
   
   

   
   

YOUR EDITOR IS AT YOUR EDITOR IS AT YOUR EDITOR IS AT    
THE END OF HIS PATIENCE! THE END OF HIS PATIENCE! THE END OF HIS PATIENCE!    

 
My requests for input from 292 members of the 

Association has been totally ignored! 
 IF YOU CARE?   IF YOU CARE?   IF YOU CARE?  SEND me your biographies, 
stories, anecdotes, flying experiences etc.  

From the editor— Bruce Dyer August 2008 

M any of us will change or even curtail our travel plans this SUMMER! Either by plane or automobile, travel has now become a very 
expensive prospect. As a result of the skyrocketing prices of BLACK GOLD, we can ill afford the soaring cost of gasoline for travel to 

holiday destinations. WHY you may ask are petroleum prices so high today and increasing? Lets focus for a moment on the supply and de-
mand forces at work on crude oil prices in today's worldwide market. Crude oil is refined into many products other than gasoline, and when 
unrefined oil is spilled, interrupted, traded as a commodity or shipped, it is always in huge quantities with lots of money at stake. The oil mar-
ket is seeing lots of demand from places like China and India, and faces interference from political forces in oil-rich countries, like the civil 
unrest in Venezuela, war in the Middle East, political instability in Nigeria, and the problem of too few refineries in the U.S. -- which is largely 
the result of environmental regulations. 
     There have been no new refineries built in the U.S. since 1976 because of the "environmental impact" red tape that must be overcome be-
fore construction can even begin. Sometimes people say that the oil companies are hoarding gas to drive up the price, but the more gas they 
sell, the more money they make. Obviously the oil companies would gladly build more refineries, if they could, because that would bring more 
of their products to the market. 
     Lobbyists on the political left oppose oil exploration in the Gulf of Mexico and in parts of Alaska, even though ANWR (Arctic National 
Wildlife Refuge) is floating on 16 billion barrels of recoverable oil. Many people are disgusted by the sight and the smell of refineries or fright-
ened by gas wells and pipelines near their neighborhoods, but petroleum doesn't just appear out of nowhere. It has to be refined somewhere and 
delivered somehow. 
     The land occupied by the proposed drilling site in the Arctic National Wildlife Refuge (ANWR) would be 2,000 acres, which could produce 
an estimated 1,000,000 barrels of oil per day. In contrast, 2,000 acres covered by windmills could produce the energy equivalent of 1,800 bar-
rels of oil per day. To produce the energy equivalent of ANWR would require a windmill farm of more than 1,000,000 acres, or 1,700 square 
miles, or five times the size of New York City. This would (not might) kill 22,000 birds every year." 
     For fear of oil spills, as of 2008, the U.S. Federal government and various states ban drilling in thousands upon thousands of square miles 
off the U.S. Coast. These areas, primarily on the Outer Continental Shelf, hold an estimated 115 billion barrels of oil and 633 trillion cubic feet 
of natural gas. This leaves America's energy needs increasingly at the mercy of foreign autocrats, despots and maniacs.  All the while world-
wide demand for oil ratchets ever and ever upward.  
     The Bakken is shaping up to be the largest light-oil pool discovered in Western Canada since 1957, holding at least one billion barrels of 
oil, of which up to a quarter is recoverable. The Bakken, located in the Williston Basin, has been known to oilmen in both Canada and the 
United States since the 1950s. Already, the formation is yielding about 12,100 barrels a day on the Canadian side (4,000 barrels a day in Sas-
katchewan and 8,100 barrels a day in Manitoba from about 520 wells). The Bakken now produces, in Montana alone, about 50,000 barrels a 
day. It costs $5 to produce a barrel of oil from the Bakken, a bargain next to the costs of oil sands production.  
     Indeed, there are wells in the Middle East and other areas of the world that are producing from one well the same amount as the Bakken is 
yielding in all of Canada. But if it turns out to resemble the Pembina Cardium, current activity in the Bakken is just scratching the surface. 
After 50 years of drilling, the Pembina Cardium, near Edmonton, has produced about 1.2 billion barrels from about 6,000 wells, about 4,000 of 
which still produce. It has estimated reserves of 7.8 billion barrels of oil in place, with about 1.6 billion barrels of that recoverable. 
     The Bakken will likely require thousands of wells to be exploited effectively, but the potential is vast and the boundaries have yet to be es-
tablished. 
     It is estimated that the Bakken might hold a whopping 413 billion barrels. If so, it would dwarf Saudi Arabia's Ghawar, the world's biggest 
field, which has produced about 55 billion barrels. So it would appear that more drilling is required along with the construction of more refiner-
ies if we expect to see any drop in gasoline prices in the future. And of course, be mindful that the stock market speculators are doing their part 
in driving up the prices for crude oil. So if you must travel any distance this Summer, you might consider “Hypermiling “(making some strate-
gic changes to the way you drive in order to maximum your mileage) to get the most bang for the buck  as you fork-out $6.00 + for a gallon of 
Motion-Lotion! 

 
 

 
Friday, 29th of August, the Registration will start at 1200 at the Best Western Westerly. 

Friday, 29th of August, the Meet and Greet at 888 Wing will start at 1800.  
Saturday, 30th of August, the Dinner event at the Holiday Inn Westerly  

will start with Cocktails at 1830 and Dinner at 1930. 
Sunday, 31st of August, the Brunch will start at 1000 with the General Meeting to follow. 

 

