
August 2010 

I N P U T  F R O M  M E M B E R SI N P U T  F R O M  M E M B E R S   
F O R  P R O P W A S H  I S  U R G E N T L Y  F O R  P R O P W A S H  I S  U R G E N T L Y    

R E Q U I R E D  R E Q U I R E D    
B i o g r a p h i e s  B i o g r a p h i e s  --  W a r  S t o r i e s W a r  S t o r i e s   

P i c t u r e s  P i c t u r e s  --  I n t e r e s t i n g  E x p e r i e n c e s   I n t e r e s t i n g  E x p e r i e n c e s    

editor’s note 

 
 

  

A  plastic Record of Service Card NDI75 is available to 
all retired military service personnel of the Canadian 

Forces, Regular and Reserve components 
     This card is valid to enter all federal government historic 
sites and is recognized at some historic sites in Europe as 
well. 
     To obtain your NDI75 card, write to the address be-
low. They will send you a form to complete which you will 
have to return with two pictures of yourself. The procedure 
takes form 6 to 8 weeks.   

Apply now! 
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W h a t  E x a c t l y  i s  I n s i d e  a  C a n  o f  W h o o p - a s s ?  

O ne of the many casualties of the Digital Revolution, is the Flight Engineer. There are no 
longer traditional FE cockpit positions on  fixed wing aircraft that are being manufactured 

today. The old analog panels have been replaced with digitized displays and controls in the new 
two man glass cockpits. With no in-flight duties to perform on the recently acquired CC177 
Globemaster and C130J Hercules, it is no longer feasible to carry a Flight Engineer onboard. 
For many of the  active and retired Flight Engineers, this is a hard pill to swallow. However, it 
is a sign of the times and there is no turning back. 
     The Digital Revolution is the change from analog/mechanical and electronic technology to 
digital technology that has been taking place since 1980 and continues to the present day. Im-
plicitly, the term also refers to the sweeping changes brought about by digital computing and 
communication technology during the latter half of the 20th century. Analogous to the Agricul-
tural  
 Revolution and Industrial Revolution , the Digital Revolution marked the beginning of the In-
formation Age . 
     A key factor critical to extending the newly acquired airlift capability (CC177/C130J) be-
yond 8 Wing Trenton main operating base is the re-introduction of the technical crewman 
(TCM) concept, not seen since the 1970s on the Dakota. The TCM concept basically extends 

some of the main operating base maintenance capability beyond home station on the road with the aircraft.  
      In this issue, I will bring you up to date on some of the information that I have gathered regarding the future status of the Flight Engineer 
trade and also some pros & cons and arguments associated with the duties that are now carried out by Technical Crew Members (TCM) and 
Loadmasters.  

OLD -OILER 

♫ Oh, de doo-da day,  
I’m going the DODO way. . . . . ♫ 
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I  was born in Newquay, Cornwall, in South-
ern England, and was the second of seven 

children (4 born in England, 3 born in Canada).              
     My father, a three year veteran of WW1, 
qualified under the “Soldier Settlement Pro-
gram” to settle on a parcel of land in Canada. 
So when I was four, the family packed up and 
moved in the late 1920’s to Canada, settling in 
the Glenora area (near Duncan) on Vancouver 
Island. After a few short years, we left the farm 

and my father went to work for a logging company, but gave that up 
as he considered it too dangerous. He then hired on with the CNR, 
and stayed with them for the next 30 years. 
     A short “side story” to relate; my first aeroplane ride. My brother 
and I, were almost in our ‘teens’ and always at the airport watching  
aeroplanes. We saw a man with a Puss Moth looking for the business 
of taking people for rides. His name was Len Foginen and we called 
him to the fence and expressed our desires to fly. He said do you 
have any money, and when we said we had two dollars between us, 
he agreed to take us up. He strapped both of us into one seat in an 
open cockpit and flew over Vancouver for about 15 to 20 minutes. 
We then rode our bikes home and told our mother who did not share 
our elation by letting us know that she was not happy that we were 
riding in one of those stupid aeroplanes. 
     When I completed my basic BC education, I took a one year  
correspondence course in Aeronautical Engineering with the Bris-
bane Aviation Company on Sea Island. I was always interested in 
aeroplanes and wished to work with them, so after graduation, I 
made an application for employment with the Boeing Aviation Com-
pany. Whether they were too slow or I was too anxious, I don’t 
know which, but I ended up joining the RCAF in Vancouver in Au-
gust 1941. I was 18 years of age. 
     I went directly to Manning Depot (boot Camp) in Toronto Man-
ning Pool and was housed in the “Bull Pen” during the Toronto Ex-
hibition. We had bunks and lived upstairs and the cattle were housed 
downstairs. When I arrived, I was in civilian clothes and was issued 
my kit but was unable to obtain boots, so I had to wear my civilian 
shoes until my proper size arrived. The only problem was that my 
civilian oxfords were white and didn’t go very well with my blue 
uniform. My drill sergeant told me to do something about it. So I 
went down town and bought some blackening and tried to turn my 
white shoes into black ones. It was a mess, I ruined my white shoes 
but made the drill sergeant happy until my boots arrived. 
     On completion of boot camp, I went directly to # 4 Bombing and 
Gunnery School in Fingal Ontario, which was a holding unit. Due to 
my previous Aeronautical correspondence course, I bypassed the air 
force technical course at St Thomas and came in with my 
“grouping”. At Fingal there were Ferry Battle aircraft that were used 
for drogue towing. I remained there for about three months, and was 
then posted to #16 Service Flying Training School (SFTS), in 
Hagersville, Ontario. It was there that I had my first ride in a service 
aircraft. It was a MK 1 Anson. I remained there for just over a year 
and then volunteered for overseas duty.  
     I left Halifax, N.S., in December 1942 on the Queen Elizabeth  
II. The seas were very rough. We spent five days en route and that’s 
where I celebrated my 20th birthday. Because there were so  
many passengers on board, they only served two meals a day, one 
from early morning till noon and the other from then till late. As we  
progressed the first couple of days, I thought there was something 
wrong with the air conditioning system as hot air was coming out of 

