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The Atlantic Canada Aviation Museum
Halifax International Airport

P.O. Box 44006
1658 Bedford Highway

Bedford, N.S.
B4A 3X5

Website: http://acam.ednet.ns.ca
E-Mail: acam@ednet.ns.ca

Upcoming Meeting Dates

Our next meeting is the Annual General
Meeting on Jan. 25th beginning at 2:00
pm.  The meeting will be held at Royal
Artillery Park in Halifax. Our guest
speaker for the afternoon will be Allan
MacNutt, pilot and author.

See page 14 for full details.
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Above: Don and Gene working on the Canso tail at ACAM in December.
Photo by: Rob MacIlreith
Below: Canadian Warplane Heritage Canso 9754. See “A Trip to Remember” on page 12
which covers an ACAM member’s experience while flying with No. 162 Squadron.
Photo by: Todd Pomerleau Included In This Issue:
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Any Old Runway in a Storm?
By: Jim McCombe

On February 8, 1954, we took off
from Rabat Salé in what was then
“French” Morocco, heading for Oran in
Algeria, Istres in France, and finally on
to 3(F) Wing at Zweibrücken, Germany.
Due to the short range of the Mk II Sabre
(we could carry only 100 gal drop tanks),
therefore, a stop at Oran prior to transit-
ing the Mediterranean was a necessity.

434 Squadron was the first RCAF
squadron to make use of Rabat for air-
to-air gunnery and the living conditions
were rather primitive. Later on, each
squadron helped improved some of the
facilities, while on deployment such as:
toilet seats over the “holes”, proper pil-
lows and mattresses, etc. In any case, the
weather was lousy during our 2-week stay
and we only got 4 to 6 gunnery sorties
each, some of them not successful due to
technical and “finger” problems. How-
ever, I digress…

We stayed overnight in Oran and af-
ter a weather briefing, launched for Istres
in the morning of the 9th. Howie Tetlock
was lead, I was No. 2, Gerry King was
No. 3 and Bernie McComiskey was No.
4. All was well until we were well past
our “point of no return” (PNR) when we
were advised that Istres weather was well
below limits in snow and not the ceiling
and visibility unlimited (CAVU) weather
we had been told in the forecast. With no
alternates at hand, we were obliged to
press on to Istres.

The English language skills of the
French Air Force controllers in Istres,
were not that good and no one in our sec-
tion spoke French. However, out of the
blue came a thick Scottish brogue, ad-
vising us to change to such and such a
VHF frequency. Lo and behold, it was
an RAF exchange controller at Istres us-
ing the Cathode Ray Direction Finding
(CRDF) system, new to the French Air
Force.  That friendly Scottish voice vec-
tored us towards Istres and we com-
menced letting down to minimums. As

The Flight’s Planned Route
[1] Rabat Salé, “French” Morocco

[2] Oran, Algeria
[3] Istres, France

[4] Zweibrücken, Germany

the controller advised us that we were
approaching the field, Howie called “run-
way in sight”, visibility being no better
than 1/2 mile. We dropped gear and flaps
and we were very close to the “runway”
when Howie called “It’s not the runway”
and overshot.

This caused a particular dilemma for
me because my fuel gauge had been on
zero for what seemed like an eternity, al-
though it was probably only a minute or
less. I quickly eyeballed what was ahead
of me, opted to land, flared and touched
down.

Now we have all probably heard the
expression – “as noisy as two skeletons
fornicating on a tin roof” and that is the
noise I heard. I had landed on a WWII
perforated steel planking “PSP” strip
which the FAF used to park their assort-
ment of WWII German aircraft – Ju 52’s,
He 111’s, etc. and some of their experi-
mental aircraft such as “ram jet” launched
off the top of the Languedoc SE 161
transport similar to the NASA Boeing
747/space shuttle combo.

434 Squadron and the
Sabre Mk II

434 “Bluenose” Squadron began
flying the Canadair Mk II Sabre in
July of 1952 and the relationship
ended when 434 traded up to Sabre
V’s beginning in November 1953.

434 Squadron reformed at
RCAF Uplands in July 1952 and
crossed the Atlantic as part of Leap-
frog III (the most famous of Leap-
frogs due to the length of the opera-
tion. Leapfrog III ran from March 7th
until April 6 1953. Delays were
caused by poor weather). Once on the
Continent, 434 Squadron was based
at No. 3 (F) Wing at Zweibrücken,
Germany. The squadron was one of
eight Squadrons in No. 1 Air Divi-
sion at that time. 434 Squadron
shared the base at Zweibrücken with
413 Squadron and 427 Squadron.

During this period in it’s history,
the RCAF would deploy to Rabat in
“French” Morocco for gunnery train-
ing. Living conditions here, were
very poor and the Canadians would
eventually move gunnery training to
Decimomannu, Sardinia.

434 Squadron Sabre II’s were
eventually refurbished and trans-
ferred to Greece and Turkey as part
of the Military Assistance Program
(MAP).  Jim McCombe’s Sabre in
this story was Sabre 19270. This air-
craft spent it’s service life in the
RCAF with 434 Squadron and was
eventually transferred to Turkey as
part of MAP and struck of strength
with the RCAF on April 8th, 1955.

Unfortunately,
it’s final fate is
unknown at the
time of writing.

Left: 434
Squadron

Badge
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A 434 Squadron Sabre Mk II
(ACAM Collection)

I got stopped even though it was
rather slippery due to snow on top of steel.
However, it was similar to water on the
polished concrete runway at
Zweibrücken. I couldn’t see the tower,
and it was even difficult to see the air-
craft parked on either side of the runway;
however, I was told where the taxiway to
the main field was. After some slow ma-
neuvering, I saw the lights of the main
runway, got across it and flamed out.

In the meantime, Howie, Gerry and
Bernie had been vectored to the main run-
way. Howie landed. Gerry landed but had
his nose wheel fold in the snowbank,
which for some inexplicable reason had
been plowed into the centre of the run-
way. Bernie fortunately had enough room
to get around him and the snow bank.

So how about the forecast? It turned
out that we were briefed on the weather
forecast for the previous day. That fore-
cast was right. It had been CAVU at Istres
on the 8th!

Canadair Sabre Mk II
Specifications:
Engine: J47-GE-13 5,200 lbs thrust.
Wing Span: 37 ft. 1.5in.
Length: 37 ft. 6 in.
Height: 14 ft. 9 in.
Weight Empty: 10,845 lb
Max. Takeoff: 17,806 lb
Max. Speed at 31,000 ft: 601mph
Cruise: 565 mph
Service Ceiling: 47,200 ft.
Combat Radius: 321 miles
Rate of Climb: 7,250 ft./min.

Canadair
Sabre Mk II

The Canadair Sabre Mk II was
built by Canadair’s Cartierville Plant,
with a total of 350 machines being
built. Most of those aircraft were built
for the RCAF, although 60 of these
aircraft were diverted to the United
States to help make up a shortage of
Sabres due to the Korean War. A fur-
ther three were sent to the RAF for
evaluation.

Above: The Canadair Sabre Mk II
was basically an F-86E powered
with a J47-GE-13 engine.  The J-47
made earlier Sabres easy to find
with it’s smokey trail as can  be seen
in this photo.     (ACAM Collection)

[Editor’s Note:
Jim McCombe is a former Sabre pi-

lot and Golden Hawk team member and
ACAM member, this is Jim’s second con-
tribution to our newsletter in the last year.
His last story was about flying T-33’s in
our July issue.]

Below: [Editor’s Note:] While doing some follow on research for the side bar
stories, I came upon the photograph below. It was found in Larry Milberry’s
excellent book entitled “The Canadair Sabre” on page 147. The caption reads,
“BR-273 flown by F/O Gerry King, had its nose gear collapse at Istres when it
hit wet snow on landing. (S.E. Burrows)”

A 434 Squadron Ground crew turns
around a Sabre Mk II in preparation
for another sortie. The ground crews
were as important to a successful mis-
sion as the pilot.

