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The Atlantic Canada Aviation Museum
Halifax International Airport

P.O. Box 44006
1658 Bedford Highway

Bedford, N.S.
B4A 3X5

(902) 873-3773
Website: http://acam.ednet.ns.ca

E-Mail: acam@ednet.ns.ca

Upcoming Meeting Dates:
The July meeting will be held on July
25th at the Museum. Social time begins
at 7:00 pm. The meeting will start at 7:30
pm.

The September meeting will be on Sep-
tember 26th at ACAM beginning at
7:30pm.
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r ACAM’s Sabre Mk V is Dedicated

Above: ACAM’s Sabre Mk V (23355) was dedicated on July 2nd, 2002. See photos of the
event on pages 6 and 7.
Below: A new addition arrives. See story on page 2.

Photos by: R. MacIlreith

Included in this Issue:

A New Addition
SPAAD’s Reunion and Dedication

200 Stearman in NB
Museum Notes

In the Air and On the Ground
and much more!
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Article and Photos By: Ken Brown

The de Havilland Canada Beaver is
quite possibly the most significant aircraft
to be designed, developed and built in
Canada. The Beaver, which is able to
operate equally well on floats, skis or
wheels, continues to perform the job it
was designed to do, over fifty years after
its first flight.  The Beaver production line
closed in 1967, after a total of 1,692 air-
craft were built.  The aircraft was built in
three models: the piston engine powered
Beaver Mk.1 (1631 built) and 1 example
of the Beaver Mk. 2.  The third and final
model of the Beaver built was the Turbo-
Beaver Mk. 3 powered by a Pratt &
Whitney PT-6A Turbine engine.  The
Beaver has achieved a status that may be
unique among aircraft today in that two-
thirds of the Beavers built are still flying
currently.

The Beaver Mk. 1 example which is
currently on display at the Museum is on
loan to ACAM by Atlantic Aircraft Sal-
vage Ltd. and was restored by combin-
ing parts of two different aircraft.  The
tail section is from airframe serial num-
ber 1579 which belonged to the Kenya
Air Force, where it carried the registra-
tion number KAF 108.  The origins of
the forward fuselage and wings, is a mys-
tery. They came to Nova Scotia from
Hawaii where they were part of one of
four Beavers used in the major Holly-
wood movie, Six Days and Seven Nights,
(starring Harrison Ford and Anne Haché).
The restoration is external only, due to
the airframe’s use in the movie. All the
aircraft’s interior was removed and the
framework altered for use in the movie,
making the refitting of the interior next
to impossible.

The Atlantic Canada Aviation Mu-
seum would like to thank Atlantic Air-
craft Salvage for their hard work in re-
storing the aircraft and placing it on loan
to Museum.

de Havilland Canada Beaver Loaned to ACAM

Above Left and Right: The Beaver as it was stored in August 2001.

Above: These 4 photos show the arrival of the Beaver at the Museum and it’s
assembly. The Beaver is on display in front of the Museum and is visible from
Highway 102. Flood lighting will be installed in the near future.

Above: With wings on and assembly complete, some trees were removed to make
way for the Beaver and improve its from Highway 102.  A rope fence has been
installed around the aircraft and an information display, similar to the Voodoo’s
has been installed as well.
Top Right: Further views of the Beaver.
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Beaver Mk I Specifications:

Powerplant: One 1,254 hp Pratt &
Whitney R-985 Wasp Junior radial
piston engine.
Wing Span: 48 ft 0 in
Length: 30 ft 3 in
Height: 9 ft 0 in.
Weight, Empty: 4,230 lb
Weight, Gross: 5,088 lb
Cruising Speed: 143 mph
Max Speed: 163 mph
Service Ceiling: 18,000 ft
Range: 733 mi

Above: The Classic Bush Plane, a
Beaver on floats. C-FDTY was
owned by Transport Canada when
this photo was taken at Chatham
in 1998. It was sold to North Bay
Aviation Limited in 1999, for a
price that was out of ACAM’s bud-
get. C-FDTY was built in 1948 and
was the 27th Beaver off the de
Havilland line and spent the major-
ity of its life here in the Maritimes.

(R. MacIlreith Photo)

I helped Mark Blok with some riv-
eting on several visits to his shop in
Enfield. On my first trip in early May,
the Beaver was in very rough shape with
holes in the wings and tail. However, on
the next visit I was impressed with the
work Mark had put in. Mark also im-
pressed me with his stories of trips to

South America and Afghanistan in search
of old Beavers. His garage was full of
Beaver parts of all kinds. The the rear
fuselage was almost completely rebuilt
with new metal due to damage that had
been caused in the filming of the movie
“Six Days Seven Nights”.

Working on the Beaver
By: Bill Leeming

Above: The Beaver under restoration
in Mark Blok’s Enfield shop.

(Bill Leeming Photo)
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Just as World War II was coming to
an end, initial plans for a new daytime
jet fighter based on the straight winged
North American FJ-1 Fury was the basis
for developing the F-86. However, when
the completed aircraft left the factory in
1947, it had little resemblance to the de-
sign initially proposed.