the vents, but I found out we had gone south to Bermuda where the 
weather was warm. We then headed North and East to Scotland on  
evasive manoeuvres to avoid submarine activity. The QE II was fast 
and had no escort, nothing could keep up to her. I was housed in 
room C-4 at the bottom of the ship in the bow. There were 16 of us 
in a room designed for two. We arrived at Greenock, Scotland, but 
due to the size of the ship, the docking facilities were not adequate 
so we were taken ashore via motor launch.  
     I spent Christmas in Blackpool, and in the new year was posted 
to # 430, Army Co-op Squadron at Dunsfold, Surrey, where there 
were Canadians, Brits, and Free French personel. The unit later 
turned into a Photographic Squadron within the 39 Reconnaissance 
Wing. They had just finished flying Lysanders and had gotten the P-
40 Tomahawk and Mustangs. I later went to the Second Tactical Air 
force and 168 Squadron which had rocket firing Typhoons. I was 
with this Squadron, for about a year and a half. During this time, we 
traveled around to several bases along the South coast of England, 
preparing for what we found out was the invasion. The air field we 
left from to go to the continent, was Chichester in West Sussex. This 
Second Tactical Air Force, run by the RAF, was known as # 129 
Airfield. 
     The day before D–Day, June 06, 1944, we were given buckets of 
black and white paint and a brush and told to paint three wide rings 
of each color around each wing and the rear part of the fuselage of 
the aircraft. All Allied aircraft had the same distinguishing marks. 
This was to easily distinguish “us from them” during the Normandy 
landings. The pilots were to shoot down any aircraft that did not 
have these markings. It was just water color paint and wore off in 
time, but for that day and in the “heat of the moment”, it was an 
effective and a quick reference. 
     There were 110 vehicles in our unit and I was responsible for a 
three quarter ton truck, as well as being its driver. Previously I had 
been sent to Blackpool to take a course on how to waterproof a truck 
so it could be driven under a few feet of water. We were taught to 
plug all the holes and waterproof it, namely the ignition system us-
ing Plasticine, the stuff that kids used to play with. We would seal 
everything but the intake, then drive it into a swimming pool up to 
our armpits, turn the thing around and drive it out. If it stalled, I 
would have to swim ashore. Swimming was not my strong points, 
and luckily it was not required.  
     We landed in France at Juno beach about the second week in 
June. “D” day was June 6 and when the beach head had been se-
cured, we were sent to set up an airfield. Landing on the beach was 
interesting. The tide was going out, the sea was rough and the tanks 
were the first to roll off the barge ramp. They had been installed 
with floatation gear, big rubber tubes to keep them from sinking, 
however there was not enough freeboard for the rough sea condi-
tions and many of them were swamped. As the weight of the barge 
decreased it floated higher in the water and with the two props still 
churning at the back of the barge, it was being pushed further up the 
beach as each unit departed. Bigger trucks were next and then the 
smaller ones. When it was my turn, I drove off in about three feet of 
water. I was happy about that. We assembled on the beach and were 
directed to what would be our airfield, which would be designated 
as “129 Airfield”. It was a cabbage field that had been graded flat, 
then coconut matting laid down with wire mesh on top. We were 
between the artillery and the infantry and couldn’t operate right 
away as we were too close to the front lines, so the aircraft went 
back to England until the infantry had advanced far enough to pro-
vide a relatively safe distance between the airfield and the front 
lines. The HMS Rodney in the bay was shooting 14 inch shells over 
us and into Caen about 17 miles away, where a well established SS 
fortress stronghold was located. When a ships gun fired, you could 
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hear it and see the puff of smoke, and hear the whistle of the shell as 
it came in our direction but at this point you couldn’t see it. As it 
passed over us towards its target, you could then see it as it was 
going away from us. When we did get our Typhoons back, we were 
still dangerously close to the front, so much so that they had to bank 
sharply after takeoff to avoid being shot at by infantry ground fire. 
Although they tried spraying our landing strip with oil and water, 
there was an overabundance of sand and dust that allowed only 
about a six hour life to some of the 24 cylinder Napier Sabre en-
gines. A chap by the name of Folks came up with the idea of a filter 
that lessened the amount of dust ingested into the engine and greatly 
increased the life of the engines. 
     Our aircraft were armed with four 20 mm cannons and eight 
rockets. One day when my pilot, F/L Plumunden was taking off, he 
noted two Me109’s going over at about 2000 feet. Although you 
should only fire two rockets at one time, he let all eight go at once  
which almost stalled the aircraft, suffice to say, it greatly reduced 
his climbing capability momentarily, and he then took off after one 
of the 109’s and shot him down almost over the airfield. The pilot 
bailed out but his parachute didn’t open, and his aircraft crashed and 
burned approximately a mile away. It wasn’t often we got to see one 
of our own shoot down an enemy aircraft right over the field. On his 
return, the pilot reminded me to get the black paint out and put a 
cross on my aircraft, indicating an aircraft shot down, in those times 
it was referred to as a “kill”. 
     Another incident, was a sunny day in June when I had moved the 
truck for which I was responsible, to a knoll to clear away the wa-
terproofing I had done prior to leaving England. It had served its 
purpose and was now causing the engine to overheat. Shelling was 
going on but I didn’t pay any attention to it as it was a fair distance 
away. Then there was a whistle and a plunk and a shell landed not 
far from me and the truck. I went over to have a look at it in its little 
crater, and called an RAF chap over, as the RAF Regiment were 
responsible for cleanup of this nature. He was quite concerned and 
assured me that that type of ordinance (an 88 mm presumably from 
a Howitzer) is very accurate and it was meant for me. He suggested 
in no uncertain terms to get the truck off the knoll where they can’t 
see it, and he then he proceeded to lay gun cotton over the shell and 
blow it up. I figured that if that shell was meant for me, they obvi-
ously hadn’t spelled my name right. 
     Life wasn’t easy during that time, we lived in tents in Summer 
and Winter, and dug our own slit trenches. After a strafing one day, 
we all went out and dug our trenches another foot deeper. When the 
battle of the Falaise Gap was over, we moved, disbanded the 129 
airfield, and joined up again with the 39th Reconnaissance Wing, 
430 Squadron and two other Squadrons at 121 Airfield on the 
French  Belgium border. We now had the MK XIV Spitfires that 
would remain with us till the end of the war. 
     We moved bit by bit through the lowlands and into Germany. 
We were the first air force unit to cross the Rhine River. We made 
several moves, sometimes staying only 24 hours before moving to 
the next airfield. We ended up by the Baltic sea in Lunenburg, the 
furthest airfield into Germany. 
     One of the last incidents of note, was the morning of January 01, 
1945, at Eindhoven Airport in Holland. I had checked my aircraft, 
done a run-up on it and was half way to our makeshift flight shack 
to sign it out when (later reports indicated there were 50) German 
Me 109’s came in on a strafing attack. My aircraft was the first one 
hit, and it burst into flames in the midsection. I hit the ground ini-
tially and then after the first wave, got up and ran for the flight 
shack. As I lay inside with my head against a post, more strafing 
took place and one 20 mm cannon bounced off the frozen ground 
outside and came in and hit and splintered the post about two feet 