(Photo via Ken Brown)
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The Search for a Pilot’s History
By: Mark Peapell

During 2002, while attending a
meeting of the Canadian Aviation His-
torical Society (CAHS), I had the plea-
sure to meet a former Spitfire pilot by the
name of Stephen Butte. Mr. Butte made
a great presentation of his career flying
Spitfires in Europe from 1943-45.

It is not every day that you get to
meet a Spitfire pilot, but to meet one who
had flown with the likes of Johnny
Johnson and Hugh Godefroy, made the
experience much more unique. Stephen
had a very interesting career with 403
Squadron, beginning in England and trav-
eling throughout Europe from D-Day on-
wards until he left the unit in early 1945.
At that time, he began ferrying aircraft
between Europe and the UK. The high-
light of his time with 403 Squadron  came
when Stephen achieved three kills in one
sortie on January 01, 1945. He also as-
sisted in countless other engagements
while flying as a wingman.

After the war, Stephen became an
engineer and lived in B.C. Recently
Stephen moved to N.S. to be closer to his
daughter who lives in Bedford, N.S.

At the time of the meeting Stephen
asked Dave Brown, and myself if we
knew of any pictures of his days with 403
and which aircraft he had shot down.
Dave Brown’s area of interest is late war
Luftwaffe operations. Dave also has some
contacts in Europe who could help re-
searching the action and pilots involved
while I  researched 403 Squadron and the
Spitfires Steve had flown.

My own fascination with the Spit-
fire dates back to 1969 when my Father
took me to see the movie The Battle of
Britain and I have been addicted ever
since! The first Spitfire I had the chance
to explore was in 1974, when I had the
opportunity to climb on AB910 a Spit-
fire VB (which flew with 402 Squadron).
I  still explore them every chance I get,
the last one was TE308 at Hamilton in
October 2001.

Stephen Butte posing with a Spitfire.
(Photo via Mark Peapell)

The hunt was on for pictures of 403
Spitfires and photographs of Steve. One
picture of Steve sitting in a Spitfire was
known to exist. This picture was a pub-
licity shot taken of Steve as he sat in his
Spitfire, talking to his erk. This picture
came from the public archives and was
used in the history of 403 Squadron book,
which was published in 2001.

I knew from examining Steve’s log

book, that he had flown Spitfire KH-D
on January 01, 1945. However, the log-
book only showed the letter of the air-
craft, not the actual serial number of the
aircraft. To find the actual serial required
a bit more of a search. I found the answer
in my own library where I found the
needed information to indicate the serial
number as RR256, a Spitfire XVI (essen-
tially a Spitfire IX with a Packard Merlin
in place of the Rolls Royce Merlin). Fur-
ther research confirmed that RR256 flew
with 403 squadron and was later trans-
ferred to 416 Squadron, where it was ul-
timately lost in combat.

When it comes to telling the stories
of Canadian Spitfire pilots, only one
name truly stands out, Robert Bracken.
Bracken is probably the most knowledge-
able researcher of Canadians who flew
Spitfires. He has done a tremendous
amount of research and writing on the
subject, which has yielded two books on
the subject, as well as, a third forthcom-
ing volume.

I obtained  Robert’s e-mail address
from another researcher and told him
Steve’s story. To my delight, Robert of-
fered to help with my search and checked
A 403 Squadron Spitfire in the field.

(Photo via Robert Bracken)
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his files to see if he had any photographs
of Steve and of KH-D.

An initial look through his collec-
tion brought a couple of generic shots
from the Public Archives to the surface.
These were very general photos of 403
Squadron activities taken during Decem-
ber and January 1944-45. However, none
showed KH-D or Steve. Robert men-
tioned that he would look again.  A few
weeks had passed when I received an in-
teresting package in the mail. Included
in the package were three pictures. Of the
three pictures, (all reproduced here) there
was a shot of Steve in battle dress with
his flight helmet standing next to Spit-
fire under repair. We had hit the jackpot!
The other photo showed a couple of other
Spitfires, not RR256 but ones, which we
quickly confirmed that Steve had flown
as well. With these pictures in hand, I was
able to now reunite Steve with his past. I
believe it came as quite a surprise to Steve
to view these pictures of him that had
surfaced almost 60 years later. Steve had
quite a few pictures, but none like this
one. The look of amazement on Steve’s
face that these pictures had been found
was worth all of the effort to find them.

Robert Bracken had also suggested
another form of media that we should
check. A little known NFB film called
Wasp Wings focused on the RCAF Spit-
fire Squadrons in Europe from 1943. A
number of Squadrons had been filmed
including 403 Squadron. The film was a
compilation of the footage shot during the
course of 1943 and 1944.  I obtained a
copy to view. After screening it a num-
ber of times, I came to the startling con-
clusion that Steve appears a number of
times in the film. One particularly memo-
rable scene shows him shutting down and
climbing out of his Spitfire. Other shots
include Steve with Johnny Johnson and
other notable Canadian Spitfire pilots.
This discovery was as exciting as the
photos.

I called Steve up and told him that I
had something else to show him. Steve
said he had something to show me as well.
So we agreed on a time to meet and view

Badge: A wolf’s head erased.

Motto: Stalk and Strike.
The wolf is a fierce and powerful an-
tagonist, indigenous to most parts of
Canada.

WWII Battle Honours:
Defence of Britain 1941-44

English Channel and North Sea 1942
Fortress Europe 1941-44

Dieppe France
Germany 1944-45
Normandy 1944
Rhine 1944-45

WWII Aircraft:
Tomahawk I/IIA (Apr 1941 - June 1941)
Spitfire I (May 1941 - July 1941)
Spitfire IIA (July 1941 - Sept 1941)
Spitfire VB (August 1941 - Jan 1943)
Spitfire VC (August 1941 - Jan 1943)
Spitfire IXC (Jan 1943 - Dec 1944)
Spitfire XVI (Dec 1944 - July 1945)

403 Squadron King’s Crown Badge
1939-1952

403 “Wolf” Squadron in WWII:
No. 403 (F) Squadron, RCAF, was

formed at Baginton, Warwickshire, En-
gland on March 1, 1941. 403 Squadron
was the first Squadron the RCAF
formed overseas under the British Com-
monwealth Air Training Plan.

Initially equipped with the Curtiss
(P40B) Tomahawk Mk I, they were re-
placed with the Supermarine Spitfire
after only 29 operational sorties.
Through continual replacement and
updating, the Squadron flew various
models, Mk I through Mk XVI, of this
important aircraft.

403 Squadron served as part of
RAF Fighter Command and Second
Tactical Air Force for over four years.
By May 1945, the Squadron had de-
stroyed 123 enemy aircraft, shared 7
more with other squadrons, plus 10
probably destroyed and 72 damaged.

 An equally impressive number of
ground targets had been destroyed or
damaged including 30 tanks, 50 loco-
motives and nearly 100 other vehicles.

Sixteen Distinguished Flying
Crosses (DFC), four DFC with Bar and
one Military Medal were awarded to
members of the Squadron, in addition
to a number of mentions in dispatch.

However, the impressive tally did
not come without cost, eighty-five air-
craft were destroyed and a total of 76
pilots were reported missing. Of these,
four were killed, 39 presumed dead, 21
captured, nine successfully evaded cap-
ture and three were safe.

403 Squadron was disbanded at
Fassberg, Germany on July 10th, 1945.

403 Squadron Today:
403 Squadron continues to serve, it is
currently based at CFB Gagetown fly-
ing the CH-146 Griffon, 14 examples
of this helicopter being on strength with
the Squadron. 403 Squadron is attached
to 1 Wing Kingston and is the Griffon
Training Squadron for the CAF.

403 “Wolf” Squadron
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our respective finds. When I meet with
Steve he showed me a couple of souve-
nirs that had been picked from the crash
site of one of the aircraft (FW190) that
he had shot down on January 01, 1945.
Friends who had been to Belgium had just
sent these items to him. The souvenirs
consisted of a piece of Plexiglas and an
ammunition clip for a 7.9mm MG-17
machine gun.