On the 18th of May 1945, the F-86,
initially named NA-140, passed the
proposition stage and the go ahead was
given for a prototype. A major problem,
however, was that the F-86 would be re-
quired to have a top speed of at least 600
mph. The prototype drawing would only
be capable of a maximum speed of about
582 mph.

The following month, the team re-
sponsible for building the prototypes ana-
lyzed the design of the proposed F-86,
and more research was put into the aero-
dynamic design of the airframe. Very
quickly, the team reasoned that the re-
quired speed could be achieved if swept
wings were used rather than building the
aircraft with straight wings.

The F-86 was rolled out in August
of 1947 and the Sabre very quickly
gained the admiration of everyone there
to see it. The swept back wings, sleek
body, and several other features new to
aircraft gave it an image which impacted
very positively on all.

After being moved to the High
Desert in September, the Sabre made its
first flight on October 1, 1947, with
George Welch as the pilot. Welch was to
make the flight last no longer than 10
minutes, however, when Welch tried to
lower the landing gear both of the main
gear worked well enough, but the nose
gear light in the cockpit didn’t light. Af-
ter flying past the control tower, the op-
erators could see that the front wheel was
only halfway down. After 40 minutes of
working at trying to bring the gear down

The Canadair Sabre Mk. V
By: Rob MacIlreith

land with the nose up, so as to cause the
least possible damage. He was lucky,
however, for when the back wheels hit
the runway, the jolt loosened the nose
gear, and it dropped down all the way,
and locked in position, and the landing
was made successfully, without any dam-
age.

The Sabre was chosen for the RCAF
to replace the Vampire in the day fighter
roll. With an all-weather design in the
works at Avro Canada, Canadair of
Montreal was chosen to build the Sabre
under license. 19101, the first Canadair
Sabre, was built from sub-assemblies and
components furnished to Canadair from
North American.  Al Lilly flew the first
Canadair Sabre (19101) on August 8th,
1950. 19101 was basically an F-86A-5
but was given the Canadian designated
CL-13 Mk. I. It would be the first of 1,815
Sabres that Canadair would eventually
produce (1 Mk 1, 350 Mk 2’s, 1 Mk 3,
438 Mk 4’s, 370 Mk 5’s, 655 Mk 6’s).

Production switched to the Mk V

North American FJ-1 Fury in flight.
(Boeing Website Photo)

19101, the first Canadair Sabre. This
aircraft is preserved in Edmonton.

(ACAM Collection)

The Vampire, Canada’s first jet fighter.
The Sabre would replace the Vampire.

(ACAM Collection)

Below: 439 Sabre Tiger Squadron Sa-
bres Mk 5’s prior to being camouflaged
for use with the Air Division in Europe.

(ACAM Collection)
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Above: The 1955 Sky Lancers Team
in stock Sabre Mk V’s.

(ACAM Collection)

Above: CF-104’s and Sabres share the
ramp. The old and new guard.

(ACAM Collection)

Canadair
Sabre Mk. V

Specifications:
Powerplant: Orenda 10
Wing Span: 37 ft 11 1/2 in
Length: 37 ft 6 in
Height: 14 ft 9 in
Weight, Empty: 10,618 lb
Weight, Gross: 14,613 lb
Cruising Speed: 489 mph
Max Speed: 606 mph
Rate of Climb: 35,000 ft
Service Ceiling: 54,000 ft
Range: 363 mi

23168 a Sabre Mk V wearing the
markings of 416 Squadron. This
Sabre was struck off service on Jan.
27th 1956 when the landing gear
malfunctioned and the pilot was
forced to eject. (ACAM Collection)

23280 wearing the colours of the
Sabre Transistion Unit in 1968. This
aircraft survived for a time on the
civilian registry but its final fate
could not be tracked down by press
time. (ACAM Collection)
If anyone with information on
23280, the Editor would be inter-
ested in finding out what happened
to her.

version in the early 1950’s. Each Mark
featured improvements in the breed over
the previous version. The Mark V was
no different. First it featured the new “6-
3” wing and wing fence to improve
manoeuvrability at high altitude and high
speed. It also included an engine change
to the Orenda 10. These 2 major changes
made the Sabre Mk. V a potent performer.
The “6-3” wing extended the wing root
by 6 inches and the wing tip by 3 inches.
These extensions increased speed by only
9 mph at sea level. However,
manoeuvrability was noticeably im-
proved. In a combat situation, like those
faced by the USAF in Korea, this was an
important improvement.

The Orenda 10 and the Sabre Mk V
were a fine marriage between airframe
and engine. With its 6,355 pounds of
thrust, the Orenda 10 could power the
Sabre 5 to 40,000 feet in nine minutes,
half the time of the J-47 powered Mk II.
The Orenda 10 is slightly larger in diam-
eter then the J-47, requiring some struc-
tural modifications to the Sabre. It also
added 340 pounds in weight. However,
the improved performance more than
made up for these minor changes.

The Sky Lancers were one of
Canada’s European Aerobatic Formation
Teams. First formed in 1955, they flew
stock Sabre Mk. V’s. The team had a very
successful ‘55 season and AFHQ ap-
proved the team to operate for a second
season. Sadly the 1966 version of the
team had a fatal accident that killed 4 of
the 5 members of the team.