above my head. My AFT Cpl Cook, who had not quite finished his 
part of the inspection was not quite so lucky. He was still at the air-
craft and when he hit the ground, a shell hit him in the butt and 
opened his back from bottom to top. He was immediately taken to 
hospital and then back to England where after an extended stay he 
made a favourable recovery. This was the last of the attacks. One of 
the attackers was so low, he clipped an aircraft on the ground and 
crashed. The pilot was a lad of about 16 years old, so obviously had 
little or no experience. Fourteen of our men were either killed or 
wounded that morning, and all fourteen aircraft on the landing strip 
were lost. 
     I have an older brother Edgar, who was the mid upper gunner in a 
Halifax bomber that was shot down over Germany. He was wounded 
by shrapnel both in the aircraft and again when he was coming down 
in his parachute. The shrapnel was in the lower body and could not 
be taken out via the front so they removed two vertebrae to get at it 
from the other side. He was operated on in a German hospital. There 
was much pain involved and since the hospital supply of morphine 
was only to be given to Germans, he would not receive any. How-
ever, an older “sympathetic” nurse would manage to give him some 
from time to time. He went back after the war and managed to find 
her, she was then 80 years of age and although she spoke no English, 
she did remember him. She has since passed on. He spent 10 months 
in a German hospital and was then sent to Stalag 4B, a POW Com-
pound, for another year and a half. This is the place where the Great 
Escape took place. 
     We were there when Bergen Belsen concentration camp was lib-
erated on the April 15, 1945. I drove a truck through the little village 
and it was truly a sad place. There were hundreds of bodies in mas-
sive graves. The survivors were so weak that if they fell down they 
were too weak to get up again. Of the 38,500 in the camp when it 
was liberated, many never recovered and died shortly thereafter. 
Anyone who says the holocaust did not take place, I’ve got news for 
them, I’ve seen the results. 
     Towards the end and since our aircraft had been flown back to 
England, we stayed for a while as part of the occupation force. We 
were given the opportunity of volunteering for the Japanese theatre 
or staying for a time as an occupational force. I had had enough of 
this foolishness so didn’t volunteer. Those that did, shipped out soon 
after. Since the war in Japan was over sooner than anticipated, those 
who volunteered, ended up getting home before I did, as did those 
who had come over after me. During this period in our spare time, 
we started a hobby shop, a magazine, a newspaper and also did a bit 
of looting as it was free game to search through any abandoned Ger-
man military base, and any other buildings for that matter. We also 
took some pictures and acquired quite a number of “souvenirs” that I 
was able to bring home. I still have them. Then it was back to Eng-
land where I boarded a ship with all my goodies and headed for Can-
ada. The ship was nothing like the QE II, it had been used to trans-
port Italian prisoners of war and was filthy. For something to do, I 
volunteered to work in the kitchen as a pastry chef. We hadn’t had 
too much of that sort of thing for quite a while and now I was where 
I could build it myself. 
     We landed in Halifax, NS, and boarded a train for BC. I arrived 
at New Westminster where my family, Mom, Dad, and siblings met 
me, except for my older brother Edgar, who was still a POW.  It  
wasn’t long before I got married and then I got out of the RCAF. I  
married a lady from North Vancouver that I had known for years, the 
one who had kept in close touch all during the war, wrote letters and 
sent “care” parcels of goodies that raised the morale and kept a per-
son going. I got out of the RCAF because I felt I should have a job 
that would keep me around home, especially now that I was married. 
     I worked at five different jobs in the few months that I was out of 
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the RCAF. Construction, dynamite blasting etc., but couldn’t get  
contented. None of these jobs gave me the satisfaction that I had felt 
in the air force. I told my wife this and said I thought I should join 
up again. She said if you feel you would be happier in the air force, 
go for it. I rejoined in Sea Island where the International Airport is 
now located, and took up where I left off only a few short months 
before. 
     I spent the next five years at Sea Island where I qualified as a 
flight engineer on the Canso, and instructed other flight engineers in 
the boat school as well. We did our take offs and landings around the 
Esquimalt area. I had many interesting flights up and down the West 
coast, the account of one which can be found in the April, 2009, edi-
tion of Propwash. Another incident in which I was involved was for 
the USAF B36 that had reported to have an atomic bomb on board, 
and had crashed somewhere up the coast. The crew had bailed out 
but it was years later before the aircraft was located. The crew had 
headed the aircraft toward the mountains before they abandoned it, 
and had probably dropped the bomb in the sea prior to that.  
     Later, but to a lesser degree, I flew on the Lancaster. When we 
got the two Lancaster’s for search and rescue in the late 40’s, we 
didn’t have anyone to fly them, but we did have Sgt Johnny Kol-
linek ,who had been a F/L Lancaster pilot during the war. He had a 
“tour of ops” (30 trips) under his belt so he volunteered to check out 
some pilots. Permission was obtained from Ottawa so he checked 
out our two OC’s, F/L Harling of 123 Search and Rescue Squadron, 
and F/L Hoseasons of 121 Squadron. Then Johnny’s “check out” 
status was revoked and he went back to his previous job while the 
two OC’s checked out the rest of the pilots. I was later checked out 
for FE duties on the Lancaster and got in on a search in the Pas, 
Manitoba area, searching for an American Expeditor that went miss-
ing with a number of Air Attaché and high ranking air force officers 
on board. They were associated with the Mid Canada Radar Line 
that was being built at the time. We found them standing on a “bog”. 
They were very hungry and had been severely bothered and bitten by 
black flies and mosquitoes. We couldn’t land, and we didn’t have 
helicopters in those days so we dropped supplies to them and some-
one went in by road and across the tundra and got them out.  
     In 1951, I was posted to Camp Borden. I spent seven years  
there with my family, and lived in permanent married quarters 
(PMQ”s). I was married in 1945 and by this time I had four children, 
one every second year beginning in 1946. I was sent to Camp Bor-
den as an instructor, and after a while got the job of examiner. I 
would make the exams for testing all the engine mechanics that went 
through on course. I would also go to other bases for conducting 
tests. At that time, I was qualified for the signing out of 28  
different aircraft.  
     During my time at Borden, I was in a car accident, with three 
others in a Morris Minor convertible. We were hit broadside. The 
driver was  F/S Frank Dunn, an ex-POW and the only survivor of a 
Lancaster crash. He only got a cut on his forehead. Dave Geddis was 
in the back and died of a broken neck. I was the front seat passenger 
and was conscious through the whole thing. I was put in the ambu-
lance, and ended up in Sunnybrook Hospital in Toronto where they 
later fused my spine. It was a year and eight months before I got out 
of there. I was in a two inch plaster body cast from my knees to my 
shoulders. 
     While in the hospital in a cast and with Christmas fast approach-
ing, I phoned my old buddy, W/C Lyle Harling, who by this time 
was CO at Downsview, and asked him for a trip. He said he didn't 
fly any more, and I said I don’t want to fly, I need a ride to Camp 
Borden, hopefully for Christmas, and told him why. He said name 
the day, which I did. The hospital signed me out on the 23rd of De-
cember; and W/C Harling had a Pontiac ambulance sent to pick me 

up. It took me to my PMQ in Camp Borden, but unfortunately, with 
my two inch cast and stretcher, I was unable to enter into the PMQ 
because of the offset doors. They ended up calling the CE Section, 
who came and took the window out, sash and all, so I could get into 
my own house. Then they put the window back in. The guys from 
my section came each day to do the necessary turning of my body, 
and a retired nurse who lived next door, was recruited when neces-
sary while I was home for Christmas. G/C J.D. Symes was Camp 
Borden’s Base Commander and sanctioned the whole operation.  
     After Christmas, the operation went into reverse, except this time, 
I got to ride in a brand new Cadillac ambulance on my way back to 
Sunnybrook. I called my old friend, Lyle Harling to thank him. 
Since that time I have lost track of him.  
     I received a phone call some time ago from a gentleman who had 
seen my picture and name in the Air Force magazine and wondered 
if I knew a man by the name of Geddis. I said that I had, and it 
turned out that the caller was the son of one of the three people in the 
car accident. He had been six months old at the time of the accident 
in which his father had died, so he never knew his father and was 
hoping I could fill in some of the blanks. He was the Mayor of 
Collingwood and had planned to travel to Nova Scotia to meet and 
talk, unfortunately I never heard from him again.  
     In 1958, I got a posting to Greenwood. The Argus was the new 
aircraft on the block and I was familiar with the R3350 engine that 
powered the Argus, so it was a logical move. When I first arrived, I 
spent a year in charge of the line crew, moving aircraft to wherever 
they were wanted or wherever someone wanted them to go. After 
this, I was sent to the engine bay as second in charge. We made up 
quick change units and had 18 of them at one time. They were built 
up so that if an engine change was required, it was just a matter of 
taking one off and putting another on in minimal time. I spent sev-
eral years at this, then I was put in charge of the whole maintenance 
package for a couple of years. By this time, it was 1971, and time to 
be posted again. 
     As far as the home front is concerned, when my family and I ar-
rived in Greenwood, I said we are not going to live in PMQ’s again 
as I did not feel it was good for the children. We first lived in Law-
rencetown for a short time until I found some other lodgings. I found  
a two room house in Wilmot with an acre and a half for $2500.00. 
That was a lot of money in those days. I borrowed a tractor and a 
hay rack and moved in from our temporary rental accommodation in 
Lawrencetown. We planned on adding to this house as time went on, 
but for now we would manage. We became friendly with an elderly 
couple who lived nearby in a big old house built in 1801. It sat on 24 
acres of land. Gladys and Charlie Wyles would visit from time to 
time. They were both intrigued with the switch inside our door that 
turned on the lights and also a toilet that flushed. This was a far cry 
from the candles and the coal oil lamp in their home and a different 
world from trips to the outhouse. Finally, Charlie suggested it would 
be a good idea if we switched houses. "You have a growing family 
and there is lots of room in the big house. There is only the two of us 
and this little house is just right for us in our remaining years." I told 
him my financial situation would not allow me to do that. He said 
“don’t worry about finances, we can talk about that later.” After con-
sulting with my wife, we agreed that it would be a rough go for a 
while, but thought it was worth a try. Charlie was not as interested in 
finances as he was in comfort for the aging. He said, "We will have 
to make this legal so why don’t you give me a dollar and I’ll give 
you a dollar, that’s legal tender."  And that’s what’s on my deed.  In 
time, I wired the house, put in a bathroom and plumbing and fixed it 
up the way we wanted it, and called it “Our Homestead”. We still 
have it. 
     In 1965, I was posted to Halifax, Nova Scotia, for three years. 
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A s the Air Force continues to adapt to 
new technologies and new operating 

