
 

P R O P W A S H  
December 2016 

C A N A D I A N  M I L I T A R Y  F L I G H T  E N G I N E E R S  N E W S L E T T E R  

As  I sit here and write this message, we have just gone through Remembrance Day and Christmas season is starting to kick 
into high gear. The American election is over (Thank God!) and 2016 is winding down. What a difference a couple of 

days make. This past Friday I spent the afternoon on the golf course enjoying the warm afternoon sun and a quick round of golf and 
today, Sunday, we have snow flurries blowing through, a bit of a shock to the system for sure. 
     This past September, we held what is to be the last of the Bi-Annual Flight Engineer Reunions in Trenton. It was great to see so 
many Flight Engineers from across the country. By all accounts, it was a success, and that is due in no small measure to the hard 
work by the members of the reunion committee, Larry Cote, Knock Knockleby, Tim Murphy, Ray McIntosh, Shorty Hazelton, Jim 
Buckle, Bill Kelly and John McCullough. While this was the last of the bi-annual reunions, it is not necessarily the last reunion to be 
held. If anyone, on the East Coast, West Coast, Prairies, or Central Canada decides they would like to organize a get together, they 
will have the support of the CMFEA. However, at this time, we are not going to schedule them every two years. It is perhaps time for 
some new faces to step forward and take a shot at it. The past few reunions in Greenwood, Comox and Trenton have basically been 
run by the same people for the last few years. It takes a lot of work and effort to organize these events, and just speaking for my self, 
I felt burned out after this last reunion. I’m not sure I want to organize one again. It is time for fresh faces to step up with new ideas 
and renewed energy to keep things moving forward. 
     In a similar vain, Bruce Dyer has been writing and editing our quarterly news letter, the Propwash for over twenty years now. He 
devotes a lot of time and energy into the Propwash for the enjoyment of our membership. He has begged and pleaded with the mem-
bership to send him articles to put into the Propwash with very little success. Well folks, I can tell you that if Bruce should decide to 
step down as editor of the Propwash, a privilege he has most certainly earned, there is no one in the wings that I am aware of to take 
his place. We may look at scaling back the number of Propwash issues we mail out each year. I have suggested to Bruce that maybe 
we could post an article on the website every couple of months or so, and then compile them at the end of the year, to produce one 
Propwash newsletter that would be mailed out to the members that aren’t on line. In the near future, you may see a smaller Prop-
wash unless members step up and provide some stories for Bruce so he does not have to spend so much time researching articles for 
the newsletter every quarter. 
     On a brighter note, I was approached by the current serving flight engineers at 426 Sqn., to ask if they could organize a simple Memorial 
Service for all the Fallen Eagles at our Flight Engineer Carin, at the National Air Force Museum on the afternoon of  November 09, 2016. 
They arranged to have a Chaplain for a few prayers and a bugler and piper as well, for a simple and very dignified service to honour our Fall-
en Eagles. It was a lovely afternoon with about seventy serving and retired Flight Engineers in attendance, After the service, we went over to 
413 Wing, Air Force Association, for some refreshments. The current serving flight engineers with the support of CWO Robin, the 426 Sqn 
CWO, expressed the hope to make this an annual event, and to try to get together more often throughout the year. This is good news for us in 
the Trenton area, but we need to make bigger inroads to the large number of flight engineers employed on helicopter squadrons supporting 
army operations across the country. 
      There are a large number of flight engineers on army bases, and most of our members who are retired, are concentrated around air force 
bases in Greenwood, Trenton, Edmonton and Comox. This means, that we have to find new ways to reach out to them through our website, 
and linking to Facebook, where we can communicate with a lot of the younger guys. I am currently working to recruit some help to move us 
in that direction. I also believe we need to bring more new faces into the CMFEA Executive. In this day and age of instant communication, 
the Executive does not necessarily have to be located in the Trenton area. In fact, it might be good if it were spread out across the country. As 
I stated at our business meeting at the end of the 2010 reunion in Greenwood, I had no intention to be President for life. I have now been on 
the Executive as either Vise President or President since 2004, and I think it is imperative to have fresh faces and new ideas to move forward, 
if we don’t we will stagnate and die away. I would never leave the association high and dry, but I am starting to get tired and would be glad 
to take a step back to a lesser role, and let someone else with fresh ideas and new energy take us forward. 
     I don’t want to make it sound all gloom and doom, but I do think we have to look at the way we are doing business today. We are finan-
cially healthy which is certainly good news, but the only thing that is constant in the world today, is change. I’m not saying it is all good or 
bad, but if we don’t change with the times, we are in danger of fading away. It is my sincere hope we just don’t fade away. None of the posi-
tions on the Executive require huge amounts of time, but when those jobs fall to fewer and fewer people, it becomes a little more onerous to 
the ones that are left to keep things going. The old saying, many hands make the load lighter, certainly applies in this case, so please give 
some thought as to how you could help out in some small way. This is your association, so please take a little time and think of how you 
could help out. 