AARRGHH! 
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     Flying in the Maritime role (basically submarine warfare) proved 
to be very interesting and exciting with live exercises and missions. 
Any Russian submarine sited off the coast called for a Form Green 
operation controlled by Maritime Air Command. I was involved in 
many of the Form Green missions as recorded in my Certified Flight 
Log Book (2000 hours). During such missions, the Flight Engineer 
operated power settings, fuel consumption and engine performance 
as operation tactics and communication preoccupied both Pilots. 
Detection and tracking equipment was by basic Sonar Buoys, Mag-
netic Airborne Detection (MAD) and Jezebel, a snorkel-sniffing 
device (also labeled Hound Dog, which was (Top Secret at the 
time). 
     The Maritime Squadron's also alternated to perform the Ice Pa-
trols out of Resolute Bay. Such patrols were of a two-month dura-
tion in order that the Scientists on board could plot the breakup of 
ice in the inlets. The Scientists could predict, to the day, when the 
ice would leave the inlets and the re-supply ships were waiting to 
restock the Arctic bases in a two month timeframe. Navigation, 
bombing and gunnery exercises were the order of the day for the 
Squadrons. The trips to Bermuda and the Azores were very wel-
come change and supplied the liquor requirements for the squadron 
crews. 
     In 1956, the Greenwood Education Officer summoned me, as he 
wanted to know why I wasn't applying for University training under 
the Serving Airman Plan. I had to admit that I wasn't aware of it. He 
noted that I had Senior Matriculation (Grade 13) from Alberta, 
which was equivalent to the first year of University in other prov-
inces. I gave up my Acting Sergeant Rank to go to University in 
1956 with the backing of the Commanding Officer of 405 Squadron. 
I was assured that I would be selected without any qualifying ex-
amination. 
     I must have had an excellent record as an FE on the Squadron to 
warrant such confidence from the CO. As Non-Commissioned Air-
crew, the F.E.'s were the bridge between the Commissioned Aircrew 
that flew the planes and the Ground Crews that maintained the air-
craft. 
     University training was no easy task and I obtained an Engineer-
ing Certificate from Acadia University in Wolfville, Nova Scotia 
and a B.A. in Applied Science, (Mechanical Engineering with Met-
allurgy) from the University of British Columbia. 
     Summer training in the RCAF Aeronautical School in Alymer 
was almost a reprieve from the stringent University courses. As 
Serving Airmen/Flight Cadets with years of service experience, we 
were expected to perform a supervisory role to the younger Univer-
sity Students. I was given Cadet Squadron Leader Rank and per-
formed the Range Officer duties for all shooting exercises. Ironi-
cally, I was changing my trade from AE Tech to Tech/AE and was 
promoted to Flying Officer (F/O) on graduation. My preference was 
to continue flying as an FE, however, there was no establishment for 
a commissioned FE in 1960. 
     My first transfer was to Air Material Command/Chief of Quality 
Control Branch. My wife, daughter and son born in Vancouver 
moved to Ottawa, Ontario. Our youngest son was born in Ottawa, 
which completed our nomadic family. 
     From 1960 to 1963, I served as a Quality Control Engineer. I was 
responsible for Quality Audits, Evaluation of Contractor's facilities 
and Quality Control Systems. The review of contract demands and 
final contracts for inspection and specification requirements was a 
key task. 
     Courses that I had taken were the RCAF Quality Control Course 
in Ottawa and RAF Aeronautical Inspectors School/AID in Melk-
sham, England in 1962. 
     In 1964, I was transferred to Canadian Forces Headquarters/

 
Just a farm boy with an urge  
to travel and see the world. 

I  was born in the District of Alberta called North 
Bank on May 05, 1928 and grew up on a farm near 

Warspite - Smoky Lake Area. This farm was my Dad's Homestead 
in 1900. The country school I attended had only two rooms and was 
called Lopstick School. It had classes up to Grade 9. Grades 10 to 
12 were attended at Warspite High School. Grade 13 was completed 
in Innisfail, Alberta, where I worked with my brother in law in his 
tire shop. This was post war years and rubber was scarce. I learned 
the trade of repairing tires by vulcanizing big patches and recapping/ 
retreading worn tire casings. 
     In 1947, I returned to farming to help run my Dads farm for sev-
eral years. 
     I liked all sports and excelled in Softball, Baseball, Hockey and 
Badminton and am told I made a significant contribution to any 
sport I played. The Warspite baseball team won all of the tourna-
ments held in the area. However, the farm life style was not for me 
so I enlisted in the RCAF in 1949. This was the start of the Korean 
War and all the Services were returned to Active Duty. 
     Boot Camp was in Aylmer, Ontario and the Aero Engine Me-
chanic Course was held in Camp Borden, Ontario (AE Tech trade). 
On graduation we were asked to select our posting and the older 
retreads (Pat Brophy included) advised the new recruits to ask for 
RCAF Base Sea Island in Vancouver, B.C. They knew that anyone 
asking for such a posting would probably be sent to Resolute Bay. 
With the lack of knowledge of Service operation, I applied for 
RCAF Base Sea Island and to everyone's surprise I got my transfer. 
Many of the old-timers offered big buck to trade postings, however, 
in my naive concept of service requirement, I stated that if the 
RCAF needed me at Sea Island then that was where I was going. 
     It Just so happened that RCAF Sea Island was gearing up to ser-
vice the North Star Airlift to Korea. I achieved Group 3 tradesman 
by 1952 with rank of LAC and was a qualified crewman on several 
aircraft i.e. Dakota, Norseman, Expeditors, and Flight Engineer on 
Canso and Lancaster Bombers. All of these planes were used for 
Search and Rescue Operations. I was also a member of the Land 
Search and Rescue team with many actual trips to crash sites along 
the coast of B.C. and the Interior. Although very memorable to me 
as reflected in my photo album, the trips were real rescue and recov-
ery missions, but all too numerous to cover here. 
     I specialized on the maintenance of the Lancaster bomber and 
was qualified to maintain and sign for all trades while away from 
base. 
     My tour of duty at RCAF Base Sea Island was rewarding in both 
experience and life style as I met my future wife Joyce in Vancou-
ver. Upcoming is our 55th anniversary and we continue to raise Ber-
nese Mountain Dogs and operate our current hobby farm. 
     In 1953, I applied for Maritime Flight Engineer Course at RCAF 
Base Greenwood, Nova Scotia. There I graduated and was posted to 
405 Squadron. 
     All three Maritime Squadrons 404, 405 and 407 used the Lancas-
ter Aircraft. The P2V7 Neptune was added to the fleet in 1955 and 
was a change from the noisy Lanc. The last entry in my logbook was 
a two-hour flight in the Argus as a passenger. This was a real treat 
when compared to the cramped spaces of the Lanc and Neptune 
aircraft. I was promoted to Corporal in 1953, which helped my wife 
maintain a PMQ at Greenwood. Our daughter was born in Middle-
ton, Nova Scotia. 

GRAPHY 
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Directorate of Aeronautical Engineering where I served as an Air-
craft Design Engineer. I was promoted to F/L and was responsible 
for all design aspects of aircraft hardware and ancillary systems in-
volving testing, design and product qualification. The design engi-
neer legislated all of the quality assurance provisions of the relevant 
specifications. 
     As Design Authority I had full control of Aircraft Hardware and 
ancillary systems. Commands were not allowed to change aircraft 
configurations without Headquarters approval. This task was easy, 
as the Unit Tech/AE's knew what they were doing and only required 
Headquarters Design Authority approval to proceed with the 
changes. The purpose and logic for the control of such changes was 
because many Commands had common aircraft to suit their particu-
lar roles. Such aircraft could be interchanged between Commands 
and cause a serious misjudgment of the aircrafts capability if these 
were not controlled. 
     I was the delegated RCAF Working Member of Air Standardiza-
tion Coordinating Committee (ASCC) for International Standardiza-
tion Programs. This involved all of the ASCC and NATO Countries. 
As the Working Member for the International Working Party Eleven 
(WP 11) covering Aircraft Maintenance and WP 17 for Aircraft 
Hardware and Ancillary Systems we were to ensure that all such 
agreed to standards were enforced. 
     ASCC Standards are mandatory in Canada, United Kingdom, 
United States, Australia and New Zealand on all aircraft hardware 
and fittings manufactured in their countries. Such Standards often 
became the NATO Agreement. (Stanags) and many became Interna-
tional Standards Organization (ISO) Recommendations. The Inter-
national standardization program made it possible for a Russian 
transport aircraft to land at Canadian/UK/USA airport and be ser-
viced and refueled. It also enabled a British fighter plane to land on 
a USA Carrier and be serviced and refueled and visa versa. When a 
standard agreement could not be achieved a cross servicing kit with 
adaptors was designed to accommodate all combined international 
NATO exercises. 
     My highlight of the standardization program was convincing an 
Australian Group Captain to host the meeting in 1967. I called it my 
Centennial Year Project and had a memorable three-week stay and 
tour of that country. The question of why Hussies were guzzlers was 
revealed to me in Canberra. All Bars were closed at 6:00pm, so 
when the workday was completed at 5:00pm, you had only one hour 
to quench your thirst. I was also able to evaluate the different Air-
lines, having had to use CP Air, British Airways and Quantas Air-
lines for the trip. An Officer always traveled First Class while off 
the Continent in those days. The CP Air flight to Honolulu was OK. 
The British Airways flight from Honolulu to Sydney was fantastic. 
However, the Quantas flight from Sydney to Honolulu was incredi-
ble. All you had to do was get on board and sit down. The Steward-
esses made you comfortable, removed your shoes and pulled on the 
booties. The Head Steward of Squadron Leader Rank wouldn't 
move his liquor cart until I selected a drink. He named every drink 
he could mix and when he said Champaign cocktail, I stated I had 
never had one and that was it. Dinner and service were beyond all 
my expectations. 
     One of the tours that the Australians arranged was that of the 
Snowy Mountain Hydro Development Project, an incredible engi-
neering feat. They tunneled between two lakes, brought the water 
back inland for irrigation purpose and reaped the electrical power. 
They were very proud of this feat and should be, as the Project was 
finishing on budget and ahead of schedule. 
     My Section DAE-6 undertook the task of developing an Aircraft 
Design Handbook and after reviewing the UK and USA systems; the 
Directorate of Aeronautical Engineering adopted the American Sys-