Like the Sky Lancers, the Golden
Hawks were also an aerobatic team, al-
though their Mk. V’s, and later Mk. VI’s
were painted in a bright golden paint
scheme. The “Hawks” thrilled millions
of fans with their exciting aerobatic dis-
play. The Golden Hawks were initially
formed in 1959, to celebrate the 50th an-
niversary of flight, and stationed at the
Chatham, N.B. base for most of the 5 sea-
sons they existed.

There were 370 Sabre 5’s built, 295
for the RCAF and 75 for the German’s.
Most of the Mk. V’s would be sent to the
Air Division in Europe. However, with
the arrival of the Sabre VI, many of these
would be brought home and redistributed
to the Auxiliary Squadrons and the OTU
(Operation Training Unit) and later the
STU (Sabre Transition Unit). These Sa-
bres would soldier on as low-level train-
ers for the CF-104 Starfighter at RCAF
Chatham and would have been the last
Sabres retired from the CAF in 1968.

Many ex-Canadian Sabres would
survive on the civilian registries for a
time. Additionally, many would meet
their fiery end over training ranges like
Mojave, White Sands and China Lake in
the United States. These aircraft were tar-
get drones, most coming from Target Air
in Moncton, NB, being rebuilt by David
McEwen’s company.
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Sabre Dedication and SPAADS Reunion in Photos
ACAM’s Canadair Sabre Mk V (23355) was dedicated with a plaque during a

ceremony at the Museum on July 2nd. In attendance, were over 300 former Sabre
pilots and guests who were in Halifax for the SPAADS Reunion. The event went off
very smoothly and was a credit to the organizers and volunteers of the Museum.
Special congratulations must be handed out to the Museum volunteers that spent
hundreds of long hours making sure the Sabre was completed for the dedication
event. The ceremony provided the Museum with some very brief exposure on CBC
and in the local papers and brought many  a tear to the eye of the former pilots that
jumped at the chance to sit in a Sabre again. Many of the pilots have service time in
other aircraft types in the Museum’s collection, such as the CF-104, CF-5, Harvard
and CF-100 and these were also available for the pilots to view and sit in.

“Atlantic Canada Aviation Museum
Dedicates

Golden Hawk 23355
To the Honor of the Men and Women

of the Royal Canadian Air Force
Who Maintained and Flew the

Canadair Sabre
In the Service of Canada”

This page, photos of the completed Sabre restoration prior to the dedication
ceremony.  The aircraft was repositioned slightly for the dedication.
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[1] [3] [4]

[8][7]

[6]

[5]

[9] [10] [11] [12]

[2]

Photo Key: [1] Piper Rod MacInnis greeted the visitors and guests. [2] Michael Garvey, MC for the event. [3] HRM
Mayor Peter Kelly welcomed the SPAADS guests. [4] Community Services Minister and MLA Peter Christie.  [5] MP
Peter Stoffer. [6] The Town Cryer opened the dedication ceremony. [7] ACAM President Mark Peapell. [8] ACAM
Chairman Frank MacLoon. [9] SPAADS  Intro Speaker Bob Morton. [10] BR Campbell, SPAADS speaker. BR
Campbell flew with both the Golden Hawks (1961-62) and the 1955 Sky Lancers team. [11] Andy MacKenzie spoke of
his time flying Sabres with 441 Squadron and of his time in Korea including being shot down and spending time as a
POW in North Korea and after 2 escape attempts his time in a POW camp in China. [12] Mike Garvey presents Dr. J.
Christie with a plaque from the Museum for his efforts in obtaining aircraft over the years. The Museum has named
the fighter collection in Dr. Christie’s honor.

Some of our SPAADs guests looking over the CF-104, the
helicopter and Silver Dart. Many of our guests had trained
on Sabres before moving on to the Starfighter.

A panoramic view of the lower hanger as the guests filled
up the seating prior to the dedication beginning. Note the
Sabre covered with a tarp prior to being “unveiled”.
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Top Left: Unveiling the Sabre.
Left middle and bottom, Above top:
Some of our SPAADS guests sitting in
aircraft. Many smiles and a few tears
were seen.
Above: 652 Squadron Air Cadets pro-
vided a colour party and ushers for the
dedication ceremony.

Setting Up
Right Page Left Column Photos

from Top to Bottom:

[1] and [2] To faciltate the guests in the
hangar, the Harvard and CF-5 were
moved outside for the day.
[3] Setting up chairs in the hangar for
the 300 plus guests that visited the
Museum for the dedication.
[4] Don Hirtle supervises from a com-
fortable chair on top of the Canso as
some of the guys set up chairs for the
event.
[5] Thanks to the 33rd Service Battal-
ion, who supplied tents, tables and
chairs for the luncheon after the cer-
emony.
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Facility:
The Museum has re-
opened for another
season. Summer staff
has been hired,
Shawn McCarthy
has been rehired for
a second season.
Shawn has been
joined by Jenna Cole
and Miles Tuttle.
Painting and clean-
ing, in addition to
further organizing of
the collection for the
audit is a major part
of our employees
day.  Audit prepara-
tion is a major focus
at this time as was
mentioned in last
month’s newsletter.
Our audit has been
t e n t a t i v e l y
schedualed for July 5th. Results will be
printed in an upcoming issue of the news-
letter.