I showed Steve the video and he was
speechless. To be shown a picture is one
thing, but the video presented a much
starker contrast of the events of 60 years
ago.  I know that Steve was amazed to
find that this film existed let alone that
he was in it.  The look on his face made
the whole experience very memorable for
me and well worth the effort.

This research project was exciting
and rewarding with great results. The one
elusive item though, was finding a pic-

Above: 403 Squadron Spitfires in the field. (Photo via Robert Bracken) Supermarine Spitfire Mk XVI
Specifications:
Length: 31 ft. 3in.
Height:  12 ft. 7in.
Wignspan: 36 ft. 10in.
Gross Weight: 7300 lbs
Powerplant: Rolls-Royce (Packard)
Merlin 266
Horsepower: 1700 hp   
Range: 434 miles
Cruise Speed: 280.00 mph
Max Speed: 408.00 mph
Ceiling: 43,000 ft.
A Spitfire XVI was a Spitfire Mk 9e
with a Packard (US)266 engine vs a
Rolls Royce 66 which was in the Mk9.
The e designation refers to the wing
the aircraft had and its armament set
up.The Spitfire can become confus-
ing as various modifications and im-
provements were made. Steve would
have initially flown a Mk9c Spitfire.
The Spitfire XVI were introduced in
late 1944.

ture of Spitfire RR256, KH-D. (Ironically
RR263 built on the production line at
Castle Bromwich at the same time as
RR256, still exists in France and it actu-
ally flew with a Canadian Squadron as
well before ending up with the French)
I am sure a photo of RR 256 exists some-
where. As with all research you some-
times find more than you anticipated and
those times make one feel as if they had
“hit the jackpot”.

[Editor’s Note:
Mark Peapell is the outgoing President
of ACAM and one of the first members
of the Museum. This is his second article
to be published in the Newsletter; the last
was about ACAM’s PBY-5A which was
published in January 2001.]

The only proper defense is offense.
Johnnie Johnson, RAF.
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Above: A portion of Butte’s log book.
Note the entry on Jan 1, 1945. The last
line of Jan. 1 reads, “My big day de-
stroyed 2 Me 109’s and 1 FW 190.” The
last part was cut off in the scan.
Left: A photo of Steve and a ground
crew member. The hand written cap-
tion has been cropped out due to space
required but reads, “Taken in March
‘45 at Petit Brogel (B90) Belgium.
My engine fitter Norm Trembath help-
ing me to get strapped in for one of my
last operational trips. You can see a
Spitfire isn’t very big.”

(Both: Stephen Butte Collection)

It was my view that no kill was worth
the life of a wingman... Pilots in my unit
who lost wingmen on this basis were
prohibited from leading a [section].
They were made to fly as wingman, in-
stead.

-Colonel Erich “Bubi” Hartmann,
GAF.
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Leslie Thomas Biography
Written By Leslie Thomas Students: Amanda Cleveland, Abby Corbin, Nikki Martin / Edited By: Rob MacIlreith

Thirty-two years after the death of
Sergeant Leslie E. Thomas, RCAF, of
Sackville, N.S., Sackville decided to
honour him by naming a school after him,
Leslie Thomas Junior High in 1975. Jan.
8th, 2003 will mark the 60th anniversary
of the death of Leslie Thomas.

Leslie E. Thomas, son of Edwin N.
Thomas and Violet Grace Fader, was born
on July 2, 1921. He was a student at
Lower Sackville School, which was lo-
cated at the foot of the Sackville Cross

Road. When Leslie was 16, he spent the
better part of the year in a body cast to
straighten a curvature in his spine. De-
spite this setback, Thomas was a well-
liked student who enjoyed life and loved
to ski.

Leslie joined the air force in June
1941. He was stationed in Yarmouth in
July of 1942 after completing courses in
St. Thomas, Ontario and Jarvis, Ontario.
Six months later, while on a training mis-
sion the plane that Thomas and four oth-

ers were on developed engine trouble.
The pilot struggled to bring the aircraft
back to base, but crashed on landing. All
five men died in the fire after the crash.
Thomas was 21 years and six months old.
The following is an excerpt from a
Halifax Paper that was published in 1943.
The document was provided to Leslie
Thomas Junior High by the staff of the
Fultz House Museum in Sackville.
Wireless Air Gunner, Sergeant Leslie E.
Thomas, R.C.A.F., killed in plane crash

403 “Wolf” Squadron
portrait taken at
Grave, Holland in
October of 1944.
Stephen Butte is 4th
from the left in the
back row. This photo
is from Butte’s log
book.

(Stephen Butte
Collection)
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announced Monday, was buried in the
Church of England Cemetery, Sackville,
Tuesday. With services at both the home
of his parents, Mr. and Mrs. E. N. Tho-
mas, and at St. John’s the Evangelist, the
21 year old airmen’s funeral was one of
the largest ever seen in the village. His
cortege was nearly a mile long.

On Monday, full Air Force rites for
all five air force men killed in the crash
were held in Yarmouth. The four others
were F. O. A. M. Tingle: Flight Sergeant
B. L. Hudson, Yarmouth: Flight Sergeant
J. T. Managan, North Bay, Ont.: and Ser-
geant H. E. White, Ontario. The crash
occurred at Markland, Nova Scotia.

Services for young Thomas were
conducted by Rev. A. H. Tyres, rector of
St. John’s. He was assisted by Rev. Mr.
Jones of the Sackville Baptist Church,
and by Flight Lieutenant, Coleman, lone
representative of the Royal Canadian Air
Force. Flowers were numerous.

Sergeant Thomas, in addition to his
parents is survived by a half brother,
Ralph Webber, Sackville.

The young  airman, after complet-
ing his schooling in Sackville, joined the
Air Force in June 1941. He took a course
at St Thomas, Ontario and also at Jarvis,
Ontario, graduating in July of last year.
For the past six months he has been sta-
tioned at Yarmouth.

Above: This photo of Leslie Thomas
resides in the lobby of the Junior High
School that proudly bears his name.

(Abby Corbin, photo)

St. John’s the Evangelist church in Lr.
Sackville, where Leslie Thomas and his
family are buried.

(Rob MacIlreith, Photo)

[Editor’s Note: This biography is the
result of a  Power Point project  that was
presented to the student body of LTJH
during their Remembrance Day Cer-
emony on November 8th. The student
authors are in grades 7 and 8.

Additional information was supplied
by Ken Brown, Thomas was killed while
flying in Hudson #BW 447 which was
assigned to #113 Bomber Recon. Squad-
ron based at Yarmouth, NS. ]

The Thomas Family grave site. Leslie
Thomas’s stone is on the right.

(Rob MacIlreith, Photo)

Leslie Thomas’s Grave Inscription:

R104036 Sergeant
Leslie E. Thomas

RCAF
8th Jan 1943

Age 21 years 6 mos.
Killed in a Plane Crash

Until we meet

The Colonel’s Order
Received via E-mail

A Colonel Issued The Following Direc-
tive To His Command Staff:
“Tomorrow evening at approximately
2000 hours Halley’s Comet will be vis-
ible in this area; an event which occurs
only every 75 years. Have the men fall
out in the battalion area in full fighting
order, and I will explain this rare phe-
nomenon to them. In case of rain, we will
not be able to see anything, so assemble
the men in the theatre and I will show
them films of it.” 

Adjutant To Company Commander:
“By order of the Colonel, tomorrow at
2000 hours, Halley’s Comet will appear
above the battalion area. If it rains, fall
the men out in full fighting order, then
march to the theatre where this rare phe-
nomenon will take place, something
which occurs only once every 75 years.”

Company Commander To Lieutenant:
“By order of the Colonel be in full fight-
ing order at 2000 hours tomorrow
evening. The phenomenal Halley’s comet
will appear in the theatre. In case of rain
in the battalion area, the Colonel will give
another order, something which occurs
once every 75 years.”