Finally I would like to take this opportunity to wish you and your families  
a very Merry Christmas and a Healthy, Prosperous and Happy 2017. 

 
                 L.G. “Mac” MacGregor 
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The LM-100J is the civil-certified version of Lockheed Martin’s proven C-130J Super Hercules 
  and an updated version of the L-100 (or L-382) cargo aircraft. 

W atching the LM-100J move from concept to reality is monumental for everyone in-
volved, including our team members, industry and our customers,” said George 
Shultz, vice president and general manager, Air Mobility & Maritime Missions at 

Lockheed Martin. “The LM-100J offers the commercial market a real-world, proven transport 
platform that is unmatched in capability, reliability and versatility. The LM-100J is a derivative 
of the world-renowned C-130J, and is the only commercial airlifter that offers the same all-
terrain and all-weather service.” 
     Lockheed Martin officials submitted a Program Notification Letter to the U.S. Federal Avia-
tion Administration (FAA) on Jan. 21, 2014, for a type design update for the Lockheed Martin 
Model L-382J airplane, a civil-certified variant of the C-130J Super Hercules to be marketed as 
the LM-100J. The LM-100J is expected to make its first flight in 2017, then enter into an FAA certification phase.   

     Through select design innovations, the LM-100J will perform as a commercial multi-purpose air freighter capable of rapid and efficient 
cargo transport. The LM-100J is an ideal airlift solution for delivering bulk and oversize cargo, particularly to austere locations worldwide. 

Like its military counterpart, the LM-100J will be able to support multiple missions, ranging from fire fighting to medevac to VIP transport.  
     The LM-100J incorporates technological developments and improvements over the existing L-100s that result from years of C-130J opera-

tional experience, including more than 1.3 million flight hours by operators in 16 nations. The result of this experience and advancement 
translates to an aircraft that will deliver reliable service in a multi-role platform for decades to come.  

     Learn more about the LM-100J at     www.lockheedmartin.com/lm100j 

T wenty years ago, I produced and edited the first issue of Propwash. Its intended purpose was to be a newsletter that would publish input 
from members of the Flight Engineer Association. The newsletter invited members to become involved, by submitting stories, anec-

dotes, photos or experiences, related to their work in the military. 
     It was important that the newsletter be all about the business of Flight Engineering, filled with content relating to the trade and the people 
in it.  
     Since its inception, the newsletter has been nothing but an exercise in futility. There has been little enthusiasm over the years for members 
to send in newsworthy items for Propwash. In fifty nine issues of the publication to date, I received barely enough input to fill forty to fifty 
pages of newsletter format. This equates to four or five ten page issues of Propwash. Four to five issues out of a total of fifty nine. A pretty 
dismal record to say the least! 
      As a result of this ongoing lack of cooperation, I was obliged to devote many hours in researching. I searched to find input from other 
sources in order to fill the ten pages of each publication! As a result, I have come to the realisation that Propwash has been somewhat of a 
failure from the start in accomplishing its intended goal.  
     In twenty years, any support or interest in helping me fill the pages of the newsletter, has been mostly non existent (zero input in 2016).  
     Its unfortunate, but under these circumstances, I am no longer motivated to keep on going it alone. 
     The present generation of Flight Engineers, most of whom are employed on helicopters, apparently have nothing to say nor do they show 
any interest whatsoever in supporting Propwash. 
     Therefore, commencing in 2017, if no input is submitted from the members, then there will be no reason to publish a newsletter.          
     A once a year bulletin might be considered sufficient if there are only obituaries to be published! 