tem of Handbook and Military Specifications (Mil Spec). 
     Canadian Forces Staff joined the American Working Groups on 
all specifications and design handbooks meetings. All Canadian 
Forces had to do was supply the cold weather operation require-
ments and the US agreed to provide the Canadian Force with free 
copies of all Specification and Handbooks that we required. 
     The benefits of such an agreement and the arrangement were 
very beneficial, not to mention all the trips that were required to 
Washington, Wright Patterson, London -England, France and 
Europe for meetings. Member countries took turns to host such 
meetings. 
     From 1968 to 1970, I was seconded to the Defense Production 
Management Team, Department of Supply and Services as the first 
Tech AE Project Engineer on AN/USD 501 Reconnaissance Drone 
Project. This was a tripartite program with Armies of Canada, Brit-
ain and West Germany participating. This Canadair project had pro-
gressed to the final testing stage to establish a production configura-
tion. The flight trials were conducted at Shilo, Manitoba. 
     My duties on the project were involved in systems, testing and 
design review of system defects. I coordinated the Material and 
Modification Review Board action with the Contractor (Canadair) 
and worked with the Quality Control Inspectors to ensure that the 
required changes were implemented. The Drone was tested for its 
operational capabilities and a final production configuration was 
established. My task was to evaluate each flight and write the final 
report for tripartite acceptance. One important task was to ensure 
that all NATO Agreements were implemented and it was fortunate 
that the Contractor was Canadair, who automatically implemented 
most of the applicable NATO Agreements. Serving on an Army 
Project and Base was interesting and provided insight into another 
element of our integrated Armed Forces. While at DA ENG the 
Navy Air staff joined us and our Department Head was a Navy Cap-
tain. The Navy Contingent was not displeased with their move to 
DAE, as they were almost outcasts in their own element. 
     By 1970, I had served 21 years and had to consider a retirement 
posting. I wanted the West Coast area and a close friend of mine 
was now in charge of postings and careers for the Tech AE trade. 
There just happened to be a position opening for an engineer with 
my qualifications at Defense Research Establishment Pacific 
(DREP). Apparently the Hydrofoils on HMCS BRAS D'OR were 
cracking in a seawater environment. This was a Navy development 
project. A transfer to Victoria was to my liking as a final retirement 
posting. I had elected the early retirement age of 45 rather than 47 
for a Captain (F/L). We were now a fully integrated service in a 
Unified Armed Forces. 
     From 1970 to 1974, I became a Research Engineer. My task was 
applied research with Defence Research Establishment Pacific in the 
field of Environmental Stress Corrosion Cracking using Fracture 
Mechanics Techniques. Materials evaluated were high and medium 
strength, 18% NJ. Maraging steels, Al S1 4340 carbon steels, HP-9-
7-25 and HY130 a submarine hull steel. I established stress corro-
sion and hydrogen assisted cracking thresholds for the above steels. 
The Cantilever test rig idea was plagiarizes from test books, but the 
test rig configuration using flowing seawater was my own idea and 
designs. I proceeded to establish and solve the mystery of why the 
Hydro Foils were cracking/failing in a salt-water environment. The 
stress corrosion testing showed that the 18% nickel Maraging steel 
was a poor choice for the foil application. 
     This project proved to be very interesting and required all of my 
academic qualifications to be put to a practical application. Even 
most of the Engineer's (1,100 at the peak of the Candu Heavy Water 
Projects) could not appreciate the Unit of Stress intensity, which 
were lbs per square inch to the square root of inches. The successful 
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results for the testing provide me with a special one-year contract as 
a civilian to complete the test work as my Service time had expired 
in May 1973. 
     We had a beautiful home in Victoria, however, with a daughter at 
University, and 2 sons in high school, early retirement was a dumb 
notion. I had to go to work because golfing had become a routine 
job. 
     In 1975, I applied for a job with Atomic Energy of Canada 
(AECL) Power Projects  Division. This resulted in a move to Mis-
sissauga Ontario as a Quality Assurance Engineer. The move was 
both rewarding and profitable as it was paid for by Canadian Forces 
Retirement Plan and also by AECL. I just had to double dip on this 
one, as AECL could not agree to return me to the West Coast Area. 
From 1974 to 1978, I served as a Quality Assurance Engineer with 
the Manufacturing and Construction Branch of Power Projects, 
AECL. The Company had obtained sales of Candu Reactors from 
several countries. The branch was responsible for evaluating con-
tractors quality program and accepting Quality Assurance plans and 
Quality Control related documents for the Electrical-Mechanical 
areas. Quality Assurance requirements for Reactor Fuel Handling 
and Process Equipment (F/M heads, Primary Pumps and Header 
Feeder assemblies, etc.) were my initial task. 
     The Candu Heavy Water Nuclear Reactor fuel handling was 
unique in that it could refuel the reactor without having to shut down 
as most other types of reactors do. The fueling machine could also 
detect the spent fuel bundles and replace these with new ones. This 
ongoing refueling system was more efficient and practical than the 
light Water Reactor Designs used by other countries. 
     From 1978 to 1981, I served as senior Engineer in Engineering 
Quality Assurance and was responsible for all aspects of Engineer-
ing QA. Duties of the Quality Engineering Branch (including super-
vision) were: Responsible for reviewing Quality Engineering Plans 
and Design QA requirements. I was promoted to PG5 (a Profes-
sional Engineering Grading System). 
     From 1981 to 1983, as Acting Manager QA Systems/
Engineering, I was responsible for preparation and revisions to 
AECL-EC QA Basic Manual and the Preparation and Review of QA 
Procedures. The Branch performed both internal and external audits 
on Engineering and Procurement as required by the Company QA 
Manual. 
     From 1984 to 1993 as Quality Assurance Administrator at the 
Sheridan Park Engineering Laboratory (SPEL), I was responsible 
for all Review, update and implementation of the SPEL Quality As-
surance Manual and Q.A. procedures. SPEL conducted training, 
performed audits and interfaced with all internal and external quality 
assurance organizations. One letter of commendation I received 
from my General Manager read as follows: Quote "Over the past 
few years, the Sheridan Park Engineering Laboratory has developed 
a sound approach to quality through a comprehensive and effective 
quality assurance program established to fully satisfy code require-
ments while retaining the degree of flexibility necessary to maintain 
a competitive edge. The preparation and effective implementation of 
this quality program to no small degree is your accomplishment, 
derived through your dedication in establishing the program in the 
first place and your conscientious effort in implementation and en-
forcement of the program requirements over the past four years. 
On the occasion of my departure, I wish to extend my sincere appre-
ciation and thanks to you for your positive contribution towards the 
successful SPEL quality assurance Program. Signed E.H. Rummel, 
General Manager - SPEL. Unquote 
Courses attended while with AECL were as follows: 
- ASME QA Course for Nuclear Power Plant Components in 
Houston, Texas (1981). The Pressure Vessel Code for Nuclear 