Lieutenant To Sergeant:
“Tomorrow at 2000 hours, the Colonel
will appear in the theatre with Halley’s
comet, something which happens every
75 years. If it rains, the Colonel will or-
der the comet into the battalion area.”

Sergeant To Platoon:
“When it rains tomorrow at 2000 hours,
the phenomenal 75-year-old General
Halley, accompanied by the Colonel, will
drive his comet through the battalion area
theatre in full fighting order.”

[Editor’s Note: Something about Mili-
tary and Intelligence?]
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As another Christmas Season ends,

it is difficult to not look back over the
years and reflect on Christmases past; to
pause a moment to remember all those
wonderful people I have been fortunate
enough to meet in my sixty-two years of
aviation - many of whom I could call
“friend”.  Some have now flown their last
flight and are gone, but many we will al-
ways remember for the imprint they have
made on the path to our door.

 A Christmas that left an indelible
mark on my own memory was the Christ-
mas Eve of 1942 when I was a young
Staff Pilot at RCAF Chatham. During that
dramatic period in the history of the
World, the war didn’t stop for holidays
and it was an Air Force tradition that the
single pilots would fly on Christmas Eve
and Day and that the married pilots would
do the same on New Year’s Eve and Day.

 Christmas Eve, l942, was a beauti-
ful clear, starlight night, but mighty cold
- so cold that the temperature at our as-
signed altitude of 10,000 feet was -46ºC. 
In the Avro Anson MkI, with an
unexistent heating system and many
drafts, the conditions were almost intol-
erable and it was nearly impossible to
keep our hands and feet warm. As we
flew our four hour mission that Christ-
mas Eve, it was my feeling that, in spite
of the cold, all the crew, including my-
self, had a sense of contentment and sat-
isfaction that we were doing a job that
had to be done.  A feeling that was rein-
forced by the thought that this was in-
deed Christmas Eve, a time of year when
the best outcomes from us all, when we
can even be tolerant of our enemies.  I
have never been a smoker, however, I can
recall one of my navigators coming up
front and placing a cigarette in my mouth
and I kept it aglow just to feel the warmth
it gave off.

It is remarkable that this “old mind”
still remembers all the details of that par-
ticular flight. After filling out the required
                                                                                                    

forms and storing our flying gear in our
lockers, it was onto the Pilot’s Mess and
the camaraderie of the other twenty-five
pilots on the flight.  We had an old
“gramophone” in the Mess and, when I
walked in, Bing Crosby’s voice was
crooning the just released “White Christ-
mas”. The cold of the last four hours was
soon forgotten as we laughed and sang
and warmed our bodies both in and out. 
We knew that this would be a
special Christmas, a Christmas that we
would never share again, a Christmas that
some of us, the lucky ones, would recall
some sixty-two years later.
 Merry Christmas to All. 

[Editor’s Note:
Don McClure is a member of Turnbull
Chapter of the CAHS in New Brunswick,
he is also a member of the Canadian Avia-
tion Hall of Fame. I had the chance to
hear Don speak at a CAHS meeting at
ACAM a year and a half ago. Don was a
very entertaining speaker. Don continues
to research the aviation history of N.B.
for the CAHS, and currently, he is help-
ing Frank MacLoon assemble some in-
formation about #10 AOS at Chatham.
This is his first contribution to our News-
letter.]
 

Avro Anson Mk. I similar to those
flown at #10 AOS at RCAF
Chatham. The fabric covered Mk.
I Anson was very drafty and cold
to fly in the best weather. In the win-
ter it must have been unbearable.

Avro Anson Mk I Specifications:
Engines: Two 335 hp Armstrong
Siddeley Cheetah IX
Wing Span: 56 ft. 6 in.
Length: 42 ft. 3 in.
Height: 13 ft. 1 in.
Weight Empty: 5375 lbs.
Max Takeoff: 9300 lbs.
Max Speed: 188 mph.
Service Ceiling: 19,000 ft.
Range: 790 nm.

Christmas Past
By: Don McClure

The airplane is just a bunch of
sticks and wires and cloth, a tool
for learning about the sky and
about what kind of person I am,
when I fly. An airplane stands for
freedom, for joy, for the power to
understand, and to demonstrate
that understanding. Those things
aren’t destructible.

-Richard Bach,
Nothing by Chance.
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It was the night before Christmas; he lived all alone,
in a one bedroom house, made of plaster and stone.

I had come down the chimney, with presents to give,
and to see just who, in this home did live.

I looked all about, a strange sight I did see,
no tinsel, no presents, not even a tree.

No stocking by the mantle, just boots filled with sand,
on the wall hung pictures, of far distant lands.
With medals and badges, awards of all kinds,

a sober thought, came through my mind.
For this house was different, it was dark and dreary;

I found the home of a soldier, once I could see clearly.
The soldier lay sleeping, silent, alone,

curled up on the floor, in this one bedroom home.
The face was so gentle, the room in such disorder,

not how I pictured, a Canadian soldier.
Was this the hero, of whom I’d just read?

curled up on a poncho, the floor for a bed?
I realized the families, that I saw this night,

owed their lives to these soldiers, who were willing to fight.
Soon round the world, the children would play,

and grownups would celebrate, a bright Christmas day.
They all enjoyed freedom, each month of the year,

because of the soldiers, like the one lying here.
I couldn’t help wonder, how many lay alone,

on a cold Christmas Eve, in a land far from home.
The very thought brought, a tear to my eye,
I dropped to my knees, and started to cry.

The soldier awakened, and I heard a rough voice,
“Santa, don’t cry, this life is my choice.
I fight for freedom, I don’t ask for more,

my life is my God, my Country, my Corps.”
The soldier rolled over, and drifted to sleep,

I couldn’t control it, I continued to weep.
I kept watch for hours, so silent and still,

and we both shivered, from the cold night’s chill.
I didn’t want to leave, on that cold, dark night,

this guardian of honour, so willing to fight.
Then the soldier rolled over, with a voice, soft and pure,

and whispered, “Carry on Santa, it’s Christmas Day, all is secure.”
One look at my watch, and I knew he was right,

“Merry Christmas my friend, and to all a good night.”

This poem was written by a Peacekeeping soldier stationed overseas.
Christmas has come and gone and some credit is due to our Canadian service
men and women for our being able to celebrate these festivities. Let’s try in this
small way to pay a tiny bit of what we owe. People need to stop and think of our
heroes, living and dead, who sacrificed themselves for us. Please, do your small
part to remember and give thanks.

It’s Christmas Day, All is Secure

RCAF Chatham home of #10 AOS.
This photo shows the standard triangle
layout of most British Commonwealth
Air Training Plan fields .

Anson Mk. I as seen at RCAF
Chatham.

Do you have an aviation
story you’d like to tell?

The ACAM Newsletter
is always looking for
stories related to people
and aviation in Atlantic
Canada. Currently we
are gathering informa-
tion for our March issue
and we are in need of
stories for the May issue
of the Newsletter. Do
you think you can help?
Stories can be submit-
ted to:

acam@ednet.ns.ca
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A Trip to Remember
By: James M McRae DFC, CD (F/L, RCAF, Retired)

The offer of a trip home could not
have come at a more favorable time. It
was December 1944, and morale at 162
Squadron’s Camp Maple Leaf located at
Reykjavik, Iceland was at a very low ebb.
Mail from home had been very slow ar-
riving. To make matters worse, Ed
Oakford and his entire crew were killed
returning from a patrol when their Canso
crashed in the mountains a few miles
from the airport. Just a few feet more al-
titude and they would have cleared the
ridge. The wreckage was found a day or
so later and a salvage party had brought
back the remains. The funeral service was
held on a blustery day at the cemetery
near by. It was indeed a sad Christmas
for Camp Maple Leaf.

At this time, one of our Squadron’s
Cansos was due for a major inspection
[Canso A #9791]. It had to be flown to
Scoudouc, NB and a replacement brought
back to Iceland. Danny McNamara’s
crew had been scheduled for the trip, but
a few days earlier he had been found
badly hemorrhaging in his bed and was
rushed to the hospital. When Wing Com-
mander Sully offered me the chance to
take his place, I gladly accepted.

