't what the aircraft's 
manufacturer, Glenn L. Martin had in mind..... however, all four 
aircraft, the Marianas, Philippine, Hawaii and Caroline Mars were 
ferried to British Columbia where three were fitted with 7,200 gal-
lon water tanks and converted to waterbombers! 
     In 1961, the Marianas Mars was destroyed while on firefighting 
operations and all four crew members were lost. The Caroline Mars 
was also destroyed while ashore by a hurricane in 1962. The two 
remaining aircraft, the Philippine and Hawaii Mars, have continued 
on to provide unsurpassed firefighting protection for thirty-seven 
accident free years! They have operated on hundreds of fires saving 
untold thousands of acres of valuable forestlands, delivering foam or 
water exactly where and when it is needed. 
     The Bristol Brabazon was another a government-sponsored effort 
intended to advance the state of the art in long-distance travel. The 
Brabazon was funded by the UK during the 1940s to develop a large 
airliner capable of non-stop flights between London and New York. 
Though smaller than the Spruce Goose, the Brabazon would have 
easily been the largest airliner of the day with a takeoff weight of 
250,000 lb and a wingspan of 230 ft. If successful, the Brabazon 
offered the opportunity to challenge American manufacturers for 
dominance in the commercial aviation market. Unfortunately, the 
ambitious design failed to receive government certification follow-
ing the discovery of fatigue cracks in the propeller mountings. While 
the problem was certainly correctable, the UK decided to cancel 
further funding in the early 1950s even though £3 million had al-
ready been invested. Only one prototype had been built, and it was 
broken up for scrap in late 1953 after flying only 400 hours. An im-
proved prototype with structural enhancements and turboprop en-
gines was also under construction, but it too was scrapped after the 
project was cancelled. 
     In summary, aircraft sizes are typically compared by weight 
rather than length or wingspan. The largest plane in the world at the 
current time is therefore the An-225, though the A380 will likely 
overtake it in the near future. The largest wingspan, however, still 
belongs to the Spruce Goose at nearly 320 feet. By this measure, the 
An-225 would be a distant second place at 290 ft, and the A380 falls 
short at 262 ft. 
     Some believe the C-5 Galaxy transport operated by the US Air 
Force ranks second or third place and should be included. The C-5 
was the world's largest plane when it was introduced in the late 
1960s, but it has since been overtaken by the jet-powered aircraft 
discussed above. 
     The C-5 remained the world's largest plane until the introduction 
of the An-124, and the C-5 has since been surpassed by the An-225, 
enlarged models of the 747, and the new A380 as well.  
     With a wingspan of 223 ft., the C-5 currently ranks sixth after the 
Spruce Goose (320 ft), An-225 (290 ft), A380 (262 ft), An-124 (240 
ft), and a tie between the Brabazon and B-36  (230 ft). The C-5 has a 
larger span than the 747-400 (211 ft) but will soon be narrowly 
beaten by the new 747-8 variant with a wingspan of nearly 225 ft.  
  Boeing Large Cargo Freighter 
     The Boeing 747 Large Cargo Freighter (LCF), known as the 
Dreamlifter, is a modified Boeing 747-400 used exclusively for 
transporting aircraft parts to Boeing from suppliers around the 
world. 
      Boeing Commercial Airplanes 
announced on October 13, 2006 
that due to the length of time of 
marine shipping, air transport will 
be the primary method of trans-
porting parts for the 787 (then 
known as the 7E7). Three used 