procedures, it is inevitable that the duties re-
quired of aircrew will also evolve.  Such is the case for the Flight 
Engineer occupation.   
     Although flight deck requirements are declining, Flight Engineers 
perform a wide range of other essential duties and tasks before, dur-
ing and after flight that must be carried out to very exacting stan-
dards.  
     In order to determine the best way of carrying out these duties, 
careful study and analysis of the Flight Engineer occupation was 
undertaken last year. The first steps in that analysis were outlined in 
the December 2008 edition of Overflight. 
     As a result of this work, led by my predecessor, Lieutenant Gen-
eral Watt, a long-term vision now exists for this important air crew 
occupation. It will continue to serve the Air Force proudly and re-
main vital to so many of our airborne operations.  
André Deschamps 
Lieutenant-General 
Chief of the Air Staff 
 

 
Over the coming years, the Flight Engineer occupation will undergo 
some fundamental changes to ensure its long-term health, and to 
better position its members as they continue serving the Air Force in 
the future.   
     With these changes, it is clear that even after our “legacy aircraft” 
are withdrawn from service and Flight Engineers no longer work 
directly on flight decks, we will still need these professionals to per-
form many key functions on our current and future aircraft.   
     These duties include hoisting, slinging, payload handling, techni-
cal pre-flight and post-flight checks, system fault-finding, calling 
clearances, and more.   
However, this is not to be confused with air maintainers’ techni-
cal crewman work that will continue aboard the CC-177 Globe-
master, as well as on the CC-130J Hercules when it comes into 
service.  
     These changes to the Flight Engineer occupation will be imple-
mented in two phases: the first will take place between now and 
2015, and the second phase will begin in 2015. 
Phase 1: Getting the occupation to a healthy state 
     During Phase 1, the rank structure for Flight Engineers will be 
revamped to make it consistent with other Canadian Forces occupa-
tions and to ensure Flight Engineers have sustainable promotion and 
succession planning opportunities. As a result, flying duties will be 
most heavily concentrated at the corporal to sergeant ranks.  
Warrant officer and master warrant officers’ employment will be-
come much more leadership-based. This will be over and above 
“supervisory duties” that will be increasingly assigned to sergeants 
with assistance from master corporals. Thus, Flight Engineers will 
have greater leadership opportunities and experience at earlier stages 
in their careers. During this transition, the need for warrant officers 
and master warrant officers to fly will be significantly reduced. By 
2015, their flying requirements will be limited to personnel in a few 
selected positions, who will fly to maintain the currencies they need 

The family stayed in the Valley and I drove the 100 miles home 
every weekend. In 1971, I was posted again, this time to 4 Wing in 
Baden Sollingen, Germany, and was there for four years. I was in-
volved with the CF 104 Starfighter. So I first had a course on the 
aircraft in Cold Lake, Alberta. I went on this overseas posting ac-
companied by my wife. The children had grown to the point that 
they were on their own or going to school. Our daughter and her 
husband lived on the Homestead, paid the bills, looked after the 
dogs and maintained the property while we were away. It was also a 
place to stay while they built their own home.  
     When we arrived at 4 Wing, we lived on the economy off base, 
downtown among the local people. We found no animosity, and no 
chips on their shoulders against veterans, just a friendly lot. We trav-
eled extensively. I bought a brand new Volvo direct from Sweden 
and had it delivered to my door for $3000 US. My rigger, Dave Sin-
clair, who I worked with during the war, came over to visit, and we 
retraced our steps from the landing at Juno beach in Normandy right 
through the low countries, across the Rhine to Andover Airport near 
Baltic sea. We even found an indent in the ground that had at one 
time been the slit trench we had dug at one of our airfields. We also 
retrieved a piece of wire mesh that had been spread on the ground to 
make a landing field, some thirty years earlier.  
     I also visited a number of concentration camps. When I visited  
Buchenwald, I took a tile from one of the washrooms. I also visited 
Dachau where they had 13 ovens. I went into one of them and re-
trieved a “brick”, which I gave to the museum in Ottawa. They are 
going to check the number on it which will tell them where it was 
made, and a number of other things. I also visited Lestrudoff, near 
Strasberg, which was a medical experimental camp for POW’s.  
     While I was in Baden, Sollingen, I managed to have a ride in a 
CF 104. which was a two-seater, used for training. The test pilot 
took me up to 50,000 ft and then into a dive that had us reach 1400 
mph, Mach II. Not too bad for an old fellow. During my tour, I re-
ceived a “Good Show” certificate from AC Shultz, Director of 
Flight Safety, for duty “above and beyond.” 
     After four years in Europe, I arrived back in Greenwood and 
moved back into the Homestead. My daughter and her husband left 
the next day and moved into their new home with their first born. 
This was the first new baby that had been born in the Homestead for 
many generations. 
     I had come home to retire, but they promoted me to CWO, so 
now I had another three years to serve. I talked it over with the wife 
and it was OK with her if we stayed in Greenwood. So I was put in 
charge of Argus Servicing. Three weeks later, I was posted to Win-
nipeg, because with my promotion was the job of Air Command 
CWO. I said NO, if you bring Winnipeg here OK, but otherwise, I’ll 
get out. They agreed to cancel the Winnipeg posting, and I started as 
section called, Quality Assurance, that would oversee the mainte-
nance on all base aircraft. I did not become involved with the Aurora 
aircraft because it would not be in operation here until after I was 
released. 
     After retirement in 1978, I lived on in “The Valley”, and have  
traveled extensively. I have been back to Holland twice to partici-
pate in the Liberation parades and celebrations. After 50 years, I still 
have the "Old Homestead", and I am thoroughly enjoying myself.  

A  Tennessee   State  trooper 
pulled over a pickup on I-65.   

The trooper asked,  
"Got any ID?"  