Early in the morning of December
26 we lifted off the runway at Reykjavik,
heading for Bluie West 1 in Greenland.
There were nine of us on board, but only
Reg Clark, the co-pilot, was a member
of my own crew. The flight was short
lived because of a severe storm approach-
ing Greenland. We were airborne for only
three hours when a recall ordered us back
to base. Five and a half hours after de-
parture a disappointed crew landed back
at Reykjavik. It was still dark due to
Iceland’s Northern location.

It was December 29 before condi-
tions improved enough for another try.
Even so, with strong headwinds it took
eleven and a half hours before we touched
down at BW 1. Arrivals at Bluie West 1
had to be during daylight hours due to

the situation of the runway up the fjord.
Therefore, our departure from Reykjavik
was at a very early hour, and the first six
hours of the trip were logged as night fly-
ing. We took quite a ribbing from some
Mosquito pilots who were staging
through when they heard how long the
trip was for us.

The weather the next day was ques-
tionable but late in the afternoon we got
word that we could go, provided that we
could be off the ground within half an
hour. Darkness came early at that time of
the year, and departures, as well as arriv-
als, had to be during daylight hours. Ea-
ger to be on the way the crew needed no
urging and broke all records getting out
to the Canso. This leg would take us to
Goose Bay.

All went well. The engines started
quickly. We taxied out, making a hasty
runup and cockpit check, and roared
down the runway in the gathering dusk.
Ahead, lay the 50-mile fjord to be nego-
tiated before reaching open water. So far,
so good.

However, our good fortune was not
to last. Visibility was getting lower and
lower in heavy snow. Soon I was com-
pletely on instruments and we were only
half way out the fjord. Could I be sure of
our heading? Was the directional gyro set
accurately? Check it with the compass.
This meant holding a steady course and
speed so the compass needle would settle
down. A compass is not too reliable at
those latitudes. Observers in the blisters
peered into the snow, knowing that we
were not yet clear of the mountains on
either side. The WAG on the radio was
doing his best to obtain a direction from
the radio and radar beacons at BW 3 lo-
cated at the mouth of the Fjord. Were we
to end up spread across the face of a
mountain, just as Oakford had done just
ten days ago?  After what seemed an eter-
nity we were clear of the fjord. We’ll
never know how close we came to disas-

162 Squadron
No. 162 (BR) Squadron was

formed at Yarmouth, N.S. on May
19th, 1942. The Squadron spent the
first 18 months of it’s service life pro-
viding anti-submarine air cover at
Yarmouth. This was a very unevent-
ful time for the Squadron.

In January 1944, 162 Squadron
was lent to RAF Costal Command and
moved to Reykjavik, Iceland. From
here the Squadron was used to cover
the mid-ocean portion of the North
Atlantic Convoy Lanes. In June and
July of 1944, the Squadron operated
out of Wick, Scotland. During this
period, 162 Squadron sank four U-
boats and shared a fifth.

There are many interesting points
to note during this period. The most
noted in history is June 24th, 1944
when Canso 9754 “P”, flying from
Wick sank U-1225. The aircraft was
badly damaged by the U-boat’s anti-
aircraft fire and was forced to ditch in
the cold Atlantic. The crew were in
the water for 21 hours with only one
dingy. Two members died awaiting
rescue and the pilot died shortly after
rescue. F/L D.E. Hornell was posthu-
mously awarded the Victoria Cross for
“inspiring leadership, valour, and de-
votion to duty”. Hornell’s VC was the
first awarded to a member of the
RCAF during the war. P/O A.C.
Mynarski was not awarded his VC
until after the war, dispite the earlier
action date.

By mid August 1944, the Squad-
ron was back in Iceland. It is during
this period that the author recounts his
experiance.  No. 162 remained in Ice-
land until June of 1945. The Squad-
ron flew their last mission on May
31st, 1945.

The Squadron was disbanded at
Sydney, N.S. on Aug 7th, 1945.
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the fuselage not far behind our heads in
the pilot seats. The noise did little to ease
the strain. Turbulence was severe at times.
Twice, while shining the Aldus lamp on
the wings to check for ice, we noticed
that one of the wingtip floats had come
unlatched and was part way down. The
flight engineer needed a down and up
selection to get it back in place. Not once
during this time did I relinquish the con-
trols to Reg.

Finally, as we approached the coast
of Labrador, conditions began to im-
prove. We ran out of the storm into clear
weather. Visibility ahead was unlimited
and the air was now smooth as silk. Goose
Bay lay just an hour or so away. Then
someone got the idea.   “Why land at
Goose? Lets carry on to Scoudouc.” “OK,
but we needed a clearance.” We tried call-
ing Goose Bay tower on the command
set, with no success. However, Jim
Sommerville, the WAG, was in contact
with Eastern Air Command Headquarters
by W/T, and approval eventually came
through from there. (Years later, at a
Squadron reunion, Jim told me why we
couldn’t contact Goose Bay. Thinking
they would not have authority to approve
our request, he had ensured our command
transmitter was not set up on Goose Bay’s
frequency).

The rest of the trip was uneventful.
The weather was perfect, and the Canso’s
engines were purring smoothly. My log-
book records the trip as eleven hours and
and fifty minutes, all logged as night fly-
ing, with five hours of it on instrument in
cloud. Only one obstacle remained. To
rouse a disgruntled Orderly Officer in the
middle of the night to wangle leave passes
so we could be on our way.

For me, that trip was one of utmost
extremes. Starting out it was, to quote a
wartime expression, the hairiest of my
flying experience, although the ending
was one of the most serene. It was, in-
deed, a trip to remember.
[Editor’s Note:
F/ L James M McRae DFC, CD

F/L McRae was born and raised on
a farm at Huxley, Alberta. He enlisted

ter that day. Somebody’s guardian angel
was surely looking out for us.

Relieved as we were, there was more
to come. The next four hours made me
wonder where the meteorologists had ob-
tained their information when they gave
us the go ahead that day. Perhaps they
thought the storm had passed? How
wrong they were. First there were icing
conditions. Try to stay out of clear icing
temperatures so the wing de-icer boots
could cope. Ice from the props rattled off

A poor quality phot of a 162 Squad-
ron Canso A landing in Skerja Fiord,
Reykjavik, Iceland.

(Public Archives Photo)

Canso A Specifications:
Length: 63 ft. 10 in.
Height: 18 ft. 7 in.
Wingspan: 104 ft.
Gross Weight: 35,420 lbs.
Powerplant: two 1200 hp Pratt and
Whitney R-1830-92 Twin Wasp 14
Cylinder engines.
Range: 3550 miles
Cruise Speed: 155 mph
Max Speed: 179 mph
Ceiling: 14,700 ft.

The Canso A was the amphibian ver-
sion of the Canso aircraft. The “A”
besides undercarriage also had; in-
creased fuel capacity, a larger tail
and a revised armament. A total of
174 Canso aircraft were built in
Canada and delivered to the RCAF.
A further 230 aircraft were built in
Montreal and delivered to the US
Army. For more information regard-
ing the Canso and ACAM’s version,
refer to Mark Peapell’s article in the
Jan 2001 issue of our newsletter be-
ginning on page 1.

in the RCAF in July, 1941, trained as a
pilot, and earned his wings in Oct. 1942.
Following General Reconnaissance train-
ing at Charlottetown, PEI and Opera-
tional training at Pat. Bay, BC, he joined
162 (BR) Squadron at Yarmouth in May
l943.

 He completed a tour of anti-subma-
rine operations with the Squadron, fly-
ing from Yarmouth, Dartmouth,
Reykjavik, Iceland, and Wick, Scotland.
On 13 June 1944 his crew attacked and
sank U-boat U-715, were in turn shot
down and three of the crew members suc-
cumbed to exposure before they were
picked up by an RAF rescue launch from
Lerwick in the Shetland Islands.