     If you want Propwash to survive, then get involved. The ball is in your court. 
     At this time, I extend an invitation to all members of the newer and older generation of Flight Engineers, to volunteer as my replacement.  

     If Propwash is to survive, new blood with new ideas is encouraged to step up to the challenge!  
Act now before its to late. 

 

A s migration approached, two elderly vultures doubted they could make the 
trip south, so they decided to go by airplane. When they checked their 

baggage, the attendant noticed that they were carrying two dead raccoons. 
“Do you wish to check the raccoons through as luggage?” she asked.  

“No, thanks,” replied the vultures. “They re carrion.”  



 

   3 

report 

 

T his past September, from Friday 09 to Sunday 11, the committee in Trenton had the privilege to 
host the last of the CMFEA Bi-Annual Reunions. Judging from the feedback we have received, I 
think we can call this reunion a success. I think everyone seemed to enjoy themselves and were 
quite happy to catch up with old friends. The weekend got off to a great start with the registration 

and the Meet & Greet at 413 Wing Air Force Association of Canada in Trenton. We had well over 150 people 
that were registered to attend, and we had many more who showed up at the door as well, including a number of the current serving 
flight engineers from the base. Tickets were sold for a beautiful large wooden flight engineer wing, which was made by Ray McIn-
tosh’s son, and was won by Steve Armstrong, son of a long time member of the CMFEA, Ron Armstrong. Food for the evening was 
provided by the Ladies Auxiliary at 413 Wing, and I don’t think anyone went away hungry. 
     Saturday started early with several former C130 FE’s taking the opportunity to visit the C130 H simulator on the base, and catching up on 
all the changes on the flight deck since their time on the Hercules. They all got a chance to do some flying, and I think everyone really en-
joyed their time getting reacquainted with the C130. The dinner was held at the Officers Mess on the Base. Cocktails were to start a 1730 hrs. 
and dinner a 1830 hrs., but this is where we ran into our first real glitch of the weekend. It seems the bartender was confused/misinformed on 
the correct start time, and as a result of this, did not open the bar until almost 1800 hrs. Needless to say, we had a lot of unhappy thirsty peo-
ple standing round the mess, wondering what the hell was going on. Dinner was pushed back just a few minutes to allow everyone a chance 
to get a drink, and then we moved to the dinning room for dinner.  
     Dinner was prepared by “Occasions By the Bay” caterers, and it must have been pretty good, because everyone seemed to forget about the 
bartender being late. Our guest speaker for the evening was Chief Warrant Officer, Jake Boucher, the CWO for 1 Wing in Kingston Ontario. 
For those of you unfamiliar with 1 Wing, it is basically all the squadrons flying in support of the army at various army bases across the coun-
try. Jake was also the career manager and senior trade adviser, before moving to 1 Wing.  He talked a little about what has happened with the 
trade in recent years, and what is going on with the trade today. After his talk, he opened up the floor to questions. To say the discussion was 
lively, would be an understatement, but I guess if nothing else, it demonstrated the passion people still have for the trade. After the dinner, we 
returned upstairs to music, dancing and socializing with friends. 
     On Sunday morning, we gathered again at the Officers Mess for the departure breakfast, which was again  catered by “Occasions by The 
Bay”. We began at 0930 hrs. with a quick business meeting to discuss a few issues regarding the association, and our plans moving forward. 
Once the meeting was finished, everyone enjoyed the breakfast and their company before heading home. Attendance for the dinner and 
breakfast was around 100 persons in each case. 
     Overall, the weekend was a huge success and everyone seemed to have a good time getting caught up with old friends. This reunion 
wouldn’t have been the success it was without the hard work of the organizing committee consisting of the following members; Larry Cote, 
Knock Knockleby, Tim Murphy, Ray McIntosh, Shorty Hazelton, Jim Buckle and John McCullough. 
     While this was the last of the bi-annual reunions I hope, this wont be the last reunion.  As a group, we just seem to have too much fun not 
to try to get together again in the future. It is up to all of us if we do this again. Until the next time.   Cheers!  
 