Power plants is covered by ASME Section 3, (The American Soci-
ety of Mechanical Engineers). 
- (1982) Quality Engineering Course with General Atomic in San 
Diego.  
- Ontario Hydro Lead Auditors Training Course conducted by Gen-
eral Atomic. 
- Computer Software QA for the Nuclear Industry by General 
Atomic in San Diego. 
     My wife was able to accompany me on these trips as local hotels 
covered the accommodation costs. There was an ulterior motive for 
this generosity because while the husbands were attending the 
course the wive's were shopping. This was a real benefit to the econ-
omy of the area and a detriment as our expense accounts indicated. 
     My Professional Associations are: Registered Engineer for Prov-
ince of Ontario (AEPO), Registered Professional Engineer for Prov-
ince of British Columbia and a Full Member of American Society of 
Mechanical Engineer (ASME). I have always been a member of the 
RCAF Association and fully support and enjoy the Propwash News-
letters. 
     I had planned to retire at age 63 because I still had to find and 
build a retirement residence. However, AECL held me for another 
two years, requesting that I update all of the Quality Assurance Pro-
cedures to the latest ASME and ISO, QA requirements. As a full 
member of ASME and a Registered Professional Engineer, I was 
very familiar with the latest National and International QA require-
ments as our sales of Candu Reactors went to South Korea and Ar-
gentina. I did this because my youngest son was now a Test Engi-
neer at the SPEL and this update was important to the Company's 
success. 
     In 1990, I purchased a 34 acre treed wilderness property near 
Hope. B.C. and proceeded to reshape this scenic isolated mountain 
site. I designed and had a log homebuilder construct and erect the 
log home package. I did all of the finishing of an 8000 sq ft. envi-
ronmentally friendly log home because of my wife's allergy prob-
lems. Our 10-acre yard has an orchard, nut trees, berries and lots of 
wildlife. The 34-acre property is now a fully registered farm. Our 
main source of income is pensions, farm produce and Bernese 
Mountain Dog kennel sales. 
     As a registered Engineer I am able to certify all of our structures, 
log home included. I am often asked to help friends with their build-
ing problems. The Building Codes do not cover log home structures 
although many Building Inspectors attempt to do so and find that 
their inspection work falls short of what was required. 
     Our daughter has a Master's Degree from Simon Fraser Univer-
sity in Learning Disabilities. Our eldest son is an RMC graduate and 
now a Lieutenant Colonel stationed in Ottawa, and our youngest son 
is a graduate from McMaster's and is a Senior Engineer with AECL. 
Our grandchildren 5 boys and a baby girl are all growing up fast and 
are at University and/or High School and Kindergarten. In retrospect 
one can state that while you can take the boy from the farm, you 
can't take the farm from the boy. 

 
Some of you may have 

known this feller 
many moons ago? 

WHAT? 
Look again! 

Sgt. Geoffrey Brogden in the Azores!  
Our CMFEA President 

Thank you Pete Sayers for the photo! 
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Rear Row L to R: Al Belliveau, Pete Sayers, Cec Cunningham, Bill Flynn, Butch Fleury, Art Watkins. 
Front Row L to R: Spike Allen, Bing Crosby, Frank Honey. 

                         (picture credit Carole Allen) 

 
 

 
 
 

Following  their wartime service, over 100 Canadian-built Lancaster Bombers were converted to post-war configurations and 
served in a variety of roles with the RCAF including anti-submarine and other reconnaissance patrols during the Cold 

War, search and rescue, photography, mapping, and ice patrols in the Arctic.  
     Our museum’s aircraft, “Lanc159,” served with No. 103 Search and Rescue Unit at Greenwood, Nova Scotia and with No. 407 Squadron at 
Comox, British Columbia. 2008 will mark the Fiftieth Anniversary of its last flight with the RCAF.  
We hope that “Lancs in the Fifties” on August 22-23, 2008 will become a reunion of air and ground crew who served on post-war Lancaster's.  
     Our preliminary plans include an evening reception on Friday followed by a full day of activities on Saturday that will include a pancake 
breakfast, a Luncheon for “Lanc’s in the Fifties” veterans, ceremonies in the hangar, and a hangar dance in the evening.  
     The day will also feature various special events including engine run-ups on the Lancaster and other aircraft, demonstrations, fly pasts and 
the participation of “Living Historians.” In addition we will be honouring Bomber Command ground crew.  
     For additional information regarding our museum, please visit: www.lancastermuseum.ca.  
          Note the link to “Lancs in the Fifties” in the “Special Events” section.  

Current information will be posted there as our plans develop.  
Please feel free to contact the museum directly regarding “Lancs in the Fifties”  

library@lancastermuseum.ca — 403-646-2270  
Nanton Lancaster Air Museum; Box 1051; Nanton, Alberta; T0L 1R0  

B ing and Joy Crosby who have been ardent travelers with their "fifth wheel" over the years, have lessened their activity of late due to an 
increase in years on their personnel odometers. Although they don't have their fifth wheel now, they still manage to get in the odd trip.         

The most recent one was a visit to Bings "roots" in Nova Scotia, and while close to Greenwood decided to have a Meet and Greet with old bud-
dies they had been associated with in that area.  
     We had a small but friendly group, and all are not in the pictures. 