Light bulbs and ballasts have been
replaced in the main hangar to reduce the
loud buzzing noise as part of the audit
preperation.

Above: Barry Rodenhiser at work changing lights in the hangar in preparation
for the NSM Audit in July.

(Gene Hamilton Photo)
Displays:
Reg Clark and Rob MacIlreith have com-
pleted new displays on the old Halifax
Municipal Airport, September 11th and
the Sabre. These  have been installed in
the Museum and are on display. Further
items will be added to the displays as they
are completed. The airport display will

eventually have a 3-D contour map added
to the display. More photos on CD have
been provided by HIAA on September
11th, these will be added on a computer
in the future and the Sabre display will
eventually have display boards similar  to
the ones made for Pratt & Whitney.

Open Cockpit Day
July 9th, 2002

By: Rob MacIlreith

Open cockpit day at the Museum this
year was another low-key affair. With
limited promotion, only a small blip of
visitors arrived at the Museum to take in
the aircraft compared to a regular Sun-
day in June.  Vice- President Ken Brown,
as well as, the 3 museums staff members
were on-hand to conduct tours when re-
quired, these 4 were supplemented by
other volunteers at various times during
the day. Personally, I enjoyed seeing the
young children’s eyes light up when they
are helped into one of the aircraft. After
all the Museum is not just about preser-
vation of aircraft, but it’s main focus has
to be the education of the public and the
easiest way to do that is to expose young
people to new exciting concepts and ex-
periences. Aircraft offer that opportunity.
It seems such a shame that the Museum
has missed the proverbial boat on cash-
ing in on this great idea. A greater pub-
licity campaign to make the public aware
of the event is definitely required in the
future if it is going to be successful.

[1]

[2]

[3]

[4]

[5]
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In the Air and on the Ground

[1] Canadair Challenger CL-600 C-
GCFG. This aircraft is used by Nav
Canada for flight inspection.

[2] C-130E Hercules. ANG from
Martinsburg, West Virginia.

[3] C-GPCD is a King Air 200 based
in St. John’s, Newfoundland.

[4] BAe 146-200 in the new Air
Canada JAZZ colours. This is C-
GRNX.

[5] Delta Airlines Fairchild -
Dornier 328 flies direct from
Halifax to Boston.

[6] Continental Airlines ERJ-145
with special markings. Text reads:
“100th En-Route to an All-Jet
Fleet”

[7] Boeing 737 in Air Canada Tango
Colours.

[8] N276GA passed through Halifax
International on a delivery flight.

[9] Nimrod MR.2 XV260 departs
for the U.K.

[10] Dash 8 - 300 in Air BC colours.

[11] 2 of CanJet’s 3 old Canada
3000 Boeing 737’s have been re-
painted.

[12] C-FDML heads to a fire in
North Preston on June 15th.

[13] Spanish Falcon 50 in town for
the G-7 meeting.

[14] JAL 747-400 in town for the
G-7 meeting, June 15 and 16th.

[15] Israel 1125 Westwind Astra
belonging to Sobeys Group Inc.

Left: Brice Coyle has provided the Mu-
seum with another of his fine1/6 models.
This is a Canadian Navy Seafire which
is now hanging just above large external
doors in the Silver Dart’s building. Brice
has provided the Museum with the ma-
jority of it’s extensive 1/6 model collec-
tion over the years and this may be one
of his best aircraft yet. Great job Brice!

Left: A rather unique view of ACAM’s
Harvard as it was postioned outside on
July 2nd for the Sabre dedication. The
aircraft has recieved markings now and
is nearing completion. Bill Leeming and
Ron Cunningham have been helping with
the Sabre restoration as of late and work
on the Harvard has slowed some although
the aircraft looks nearly complete at this
time.

Left: As mentioned on the previous page,
the September 11th display has been com-
pleted. Thanks to Karen Sinclair of HIAA
for providing photos on CD for the dis-
play and the achieves. Additional thanks
to Dave McMahon for the 8x12’s and
frames and to Peapell and Associates for
the computer for the digital slide show.

U.S. Coast Guard Jay Hawk lands on the Sable Platform for a fuel stop
during a mission along the Atlantic Coast.

(Dave Powell Photo)
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All Photos this issue were taken at Halifax International. Photos 1-7 by R. MacIlreith, Photos 8-9 by D. McMahon,
Photos 10-15 by R. MacIlreith.  If you have photos you wish to submit please send them marked Seen In the Skies to the
Museum address on the front cover of the newsletter. If you wish your photo returned include a self-addressed stamped
envelope. Those submitting photos by e-mail, please scan them at 400 dpi at 25% in JPG format to insure a photo that is
clear enough to print. Please do not crop the photo.