 Mac MacGregor, President CMFEA         
   
 

Snapshots of the Meet & Greet  
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  Flight Engineers without panels 

A  flight engineer (FE), also sometimes called an air engineer, is the member  of 
  an aircraft's flight crew who monitors and operates its complex aircraft systems. In the early 

era of aviation, the position was sometimes referred to as the "air mechanic".  
     Not all large aircraft were designed and built with a flight engineer's position, and in many, if not 
most modern aircraft, their complex systems are both monitored and adjusted by electronic micropro-
cessors and computers, resulting in the elimination of the flight engineer's position 
     The flight engineer's position had a specialized control panel allowing for the monitoring and con-
trol of various aircraft systems. The FE was therefore an integrated member of the flight deck crew 
who worked in close coordination with the two pilots during all phases of flight. 
     Traditionally, the FE station was usually placed on the main flight deck, just aft of the pilot and 
copilot. Earlier referred to as a "flight mechanic" on the four-engine commercial seaplanes like 
the Sikorsky S-42, Martin M-130 and the Boeing 314 Clipper, the FE's role was referred to as an 

"engineer" (much like a ship's engineer) on the first very large flying boat, the Dornier Do X. On the Do X the Flight Engineer operated a 
large and complex engineering station similar to later large transport aircraft to monitor the twelve engines. 
     The Tupolev TB-3, designed in the 1920s, that first flew in 1930, was the world’s first cantilever wing, four-engine heavy bomber, and the 
world’s first all-metal bomber. As with most aircraft designed during that period, the pilot’s cockpit was open to the elements as were most of 
the numerous gun positions around the fuselage. The flight engineer sat at a forward-facing panel in an enclosed compartment slightly below 
and behind the copilot.  
     The first commercial land airplane to include a flight engineering station was the Boeing 307 Stratoliner.       
During the war, the Avro Lancaster and Handley Page Halifax bombers employed FEs, as these large aircraft 
employed only a single pilot. The first Allied military operation during the Second World War involving FEs, 
occurred in February 1941 with a Short Stirling. It was the first four-engined bomber raid of the war by 
the RAF 
      On some military airplanes (Lockheed C-5 Galaxy, Boeing E-3 Sentry,McDonnell Douglas KC-10) the 
FE sat behind the co-pilot in the cockpit, facing outboard, to operate a panel of switches, gauges and indica-
tors or forward to operate thrust levers, lighting controls, flight controls. On the Tupolev Tu-134, the flight 
engineer sits in the nose of the aircraft. On other western military airplanes, such as on the North Star, Lock-
heed P-3 Orion and Lockheed C-130H Hercules, FEs sit between, slightly aft of (and, in the case of the C-
130A-H models, slightly higher than) the pilots.  
     So where did it all start? On December 17, 1903, 114 years ago. the Wright brothers made the first con-
trolled, sustained flight of a powered, heavier-than-air, aircraft  
     In 1908, Wilbur and Orville were rushing to adapt their Wright Flyer III to carry two people. For years, they had been trying to sell their 
invention to the U.S. Army. The Army agreed to buy an airplane for $25,000  if it could carry a pilot and a passenger.  
      Occasionally, the Wrights would carry a sandbag in the right seat to simulate the weight of a passenger. By May 14, Will and Orv figured 
they were ready to try a flight with a real passenger, and they put Charley Furnas in the seat. 
      Charley Furnas, was a 28-year-old mechanic, who was working for a machinist a few blocks away from the Wright Cycle Company in 
Dayton, Ohio. In his spare time, Charley did odd jobs for the Wright Brothers and pestered them to teach him how to fly. 
     Now Charley wasn't just a simple passenger, a living, breathing bag of sand. Will and Orv chose Charley for good reason. They needed 
his mechanical skills. The short flights made between May 6 and May 14 suggested that the engine might overheat if it was allowed to run a 
long time with two people aboard, and it needed to be monitored. The Wrights would operate the airplane; Charley would operate the engine. 

The engineer in the Dornier Do 

X, operated the thro les of 

the 12 engines  
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My fake plants  died because I  did not  pretend to water them.  