 Bing and Joy arrived about 18:00 and it lasted for about 3 hours, nice to see old friends again. 
-----------------------------------------------------------------------------------------------—————————————————————- 

WORDS-OF-THE-DAY from The Aviation Dictionary 
Range:  Usually about 30 miles beyond the point where all fuel tanks fill with air.      Lean Mixture:  Non-alcoholic beer  
Rich Mixture:  What you order at the other guy's promotion party.          Spoilers:  The Federal Aviation Administration. 
Roger:  Used when you're not sure what else to say.                         Bank:   The folks who hold the lien on most pilots' cars. 
Service Ceiling:  Altitude at which cabin crews can serve drinks.             Dead Reckoning:   You reckon correctly, or you are.  
Parasitic Drag:  A pilot who bums a ride and complains about the service.           Crab:  The squadron Ops Officer.  
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Sgt Dave McKenzie 
CFEI of the Basic 
Flt Eng Course pre-
senting Cpl Lavier 
with his certificate 
of the award which 
he gets to keep.  

T he latest recipient 
of the Gaetz/ Sin-

clair Award being pre-
sented his award. The 
presentation took place 
at 440 Sqn in Yellow-
knife on July 02, 2008 
where Cpl Pre Lavier, 
the 2007 winner is cur-
rently posted. Pre was 
on leave at the time and 
had his Mom and Dad 
visiting so they were 
able to witness the pres-
entation along with ap-

proximately 30 fellow squadron members. Everything worked out 
quite nicely.  

 B rand spanking new right out of the hangar, without a single 
hour of air time. Enter the Arab flight crew. 

Nine employees of the Arab airline were in the aircraft, but not one 
employee from French Airbus was present. The Arabs taxied out to 
the run-up area. Then they took all four engines to takeoff power 
with virtually an empty aircraft. This was their first mistake as they 
obviously didn't read the run-up manuals. They had no clue just how 
light an empty air bus really is. No chocks were set, not that it 
would have mattered at that power setting. The brakes will not hold 
it back at full power anyway. 
     As it turns out, the takeoff warning horn was blaring away in the 
cockpit because they had all 4 engines at full power. The aircraft 
computers thought they were trying to takeoff but it had not been 
configured properly (flaps/slats, etc, etc). Then one of these brain 
surgeons decided to pull the 'Ground Sense' circuit breaker to si-
lence the alarms. This fools the aircraft into thinking it is in the air. 
That was their last mistake. As soon as they did that, the computers 
automatically released all the brakes and set the aircraft rocketing 
forward. 
     The poor bastards had no idea that this is a safety feature so that 
pilots can't land with the brakes on. There was no time to stop and 
no one smart enough to throttle back the engines from their max 
power setting. 
So the rest is as you see it below. Arabs, don't you just love 'em . . . . 

Wreck of a brand new A340-600, in November 2007,  
that had never flown. 

A340A340A340---600 RUN UP WRECK at 600 RUN UP WRECK at 600 RUN UP WRECK at    
TOU-TOU-TOU- LOUSE FRANCELOUSE FRANCELOUSE FRANCE   

شيت    ] [أه — Oh SH_T!   In Arabic. . . . . 

WO Mac MacGregor (representing the Flt 
Eng Assoc.) along with LCol R.E. Wuerth 
CO 440 Sqn presenting Cpl Pres Lavier the 
Gaetz/ Sinclair Award for 2007. 

I n the past, many air shows were held at regional 
and military airports where aircraft junkies like 

myself could enjoy and soak up a good dose of aircraft static dis-
plays and flying performances. Not so anymore. Today, air shows 
are few and far between. The St Catherine's, London and Hamilton 
shows have all gone into extinction. These cities no longer host 
yearly air shows, as is also the case at the military base at Trenton, 
Ontario. However, one can still spend a day at an excellent air show 
at St Thomas, Ontario, but only in every odd numbered year. The 
next show will be in 2009. 
     I find that air shows in Canada have/had become somewhat déjà 
vu. The performance schedule of events never seemed to change 
with the centre stage Snowbirds and Skyhawks parachute team per-
forming their aerial performances across the country year after year. 
Unfortunately, the aviation community in Canada has had little more 
to offer over past years. Due to their overstretched commitments, the 
Canadian military is hard pressed to host, exhibit or even fly some of 
their recent acquisitions at air shows, for example, the C-17, Globe-
master III. Compared to the U.S.A., we are hopelessly stuck in an air 
show performance rut!  
     In spite of this, I am fortunate in that I live not to far from the 
West Niagara Falls region of Ontario. There, every year in the 
month of June, you can watch Canada’s Biggest Propeller-Only Air 
Show, “The Friendly Foes Above the Falls” event. The show is held 
at Russells location on Sodom road in West Niagara District. 
     On June 15, 2008, in spite of threatening weather in the early 
morning, the show began on schedule as the overcast clouds dis-
persed in the skies above.  
     The show was not an in-your-wallet event as you might experi-
ence at larger air shows, for only $20.00 admission fee per person 
and veterans received a free official commemorative air show pro-
gram. The show grounds were literally free of in-your-face vendor 

Although the A340-600 al-
ready had been painted in 
Etihad Airways' colors, Air-
bus was still the owner of the 
aircraft and it was insured on 
the policy of giant aerospace 
manufacturer EADS, which 
owns Airbus. The A340 bore 
a French test registration at 
the time of the incident. The 
agreed value of the aircraft 

for delivery to 
Etihad Airways 
was $148 mil-
lion but EADS' 
policy has a 
maximum hull 
insurance value 
of $300 million, 
according to an 
insurance bro-
ker's report. 
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booths. Food and drinks were available at five refreshment booths 
and one could wet his whistle at a suds-dispensing oasis adjacent to 

the hangar. 
     A 30 to 40 foot wooden 
construction tower stood sen-
tinel over the show grounds. 
From the balcony atop this 
structure, the Bill and Nancy 
Lowe announcing team kept 
the crowds informed 
throughout the performances 
and were joined in by Char-
ley Fox who gave colourful 
historical commentaries 

throughout the show. 
     Bill Lowe has amassed a database on virtually everything that 
flies and delights in passing on this information on to the air show 
audience in an entertaining yet informative manner. He also has 
flown…or flown in…everything from World War II vintage aircraft 
to a Blue Angels jet. Charlie Fox DFC and Bar (Ref: Propwash, De-
cember 2004, page 5) on the other hand, was a wartime Spitfire pilot 
who specialized in the ground attack role. Charley destroyed or dam-
aged twenty-two locomotives and thirty-four enemy vehicles with 
eight enemy aircraft destroyed. He is also credited with strafing 
Field Marshall Rommel on July 17th, 1944. 
     After a parachute jump by the Burnaby Display Team, a flight of 
Harvard's in the Missing-Man-Formation kicked off the flight dem-
onstrations followed up by a fly past of a TBM Grumman Avenger, 
Memphis Belle B-17 and an out-of-nowhere C-130 Hercules belong-
ing to the U.S. National Guard that streaked across the field. The 
show then ramped up a couple of more notches as Rick Volker in his 
Sukhoi dazzled the spectators with his unbelievable aerobatic ma-

neuvers. 
     Following Rick, the Spit-
fire and the German Me-109 
scrambled into the air where 
they chased and tangled with 
one another to the delight of 
the onlookers. The two air-

craft proceeded to fly off to Hamilton 
after their performance, planning to 
return later in the afternoon. Mean-
while, the Great War Flying Museum 
from Brampton, Ontario launched their 
fleet of WW I aircraft into the air to do 