passenger 747-400 aircraft were to be converted into an outsize con-
figuration in order to ferry sub-assemblies from Japan and Italy to 
Charleston South Carolina and then to Everett, Washington, for final 
assembly. The Large Cargo Freighter has a bulging fuselage similar 
in concept to the Super Guppy and Airbus A300-600ST Beluga out-
size cargo aircraft, which are also used for transporting wings and 
fuselage sections. It can hold three times the volume of a 747-400F 
freighter 
     The LCF conversion, partially designed by Boeing's  Moscow 
bureau, with the swing tail designed in partnership with Gamesa 
Aeronautica of Spain, is carried out in Taiwan by Evergreen Avia-
tion Technologies Corporation, a joint venture of Evergreen Group's 
EVA Air and General Electric. Boeing has already acquired the 
three second-hand 747-400s, the first a former Air China and the 
latter two former China Airlines aircraft. It is much more economi-
cal for Boeing to buy used 747s and convert them than to construct 
these planes from scratch. The LCF is not a Boeing production 
model and will not be sold to any customers or see any airliner op-
eration, and will be for Boeing's exclusive use. Another reason for 
modifying existing planes is the minimum regulation and flight test-
ing required by authorities such as the FAA. If the 747 LCF were 
produced entirely within Boeing, it would face years of development 
and testing in the same manner as the upcoming Boeing 747-8. 
Rules on airworthiness allow for the faster approval of modifications 
to existing aircraft that are already approved than would be the case 
for the approval of brand new aircraft designs. 
     In June 2006, the completion of the first DBL-100 cargo loader  
used for loading 787 parts into the 747 LCF was announced by Boe-
ing. These loaders are built by Canadian firm, TLD, and are the 
longest in the world. 
     In December 2006, Boeing announced the LCF would also be 
known as the Dreamlifter, a reference to the 787's name, the Dream-
liner. It unveiled a standard livery for the aircraft that included a 
Dreamlifter logo reminiscent of the 787's Dreamliner logo. The cer-
tification was to be in early 2007 however it was pushed back to 
June 2007. The plane had its winglets removed after excess vibration 
and other handling characteristics need to be dealt with prior to final 
certification. In the meantime, as part of the flight test program, LCF 
delivered major sections of the 787 Dreamliner from partner sites 
around the world to the Boeing factory in Everett, WA for final as-
sembly. 747 LCF was granted type certification on June 02, 2007  
from FAA. The Dreamlifter completed 437 flight-test hours and 639 
hours of ground testing since its first flight on September  09, 2006. 
     As of July 2007, two LCFs are complete and operational, a third 
is near completion, and a fourth to begin construction in September 
2007. 
     Delivery times for the 787's wings — built in Japan — will be 
reduced from around 30 days to just over 8 hours with the 747 LCF.  
During flight testing in November, 2006, a Cessna 172  being used 
for a training flight encountered the 747 LCF's wake turbulence . 
The small aircraft was accidentally inverted and lost 1,000 feet of 
altitude before the instructor pilot was able to regain control at just 
150 feet. 

Aero Spacelines Super 
Guppy 

     The Super Guppy is a 
large, wide-bodied cargo air-
craft used for ferrying outsized 
cargo components. It is the 
successor to the Pregnant 
Guppy, the first of the Guppy aircraft produced by Aero Spacelines, 
Inc. Five were built in two variants, both of which were colloquially 
referred to as the "Super Guppy." The first, the Super Guppy, or 
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"SG", was built directly from the fuselage of a C-97J, Turbo Stra-
tocruiser, the military version of the Boeing 377. The fuselage was 
lengthened to 141 ft. and ballooned out to a maximum inside diame-
ter of 25 ft., the length of the cargo compartment being 94 ft. 6 in. 
The floor of the cargo compartment was still only 8 ft. 9 in. wide as 
necessitated by the use of the Stratocruiser fuselage. 
     In addition to the fuselage modifications, the Super Guppy used 
upgraded Pratt & Whitney T-34P7 turboprops for increased power 
and range, and modified wing and tail surfaces. It could carry a load 
of 40,000 pounds and cruise at 300 mph. 
     The second version was officially known as the Super Guppy 
Turbine (SGT) because the original 377 engines had been replaced 
with high-performance Allison 501-D22C turboprops. Unlike previ-
ous Guppies, the fuselage was constructed from scratch. By building 
from scratch, Aero Spacelines was able to widen the floor of the 
cargo compartment to 13 ft. The overall cargo compartment length 
was increased to 111 ft., and the improved fuselage and engines al-
lowed for a maximum load of 54,500 pounds. These design im-
provements, combined with a pressurized crew cabin that allowed 
for higher-altitude cruising, allowed the SGT to transport more 
cargo than its predecessors. 
    The SGT retained only the cockpit, wings, tail, and main landing 
gear of the 377. The nose gear was taken from the Boeing 707 -- and 
reversed 180 degrees. This dropped the front of the aircraft slightly, 
leveling the cargo bay floor and simplifying loading operations. 
In the early 1970s, four Super Guppies were used by Airbus Indus-
tries to transport aeroplane parts from decentralized production fa-
cilities to the final assembly plant in Toulouse. The running joke 
was, "Every Airbus is delivered on the wings of a Boeing!" They 
have since been replaced by the Airbus Beluga.  
Only one Super Guppy remains in service, an SGT flown by 
NASA . 