And so Charley was asked to become the first flight engineer. Alas! in 1908, the Flight Engineer profession was born.  
     Much has changed since that first flight. We progressed from Charlie, the first Flight Engineer without a panel, to Flight Engineers with 
panels,  and now to the present, where Flight Engineers no longer have a dedicated cockpit FE panel.  
     Many of us older Flight Engineers lived in an era where we flew on aircraft with Flight Engineers panels. I am one of many of the fortu-
nate ones who flew in aircraft cockpits as an established crewmember. On the Canadair North Star and L-380 Hercules, I sat slightly aft and 
between the two pilots. But on the Yukon, Argus, Boeing 707-100 and 300, MD Dc-10 and the Boeing 747-100 and 200 series, I had a dedi-
cated Flight Engineer panel, located aft of the co-pilots position. Those were the golden years of Flight Engineering .  
     The air force still employ Flight Engineers who sit in the position slightly aft and above the pilots on the maritime Aurora and Arcturus 
anti submarine aircraft. But when these aircraft are gone, their replacement will no longer require a Flight Engineer. The United States newest 
acquisition for a replacement to the P3 Orion, does not have a Flight Engineer. The Poseidon carries two pilots and a crew of seven sensor 
operators. No Flight Engineer! 
     Flight Engineers today are mainly employed on helicopters as technical crewmembers.  
     The demise of the classical Flight Engineer started when glass cockpits originated in military aircraft in the late 1960s and early 1970s.  
     Developed in the 1970s but not widely implemented until the ’90s, a glass cockpit offered many advantages to pilots. They have become 
standard equipment in airliners, business jets, and military aircraft. They are also popular with airline companies as they usually eliminate the 
need for a flight engineer, thus saving costs.   

Once an essential part of a flight crew, flight engineers have grown increasingly rare due to technological advancements.  

 

T he B-18 was a medium bomber built by the Douglas Aircraft Company, based on their DC-2 commer-
cial airliner, and was used by the U.S. and Canada during the late 1930s and early 1940s. Powered by 
the 9-cylinder, Wright R-1820 Cyclone engine, it was considered underpowered for its mission, but was 

the best aircraft available until Boeing’s B-17 came on-line. Despite its shortcomings, it was the most numerous American bomber type de-
ployed outside the continental United States at the time of the attack on Pearl Harbor. Most of the Bolo’s deployed overseas were destroyed 
on the ground at Hawaii and the Philippines ,during the initial onslaught by Japanese bombers. The remaining aircraft were deployed in loca-
tions around the U.S. and Caribbean in a defensive role, in anticipation of attacks on the homeland which thankfully never happened. Once 
the much more capable B-17s and B-24s started arriving, most of the B-18s were converted over to an anti-submarine warfare role where 
they were much more effective. Like other bombers of the time, they were initially crewed by highly trained (A&E School) flight engineers, 
but as the war progressed, the FE role was eliminated and most Fes were grounded and became crew chiefs.  

A total of about 350 B-18s were built until production was halted in 1938.  

B efore World War II, Imperial Airways had successfully used large long-range passenger flying 
boats such as the Short Empire and Short S.26, and after Imperial Airways had become British Over-

seas Airways Corporation (BOAC) in 1940, had also used the Boeing 314 for transatlantic flights. Pre-war, 
flying boats were preferred for such flights as unlike land planes, they were not limited by available runway 
length - most of which were still grass surfaced - and as a long range airplane would be required to carry a 
large load of fuel, a larger size of the aircraft could be allowed without need to cater for limited runway and 
airfield sizes. In addition, for services to far-flung parts of the British Empire, the ability to land and take-off 
from any available area of water was a distinct advantage for services to such places, many of which at the 
time had no airport facilities at all.  
     The Saunders-Roe SR.45 Princess was a British flying boat that first flew in 1952. It was powered by ten Bristol Proteus turboprop en-
gines turning six propellers and was flown by a crew comprising of two pilots, two flight engineers, radio operator and navigator 
     The four inner propellers were double, counter-rotating props, powered by twin coupled engines while the outboard single propellers were 
each powered by single engines. By any standard, it was a huge aircraft and in fact, was the largest all metal construction flying boat ever 
built, second in size only to the Hughes H-4 Spruce Goose. Three prototypes were built but only one ever made it to flying condition. By all 
accounts, even with ten engines, it was under powered, and by the time that the bugs were worked out, the only customer, BOAC, lost inter-
est and switched their focus to the new jet-powered land-based aircraft. With no customers and the world of commercial aviation turning 
away from flying boats, the three Princess aircraft were put into long-term storage and eventually scrapped.  
     In 1958 information on the Princess was passed to the United States Navy who were looking at the possibility of converting the three 
stored aircraft to use nuclear power, with a team from Saro visiting the US to discuss selling the Princesses. However, the plans came to noth-
ing. 