 On completion of his tour of opera-
tions he joined the EAC Meteorological
Flight at Yarmouth and on 12 August flew
the last Met. Flight carried out by the
Canso aircraft before those duties were
taken over by Liberators.

 Released from the RCAF in Septem-
ber he was employed as a bus driver for
several months before joining another
RCAF veteran to start a Flying School
and Charter Service in Yarmouth.

 In 1951 he re-enlisted in the Air
Force, this time as an Air Traffic Control
Officer and served at Greenwood, Torbay,
Marville, France, and Bagotville before
reaching retiring from the service in 1964.

 He was self-employed until 1966
when he joined the Department of Na-
tional Revenue as a Customs Inspector
in Yarmouth. He retired as Customs Su-
perintendent in 1982 and is enjoying his
retirement years at his home in Yarmouth,
N. S.

 He maintains an interest in flying
and is a member of the Aircrew Associa-
tion, the Atlantic Canada Aviation Mu-
seum, the Canadian Aviation Heritage
Society and the Lancaster Support Club.
He waited with anticipation for the day
that the Warplane Heritage Canso
emerged in the colours of Canso 9754,
the aircraft made famous by the Hornell
attack on U-1225, the same aircraft in
which McRae flew his first operational
sortie.]
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Museum Notes

Annual General Meeting Information
Date: Saturday January 25th 2003
Time: 2:00pm
Location: Royal Artillery Park,
Halifax, Nova Scotia.

Schedule of Events:
2:00pm   General Meeting
4:00pm   Guest Speaker Allan
MacNutt

Our guest speaker Mr. Allan
MacNutt is a pilot of 50 years who has
flown over 67 different types of aircraft.
He has just published a new book on

one of the Maritimes early civil avia-
tion pioneers Carl Burke, founder of
MCA Maritime Central Airways. Allan
will be flying in from BC to give us a
presentation and we will help him
launch his new book in true Maritime
style. This will be an exciting presen-
tation and a great way to start the New
Year. This will certainly be an event
not to miss.

The story of Carl Burke is one that
has not yet been told. Allan has crafted
an interesting and honest book on a sig-
nificant Maritime Aviation personality.

Audit Results:
The results of the Nova Scotia Museum
audit, which was completed in July, are
in and the Museum has done well. The
Museum’s grade has increased by 20%.
For full details see the President’s Mes-
sage on page 20.

Canso:
Bill Leeming is in the process of prepar-
ing the rudder for fabric. The fabric and
doping will be applied in the near future.
Don Hirtle reports that the tail section is
progressing well with the patch work
being complete. In late December, the
crew was test fitting the port tip and the
center portion of the horizontal stab. The
starboard tip will have to either be re-
placed or a new one manufactured. Work
on the elevators is yet to begin. All of
these pieces will be test fitted on the tail
assembly before it is hoisted up on the
aircraft. These parts will be removed for
the hoist and then bolted on when in the
air. These parts are fabric covered and the
crew wants to make sure they are not
damaged while putting the tail assembly
into place. Don hopes that the tail assem-
bly will be finished  for the spring.

Below: Crew Chief Don Hirtle walks past the Canso tail assembly that has been
the focus of month’s of work. Patch work is complete and work has progressed
to the center portion of the horizontal stabilizers and the tips. The Port tip is
reusable but the Starboard tip will need to be replaced, either a new one is
required or a new one will need to be manufactured.
Right: The port tip of the horizontal stabilizer being test fitted. This portion of
the stabilizer is fabric-covered and will be removed before the tail assembly is
hoisted into place. Later, it will be bolted onto the tail assembly so that it is not
accidentally damaged.
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ID Quiz
Left: The November Quiz was not iden-
tified 100% correctly. Several members
were close but made small errors. The
aircraft is a Shenyang FT-6 belonging to
the Pakistan Air Force. The Shenyang F-
6 is a Chinese knock off of the Mig 19SF.
It can be identified as a Pakistan Air Force
bird through the modified Sabre drop
tanks.
Due to space constraits this issue the ID
Quiz was omitted. It will return next is-
sue.

Correction
In the last issue of the newsletter

I changed the call letters of the
Sackville, NB radio station in the
Moscow to Miscou story from CBA
to CBC. The CBA station at Sackville
NB was an AM station, with a power
output of 50,000 watts, which was de-
signed to serve the Maritimes.The call
letters were CBA Maritimes. Later
smaller repeaters were
located throught the area.

My apologies - The Editor -

I came across your very interesting
website by accident, and I am pleased
that I did so. I like the format and the
contents and would (and will)
recommend it to any interested in these
matters. I write to comment on the
Mark Peapell question + answer. My fa-
ther was G/C Robert Buck McNair. He
died in January 1971 in England while
serving as the Canadian Air Attache.
He spoke only occasionally of his war-
time experiences as those memories
became a heavy burden on him. He lost
many good friends. He was very
proud of his Nova Scotian origins and
remained so throughout his life. He
would have been touched and surprised
to know that he was the subject of a
quick quiz which related to his birthplace.
Keep up the good work.

 Regards, Bruce McNair

Letter to the Editor

Below: The silver section of the stabi-
lizer is removed and slid through the
rudder before the rudder assembly is
installed.

Below: The completed rudder await-
ing fabric and trim tabs. Bill Leeming
is going to undertake the fabric work.

(Rob MacIlreith, photos)

Jetstar:
Work on the Jetstar is continues with cor-
rosion control and cleaning being the
main problem. Work has also been done
on the chairs to clean them up and repair
them as required. New carpet for the fu-
selage has been ordered and will be in-
stalled in the future. The crew is making
good process inside the aircraft.

Crane:
A small group of members is restoring
the old engine crane so that it will be
ready to adjust the height of the Ercoupe.
The Ercoupe will have to be raised higher
in the air to get jack stands under the
Jetstar. These jobs must be completed
before the arrival of the Avenger in the
future.

Avenger:
Some members at the Museum facility
are in the process of identifying what jobs
must be completed before the Avenger
arrives at ACAM. Frank MacLoon re-
ports this date as 2004. However, time is
short and the list is long. If we are going
to be prepared for the arrival of this large
aircraft in the hangar these jobs must be
tackled right away. A list will be posted
in an upcoming issue. With any of these
jobs, your help would be appreciated, as
always.
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News Shorts:
Halifax International Increases Service...Again

As reported last month, the Pan Am
Clipper Connection from Bangor, Maine
is now flying into Halifax. The service
has been developed in conjunction with
Halifax based Emera Energy and is a once
a day return run with a Jetstream 31 tur-
boprop. (See Nov. Newsletter page 17)

Continental Airlines added a  third
flight between Halifax and Newark, NJ
in December. Continental is considering
adding flights from Halifax to other US
cities as well.

International flight prospects are also
improving. Air Plus Comet is now run-
ning a weekly charter between Malaga,
Spain and Halifax. In 2003 Pan Ameri-
can is considering service between
Halifax and Freeport in the Bahamas as
well. Lastly, talks have begun with
Icelandair about beginning a charter ser-
vice into Halifax again. Icelandair had
flown into Halifax for 5 years before the
service was discontinued in Oct 2001as
a cost saving measure. In December,
Icelandair began a limited air cargo ser-
vice into Halifax on a trial basis.

The big announcement is that
Calgary based Westjet is looking to ex-
pand East again and is planning on add-
ing a twice-daily service between Halifax
and Hamilton. Westjet will be compet-
ing directly with Halifax based Canjet in
the discount airfare market. Currently
Moncton is the only city that is serviced
by both airlines.

Westjet will add an additional 14
jobs to the airport, no word on what the
other airlines are adding for jobs locally,
although logically one would assume that
some new jobs are being added.

 With the continued turmoil in the
airline industry, it is nice to see that
Halifax is attracting new business and
seems to be growing. In July, passenger
activity was up 4.4% over 2001, mark-
ing the first month of positive growth in
2002. In August, passenger activity con-
tinued to climb, increasing by 7.5% over
last year. Halifax International Airport
was the only major airport in the country
to record an increase in passenger activ-
ity this summer.