battle! The dogfights were on. A Nieuport N-28 was being chased by 
a Fokker DR1B who in turn was lined up in the gun sights of an on-
coming SE5A1.In the mist of the frolicking aerial battle, the Red 
Baron in his red coloured Fokker DR1A triplane threaded his way in 
and out of the fray looking for targets of opportunity. How wonder-
ful it was to see history alive before our eyes – it was absolutely 
incredible to watch 
these WW I flying 
relics in their reenact-
ments of the aerial 
battles that took place 
in a bygone era, 94 
years ago over Europe. 
     Also on hand were four other vintage aircraft belonging to the 
Tigerboys Aircraft Works & Museum (“Where Old Planes Go To…
Fly”), which are based at Guelph Airpark, in Guelph Ontario. The 
Works & Museum is owned and operated by Tom Dietrich and his 
partner Bob Revell. For the past thirty-five years, The Tiger Boys 

have tracked down the re-
mains of rare old airplanes 
in barns, fields, forests, and 
from the bottom of northern 
lakes, then rebuilt these 
wrecks to better-than-new 
condition. While many an-
tique aeroplanes are on dis-
play in the museum, few 
will ever take to the skies again. But The Tiger Boys' prime mandate 
is to "Keep Them Flying" - so all of their aircraft are restored to full 
airworthy status. Present at the show were two 1941, WW II, 
DH82C Tiger Moths, (one Canadian and one British built) and two 
1940 Fleet Finch biplane trainers. The four aircraft took off and 
made numerous fly-pasts to the delight of the onlookers.  
     The last fly-past of the air show was awesome. Five aircraft in 
“V” formation, the venerable HWH Mynarski Lancaster with a Spit-
fire and Hurricane on the port echelon and a Spitfire and ME-109 on 
the starboard echelon, flew a number of passes across the field! The 
thundering sounds of the Merlin engines caused shivers to run up 
and down my back – what an amazing and nostalgic sight to behold!  
     During the course of the day’s events, I had the good fortune to 
meet and talk briefly with Mr. Tom Dietrich of the Tigerboys. He 
invited me to come and see the museum and go for a flight in one of 
their vintage biplanes. As we talked, Tom pointed out an elderly 
gentleman who was leaning against the wing leading edge of one of 
his Fleet Finches. It was the notable Fern Villeneuve who many of 
you may have known during your air force careers. 
     In 1959, Squadron Leader Fern 
Villeneuve was appointed to select, 
train and lead an F-86 aerobatic 
team (Golden Hawks) to celebrate 
the 50th anniversary of powered 
flight in Canada. The inaugural 
Golden Hawks team was carefully 
chosen from the ranks of the most 
seasoned RCAF Sabre "jockeys" 
and included Squadron Leader Fern 
Villeneuve as leader. He studied the 
craft of team aerobatic flying while 
serving on squadrons in Europe and Can-
ada, and was a natural choice to organize the new team. 
      Fern Villeneuve left the team after its 1960 season, but was soon 
in the limelight again when he won the Air Force Cross by an heroic 
feat of airmanship in landing a crippled Sabre rather than risking its 
crashing into a built-up area. The aircraft was destroyed in the crash 
landing, and Villeneuve spent several months in a body cast; but he 
recovered to continue flying  
     After the Golden Hawks, Fern was appointed Chief of Safety in 
Air Defence Command. This was followed as Squadron Commander 
of CF-104 Strike aircraft. After graduating from Staff College he 
spent two years as Squadron Commander of the CF-100 Electronic 
Warfare Squadron. That was followed by four years as Head of our 
Aircraft Accident Investigation branch in National Defence head-
quarters. He then spent 3 years as Base Operations Officer CFB 
Bagotville in northern Quebec, and the last three years of military 
service as Deputy Base Commander CFB North Bay, Ontario. 
     Not too much later, he served with the Canadian Snowbirds. He 
was also involved in developing the method by which CF-104's 
would have dropped nuclear bombs from low level had the Soviets 
attacked Canada.  
     Villeneuve is a "pilots' pilot" who is still flying actively today 
and has accumulated over 8,000 flying hours in jet fighter aircraft 

Charley Fox Yellin! “Hi Bruce” 

The Tiger-Toys & Fern 

Fern Villeneuve 
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alone. Today, Fern serves as a Glider tug pilot for the RCAF air ca-
det-training program.  
      Joseph Armand Gerard Fernand Villeneuve was indoctrinated 
in the Canadian Aviation Hall of Fame for his skill and dedication as 
a military aerobatics pilot, the professionalism of his work in aircraft 
accident investigation and prevention, and his long-standing contri-
butions to the Canadian Air Cadet gliding program that have resulted 
in lasting benefit to Canadian aviation. He is also depicted on a 
$20.00 commemorative coin, the 1997Canadair F-86 Sabre Fern 
Villeneuve – Golden Hawks coin 
     Fern presently resides in Carrying Place, Ontario. 
     During the day at the Air Show, it was not unusual to see wander-
ing about the show grounds, friend and foes outfitted in their WW II 
uniforms. There were WW II American Army Air Corp pilots outfit-
ted in dress uniform and even one pilot who was wearing aircrew 
flight gear including the low-slung seat pack parachute. Of course, 
their accompanying ladies were sporting  fashion clothing of the 

1940s -  seam-up-the-back silk 
stockings and hairdos of that era. 
I even bumped into a Japanese 
soldier who was strolling along 
with a Russian scout, a Russian 
army soldier from the Italian front 
and an SS German soldier. I also 
confronted and spoke with a most 
interesting British RAF fighter 
pilot, a Mr. Tom Hennessy who 

flew Spitfires during  WW II. He had 
flown in air battles in England, Europe 
and had also flown in Buzz Beurling’s 
squadron in Malta. 
     The Lieutenant Governor of Ontario, 
The Honourable David C. Onley was pre-
sent and he and entourage moved amongst 

the spectators and the grounds during the afternoon. 
     Although the aircraft were off-limits to the crowds, anyone could 
circulate and view, hands-on, the Army mili-
tary and surplus displays. 
     Out of a rating of 10, the 2008 air show 
duly deserves a 10+ , its a show that is a 
must-see event if you are ever in the Niagara 
area during the month of June. 

        

Checkout the cockpit layout of the Airbus A-380. Hold down the 
appropriate radio buttons at the bottom of the picture to initiate the 
button command. 

http://www.gillesvidal.com/blogpano/cockpit1.htm 
A fully loaded Russian IL-76 cargo plane......payload 1 million 
pounds!!!! Listen to the "controllers" in the tower who are Austra-
lian:  Ya gotta love it .        Using every inch of runway  
http://www.alexisparkinn.com/photogallery/Videos/2008-2-9-Il76-
in-Australia.wmv 
The National Film Board of Canada brings you free films, photos 
and expert analyses of World Wars I and II.  

<nfb.ca/ww1> and at <nfb.ca/ww2>.  

— T h e  M o t h  t h a t  i s !M o t h  t h a t  i s !M o t h  t h a t  i s !     