The driver replied, "Bout whut?" 
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Titled; "The Role of the CC177 Globemaster Aircraft Maintainer"  
          written by Corporal Timothy Templeman 

F rom an aircraft maintenance perspective, the state of the art 
CC177 is well designed and relatively maintenance friendly, 

contrary to the other CF "legacy" aircraft fleet's). However due to 
the enormous size of the CC177 airframe and complexity of modern 
aircraft systems, the fly-by-wire CC177 Globemaster is particularly 
servicing intensive. A team of sixty maintenance personnel works 
diligently at home station to render Canada's four giant airlifters 
serviceable and ready to fly strategic airlift around the globe. 
     A key factor critical to extending this newly acquired airlift capa-
bility beyond 8 Wing Trenton main operating base is the re-
introduction of the technical crewman (TCM) concept, not seen 
since the 1970s on the Dakota. The TCM concept basically extends 
some of the main operating base maintenance capability beyond 
home station on the road with the aircraft. 
     The CC177 Globemaster is capable of flying very long hours and 
frequently demands prolonged crew days, followed by several hours 
of post-flight aircraft checks and servicing; therefore, aircrew rest 
becomes an issue during missions requiring multiple stops in transit. 
However without in-flight duties, the TCM is essentially able to 
extend the mission through crew rest periods by conducting tran-
sient servicing, troubleshooting, and maintenance action (if re-
quired) through mandatory crew rest periods. 
     Typical Southwest Asian missions involve several days of transit 
time to and from theater; therefore, concurrent aircraft servicing and 
other maintenance functions are required while on the road, and 
these functions are carried out by two TCMs that accompany the 
aircraft. The TCM concept has proven to be especially beneficial on 
missions where limited Canadian maintenance support is available 
both during stops in transit and in-theater. Having avionics and avia-
tion systems technicians, subject matter experts in their own fields, 
on-hand to provide servicing, maintenance expertise, trouble shoot-
ing, and snag rectification has proven to be an invaluable and abso-
lutely essential component of the CC177s mission. 

for specific jobs.   
     To complement this, rank-to-rank ratios (i.e., the number of cor-
porals to master corporals; the number of sergeants to warrant offi-
cers, etc.) will evolve.  Improved rank-to-rank ratios will bring 
Flight Engineers into line with other CF occupations and will also 
ensure consistency within the Flight Engineer occupation itself, as 
duties will be aligned to equivalent ranks across the variety of fleets 
on which they operate. These changes to rank structure will evolve 
over time. By the end of Phase 1, the occupation will have proper 
rank ratios that will be consistent with CF requirements. This will 
allow greater diversity of employment to higher-ranked Flight Engi-
neers, help pave the way for transition to Phase 2 in 2015, provide 
enhanced leadership opportunities to junior Flight Engineers, and 
place the occupation in an overall healthier state.  
Direct entry recruitment trial 
     Phase 1 will also entail a “direct entry recruitment” trial to in-
crease the pool of Flight Engineer applicants and bring the occupa-
tion up to its “preferred manning level” as quickly as possible.   
Screened and suitable Flight Engineer candidates will be recruited 
through CF Recruiting Centres. At the moment, only Aviation Sys-
tems Technicians (AVN) can “occupation transfer” (OT) to Flight 
Engineer. We may see OTs from other CF occupations within the 
next few years.   
     Part of the initial Flight Engineer training will “piggyback” on 
applicable portions of the aircraft technicians’ training at the Cana-
dian Forces School of Aerospace Technology and Engineering 
(CFSATE) at 16 Wing Borden, Ont. Meanwhile, we will work on 
ensuring Flight Engineer training becomes more focused, efficient 
and tailored to need.   
     In order to assure a degree of experience on specific fleets, new 
Flight Engineers will be assigned their flying platform following 
initial maintenance training. They will work for a period of time 
developing maintenance expertise and will then be retained on that 
platform as a Flight Engineer. This will build a degree of cohesion 
with the aircraft technicians, with whom Flight Engineers will con-
tinue to work closely. In fact, a “career gate” will be available for 
Flight Engineers to transition into the Aircraft Maintenance Superin-
tendant (AM Sup) occupation upon promotion to warrant officer for 
those identified early through the “succession planning” process.   
Phase 2: Greater synergy with Aircraft Maintenance colleagues 
     As legacy fleets begin retiring over the next few years, naturally 
the number of flying positions within the Flight Engineer occupation 
for those platforms will be reduced. This will be somewhat offset by 
growth in other fleets like the CH-147F Chinook.  
     The future of the occupation will be driven by the operational 
requirements of the Air Force. However, at this point, there are still 
many unknowns, so Phase 2 will be subject to ongoing review and 
improvement to confirm the plan’s continued feasibility. The end 
goal is to ensure the Flight Engineer occupation remains viable and 
healthy over the long term.   
     Having said this, going into Phase 2, we envision that Flight En-
gineers will have greater synergy and cohesion with their aircraft 
maintenance colleagues. After 2015, we plan that Flight Engineers 
will remain a stand-alone occupation from the private to sergeant 
rank level, with promotion to warrant officer entailing a transfer to 
the Aircraft Maintenance Superintendant occupation. This is consis-
tent with changes that are coming for aircraft maintainers in the near 
future.  
Cross employment in maintenance positions 
     To ensure the diversity of maintenance experience necessary to 
achieve this, Flight Engineers will eventually see enhanced opportu-
nities through periodic cross-employment in maintenance positions, 
up to the rank of sergeant. As a result, Flight Engineer career paths 

will no longer be restricted to flying operations, which in turn will 
provide better opportunities for succession planning and rank pro-
gression. It will also allow Flight Engineers greater employment 
flexibility that might be required for personal or medical reasons, in 
addition to increasing stability for their families when they are peri-
odically employed in non-flying roles. 
     The upshot of all this will be improved operational cohesion be-
tween the two fields as well as an infusion of operationally focused 
and experienced Flight Engineers throughout the Aircraft Mainte-
nance community.  
     The end-state will not be created overnight, but we now have a 
clear, long-term vision for the Flight Engineer occupation, which has 
a long, proud and illustrious history within the Air Force.   
It’s clear Canadian Forces Flight Engineers can now look to the fu-
ture with confidence, knowing they will continue to play a vital role 
in Air Force operations. 

F riday, 24 July 2009, was an exciting day for the Canadian Air 
Force, 8 Wing Trenton, and the loadmaster community. War-

rant Officer Rick Barrett and Sergeant Sean Walsh, both 426 Squad-
ron loadmaster instructors, became the first two loadmasters to 
graduate from the initial C130J Loadmaster course in Little Rock, 
Arkansas, setting an example for future Canadian J-model loadmas-
ters through their hard work and dedication.   
     The USAF training establishment in Little Rock praised the Ca-
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mission isn't restricted by the tech crewman's duty day. Plane breaks 
in Alert, the Tech Crewman can get it fixed while the crew gets their 
crew rest so the plane can legally take off the next day even though 
the tech crewman worked all night getting the thing fixed. 
     It's kind of the same as the Navigator issue. A Navigator on the 
aircraft provides another set of eyes for threat/aircraft conflict help. 
It provides another trained brain set to catch errors, and provide sug-
gestions, and would allow pilots to offload some duties such as radio 
work or FMS programming. Having said that, sure it's nice, but un-
needed. The on board computer allows two pilots to manage four 
radios (plus HF), fly heads up with the HUD, doing a tactical flight 
that puts the aircraft on target within seconds of planned and drop-
ping the load on target, with scores that are much tighter than visual 
drops. So sure, a Navigator could help, but it's not really needed. 
The same goes with the FE, where allies have proven it's possible to 
safely fly without one for the last decade, both strategically and in 
theater.” 

nadian Loadmasters as true professionals who exceeded all expecta-
tions. 
     The initial C130J Loadmaster course is three months long, and 
the candidates learn how to operate the new enhanced cargo com-
partment system as well as basic aircraft systems such as fuel man-
agement.   
     “It’s a new set of responsibilities; during normal ops or during an 
emergency, the pilot might ask me to keep the fuel tanks balanced 
and within limits,” said Sgt Walsh after his graduation, “I have to be 
able to help pilots in a way that I had never imagined.  For example, 
during an emergency, the pilot might ask me to run the check list.  It 
is challenging but also very exiting and rewarding.” 