CanJet Going South

Halifax based discount carrier,
CanJet is going to begin a non-stop ser-
vice between Halifax and St. Petersburg,
Florida from Feb 1st, 2003 until May 4th.
Service will be with a Boeing 737. In
December CanJet added twice daily ser-
vice to Deerlake, NF., as well.

Discount carrier Jetsgo is getting
ready to expand its service when it adds
service into Northern Ontario beginning
with Timmonds, Ontario. Jetsgo ran into
serious problems with its expansion plans
into Quebec when Air Canada made a
deal with the Quebec government that
saw provincial government use of Air
Canada increase in exchange for a 70%
slash in prices for all others travelling
within the province.

Jetsgo Expanding

Goosebay Griffons Going
SAR Yellow?

As a result of the tragic 444 Squad-
ron Griffon crash in Labrador last July
(see Sept Newsletter pg. 15), DND is re-
evaluating the colour schemes of the air-
craft that are perfroming the SAR mis-
sion. The four aircraft could begin being
repainted as early as December.

Aurora Makes Emergency
Landing at Sydney

Aurora 140104 made an emergency
landing in Sydney on December 5th. The
crew smelled smoke. The aircraft landed
with no problems at Sydney and the crew
were safe, although 4 complained of mi-
nor eye irritation. The aircraft was on a
routine training mission when the prob-
lem occured. Related equipment was shut
down and the aircraft landed right away.

SAR Griffon colors?
(Artwork via www.rcaf.com)

CFB Greenwood Ranked
as a Terror Target

With a surprise rumour CFB Green-
wood has made a supposed US State De-
partment list as a terrorist target in
Canada. The list, which was in several
major newspapers, ranks Greenwood as
#9. Surprisingly the target that could
harm Atlantic Canada the most in the
event of a serious attack, Point Lepreau,
was only listed #15, while the Confed-
eration Bridge was listed a laughable #13.
The State Department has since denied
that the list even exsists. After reviewing
the list that was published in the paper, it
does not take a rocket scientist long to
figure out that it does not appear to be
legitimate.

The Cost of Search and
Rescue

After the rescue of an injured crew-
man from a Norwegian bulk carrier off
of Newfoundland in early December, the
cost of the mission was published in the
Daily News.

A Cormorant from Gander and a
Herc from Greenwood were involved in
the rescue. The Cormorant had to refuel
twice during the 1,650 kilometer mission
that lasted a grueling 10 hours. The Pub-
lic Affairs Officer indicated that the Cor-
morant costs $4,045 per hour to operate
plus another $1,043 for the five man crew
per hour. The Herc costed $4,468 per hour
to operate and $1,869 for crew per hour.
Total mission cost to Ottawa, $114,500.
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Sea King Woes Continue
The Sea King has become the

editor’s favourite target of our Federal
Government’s lack of support and vision
for our Armed Forces. The saga contin-
ues! First let me wish the Maritime Heli-
copter Replacement Program a happy
20th anniversary. Yes folks it’s true, the
Sea King replacement program has offi-
cially been running for 20 years now (the

program first began in Jan. 1983! I was
in grade 7 then... I teach grade 7 now.)

This month team Cormorant has
made it clear in the media, again, that
some of the contenders in the program
will be too small to meet the requirements
of rescuing an average lobster crew boat.
The only way that the Sea Hawk can meet
that requirement is to have its cabin emp-

tied before taking off. A process that
could take as long as 4 hours before  the
aircraft is mission ready. Meanwhile, the
Cormorant is large enough to do the job.

Also, of interest in the last little while
is some black Sea King humour that has
been making the rounds in the Forces, and
the internet some of which is reprinted
here for your enjoyment.

Sea King Sugar Probe Turns Sour

The Department of National Defence
closed down its 11-month investigation
into the sugar tainted oil incident on a
Sea King. The aircraft was being trans-
ferred from CFB Shearwater to the West
Coast. Upon arrival the sugar was dis-
covered in the aircraft’s oil supply.

For a brief time the entire fleet was
grounded while each chopper’s oil was
tested to make sure that it was clean. The
helicopter left 12 Wing and flew to
Bangor, Me., Sherbrooke, PQ., and made
stops in Ontario, the Praries and BC be-
fore arriving at it’s West Coast base.

The oil tank on the Sea King is lo-
cated several meters above the ground
and is difficult to reach. In contrast the
fuel tank is waste high and very easy to
access. The engines on the helicopter
where changed and the oil systems were
cleaned and it has returned to service.
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Sea Kings in the Sun
In mid-November this song made a

splash across the internet as more Sea
King black humour. Set to the 1970’s hit
song Seasons in the Sun by Terry Jacks.

Good bye Papa please pray for me.
My helicopter is crashing in the sea. I
honestly don’t mean to pout / but my fu-
ture is in doubt / my copilot just fell out.

Good bye Papa it’s hard to fly.
When my airframe is cracking in the sky.
For every hour in the air / it takes thirty
to repair / we fly these things on a dare.

Chorus:
We had joy we had fun we had Sea Kings
in the sun / but the engines are on fire the
Sea Kings must retire.

Good bye Chrétien my stingy one.
You could have bought the EH 101.
Instead you blew 500 mill / just to cancel
out the bill / now I need an airsick pill.

We had joy we had fun we had Seakings
in the sun / we’ll be lucky if we reach a
crash landing on the beach.

103 Search and Rescue Squadron Stands Down it’s
Labrador Helicopters

103 Search and Rescue Squadron in
Gandar Labrador (9 Wing) has officially
retired it’s three CH-113 Labrador heli-
copters. The stand down ceremony in-
cluded: a re-union of old and current 103
hands, a diner, 20 minute video of La-
bradors flying from Gander and a final
fly-by of the old girl with LCol McKeage,
the Wing Commander, at the controls.

The weekend brought many memo-
ries and tears for some of the hands, a
few could remember when she first en-
tered service back in 1964. Now nearly
40 years later the Labrador has been re-
placed by three CH-149 Cormorants.

103 Search and Rescue Squadron
began flying SAR missions with the La-
brador, from Gander, in 1977. Since that
time the Lab and 103 Squadron have
flown more than 35,000 hours, on 2,500
missions and rescued 1,500 lives.

Gander will most likely get a Labra-
dor for display once the final stand-down
process is complete.
Right: CH-149 Cormorant (149903)
from 103 Search and Rescue Squad-
ron, based at 9 Wing Gander at the
Nova Scotia International Air Show in
September 2002.

(Rob MacIlreith, Photo)

In related news, 413 Squadron,
which was due to receive two more Cor-
morants in December only received one.
The other chopper being diverted to
Comox, BC. At the time of writing it is
unclear if the Squadron will eventually
receive the aircraft back and as to why it
has been sent to Comox. However, with
one aircraft going to Comox, the pace of
conversion and training for the Squad-
ron has slowed, which means the the La-
bradors will remain in service at 413 un-
til September, instead of July as planned.

CF-18 Hornet News
- Two CF-18 Hornets are currently

undergoing testing at NAS China Lake
after being upgraded by Boeing. Cur-
rently, only 78 other aircraft in the fleet
are earmarked to follow them through an
upgrade program that will run until 2006.

- Lt. Gen. Lloyd Campbell warned a
Commons Defense Committee that the
CF-18 Fighter force is not in a position
to answer the call to arms if Canada
should be involved in a war with Iraq.
The fleet is short of spare parts at this
time and those that are not committed to
training or NORAD have no precision
guided weapons to arm the aircraft with
as these weapons have not been replaced

after being depleted over Kosovo in 1999.
- Despite the spare parts shortage for

the CF-18 fleet, plans are being drawn
up to sell the Czech government 15 used
CF-18’s. These CF-18’s would also be
modernized by Boeing and would help
defer some of the cost of the upgrades to
Canadian examples. One cannot help but
wonder if anyone in Ottawa has read a
history book. In 1973 Canada sold “sur-
plus” CF-104’s to Denmark. By the early
1980’s several senior Air Force officials
were wishing they had the aircraft back
as attrition replacements or for spare
parts. By the time 104 operations were
closed out in 1986, all the squadrons were

under strength. With the possibility of a
CF-18 replacement way over the horizon,
the 41 surplus aircraft would be better
stored for a rainy day.  Certainly, they
could be used as lead in trainers for the
modernized aircraft if for nothing else
then for parts.