[9][8][7]

[10] [11]

[12]

[15][14][13]

In the Air and on the Ground

[1] [2]

[4] [5]

[3]

[6]
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Stearman in N.B.
By: Don Henry

When operational forest spraying for
spruce budworm started in New
Brunswick in 1952, the most available
aircraft was the Boeing Stearman. Ini-
tially, a two-seat trainer built by the
Boeing Aircraft Corp., these highly
adaptable aircraft were readily available
as surplus after their service was no
longer required following WWII.

The production aircraft was desig-
nated the Stearman (75) and called the
“CAYDET” with Navy designation N2S-
1, Army: PT-17 and to quote a descrip-
tion from the Aircraft Spotters Publica-
tion – “One of the most widely used train-
ing planes, the CAYDET has been sup-
plied to China, Cuba, Venezuela, Peru and
Great Britain. It is powered by a
Lycoming radial air cooled engine of 225
hp.”

Aerial spraying contract companies
in the U.S., and to a lesser degree in
Canada, bought up these surplus aircraft
and modified them as sprayers and crop
dusters. The most common modification
was to change the engine to a much more
powerful 450 hp Pratt and Whitney Wasp
Junior R-985 and taking out the forward
controls and cockpit and replacing it with
a tank that held about. 150 US
gallons.The most common use for these
converted aircraft was agricultural crop
spraying using a boom and nozzle distri-
bution system – powered by a wind
driven pump. Other single engine aircraft
were also modified and used as sprayers
but the availability of large numbers of
Stearman and their relatively cheaper
conversion costs made them by far the
most adaptable and efficient aircraft for
crop production at the time.

In 1952, the spruce budworm infes-
tation was spreading in Eastern North
America and specifically in the north /
central New Brunswick spruce / fir for-
ests. Due to this plague, International Pa-
per Co. along with the Provincial and
Federal Governments initiated the first

large scale effort to protect the forests and
control this devastating insect pest. Some
two-dozen aircraft were used, primarily
Stearmans working from Budworm City
Airstrip, built especially for this project
near the head of the Upsalquitch River in
Restigouche County, N.B.

The pilots, most of whom were
WWII veterans, were primarily from the
US. The individual spray blocks were
marked out on aerial photos and maps,
with each pilot using these photos in the
aircraft for visual control. Each spray
block was several hundred acres and was
marked out to use the natural boundaries
as much as possible, and was sprayed
similar to the agricultural field system.
Spraying was only applied in stable air
conditions (usually early morning or late
evening) and supervised by a chief pilot,
whose only radio communication was to
the control tower at the airstrip. The
Stearman had no radios and were given
direction for takeoff and landings with a
tower controlled red / green lighting sys-
tem. A system that by today’s technol-
ogy sounds primitive but worked well
without any major incidents.

To be effective as a control measure,
the spray had to be applied during the
larvae or feeding stage of the insect. Due
to the altitude of the terrain and the north-
ern latitude at Budworm City the spray
was applied primarily in early to mid June
when the insect was most susceptible.
The results are well documented and led
to the forming of Forest Protection Lim-
ited, a company whose primary purpose
was the protection of the forest resource
of N.B. and whose initial members were
several Pulp and Paper Companies and
the Provincial Government.

With the expanding infestation areas
of the spruce budworm in eastern North
America and specifically in the Gaspé,
Forest Protection Limited, along with a
similar Quebec company expanded its
area of spraying and facilities over the

Boeing Stearman Specifications:

Powerplant: one 220-hp Avco
Lycoming R-680-17 radial piston
engine.
Max. Speed: 124 m.p.h.
Cruise: 106 m.p.h.
Service Ceiling: 11,200 ft.
Range: 505 miles
Weight Empty: 1,936 lbs
Max. Take-off: 2,717 lbs
Wing Span: 32 ft. 2in.
Length: 25 ft. 0 1/4in.
Height: 9 ft. 2in.
Wing Area: 297 sq. ft.

Stearman “tied down” at a bush strip
in New Brunswick - 1957.

A “Central Air” Stearman being re-
loaded in the pits during a spray ses-
sion. Note: engine running, mechanic
refuelling, pit crew handling insecticide
hose and watching the meter, load re-
corder getting the pilot to sign load slip
(by gas meter), the pilot signing the
load slip is wearing a typical hard hat
and goggles of the 1950’s.
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succeeding years as required to a maxi-
mum of 20 airstrips in 1957.

Several airstrips were built as early
as 1955 in the central Gaspé Peninsula to
a maximum application area in 1957, ex-
tending in the peninsula from Rimouski
to the town of Gaspé. The company, Que-
bec Forest Industries Assn., was formed
to accommodate this large scale opera-
tion in Quebec and worked very closely
with Forest Protection Limited, with the
movement of personnel, materials and
aircraft as the development of the insect
larvae progressed.

As previously mentioned, 20 airports
and airstrips were utilized in 1957 with 6
airstrips in the Gaspé and the remainder
in central and northern NB. This huge
area (5.2 million acres in NB and much
lesser area in the Gaspé) had to be treated
in a very limited time window and thus
required a large fleet of aircraft. US, as
well as, Canadian aircraft operators were

velopment.
This 1957 operation was very his-

toric since 220 aircraft converged on New
Brunswick mostly from the US, (some
fleets from as fair away as California and
British Columbia)  arriving in NB in early
to mid-May and subsequently leaving at
the termination of the spray project to
their respective home bases in late June
and early July. It was probably the larg-
est fleet of civilian light aircraft ever
amassed at one time in Eastern Canada.