 
   
     As posted on the Army.ca Forums website . . .  
FE (no name) - With all my respect to the Loadies, which I've 
known and flown with quite a few of them when I worked on the 
legacy Hercules. I cannot understand somebody with no formal tech-
nical background such as AVN tech, Aero engine, Airframe, IE, etc. 
operating aircraft systems like fuel, hydraulic, electrical and APU 
onboard. The "J-Series" had some restrictions as to what could be 
done or not. I remember the Loadies had no servicing elementary 
quals, they had to request a tech to start the power unit and apply 
power on the aircraft. Same goes with refueling. Yet, the Loadies, for 
instance on the CC177 are doing the preflight instead of the pilots as 
there is no Flight Engineer onboard - illegal. They also refuel - ille-
gal. Aside from that, they're carrying techs not considered aircrew 
with all the quals and maintenance release signatures onboard. For 
over 50 years, the FE has been doing that by himself, with no further 
support. Loadies only do weight & balance, this is 2% of my job 
description.  
     I would like to know why there isn't Loadies on the Twotter? It's 
the smaller scale version of a Hercules or CC177. No difference, 
these seats should belong to FE's, in my humble opinion. We operate 
remotely like I said, self sufficient until something major breaks, 
until then we know what is a minor snags, we can release the aircraft, 
we can perform inspection/maintenance and repair snags. Instead, 
two or three techs are doing that in the CC177. How many techs are 
they going to carry in the J's now? The Brits realized this after the 
fact, I heard they are adding the FE seat back on their J's and C17's. 
Maybe they learned something? 
     I am probably going to spark something here but I feel it was al-
ready started. I do apologize if you are a Loadmaster but as an FE, I 
feel threatened by you. You obviously have better support from the 
commissioned side of the house, because there are commissioned 
Loadies in the CF like Admin Officers. I just feel that you are 
slightly over into the neighbour's yard with all the new toys we are 
getting, and I know you guys tried hard for the Chinook. Unfortu-
nately, FE's don't have any commissioned members anymore, the 
highest rank being CWO.  
     On the other hand I am glad that the CAS has recently started to 
support the FE trade. On top of confirming our existence in the fu-
ture, we will also remain as a stand alone trade with a few changes 
brought to our rank structure. Who knows, we may see some new 
positions on the heavies later on?” 
   FE, Hauger- You definitely feel strongly about the issue, and I 
don't blame you. You make a good point regarding on-the-road 
maintenance, where the current crew compliment does not allow for 
anyone to do troubleshooting on the road. Having said that, I'm not 
entirely sure what the inflight duties of a J-FE would be.   
     One of the high benefits of using a "tech crewman" vs. an FE is 
the tech crewman has no inflight duties. The beauty of that is the 

 
   Loadie- “I agree with Hauger that you obviously feel very 
strongly about this issue. But I think your anger is misplaced against 
loadmasters, and are the ramblings of someone extremely misin-
formed. I feel I can help enlighten you being one of those 
"Loadmasters who do nothing but a weight and Balance" on the                
CC177, which by the way is another ignorant misinformed state-
ment on your part.  
   FltEngr- "I can not understand somebody with no formal techni-
cal background, such as AVN tech, Aero engine, Airframe, IE, etc., 
operating aircraft systems like fuel, hydraulic, electrical and APU 
onboard. The "P-Series" has some restrictions as to what can be 
done or not. I remember the Loadies had no servicing/elementary 
quals, they had to request a tech to start the power unit and apply 
power on the aircraft. Same goes with refueling. Yet, the Loadies for 
instance on the CC177, are doing the preflight instead of the pilots 
as there is no Flight Engineer onboard - illegal. They also refuel -  
illegal. " 
   Loadie- “Loadmasters are trained on the Initial Loadmaster Quali-
fication to do these elementary maintenance tasks and receive the 
required technical training to operate the cockpit systems. We are 
trained and qualified to operate the fueling, hydraulics, electrical 
and APU as well as handle any associated emergencies with those 
systems we may encounter, in fact we are trained for this more than 
the techs are. We are required to carry out simulator training to 
maintain currency on all the above items. No, this is not illegal, 
much to your chagrin. I am sure however the "J series" does not 
restrict us since we as aircrew are not bound by this manual...techs 
are. We fall under a new manual (new... as in new aircraft, new way 
of doing business).”   
   FltEngr- “Aside from that, they're carrying techs not considered 
aircrew with all the quals and maintenance release signatures on-
board. For over 50 years, the FE has been doing that by himself with 
no further support. Loadies only do weight & balance, this is 2% of 
my job description.”  
   Loadie- “I am sure your fellow maintenance brethren would be 
disappointed to hear you say that they are not considered aircrew, 
albeit correct. They are treated in most respects like aircrew, with 
out the pay (aircrew allowance) and crew rest, and whether I agree 
or disagree with those points would be a totally different topic of 
discussion. The reality of it is, that tech’s are not really needed on 
this aircraft until it lands and there is an issue, and even then, in 90% 
of the cases, the jet is treated like a computer, and we hit, ctrl-alt-
del...reset the jet (power down) and it is good to go. As for a hard 
break, well in most of those cases it's something a tech could do 
over the phone consulting with a pilot or loadie so we could carry 
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 Fal l en  EaglesFal l en  EaglesFal l en  Eagles    

 Galway, “Jerry” G.D.F. April 29, 2010 
 Getson, Bill   May 16, 2010 
 Fraser, D. L.  July 29, 2009 
 
 Hoehn, Flo   June 12, 2010 

 (Widow of Wally Hoehn). 
 Sheila Farnholtz,   June 18, 2010  

 (Widow of Barnhard Farnholtz). 