A t the end of the first 
week in July,  I visited 

the Tigerboys Aircraft Works & 
Museum at the Guelph, Ontario, 
Airpark. There, I met Mr. Tom 
Dietrich with whom I had previ-
ously become acquainted at the 
2008 Russell Air Show. He gave 
me a quick tour of his hangar 
facilities where his aircraft were 
berthed. Most interesting of all 
was a tour of the workshop 
where all the old aircraft are re-
stored. Everywhere, there were 
wings and things on the walls, 
ceiling and floor. In the shop was 
a number of restoration jobs in 
various stages of completion. A Cornell’s wing centre section was 

being reconstructed at the time of 
my visit. The superb craftsman-
ship that’s employed in the resto-
ration process is quite evident 
when the projects are examined 
up close. Meticulous attention is 
employed in every detail and 
aspect of  the reconstruction of 
these beautiful vintage flying 
machines. 
     Weather permitting, I planned 
to return on the following Sunday 
when the planes would be out of 
the barns and ready for flight. I 
also wanted to get a much closer 
look at the beautiful old collec-
tion of aircraft and if possible, go 
for a ride in one of them. 

Tom stated that he was expecting FernVilleneuve to fly in from Car-
rying Place on Sunday and that he would ask Fern to fly me in one 
of the biplanes if he was willing! As you can well expect, my head 
was in the clouds at the thought of flying with such a notable person, 
Unfortunately, Fern was not feeling well on Sunday and did not 
show up. 
     In spite of my disappointment, I went for a most enjoyable flight 

in “Miss Gloria”, a 1941 WW2 
Canadian DH82C Tiger Moth 
CF-TBS. 
     My skipper was Brad 
Hieronimus who sat in the rear 
cockpit while I inserted myself 
into the forward one. Squeezing 
into the cockpit from the upper 
side of the wing. I had to place 
one foot at a time onto the seat 

while holding on to the upper wing cabane struts 
for support. Then it was possible to lower myself 

into the seat. The instrument panel consisted of  4 pilot gauges-Turn/
Bank, Airspeed, Altimeter and Compass, 3 FE gauges-Oil Temp, 
Oil Pressure and RPM,  and 1 co-pilot gauge, a clock to wind-up if 
an airline co-pilot should on occasion occupy the seat. 

Tom Hennesy 

↑German-Jap-Russian-Russian Trooper 

Can a hearse carrying a 
corpse drive in the  

carpool lane ? 
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Moth Flight Engineer & Pilot 

     Now one would expect that the pilot would sit in the front seat 
and the passenger, the rear. Well this was not the case and I can only 
surmise that this seating arrangement is to ensure pilot-survivability 
in case of a catastrophic-unscheduled-landing (crash)? I have noted 
that most people who survive momentous tragic crash events, in 
many cases, are the ones seated in the rear of the plane. Pilots know 
this, and that is why they fly the plane from the back seat. It was 
little comfort for me as I embarked on this journey to be sitting up 
front. I imagined being first at the scene of the accident if  “Miss 
Gloria” should decide to come to an abrupt stop while airborne. This 
can and has happened when an aircraft for some reason transitions to 

vertical flight and col-
lides with terra firma, 
or attempts to enter 
cumulus-granite! So I 
had to accept the risk 
and conform with the 
seating arrangement if I 
wished to fly. After 
paying for the cost of a 
pail of petrol and a liter 
of lube ($100 for one 

hour), we were ready to go. The rubber band was wound up tight 
and the prop began to spin whereupon we taxied out to the take off 

position at the end of a grass strip. After 
performing a quick mag-check, we moved 
forward when the brakes were released. As 
the engine revved up to lets-go-flying 
power, it would only be moments before we 
had multi-air under our buttocks. At 
VRSpeed, 48 MPH, we rotated and climbed 
to 2,300 feet and then reduced power to 
maintain a warp-speed of 60 MPH. I wor-
ried, that at this slow speed, birds would 
attack the Moth from the rear. However, 
snuggled in the cockpit with a partially open  
canopy, I was spellbound  with the magnifi-

cent view of the unspoiled Wellington County countryside. After an 
hour, we landed. It seemed that the flight was all to brief, but I guess 
that time goes by fast when your having a good time. We taxied 
back to our grass parking area and shut down next to a 1940 WW2 
Fleet Finch biplane. I set my eyes on this wonderful aircraft and 
hoped that I might go for a ride in it the next time around. 
     The legendary Tiger Moth uniquely stands out as a legend among 
legends. The initial model of this classic British biplane made its 
first flight way, way back in October,1931. It is one of a number of 
models of light aircraft named in recognition of designer Geoffrey 
de Havilland’s interest in moths and butterflies. And today its classi-
cal design, handling and performance lets us take an exhilarating and 
gloriously nostalgic step back into a very different and wonderful 
era of flying. 
     Some of the other flying antique aircraft in the Tigerboys livery 
to mention only a few are a 1937 Thruxton Jakaroo C-FPHZ, 1941 
British (open cockpit) De Havilland DH82C Tiger Moth C-GMTH, 
1935 40hp Taylor E-2 Cub CF-ANT (the First  Cub in Canada), 
1952 Corben Baby Ace CF-RAC (Canada’s oldest registered flying 
homebuilt), and a 1985 Homebuilt Sindlinger Hurricane - 5/8 Scale. 

     The Jackaroo C-FPHZ is one of the 
rarest aircraft in the world. “T.J.” started 
life in 1937 as a De Havilland DH82A 
(British) Tiger Moth and served as an 
RAF trainer until the start of WW2. The 
airplane was reportedly in France at the 

start of hostilities and fled back to England just ahead of the advanc-
ing German forces - which makes this one of the very few flying 
aircraft still in existence that actually saw combat during WW2. 
"TJ" was used as a training and liaison aircraft throughout WW2, 
but after VE day, the plane ended up in storage. In 1958, a group of 
enthusiasts at Thruxton Aerodrome decided to convert some of the 
numerous war surplus Tiger Moths into four seat aircraft and the 
resulting aeroplane was named “The Thruxton Jackaroo.” Some 16 
examples were built as well as a variant named the Rollason Jacka-
roo. 
     “TJ” was originally converted into a “Jackaroo Crop Duster” for 
“Colchester Airspray” in England. Owner Brian Witty brought the 
plane with him to Canada, then sold it to pilots Glenn Norman & 
Michelle Goodeve. The couple created a “Trans-Continental Air 
Dash” for old aeroplanes in 1972 and flew the Jackaroo from Moun-
tain View Air Force Base (near Belleville,) to Delta Air Park (just 
south of Vancouver) on the Pacific Ocean. Later that year, the air-
craft was sold to an American collector who promised to restore the 
aircraft - but when Norman & Goodeve learned the Jackaroo was to 
be parted out, they contacted their friends Frank Evans & Tom 
Dietrich - better known as “The Tiger Boys” - and asked if they 
could help save TJ from the scrap heap. The Tiger Boys purchased 
the aircraft just THREE DAYS before it was scheduled to be cut 
apart - then took seven years to restore the aircraft to its current mint 
condition. 
     Today, there are only three airworthy Jackaroos in the world - A 
Rollason Jackaroo in England, a Thruxton Jackaroo in Australia, and 
the Thruxton Jackaroo owned by Tiger Boys Tom and Bob and their 

partner, Steve Gray. 
    The Hurricane, built by Harry Lasachuk 
from Toronto in 1985 and flown until 1996, 
was purchased by the Tiger Boys in 2006. 
The aircraft is built to 5/8 scale. During my 

visit, it fired up its engine, took off and 
made a couple of very low passes over 
the field. It was an amusing site to 
watch the pilot squeeze into the small 
cockpit without the assistance of a 
shoe-horn. The aircraft name “Lil 
Harry Cane” looks very realistic - even 
more so when in flight. 