Approximately, 75 Stearman were
again used in NB and the Gaspé in 1958
but with the introduction of 12 TBM
Avengers into the working fleet along
with the diminishing hazard area, fewer
aircraft were required to cover the spray
area (some 2.6 million acres in NB).
There was no forest spraying in NB in
1959 by Forest Protection Limited.

The TBM Avengers carried over four
times the payload of the Stearman and at
a much increased speed thus very much
increasing the coverage area per hour
flown. Stearman aircraft continued in use
in NB in much diminishing numbers un-
til well into the 1970’s, mostly in small
more isolated spray areas and the Re-
search and Development projects. In the
late 1960’s a few were tried out as water
bombers, both on land and on floats, but
with the availability of TBMs and larger
aircraft this project was not pursued.

My part in the operation in 1957 was
Area Supervisor at Tabu Airstrip in NB,
from early May until early June and then
at Nouvelle in Gaspé, until late June, and
then Aerial Defoliation Survey in NB
until late July.

contracted during the previous winter sea-
son resulting in 200 Stearman sprayers
and around 20 light supervision aircraft
being utilized. This massive operation
took months of planning and construc-
tion work, as several airstrips were built
along with living quarters for hundreds
of seasonal people, as well as, the for-
mulation of spray materials and aircraft
loading and refuelling facilities.

The actual spray application in 1957
started in the most southern NB airstrips
about the third week of May and termi-
nated in the northerly Gaspé airstrips
about the first week of July. This allowed
the spray aircraft, as well as, both air and
ground supervisory personnel to com-
plete their work in southern NB fields and
then move on to northern NB and Gaspé
as required. A very highly coordinated
operation, which allowed seven days of
the week strictly on the demands of the
weather and spruce budworm larvae de-

Part of the fleet of Stearmans at Renous Airstrip in 1957. Typical airstrips had
loading and refueling pits for 4 aircraft. There were no starters on aircraft so
pilots let the engines idle while refueling and refilling spray tanks. Pipelines
were underground for fuel and insecticide and were metered into aircraft. (This
looks like the termination of a spray session as other aircraft are parked.)

Part of the 200 Stearmans that came
through Fredericton Airport in early
May, 1957.
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News Shorts: Compiled from Various Sources

Labrador Helicopters and Her-
cules aircraft of 413 Squadron were
grounded Wednesday May 15th because
of an administrative mix-up. The many
of the Squadron’s personnel were tempo-
rarily taken off duty because many of
them didn’t have the proper certification
or courses needed to be on active duty.
“We were very surprised at the level of
disarray the paperwork was in,” said Lt.-
Col. Charlie Cue, the Squadron’s Com-

Military Pilots Grounded Over Lack of
Certification

manding Officer. “But at the same time,
that’s why we have checks and balances
in the system.” The administrative prob-
lem was so severe that 413 Squadron was
not available for use and aircraft crews
from Ontario and Western Canada were
brought to Nova Scotia as a replacement.
In the event of a large-scale disaster, the
Defence Department said the pilots
would be taken out of the classroom and
put back into their aircraft.

Labrador 302 does a practice hoist at
the Greenwood Open House in June
1999.

(R. MacIlreith Photo)

The Investigation into the Labrador
starting accident at CFB Greenwood on
March 11th has found that a wind-mea-
surement system — not the pilots — was
at fault. No one was injured in the March
11th accident but the badly damaged La-
brador has been declared Category A and
will never fly again. The crew was called
in that night to help a floundering fishing
vessel off Yarmouth, N.S., had to start the
aircraft in gusty wind. Startups in high
winds are tricky because the fiberglass
blades are floppy until they reach a cer-
tain RPM, and gusts can move them
enough so that they actually strike the air-
craft. Weather data provided to the pilots
indicated that the gusts were not severe
enough to prevent the crew from starting
the rotors.

An investigation has found that a
wind-measurement system, in place since
1993, failed to provide information about
maximum winds, providing instead only
averages. “An average means there had
to have been winds that were higher, [then
the data suggested]” Major Jim Armour,
of the military flight safety directorate,
said in an interview with a news agency.
Labrador pilots at Greenwood, N.S., nor-
mally use an empty hanger for startups as
an extra precaution whenever

winds are high. On the day of the acci-
dent, however, the start-up hanger was
occupied by armed CF-18 jet fighters
placed on standby at Greenwood after the
Sept. 11 terrorist attacks in New York and
Washington. The CF-18s have since de-
parted from Greenwood, allowing use of
the hangar again.

The loss of the Labrador reduced the
fleet to 11 aircraft and put pressure on
the East Coast search-and-rescue system.
Greenwood has since been provided with
a full complement of three Labradors
after transfers from bases in Trenton,
Ont., and Comox, B.C., which have taken
delivery of five new Cormorant search-
and-rescue helicopters. Greenwood is ex-
pected to receive its Cormorants in the
next year

Labrador Accident Report Released

Above: CF-18B’s at CFB Greenwood
in March of this year.