Airbus Beluga 
     The Airbus A300-600ST (Super Transporter) or Beluga is a ver-

sion of the standard A300-600 wide-body 
airliner modified to carry aircraft parts and 
over-sized or awkward cargo. It was offi-
cially called the Super Transporter at first, 
but the name Beluga  became popular and 
has now been officially adopted. Several 
major aircraft manufacturers are multina-

tional, and it is not unusual for them to have plants in widely sepa-
rated locations. Airbus, however, is unique in that it was a consor-
tium formed by the major French, British, German, and Spanish 
aerospace companies, and the geographic location of Airbus manu-
facturing is not merely a matter of cost and convenience, it is also a 
matter of history, national interest and pride. In consequence, each 
of the Airbus partners makes an entire aircraft section, which needs 
to be transported to a central location for final assembly. The details 
vary from one model to another, but the general arrangement is for 
the wings to be made in the UK, the tail in Spain, the fuselage in 
Germany, and the nose and center-section in France; all being as-
sembled in either Toulouse or Hamburg.  
     When Airbus started in 1970, the first few components were de-
livered by road, but growing production soon necessitated a switch 
to air transport. From 1972 onwards, a fleet of four highly modified 
"Super Guppy " took over. These were former Boeing Stratocruisers 
from the 1940s, converted with custom fuselages and turbine en-
gines to carry large volume loads for the 1960s NASA space pro-
gram. As time went by, the Super Guppies grew increasingly unsat-
isfactory for Airbus's ferrying needs: their age meant that operating 
expenses were high and ever-increasing and growing Airbus produc-
tion required greater capacity. 

     In 1991, Aerospatialle  and DASA , two of the major Airbus part-
ners, formed a company to develop a replacement. The starting point 
was the design for the wide-body twin-engined Airbus A300: the 
wings, engines, landing gear, and the lower part of the fuselage are 
the same as the A300 while the upper part of the fuselage is an enor-
mous horseshoe-shaped structure 25.3 ft. in diameter. To provide 
access to the cargo area from the front without having to disconnect 
all electrical, hydraulic and flight control connections (not to men-
tion the lengthy recalibrations before each flight the reconnection 
entailed), the standard A300 cockpit was moved down below the 
cargo floor level and a 55.8 ft-high cargo door fitted. Finally, the tail 
structure was enlarged and strengthened to maintain directional sta-
bility. Construction began in September 1992, and the first flight 
took place in September 1994. After 335 hours of test flying, certifi-
cation was awarded in September 1995, and the A300-600ST 
"Beluga" entered service. Four more Belugas were constructed, at a 
rate of roughly one per year, and all five remain in regular service. 
Their primary task is to carry Airbus components ready for final 
assembly across Europe to Toulouse or Hamburg, but they are also 
available for charter work, and have been used to carry a variety of 
special loads, including space station components, large, very deli-
cate artwork, industrial machinery, and entire helicopters. The 
A300-600ST's freight compartment is 24.3 ft. in diameter and 
123.7 ft. long; maximum payload is 47 tons. At 153.9 tons its maxi-
mum take-off weight is comparable to a normal A300, showing that 
the Beluga was intended for large but relatively light cargo. 