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

We record with great sadness the passing of the 

 following members of the Association 

on. Or its a simple, box in-box out. The days of extensive manual 
wrench turning like on the legacy Hercules or "Twotter" are disap-
pearing into the light like where perhaps the FE's are better suited to 
go. The loadmaster on both aircraft are expected to do a lot more 
than a weight and balance. Aside from the huge loads we carry, we 
must also carry out in flight emergencies, backing up the pilots trou-
bleshooting and handling any emergencies that may come up. The 
Tech on board, Tech Crewmen, have no in-flight duties. Their sole 
purpose is to take care of turning around the jet enroute, a Canadian-
ism by the way, since the jet is designed to fly with two pilots and a 
loadmaster, hence why we are trained to do all those maintenance 
tasks. I am sure the reason for doing weight and balance on a Twin 
Otter is only 2 % of your job due to the fact that you carry what??? 
Three crew and 30 pounds of freight. No weight and balance re-
quired...that's why we do not have Loadies on that AC.” 
   FltEngr- "I would like to know why there isn't Loadies on the 
Twotter? It's the smaller scale version of a Hercules or CC177. No 
difference, these seats should belong to FE's in my humble opinion." 
   Loadie- “Oh my goodness...laughable, being a flight engineer you 
would think you would know aircraft a bit better. Twotter and 
CC177 - nowhere even close to being similar, except they both fly, 
not to mention, to me a Twotter is cargo...yes it can fit in my belly. 
As to why those seats are not occupied by an FE, the plane has been 
flown since 1993 and at no time has the seat been occupied by an 
FE, other than bring one up to show him what he can't have...enough 
said.” 
   FltEngr- "I do apologize if you are a loadmaster, but as an FE, I 
feel threatened by you." 
   Loadie- “Don't feel threatened...this is not about us loadmasters), 
it's about FE Denial. It's not the fault of the loadmasters that your 
trade is dying. I read the email from the CAS also, placating to your 
trade as far as I saw it. Attrition will slowly die out your trade be-
cause of technology. Just telling it like it is. There is simply no re-
quirement for an FE on the CC177 or the J model. You are also in-
correct that the Brits are putting one on the C17.” 
   FltEngr- "You obviously have better support from the commis-
sioned side of the house as there are commissioned Loadies in the 
CF like Admin Officers." 
   Loadie- “Wrong, our highest rank is also CWO. You are correct in 
that there are Log officers that have completed the Loadmaster 
course on the legacy Hercules and Airbus but they do nothing for our 
trade, they do the course to have their wings, that's pretty much it. “ 
   FltEngr- "I just feel that you are slightly over in the neighbour's 
yard with all the new toys we are getting, you guys tried hard for the 
Chinook I know." 
   Loadie- “A word on the Chinook...you are most likely going to see 
loadies on it and not FE's. The ones that are flying now were a quick 
answers to a problem - wait for it.” 
   “The bottom line here is that I have been on this aircraft (CC177) 
from the very first day. I have flown with the Americans and we 
have Americans flying with us. They shake their heads when they 
see the attempts that the FE's have made in trying to get on the 
CC177 and J model. They are NOT REQUIRED to operate the air-
craft. The J model will end up with the same thing we have, a Tech 
crewman. I sincerely hope you don't pin your hopes on flying on 
either aircraft as an FE, because it just isn’t going to happen. I have 
two Navigator friends who were smart enough to see the light and 
re-muster to pilot. You to should adjust and come over to the dark 
side. Loadmaster is a good go. All you need to do is re-muster to 
Traffic Tech. And do your QL3's and 5"s, then do 2 yrs at an AMU 
then get selected to go flying. Oh yes! You have to give up your 
SPEC PAY, “ouch” - reconsider that huh?” 

Editor - Score;  Loadies 1 - FE’s 0.  Or so it seems? 

 

J ust about every helicopter operator is quite familiar with noise 
complaints. Whether it be the local news helicopter or even a 

medical helicopter, many people on the ground don’t like the sound 
created by rotary-wing aircraft. 
     This week Eurocopter unveiled its most recent effort to reduce 
helicopter noise with the radical-looking Blue 
Edge rotor blade. The new blade has been tested 
on one of the company’s EC155 helicopters and 
was shown to reduce noise 3 to 4 decibels, accord-
ing to the company. 
     In addition to the Blue Edge rotor blade, the 
company also introduced something called Blue Pulse technology. 
Also designed to reduce helicopter noise, the Blue Pulse system uses 
three flap modules in the trailing edge of each rotor blade. Piezoelec-
tric motors move & actuate the flaps 15 to 40 times per second in 
order to reduce the “slap noise” often heard when a helicopter is 
descending. 
     Both of these technologies are able to reduce noise by minimizing 
the blade-vortex interaction of the main rotor on a helicopter. Blade 
vortex interaction is the source of the pulsating sound most of us are 
familiar with when helicopters fly overhead. The noise is created 
when a rotor blade hits the wake vortex left behind from the blade in 
front of it. 
     Normally, the entire length of the rotor blade interacts with the 
vortex of the preceding blade. With the Blue Edge rotors, the dou-
ble-swept tips of the rotor blade reduce the length of the blade-
vortex interaction, and it does it at the tip where the blades are mov-
ing the fastest relative to the air. The result is a decrease in the sound 
produced due of the wake interaction at the tip. 

Getson; William C. “Bill” 
     Bill was a Flight Engineer, who joined the RCAF in 1952. 
He loved to fly and spent over 18,000 hours in the air, travel-
ling to many destinations around the world. Bill had accumu-
lated 4800 hours on the C119, Boxcar, 2300 on the C130, 
Hercules, 10,000 on the Argus and 1000 on the Aurora Air-
craft. He retired in 1984 as a Chief Warrant Officer. He was a 
member and secretary of the Greenfield and District Volunteer 
Fire Department for over 20 years. He was a member of the 
Greenfield Baptist Church, member and treasurer of the sen-
iors club “Jolly Ponhookers”, belonged to the recreational 
committee and councilor of the Queens municipality for 10 
years. He so loved his life living at Annis lake in Greenfield 
N.S. near Bridgewater, that he made his winterized cottage 
into his dream home. 
     As a final act of generosity and concern for others, Bill do-
nated his body to Dalhousie University for research purposes. 
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were getting the airplane offloaded, Bill and I put the old bird to bed. 
     We joined part of the crew in the terminal building bar, where 
they were enjoying a little happy hour while waiting for transport to 
our hotel. It was such a relief to finally arrive at our destination after 
such a long flight, that we did not realize the significance of the fact 
that several members of our crew were not at the bar. 
     We had words with our aircraft captains about this later, but 
shortly after our arrival in Saigon, there was some doubt as to 
whether we would be allowed to spend the night there. This informa-
tion was not passed on to the rest of the crew. 
     Our missing crew members were in another room in deep discus-
sion with Canadian diplomats, members of the Canadian Army and 
Vietnamese government officials. Because of the fast deterioration 
of the political situation in Vietnam, recent arrangements through 
diplomatic channels for our overnight stay were being ignored. It 
seemed that our airplane fell into the military combat category, and 
would NOT be allowed to spend the night in Vietnam. No amount of 
discussion or negotiation would change their minds. Our orders were 
to remove that airplane from Vietnamese soil NOW. 
     While Bill Getson and I were loading some "motion lotion" into 
the machine, our pilots were trying to find some not-too-distant place 
for us to go. Because of the buildup of USAF aircraft in that part of 
the world, the closest airport that could accommodate us for crew 
rest purposes was Agana Naval Air Station (NAS), Guam, 2200 
miles to the East. 
     Somehow or other, a very tired and otherwise incapacitated crew 
got that forgiving old "Herky bird" airborne for our 8.2 hour flight to 
Guam. In just about 59 hours since we had gone on duty in Edmon-
ton, we had flown a total distance of slightly more then half way 
around the world. 
     Enlisted men's transient quarters in Agana was a great big dormi-
tory room containing about 100 double bunks. This was years before 
our air force finally got civilized and allowed us to stay off base in 
more sleep conducive accommodations. Along with being a little 
tired, I also had a severe case of "Montezuma's Revenge," so I hit the 
sack in between trips to the bathroom. I came back to life several 
hours later with no sign of my comrades, so I made an effort to find 
them. Hailing a taxi off the base, I found them in the first bar I came 
to. 
     It did not make much sense to me to spend the few hours we had 
left in Guam in a bar. We rented a car for a few hours, and had a 
very enjoyable tour of the small island of Guam. 
     We managed to make it back to our dormitory for a few hours of 
attempted rest before we left for our 4.7 hour flight to Wake, and 6.9 
hours back to Hickam AFB. 
     In pre-planning the trip before we left home, and with the aircraft 
maintenance schedule we were on at that time, we knew the Hercu-
les would be due for a supplementary inspection at this point in our 
trip. We had brought with us all the inspection cards and paperwork 
we would need to do with the check. It normally takes a full crew of 
technicians, all trades a full eight hour working day to do a supple-
mentary inspection. The technical wizards in Edmonton figured that 
Bill and I could do it in four days. 
     We showed up at the aircraft the next morning ready to go to 
work. There were several C-119 Flying Boxcars, and one Hercules 
parked in front of a hanger, so that looked like a good place to bor-
row some engine stands, and other equipment we needed. We ex-
plained to the old U.S. Air Force master sergeant in charge of the 
hangar what we where up to. He started rubbing his hands together 
and his face lit up like a Christmas tree. His squadron was just in the 
process of upgrading their fleet of aircraft from C- I 19s to Hercules. 
He had a whole smoke room full of trained CC-130 technicians, and 
very few airplanes to practice their skills on. Before you could blink 

            by William “Bing” Crosby                                                                          
        

T he CC-130B was the first model of Her-
cules acquired by the RCAF in 1960. 