(R. MacIlreith Photo)

Airport Authority
Announces New
Scheduled Air

Cargo Service to
Europe

Halifax, N.S. – A new twice-weekly
scheduled air cargo service to Europe has
started out of Halifax International Air-
port. The DC-10F (freighter) service,
with 70 tonnes of capacity, will operate
between Halifax and Ostend, Belgium.
Worldwide Perishables Canada Company
provides the service. The scheduled de-
parture time from Halifax is 11:30h . (lo-
cal time) on Sunday and Wednesday, with
arrival in Ostend at 2300h (local time).

“This is great news for the region’s
import and export business community”,
says Jerry Staples, Manager Business
Development for HIAA. “The flight is
ideally suited for shippers to make effec-
tive connections with the European Eco-
nomic Community,” says Staples.

Much of Nova Scotia’s seafood ex-
ports are forced to leave the province by
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surface transport due to a lack of air ca-
pacity. This initiative will capitalize on
the continuing demand in Europe for pre-
mium seafood products from the
Maritimes. The freighter is also fully ca-
pable of handling heavy or irregular-sized
shipments for other export-related cus-
tomers, in such sectors as the oil and gas
industry.

The announcement comes at a time
when the Authority is nearing comple-
tion of a related infrastructure project -
its $7 million extension of the Airport’s
main taxiway to accommodate the con-
struction of 12 airside lots, which are now
available for lease. Halifax International
Airport is Atlantic Canada’s principal
full-service airport providing passengers
and cargo customers with direct and in-
direct access across the country and to
strategic locations in the United States
and Europe. The Airport welcomes three
million passengers per year and handles
over 23 million kilograms of cargo an-
nually, placing it among the top seven air-
ports in Canada.

Halifax International
Airport Authority Reports

2001 Results

Halifax, N.S. – Halifax International
Airport Authority (HIAA) reported its
2001 operating and financial results at its
Annual Public Meeting today. “We’ve
weathered a difficult year but have been
able to manage through the downturn in
traffic and continue our investment in
revenue generating initiatives,” said Reg
Milley, President & CEO of HIAA.

The Authority generated $28.7 mil-
lion in operating revenues, compared
with $26.6 million for the 11 months end-
ing December 31, 2000. In addition to
the operating revenue, the Airport Im-
provement Fee (AIF), which was intro-
duced on January 1, 2001, earned $8.3
million, for total revenues of $37 million.

“These revenues have allowed us to
invest in areas that we know hold the fu-
ture for the airport’s continued success,”
said Milley. “By growing our retail busi-
ness and developing our airside subdivi-
sion, we’ll be able to better diversify our
revenue streams and become less reliant
on a cash-flow dependent and often vola-
tile airline industry,” he said. The Air-
port Authority begins to pay rent to the
federal government in 2003 in the order
of five million dollars annually by 2006,
and as well must meet increases in insur-
ance, realty taxes and interest expenses.

The Airport Authority invested $35
million in 2001 in the Airport’s multi-
year capital program to address long-
standing deficiencies in an ageing infra-
structure. Airport Improvement Program
project included the expansion of the in-
ternational arrivals area, the extension of
Taxiway Alpha and construction of a new
water treatment facility. AIF revenues

were used to fund the projects, which
must be approved through a consultation
process with the airlines. The balance of
the expenditures were funded through ex-
cess revenue over expenses and a six
million dollar contribution from Trans-
port Canada, negotiated as part of the
transfer agreement.

The Authority reported total operat-
ing expenses of $23 million, compared
to $19.6 million for 11 months in 2000.
The increases were attributed to higher
operational costs from an unusually harsh
winter, additional labour costs related to
the negotiation of the Authority’s first
collective bargaining agreement, and the
impacts of September 11th, including
added security and insurance costs and a
one million dollar unpaid debt as a result
of the bankruptcy of Canada 3000. An
additional $600,000 in AIF revenue was
also lost from the Canada 3000 bank-
ruptcy.

IMP has captured a $27 Million dol-
lar 3 year upgrade contract to install avi-
onics and communications equipment in
the Aurora as part of the $96 Million
Thales Systems Canada Upgrade. IMP is
a subcontractor in this program and is
well positioned in the upgrade project
which is to be complete by 2006. IMP is
said to be looking for 50 new aircraft
mechanics, aircraft avionics techs and
sheet metal fabricators. Eighteen aircraft
are to be upgraded in the deal. The Au-
rora has been inservice with the CAF
since 1980 and is suppose to be in ser-
vice for another 20 years. Rumours have
been going around that IMP is also bid-
ding on either upgrades or depot level
maintenance for the American P-3 Orion
fleet, although these rumours are uncon-
firmed.