     During the course of the afternoon, a Meyers OTW-60 landed 
and parked next to the Tiger’s. Few aircraft can speed up the blood 
of a pilot or aviation enthusiast more than a slow moving biplane. 
This seems to be especially true if the biplane has an oil-dripping, 

smoke belching, loud radial en-
gine of any size stuck on the 
nose. This handsome fabric and 
aluminum lassie grabs folks 
around the heart and makes them 
fall in love at first flight. The 
endearment is, at once, complete 
and permanent.  
     The OTW ("Out To Win") 

was an aircraft designed by Al Meyers in the mid-1930's and first 
flew in May of 1936. It was originally intended to be an aerobatic 
sport plane. But, as war loomed on the horizon in Europe, it was 
soon designated as a primary trainer that could turn raw recruits into 
fully-fledged aviators as soon as possible. It did just that and with it, 
had a reputation for reliability and safety that was second to none. It 
is reported that a cadet was never killed while learning to fly in the 
OTW. It was the second aircraft type approved for use for the Civil-
ian Pilot Training Program in 1939. The first was a WACO (Weaver 
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Eternal rest grant them O Lord, and let perpetual light shine upon them. 

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    

  John E. (Ted) Pearson December 07, 2007. 
  C. S. "Rod" Rodriques May 11, 2008. 
  R. B. (Newsie) Lalonde May 22, 2008. 
 W.C. (Mutt) Aker  June 12, 2008. 
 Gerry Ives   June 20, 2008. 
 D.D. MacDonald  July 05, 2008. 
 Ross Irwin   July 15, 2008. 
 Sam Fatt   July 30, 2008. 
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W.C. Aker 
     Mutt had a long career as a Flight Engineer with the Canadian 
Armed Forces and Nationair. He was an accomplished hockey 
player with the RCAF Flyers in Europe, a volunteer with and an 
honorary member of the Windsor Hockey Heritage Society, and a 
proud member of the Royal Canadian Legion, Hants Co. Branch No. 
009, Windsor. He also enjoyed the final years of his retirement at his 
home on Little Island Lake 

——————————————————- 

Franz  Stigler  
     A Luftwaffe Fighter Pilot who saved allied aircrew died in late 
March at his home in Surrey, B.C. Stigler was a German fighter pi-
lot during WW II who shot down 28 Allied planes, though that is 
not why he is being  remembered now. (Ref: “Ye Ole Pub,” April 
2007 Propwash, page 10.) 
     One day in December 1943, Stigler did a very remarkable thing. 
After coming across a badly hit B-17 bomber limping its way out of 
Germany, Stigler decided not to shoot and instead accompanied the 
bomber out of German-controlled airspace, firing off a crisp salute 
to the American pilot as he finally peeled away. 

Ross Irwin 
     Who died at age 87, was a bomber airman decorated for his brav-
ery during an attack by a German fighter. On the night of Jan. 21, 
1944, a Halifax bomber piloted by R. N. Shard of No. 78 Squadron 
of the Royal Air Force joined a major raid on Magdeburg, Germany. 
Mr. Irwin was Flight Engineer. 
     Their heavy bomber came under a prolonged attack by a night 
fighter, suffering extensive damage as 20 mm cannon shells ripped 
into the fuselage. "The astrodome was shot away, the mid-upper and 
rear turrets were put out of action and the hydraulic gear was dam-
aged," the RAF report states. "The port outer propeller blade was 
also damaged." As the enemy fighter continued attacking, Mr. Irwin 
stood so that his head stuck out of the broken dome. From this pre-
carious vantage point, unprotected from the elements, he gave direc-
tions to aid the pilot in evading the attacking fighter. 
     The crippled craft eventually eluded the enemy, landing in Eng-
land despite damaged flaps and two blown tires on the landing gear. 
Only two of four engines were working. 
     Mr. Irwin, a flight sergeant, was awarded the Distinguished Fly-
ing Medal for his courage and devotion to duty. 

     .——————————————————— 

Aircraft Company). You can tell just by looking at her that she was 
built for the tough daily grind of pilot training. She's so tough, in 
fact, that to date, there have been no Airworthiness Directives issued 
on the OTW. And her gangly landing gear can absorb the abuse of 
ham-handed fledglings. Some pilots report that the long stroke oleo 
struts make landings non events and further prove she is a mild-
mannered lady of the skies. 
     As I write this newsletter, the Tigerboys are attending the annual 
EAA AirVenture Convention down at Oshkosh’s Wittman Regional 
Airport in Oshkosh, Wisconsin. After their return, I plan to go back 
to their Guelph location and get a flight in their Fleet Finch. The 
Tiger Boys Finch was built in 1940 and served as a primary trainer at 
Elementary Flying Schools in Windsor Mills and Cap De Madelaine, 
Quebec throughout the war (This Fleet can be seen flying out of 
Windsor Mills in the 1940's film, Knights Of The Air.) After the end 
of hostilities, the Finch had over 25 owners before ending up as a 
derelict in Mexico! The Tiger Boys purchased the wreck and brought 

it home to Canada where the air-
frame underwent a complete over-
haul. When the airplane finally flew 
in the late 90's, it was the Finch’s 
first flight in more than 40 years! 
This rare airplane is painted in the 
original yellow and black colours of 
all trainers in the Elementary Flying 
Training Plan. 
     We are half way through Sum-

mer but I am not finished yet! Weather permitting, I will go to the 
5TH Annual Ontario Electric Flight Expo in August at the York Air-
port in Ontario. One of the fastest growing areas of radio control in 
recent years is electric aircraft. Many factors have contributed to this 
growth including quickly advancing battery technology and con-
struction techniques, coupled with a shortage of good flying sites for 
larger, noisier aircraft, such as those that are glow or gas powered. 
Electrics are quiet. They produce no exhaust fumes, and can be quite 
small and light—some small enough, in fact, that they can be flown 
indoors in a large gymnasium or hangar. An improvement in motor 
technology has also provided greater interest in the field. Motors 
have gotten smaller, more powerful, with better magnets, and now 
there are brushless motors with less friction, less wear, and less 
maintenance. It should prove to be quite interesting to see this mini 
model air show!   

Three more events to go to windThree more events to go to windThree more events to go to wind---up my 2008 season;up my 2008 season;up my 2008 season;   
   The Brant United Way Air show at Brantford airport. 
   The Great War Flying Museum Open House and Fly-In. 
   The Tiger Boys Open House & Fly-In. 