Aeroscraft 
     Even though the Aeroscraft dwarfs the largest commercial airlin-
ers, it requires less net space on the 
ground than any plane because it 
doesn't need a runway. The airship 
takes off and lands like a helicopter: 
straight up and down. 
     This is not a Blimp. It's a sort of 
flying Queen Mary 2 that could change the way you think about air 
travel. It's the Aeroscraft, and when it's completed, it will ferry pam-
pered passengers across continents and oceans as they stroll lei-
surely about the one-acre cabin or relax in their well-appointed state-
rooms. 
     Unlike its dirigible ancestors, the Aeroscraft is not lighter than 
air. Its 14 million cubic feet of helium hoist only two thirds of the 
craft's weight. The rigid and surprisingly aerodynamic body—driven 
by huge rearward propellers—generates enough additional lift to 
keep the behemoth and its 400-ton payload aloft while cruising. 
During takeoff and landing, six turbofan jet engines push the ship up 
or ease its descent. 
     This two-football-fields-long concept airship is the brainchild of 
Igor Pasternak, whose privately-funded California firm, Worldwide 
Aeros Corporation, is in the early stages of developing a prototype 
and expects to have one completed by 2010. Pasternak says several 
cruise ship companies have expressed interest in the project, and for 
good reason. The craft would have a range of several thousand miles 
and with an estimated top speed of 174 mph, could traverse the con-
tinental U.S. in about 18 hours. During the flight, passengers would 
peer at national landmarks just 8,000 feet below or, if they weren't 
captivated by the view, the cavernous interior would easily accom-
modate such amenities as luxury staterooms, restaurants, even a ca-
sino. 
     To minimize noise, the aft-mounted propellers will be electric, 
powered by a renewable source such as hydrogen fuel cells. A so-
phisticated buoyancy-management system will serve the same pur-
pose as trim on an airplane, allowing for precise adjustments in 
flight dynamics to compensate for outside conditions and passenger 
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movement. The automated system will draw outside air into com-
partments throughout the ship and compress it to manage onboard 
weight. 
     The company envisions a cargo-carrying version that could de-
liver a store's worth of merchandise from a centralized distribution 
center straight to a Wal-Mart parking lot or, because the helium-
filled craft will float, a year's worth of supplies to an offshore oil rig. 
"You can land on the snow, you can land on the water," Pasternak 
says. "It's a new vision of what can be done in the air." 

B oeing said it "successfully" has completed tests on the 787's all-
composite fuselage. The trials were performed on a 787 test 

section and are part of the manufacturer's certification efforts for the 
Dreamliner, which have been delayed owing to problems assem-
bling the first aircraft. "The tests. . . couldn't have gone any better," 
Kevin Davis, 787 fuselage authorized representative and leader of 
the testing, said. 
     Boeing said engineers first took the barrel to "limit load, a test 
condition that simulates the most extreme conditions expected to be 
experienced in the life of the airplane." That was followed by tests at 
150% of limit load, "a condition called 'ultimate load' [and] the level 
required for certification," the company said. Finally, the composite 
section was pushed "well beyond ultimate load to a destruct-
condition maneuver beyond two-and-a-half-times the force of grav-
ity." 

CANADIAN FLIGHT ENGINEERS ASSOCIATION FINANCIAL REPORT 
( CMFEA 2007 ) 

The CMFEA financial base is stable. We have a total of 292 active paid up members. 
The annual membership draw held on "Airforce Day" (1 Apr) which is open to all paid up members has prompted many to pay their dues, 
prior to April First. 
The draw works well: 
A.  Life member gets $ 100.00 and 
B.  A paid up annual member gets a life membership. 
The Web Site has been revamped at a cost listed in the financial report below and should pay long term dividends as: 
A.  An FE may read/copy the PROPWASH from the internet, saving us copying and postage.  
B.  FEs and other business personnel can advertise on the website. We propose an annual fee of $10.00 per year (A notice of the fee to present 
advertisers will soon be mailed out for 2008). 

THE FINANCIAL REPORT   submitted by Ray McIntosh/Treasurer 
1 Jan 07 Account Balance 9169.38 
YR 2007 Dues collected plus a donation 1060.00 
Yr 2007 Credit Union Interest 67.05 
Yr 2007 Credit Union Dividend 4.96 
SUB TOTAL CREDITS 10293.39 
DEBITS  
Credit Union membership annual fee 5.00 
Darlings Copy Depot ( Propwash x 3 ) 430.92 
Envelopes & Stamps ( Propwash x 3 ) 606.49 
Annual Membership Draw ( Ronald Armstrong winner ) 100.00 
Plaque F.E.Award ( 426 Sqdn Graduation ) 50.30 
Web Site Revamped 927.40 
SUB TOTAL DEBITS 2120.11 
SUMMARY :  
Total Credits 10293.39 
Total Debits -2120.11 
31 Dec 07 Credit Union Account Balance 817328 
31 Dec 07 Compulsory Shares plus share interest 124.80 
13 Mar 06 Scotia Bank GIC @ 4.25 % / 5yr . 5000.00 
TOTAL CMFEA ASSETS 13298.08 