Here's a link to an old newsreel compilation showing the Princess's brief history from birth to death:  
https://www.youtube.com/watch?v=AV1eUeo27tc. 
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T wo historic aircraft that flew missions over Europe during the closing months of the 
Second World War, will be united and displayed at the National Air Force Museum 
of Canada in Trenton. Turns out the museum will have some pretty hefty bragging 

rights to go along with that “wow” factor. 
     By April 1, 2024 no other museum in the world will have a fully restored Lancaster and 
Halifax bomber on display. 
     Ownership of Lancaster KB 882 has been officially transferred to the museum from the City of Edmunston, NB. 
     The Lancaster will be transported to the museum in 2017, where it will be meticulously restored in time for the Royal Canadian Air Force 
100th anniversary in 2024. 
      Not only did KB 882 fly bombing missions over Europe, but it was reconfigured after the war for air reconnaissance. It’s the last surviv-
ing Lancaster of its kind, and the aircraft will be displayed in its current reconnaissance configuration. 
     But that’s not the only thing that sets the Lancaster apart from other wartime birds on display. 
     The Halifax and Lancaster KB 882 both flew missions during April, 1945. 
     To have two aircraft on display that flew missions at the same time is a rarity in the museum business. 
     The museum staff will research to see if both aircraft flew on the same day. 
     Lancaster KB 882 has been displayed in Edmundston for more than 50 years. 
     The city had remarkable foresight. In 1964, recognizing the importance of the aircraft, the decision was made to save it from certain dis-
mantlement or destruction.  
     But time erodes even the strongest warbirds. KB 882 has felt the effects of outdoor storage. In order to save the aircraft for a second time, 
Edmundston city council made the difficult decision to seek out another qualified location for the aircraft’s care and preservation. 
     In 2014, the Alberta Aviation Museum (AAM) took on the challenge and began the process to stabilize the aircraft from further deteriora-
tion. The intention was to move KB 882 to Edmonton, AB, where it would be fully restored.  
     Unfortunately, the AAM, under considerable financial challenges, was unable to follow through with their plans and returned ownership 
back to Edmundston in early in 2016. 
     It was at that time the Air force Museum became aware of the situation and offered its services to Edmundston to complete the restora-
tion.  
     A team of museum and RCAF personnel will be assembled to disassemble the Lancaster in Edmundston and transport it to Trenton. 
     It will take a considerable amount of restoration. The skin of the aircraft is in pretty decent shape, but the landing gear and engine mounts 
are slowly deteriorating. 
     The aircraft’s interior also needs extensive work. Its expected that a full restoration will take between three and five years to complete. 
     This aircraft deserves to be displayed inside, noting there’s a possibility the museum will fundraise to construct a facility adjacent to the 
museum. The museum is a fitting place to be the final resting place of KB 882. 
     In war and peace, the Lancaster aircraft has been a symbol of a Canada’s resolve to do what needed to be done to make the world a safer 
place.  
     The Lancaster was built by Victory Aircraft Ltd. in Malton, Ontario. Following the war, KB 882 returned to Canada, and in 1952 it under-
went a major overhaul and conversion to air reconnaissance, and assigned to 408 Squadron, at RCAF Station Rockcliffe, in 1953. 
     The Lancaster proved instrumental in the mapping and charting of Canada’s Arctic, as well as performing as an electronic and photo-
graphic intelligence gathering platform during the Cold War. 
     KB 882 also served over the Atlantic during the Cuban Missile Crisis monitoring and photographing Russian trawlers.  