Lastly, with our Allies, particularly
the US, wanting Canada to pull its weight
in future military operations, can we af-
ford to be retiring any of our Hornets? In
1999, the Air Force was seriously over-
stretched when it sent only 16 CF-18’s
overseas for operations over Kosovo.
Those who do not learn from history are
doomed to repeat it.

Fly it until the last piece stops
moving. -Cliché
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Ken Brown found an interesting web
site that posted photos of the Red Arrows
visit to Canada, including photos at
Halifax. The website is: http://www.sky-
flash.com/reds/2002/reds_2002.htm I
highly recommend checking it out. Here
are just a few sample pictures from the
website. I especially enjoyed the number
of photos that are of both the Red Ar-
rows and Snowbirds in formation to-
gether.

A number of us that went to the In-
ternational Airport on the Friday before
the Air Show saw both teams go out and
heard on the radio that they were going
to do some formation work together.
Unfortunately, most of that flying was
done over Halifax and the Atlantic Ocean.
The Snowbirds actually caused a bit of a
stir when they came back to the airport
as they were very low on gas and the
tower controller had to spin 3 other air-
craft on approach to put the Snowbirds
on the ground faster. One American Her-
cules that was flying passes on Runway
33 at the time was told to put it on the
deck or stay up high for 35 more min-
utes. The pilot immediately nosed over
from 1,600 feet and put it into landing
configuration really quick. That brought
a few comments from the guys that were
at the button! It looked like an approach
that might have been flown into Sarajevo.

The Snowbirds came straight in due
to their fuel state, meanwhile the Red
Arrows did a few more passes over
Waverley and waited for the 3 airliners
to land and then came into Halifax. They
flew the diamond down Runway 33, pull-
ing up at mid-field and over the top to a
bomb burst right to landing. It seemed
they enjoyed that they went out before
the Snowbirds and stayed out longer.

 Red 10 was the photo ship for all
the pictures and the photographer was Fl.
Lt. Steve Underwood. If you can, you
really should see these photos, the three
shown here are a sample only... I’d have
given up a lot to have been the photogra-
pher!

Red Arrows Follow Up

Above: The Red Arrows and the Snow-
birds in formation with the A. Murray
MacKay Bridge and the Bedford In-
stitute of Oceanography in the back-
ground.

Below and Inset: The Red Arrows over
Halifax International. Judging by the
weather conditions it appears to have
been Friday before the airshow.

(Fl. Lt Steve Underwood, Photos)



The Atlantic Canada Aviation Musuem Newletter
Jan. / Feb. 2003

 Page 20

DEDICATED TO THE PRESERVATION OF THE AVIATION HERITAGE OF ATLANTIC CANADA

production of a joint brochure highlight-
ing the three museums under the banner,
“Nova Scotia’s Aviation Treasures”. On
a national scale we have also forged sig-
nificant links with the other aviation
museums across the country. Ken Brown
and myself had the privilege of represent-
ing ACAM at the recent Canadian Aero-
nautical Preservation Association
(CAPA) conference held in Sidney, BC.
Westjet provided a reduced airfare, and
this helped make it possible for our Mu-
seum representatives to attend. The abil-
ity to meet and discuss various issues,
which face institutions like ours, is in-
valuable. It also gave Ken and myself the
ability to cement and reaffirm relation-
ships with our peers across Canada. Cer-
tainly every other Museum and collec-
tion are facing similar issues that ACAM
is facing such as: future sources of fund-
ing and development, volunteers or lack
of them is another issue.  The conference
was a great source of information from
which our organization will continue to
benefit.

2003 will be a significant year for
aviation and aviation heritage as it marks
the century of powered flight. A number
of celebrations are planned around the
world. One will certainly touch our re-
gion in early June, when a replica of a
Vickers Vimy will attempt to recreate
Alcock and Brown’s successful flight
across the Atlantic, from St John’s New-
foundland to Ireland. As well, the com-
ing year’s induction ceremonies to the
Canada’s Aviation Hall of Fame will take
place in Halifax on June 7th to coincide
with this the Canadian Aviation Histori-
cal Society (CAHS) annual convention;
I hope that ACAM will receive some ex-
posure during these events.

In conclusion, as I reflect on my two
terms as President, I am thankful for the
great Executive and members who are
part of the vision of ACAM. Without the
commitment and dedication of our mem-
bers, the results and effort we have wit-
nessed would not exist.

Mark Peapell

should the Museum do? I will not attempt
to answer that question here, but I am sure
many of you do have an opinion. As a
member of ACAM or an interested part-
ner, your input is needed as to how
ACAM should proceed. Obviously the
Executive and Board of Directors are in-
terested in your thoughts. We initially
started this consultative process last year
at the annual meeting. I hope that the
2003 Executive and Board of Directors
will continue to develop on this theme.

This year we faced our tri-annual
performance based audit, which relates
to the issue is our continued funding from
the Nova Scotia Government. The day-
long Audit process focuses on all areas
of the Museum’s operation. Each audit
has become a key document in mapping
our continuing development for the next
three years. Our score on the audit has
been tabulated and will indicate what
ACAM’s level of funding should be for
the 2003 season. I am pleased to an-
nounce that the Museum achieved a score
of 91.4%. Of the 25 Museums audited
during 2002, ACAM received the high-
est score! The Museums previous score
from three years ago was 71% and six
years ago the Museum’s score was 54%.
However, these results would not have
been possible were it not the hard work
done by our Executive [and Membership
over the last three years] in preparation
for this audit. While our ranking is very
good, we must not be complacent. Our
organization is finally achieving some
recognition and acclaim for our efforts.
We have to continue to bring new volun-
teers into our Museum. At this point, we
are fortunate to have a strong core group
of volunteers, but we must not rely on
them, we have to share the work load
around among more of our membership,
until ACAM is at the point were it can
hire a full time person to handle the day-
to-day operations of the Museum.

I am happy to note that the level of
cooperation between the Shearwater and
Greenwood Military Museums has con-
tinued to improve over the last few years.
This cooperation has culminated with the

President’s Message
From the Desk of Mark Peapell

As I write my last President’s Mes-
sage in mid-November, it is time to re-
view the year the Museum has had and
begin to plan where the Museum is go-
ing. ACAM has completed another suc-
cessful year of education, preservation
and restoration, the three main reasons
for the Museum’s existence. While it was
a great year in many aspects, the high-
light of the year has be the Sabre pilot’s
reunion in July. The reunion was a truly
memorable event for everyone involved.
It was also a great chance to meet a num-
ber of living RCAF legends. The work
involved to support an event this calibre
was significant. Dr. John Christie steered
the event and was ultimately responsible
for its success. The restoration of the
Sabre obviously became a center point
for many of our volunteers. As in the past,
lots of hard work and elbow grease got
the job done. I know that there was some
initial skepticism to how the Museum
would handle the event, but it certainly
has proved that ACAM can hold events
such as this. I believe that the future lies
in holding similar events, as they tend to
contribute funds and provide a wider au-
dience for the Museum and its collection.

The future direction of ACAM is the
biggest issue the Museum presently
faces. That direction is critical. Long term
goals and acceptable targets are the key
to our future growth. ACAM has been a
success up to this point because of the
hard work of our volunteers. These ef-
forts continue to go largely unrecognized
by those outside the Museum, a point I
have tried to stress to all of our partners
(NS Govt, Tourism Halifax, etc). Just
imagine what our organization could do
with more funding and full time person-
nel. That said, the Museum is not likely
to get that large pot of money, so what

[Editor’s Note: Season’s Greetings to all
our ACAM readership and their fami-
lies. I wish each of you the best in 2003.

Rob MacIlreith]