This particular aircraft, No. 10303, is central 
to this story 

     I used to tell this story to some of the young guys who thought 18 
hours was a long crew day... 
     In the fall of 1960, 435 (Transport) Squadron based at RCAF Stn 
Namao in Edmonton, took delivery of four CC-130B Hercules air-
craft. Myself and four other flight engineers, spent the summer of 
1960 on course at the Flight School at Lockheed Aircraft Factory, in 
Marietta, Georgia. On our first transatlantic flight, on December 03, 
1960, a flight on which I was the flight engineer, we established a 
turboprop aircraft speed record. Because of tail winds, sometimes in 
excess of 200 knots, our flight time from Gander to over the beacon 
at #1, Fighter Wing, RCAF Stn, Marville, France, was less than six 
hours. 
     Five crews had been trained in Marietta. We spent that winter of 
1960-61 doing lots of flying into the North, and did a few more trips 
overseas, generally, getting acclimatized to our new airplane. How-
ever, that is not what this story is about. 
     Things were starting to get serious over in Vietnam in early 1961, 
and Canada had agreed to join their three-country truce team. The 
task of transporting the administrative equipment the Canadians 
would need to set up shop in Saigon, was given to 435 Squadron. I 
believe this was the first Pacific crossing of an RCAF turboprop air-
craft. 
     We carried a double crew with orders from RCAF Stn Namao’s 
Commanding Officer, G/C Bill Carr, to get the load over there 
ASAP. The plan was to work and rest on alternate legs, but who has 
ever tried to sleep on a stretcher in the back of a noisy Hercules? 
The aircraft crew was: F/L Don Hodgson, and F/L Aussie Maxwell, 
aircraft captains; S/L William Buchan and F/O Peter Dewar, first 
officers; F/L George Monette and F/O Jim Simpson, navigators; Sgt 
William "Bing" Crosby (myself) and Cpl Bill Getson, flight engi-
neers; and Cpl Tom Tobin and LAC Kip Kipling, loadmasters. 
The aircraft was CC-130B, tail number 10303. Yes, that number is 
correct. It was years later that the second and third digits were 
switched. This was the very same aircraft the Columbian Air Force 
ditched in the Atlantic Ocean, off the New Jersey coast, a few years 
later. 
     Bill Getson and the two first officers had recently finished the 
first "buckshee" ground school course we used to give at the squad-
ron, there being no Hercules operational training unit (OTU) at that 
time. 
     After standing by for several days, waiting for the John Deifen-
baker Cabinet approval, we got the word to launch on Sunday morn-
ing, May 7th, 1961. 
     From Namao, it was 2.2 hours to Vancouver, where we picked up 
the rest of our load and refueled. From there, it was 9.8 hours to 
Hickam Air Force Base (AFB), Honolulu. After refueling, it was 7.7 
hours to Wake Island,  and then 10.3 hours to Clark AFB, Philip-
pines. By this time, the aircraft was due for a primary inspection (DI 
to some of you old timers). The temperature was over 100°F and it 
wasn't much fun for Bill Getson and I, as tired as we were, doing an 
inspection on four hot engines. 
     There was also a rush to get us out of there, as every square inch 
of the base was filled with U.S. Air Force aircraft in preparation for 
the expected fireworks in Vietnam. 
     Anyway, four hours later, we were airborne for our 3.7 hour 
flight to Saigon, and our long awaited crew rest, or so we thought. At 
this point, we had been on duty for 48 hours. While the loadmasters 
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     This is scary for anyone who travels frequently by plane!!!!  
Actual crack in a US Airways Boeing 737 window frame! Fliers 
beware of the sub standard maintenance on the airplanes that you fly 
on. This is an actual crack that was found in the window frame on a 
737. I'll definitely think twice before flying USAir.  

 
 
 
The ONLY flying Spitfire Mk. 11 
The sound alone makes it worth pulling it up. 

http://www.flyingmachinestv.co.uk/SpitPL965.wmv 
 
Take a trip as a passenger in the cabin of a U-2 --- at 70,000 feet. 
WOW!! 

NOTE: Ensure you go to FULL Screen when you access the video 
to enjoy it to the MAX. . . .  
http://propilotnews.com/2009/07/high-flight-really-high-flight.html 

Oshkosh 2009 
http://www.youtube.com/watch?v=nKU0uQki5Dc 

ESOTERICA 
     Want to know how to ditch a B-29, or eject from a B-47, or pre-
pare to land the X-15, etc.? Flight Manuals are available for dozens 
of aircraft from the XB-70 to the P-51 Mustang! To view the many 
Pilot’s Flight Operating Manuals that are available, visit. . . .  

periscopefilm.com 
If you're into machines that fly,  
     AirshowBuzz is an aviation-themed media company. It's also 
fostered a very active community of flight enthusiasts. 
     You'll find the best photos and video from air shows around the 
world. With BlackBox, you have a slick way to access all of it. 
Watch HD videos. Browse thousands of photos. Meet other enthusi-
asts on the forums. Do it all through a fun interface. 
     This program is graphically intense. Be sure you computer is up 
to using it. Older computers will probably be too slow.  

www.asb.tv 

For Everyone Who Has 
Ever Gazed Skywards 

WWW.TheAviators.TV 
Coming To Television This Fall 

Visit our Site for Contests, Previews  

A  Flight Engineer walks into a pub and takes a seat 
next to a very attractive woman. He gives her a 

quick glance then casually looks at his watch for a mo-
ment. The woman notices this and asks, 'Is your date run-
ning late?' 

'No', he replies, 'I just got this state-of the-art watch, and I was just 
testing it.' 
The intrigued woman says, 'a state-of-the-art watch? What's so spe-
cial about it?' 
The FE explains, 'It uses alpha waves to talk to me telepathically.' 
The lady says, 'What's it telling you now?' 
Well, it says you're not wearing any panties.' 
The woman giggles and replies 'Well it must be broken because I am 
wearing panties!’ 
The Engineer smiles, taps his watch and says, 'It's an hour fast!' 

your eyes, we had American C-130 technicians crawling all over 
our airplane. 
     The flight deck air conditioning turbine unit had failed on our 
flight inbound from Wake Island. This happened to be one of the 
few spare parts we had brought with us. Bill Getson spent most of 
the day changing that, while I kept an eye on what was going on 
around the aircraft. Old "Montezuma" had caught up with Bill by 
this time. He did not have much fun on a hot day, cooped up in 
close quarters under that flight deck. 
     Before the day was out, that supplementary inspection was all 
completed and signed out. There was no point in changing our itin-
erary so we all had three enjoyable days off in Hawaii. A flight of 
8.7 hours to Vancouver, two hours to our home base of Namao. A 
total of 10 days after we left we ended another routine, uneventful 
trip.   