C-130 Military Airlift Command Vietnam War Airforce  

T his video shows a transport flight crew flying over South Korea, explaining their mission as part of Military Airlift Command. The rest 
of the film shows these valiant pilots working in all sorts of weather and tactical conditions to deliver supplies and troops in the Asian 

theater. The 834th Airlift Command is shown in Saigon, Vietnam with its C-130 aircraft. Combat use of the C-130 is shown in Vietnam with 
aircraft landing under NVA fire. Some of this incredible footage shows air strikes taking place nearby while the C-130s are on the ground in 
support of operations. Also shown is air-to-ground resupply of forces in Vietnam by parachute, and paratroops making jumps. Some of the 
interviews in the film include a tough discussion about body bags being shipped home by MAC. Evacuation of South Vietnamese wounded 
is shown .  https://archive.org/details/75754TheAirForceNowPt28 

“Mac” MacGregor received word on December 12th, from the guys at CFB Trenton, that the RCAF has an-
nounced that the crew for the new fixed wing SAR aircraft will consist of 2 Pilots, 1 Nav, 2 SAR Techs and a 
Flight Engineer. This is real good news for the trade.  

An announcement is expected on the 9th of December regarding the Fixed Wing SAR Program.   
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T his year on Friday, November 11, my wife and I attended the Remembrance Day Ceremonies at the 
Canadian Warplane Heritage Museum at Mount Hope, in Hamilton, Ontario. It had the largest attend-

ance to date, with an audience of approximately 3,000 people. 
     There was a sizeable number of veterans in attendance. Most of those were Vets from the Korean War 

and later years. Sadly, few WWll were present, most of them are now in their late eighties and nineties. Their ranks 
continue to diminish yearly and soon they will all be gone. 
     Front row seats were reserved for attending veterans, serving members of the military, RMC cadets, police, firefighters and a host of other 
dignitaries. 
      Music for the occasion was supplied by the Meadowlands Salvation Army Band and the Redeemer College Concert Choir. 
     The guest speaker was Lieutenant-General, Michel Maisonneuve, CMM, MSC, CD (Retired).  
     On cue, at the eleventh hour, the Lancaster Bomber and a C-130 Hercules in tandem, roared over the 
museum. It was a spine tingling and memorable moment as the sound of the sounds of the aircraft passing 

overhead echoed throughout the interior of the museum.  
     We sat in an area in front of a group of airmen from 424 Squadron, 8 Wing, 
Trenton. 424 Squadron is  housed in 9 Hangar, at CFB Trenton, the same hang-
ar that I worked out of, when I was in 4 OUT during the 1960s, forty two years 
ago. 
Anyone, who might be in this area in the future on November 11, should try to attend this event.  

第4世代  GEN H-4    World's Smallest One-Man Helicopter 
Resembling something out of the space-age cartoon, the Jetsons, the compact flying machine has been 
unveiled by the Japanese firm Gen Corporation. The 154 lb. helicopter, named GEN H-4, has a set of two 
rotors and can fly at a maximum speed of 30 miles per hour. 
     It features two contra-rotating main rotors, a single-seat open cockpit without a windshield, four-
wheeled landing gear and four twin-cylinder, air-cooled, two-stroke, 10 hp, GEN 125-F engines, to pro-
vide operational redundancy, since the aircraft cannot autorotate in the event of a power failure. 
     The aircraft fuselage is a simple open frame with a seat mounted on it. Its two coaxial, contra-rotating 
two-bladed rotors have diameters of 13.1 ft. The main rotors are both of fixed pitch design, with no articu-
lation in any axis. Steering is accomplished by pivoting the rotor head on a gimbal using a control handle, 
in a similar manner to a weight shift hang glider. Climb and descent is controlled by increasing and decreasing the throttle. The aircraft lacks 
a tail rotor as the coaxial, contra-rotating main rotors produce zero net torque. Yawing motion is produced and controlled by electron-
ic gyroscopically-controlled differential electric braking of the main rotors. With its empty weight of 154 lbs. and a gross weight of 485 lb. 
the H-4 has a useful load of 331 lbs. With full fuel of 14.2 imp gal., the payload is 300 lbs. 
     And now its Japanese developer, Gennai Yanagisawa, 75, is planning to take his invention to the Italian city of Vinci, the birthplace of 
Leonardo da Vinci, to honour the Italian artist and inventor. 
     For much of his life, da Vinci was fascinated by the phenomenon of flight and produced many studies of the flight of birds, including his 
1505 Codex on the Flight of Birds. He also drew up plans for several flying machines, including a helicopter and a light hang glider. 