- CanJet began flight operations on June
20th, 2002.
- Pan Am has announced that it will be-
gin providing service from St John, N.B.
to Boston beginning in late July.
- The Fire Departments of Fall River,
Waverley and Goffs will be holding an
aircraft disaster simulation at the Museum
on July 31st.
- The Turnbull Chapter of the Canadian
Aviation Historical Society has received
display space in the plans for the New
Greater Moncton Airport Expansion.
- JetsGo has begun service to Halifax In-
ternational Airport flying Boeing Super
80’s.
- Congratulations to Steve Fossett who
completed a solo around the world ballon
flight becoming the first to do so. The
latest attempt was Mr. Fossett’s sixth at-
tempt at the around the world solo record.
Mr. Fossett has an Atlantic Canadian con-
nection as his third attempt at the trip
ended unsuccessfully in New Brunswick.

IMP Captures Part
of Aurora Upgrade

Contract

News Shorts:
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To the Editor:
I very much enjoyed the T-33 ar-

ticles by Rob MacIlreith and also that of
Dave Wilson in the May/June issue of
the newsletter.

After completing flying training
school, advanced flying training, and
weapons training on the Harvard, I
started the F-86 OTU at Chatham, NB in
January of 1953. Prior to flying the Sa-
bre, we were given a few trips in the
T-33, mainly in the back seat on instru-
ment training. These were the
American T-33’s with the Allison J33
engine and the under-slung drop tanks.
I do remember that starting the J33 en-
gine almost required a stationary
engineer’s qualifications; knobs and
pipes all over the cockpit. A real
peculiarity was that in winter, the lead-
ing edge tanks were filled with
100/120-octane gasoline for starting pur-
poses; the J33 didn’t like starting
on JP4 in winter and those under-slung
tanks! I don’t know if there were any
baffles in them to prevent the fuel from
sloshing around but trying to
keep the wings level on the first few trips
was a chore. We never soloed in
the T33 at Chatham. Rather, we were
turned loose on the F86 for our first
jet solo.

I once again flew a USAF T-bird
in August of 1956 as unit check out when
I went on exchange with an American
F86F Squadron in Furstenfeldbrucke,
Germany. It was no easier to start but
there was no 100/120-octane gasoline
or under-slung tanks!

Over the years, I flew over 2000
hours on the T-33 and, like Dave Wil-
son, over all of Canada, Europe and parts
of the USA in many different roles.  Its a
great plane!

In closing, a few observations: our
T-33’s were fitted with the Nene 10
engine, not a Nene 7.  As for the T-33

outshining the F86, CF100 and CF104 -
not really. It did outlast them but was
never capable of being an effective
air superiority fighter, all-weather fighter
or a strike fighter.

Lastly, Cuba was not listed as a
country flying the T-33. In fact, the T-
33A was used with devastating effect
whilst defending the Bay of Pigs inva-
sion.  It did well as a ground support
fighter there!

Jim McCombe

Letters to the
Editor

Above: An early Allison powered T-33
in Canadian markings, note the under-
slung tip tanks, 14 series serial num-
bers and lack of ejection seats.

[Editor’s Response: You’re right Jim I
should  have clarified the sentence. The
T-33 certainly never outshone the other
types as a fighter, but it sure did outlast
them in terms of years of service. Thanks
for pointing out any errors or ommissions
in the article.]

Words from Our Board of Directors
By: Frank MacLoon

To all those I can reach by email I would like
to express my feelings on this exceptional
event [Sabre dedication]. 
So many good things to remember:
The masterful M/C effort by Mike.
The humour of the Town Crier.
The Piper and his drink of scotch.
The very appropriate  comments on the Mu-
seum and its people by Mike, Mark, and John.
The wonderful appearance of the Museum
and its exhibits.
So many present at 7:00 am to move the A/
C, the skill in doing it, and the immediate ac-
tions after the event.
Don Hirtle watching the proceedings from a
high perch on ”his” beloved Canso. 
The  very favourable comments of MLA
Christie, MP Stoffer, and Mayor Kelly.
The respect shown by the Air Cadets and their
very disciplined approach.
The appearance,involvement, and enthusiasm
of the Museum and HRM seasonal staff.
The sincere, fascinating, and often-emotional
comments of the SPAADS speakers.Their
obvious appreciation of the “rescue” of the
Sabre – and that by volunteers.
The obvious emotions of the pilots as the A/
C was unveiled.

Their obvious enjoyment of the whole event.
The obvious thrill and emotions of the pilots
as they again visited a sabre cockpit.    
The obvious efforts that went in to making
the event such a smoothly carried off affair.
The personally expressed thanks of so many.
The long overdue recognition of
John’s constant and intense efforts, and so
frequent successes, on behalf of the Museum.
The wonderful informality of the lunch ar-
rangements.
The utterly magnificent computerized presen-
tations by Rob and the hundreds of hours, and
thousands of dollars in value, of something
so long sought.
The marvel that Museum could attract the
skill and dedication of such people.
The marvellous paintings of Paul Tuttle and
his recognition by SPAADS last evening
event bringing credit to him and to the Mu-
seum.
The pride one had to feel to be associated with
all of you.
So - to all of you - thanks, respect, and ap-
preciation whatever best applies

GOOD LUCK IN THE AUDIT!
                                        Regards,
                                                     Frank  