Just a Few Country Words of Wisdom to Ponder 
Don't squat with your spurs on.  
If you find yourself in a hole, the first thing to do is stop diggin'.  
Only cows know why they stampede.  
Always drink upstream from the herd. 
You can't tell how good a man or a watermelon is 'til they get 
thumped. 
Sometimes you get and sometimes you get got.  
It's better to be a has-been than a never-was.  
The easiest way to eat crow is while it's still warm. The colder it 
gets, the harder it is to swaller. 
The biggest troublemaker you'll probably ever have to deal with 
watches you shave his face in the mirror every morning.  
Keep skunks, lawyers, and bankers at a distance.  

The "Life Membership" draw was conducted at 413 Wing 
Trenton on April 01, 
2008.The draw was 
done by Mayor Wil-
liams of Quinte West, 
and engineered by 
Larry Cote and Ray 
McIntosh. The 2008 
winner was # 343 Bill 
Cheverie  of Trenton 
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Name _______________________________________ Spouse or Companion __________________________ 
 

Mailing Address ___________________________________________________________________________ 

 
City ________________________________ Province _________________ Postal Code __________________ 

 
Phone Number (__________) __________________________ 

 
E-mail Address ____________________________________________ 

A Registration Fee of $15.00 per person is required     X _____ = $ ___________ 

Friday 29th of August Meet and Greet @ $ 15.00 / person    X _____ = $ ___________ 

Saturday 30th of August Banquet @ $ 40.00 / person     X _____ = $ ___________ 

Sunday 31st of August Breakfast & Meeting @ $ 15.00 / person   X _____ = $ ___________ 

                     Total Sent   $ ___________ 

Please make your check or money order payable to:     Comox Flight Engineer Reunion 2008 

Banquet meal choices are:   Roast Beef or Chicken 

      Members Choice is           _________________________ 

      Companions Choice is      _________________________ 

Possible Saturday Activities 

I/we would be interested in a tour of 407 (MP) or 442 (T&R) Sqns.      YES _______   NO ________ 
I/we would be interested in a tour of the Comox Air Force Museum.      YES _______   NO ________ 
I/we would be interested in Golfing.       YES _______   NO ________ 
I/we would be interested in Fishing.       YES _______   NO ________ 

Please send the completed form along with your payment to: 

Jack Trent,  1828 Fern Rd,  Courtenay,  BC, V9J 1W8 

*** No later than  15th of  August 2008 please ***  

The CYQQ Reunion will once again take place at the Best Western Westerly Hotel in Courtenay  
and the Meet and Greet event will be held at 888 (KOMOX) RCAFA Wing in Comox. 

 
BC Tourist Guide and CAA Travel Guide   Comox Area Accommodations (2 Star or better) 

 
Best Western Westerly Hotel 1-800-668-7797 or (250) 338-7741, 
Crown Isle Resort and Golf 1-888-338-8439 or (250) 703-5050 is located ½ way between the Westerly and the Wing/Base, 
Kingfisher Oceanside Resort and Spa 1-800-663-7929 or (250) 338-1323 is located about 7 km south of Courtenay on the beach, and 
Port Augusta Inn and Suites 1-800-663-2141 or (250) 339-2277 is located in Comox. 
Event planning 
Depending on the amount of interest, we will be looking at trying to set up some activities for Saturday. Green fees and fishing expenses 
would be the responsibility of the member but we would endeavor to make some arrangements on their behalf. Sqn/aircraft tours would de-
pend on amount of interest and the availability of squadron members and aircraft that day. 
 

Please be sure to indicate on the registration form, if you are interested in the committee attempting to arrange a Saturday activity. 
 

*** While we can make last minute additions for people who unexpectedly find themselves in the area at the time, the caterers are only 
able to accommodate an additional 5% above the numbers expected and pre paid.***  

 
We are requested to provide the number of people expected at the Meet and Greet and at the Banquet along with the funds NLT 18 August. 

Please help us out by returning your application and money by the 15th of August. 
 