Watch it at; http://www.wimp.com/worlds-smallest-one-man-helicopter/ 
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LECLAIR, LEOPOLD        August 21, 2016 
HERBERT, RUSSELL, LIGHTFOOT    November 08, 2016 

F a l l e n  E a g l e s  

We	record	with	great	sadness	the	passing	of	the	
	following	members	of	the	Association	

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

I N T E R E S T I N G  W E B S I T E S
 
Here is a 1944 B-29 FE training film, could you imagine turning 
over the panel to the co-pilot and teaching him your duties. What 
really caught my attention, however, was when I realized, a few 
minutes into the production, that a lot of it was being narrated by 
our future POTUS, Ronald Reagan.  

https://www.youtube.com/watch?v=XK2SE9AdcaQ  
 
New York to Singapore —  Longest NONSTOP commercial  
passenger flight with Airbus A340-500  

https://www.youtube.com/watch?v=UwLbxUCXKE0 
 
 Things you didn't know about jet engines 

https://www.youtube.com/watch?v=s2Bn37Hhw8Q 
 
BBC documentary about a British Airways ...  
https://www.youtube.com/watch?v=o1Qhzl5Xe2w  

1990 - 'Jet Jockeys' | Inside British Airways (Boeing 747 

PROPWASH	WEBSITE	
<http://www.cmfea.ca>	

Association	President	and	Website	Editor	
Mac MacGregor — (613) 475-5711 — lg.macgregor@sympatico.ca 
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Treasurer 

Douglas Gauthier ——- fltsimfe@gmail.com  
PO Box 1493 Brighton, ON  K0K 1H0 

Secretary 
D.M. Knockleby —— (613) 394-5958 —— 

knock_knockleby@hotmail.com 
46 First Avenue, Trenton  ON  K8V 4G4 

Editor 
Bruce Dyer —— (905) 639-6709 —— tdyer@cogeco.ca 

701 Castleguard Cr., Burlington  ON  L7N 2W7 
Please submit changes of home or email addresses  

to any of the above executive members 
 

W hile gravely ill, veteran Leopold Leclair was recognized for 
his duties during the Korean war. The Ambassador of the 

Republic of Korea in Canada, Jin Hur, presented Paul the Medal of 
the Ambassador of Peace at the Hospice of Saint-Jean-sur-Richelieu. 
      The Medal of Ambassador of the of Peace is awarded to veterans 
of the Korean War.  
     Born on February 23, 1929, Leopold Leclair joined the Royal 
Canadian Airforce in 1951. As an airman first class, he served as a 
crewman on board Canadair North Star aircraft with  426 
Squadron.  
     He made made many flights between the UnitedStates and Japan 
ferrying soldiers and equipment. His unit was attached to the 
Military Air Transport Service of the United States Air Force, based 
at McChord, in the State of Washington.  
     From 1950 to 1953, the 12 aircraft of 426 Squadron made 599 
roundtrip flights over the Pacific Ocean, transporting  13 000 
military and three million kilos of equipment to Japan . 
     The North Star aircraft  were not pressurized and flew at lower 
altitude, up to 10,000 feet. Flights, lasted between 12 and 14 hours 
and followed theAlaskan coast before crossing the Pacific ocean.   
     Leopold Leclair was the son of a farmer from Saint-Patrice-de-
Beaurivage, He was selling potatoes at the Bonsecours Market in 
Montreal one day when a military aircraft  flew over his booth in the 
sky above.. 
"It happened on 25 July 1950, at about 9 o’clock,” Paul declared.  “I 
heard a vroom and saw the plane and thought, I want to do that ". 
     So later, he went to Royal CanadianAir Force recruiting centre 
on Bishop Street, to look for information. Then followed a long 
discussion with his father. The eldest of a family of 15 children, he 
had to wait a year, before obtaining  permission from his family. 
     Leopold Leclair retired from the Air Force in 1972, and moved to 
Mont-Saint-Gregoire, where he took up farming, growing 
vegetables. 
     From 1978 to 1990, he worked at Canadair as mechanic. He 
ended his career as technical editor. 
     Leopold Leclair retired to Mont-Saint-Gregoire, where he spent 
time going to the gym and playing golf  until May 2016. 

GLASS COCKPIT  


